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The writer discusses the telation between the motor vehicle and 

total highway costs and presents a ~ethod of distributing this cost among 

motor vehicles in such a manner that each vehicle contributes directly in 

I.' proportion to the amount of use which it makes of the highways. ~he under-

lying principle of the method is in the measurement of highway wear and 

tear in terms of impact force on the highway. From impact force, slightly 

modified by highway space occupied and a l~ited application of the 'ability 

to pay' canon of taxation, a schedule of relative ratios showing the pro-

portional place that different vehicles should occupy in the scale ot 

contributions is evolved. Using this schedule, actual figures of highway 

costs are taken to show how the method may be worked out into a compen-

sating system of registration fees and gasoline taxes. The concluding 

chapters a»eempt to prove that competing systems of transportation - by 

rail and highwa.y - should be dealt with as· a co-ordinated unit. 
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A_ter I. 

~HE PROBLPP 

Boai buildtBg and maintenance was one of the tew aotivities 

which the proponents of the dootrine ot 1aisses-faire conceded to be 

within the proper sphere ot govermnent. ~he national highwa18, 1ilte 

the administration ot Justice, the maintenance ot law and order and 

proteotion against toreign aggression, were aa expense incurred in the 

common interest 'of all and were accor4ing17 »ai4 tor out ot general 

taxes. 'here was no meana, except the . toll rOM, ot assessing a 

vehicle diree.l, for the 'atnoUllt ot use' whioh it male of the highw8.1l. 

foll roads were never popular and had practical1, disappeare4 before 

the development ot motor vehio1e trattic. Roal buildinc was lett 
~ ... ~~ 

large17 t8the smallest governmental unit, the manioipalitl, 8D4 

tunds were raised bl an assessment against real property. A.s the 

area over which a vehicle oould operate was 1~ite4, this meant that 

those who use4 a particular real were the one. who pai4 tor it. 

'he motor vehicle appeared when the doctrine ot 1a1sse.-

taire was passing into oblivion. Governments ~ now with propriet, 

assume countless activities. Public11 owned railroads, gas works, 

water worlta and hydro electric plants are generall, accepta... It is 

conceded that a government, tar trom distributtQg its gas or electric 

power tree, should charge each customer for what he uses and posBib17 

make a certata protit on the transaction. 

(1) 



I. 

Ai tirst, the motor car enJoye4 the tree use ot the high-

ways. Early registration tees were s~p11 tor purposes ot recor4. 
1. 

~he gasoline tax began as a means ot raising revenue tor governing 

authorities whe had little concern with roal building. Gradua1l7, 

however, the levies on motor vehicles began to resemble payments 

made tor the use ot the ~oadl. At the present time, the government 

mar be said to build highwa7s and rent them to highway users ~ust 

as it builds power plants and sells power to oonsumers. ~his idea 

has develope4 slow17. For a long t~e goveruments olung to the 014 

doctrine and insisted that higbwars should be maintained out ot 

general taxes. 'l!he JmULicipality, the unit responsible tor road 

building, hacl, in most cases, no power to impose special taxes on 

motor vehicles or on gasoline. The provincial or state goveruments, , 

which had the power to ~ose suoh taxes, used the proceeds tor 

their own purposes. In the old daJS, road building was co~aiively 

inexpensive. fhe annual assessment tor roads was rare17 burdensome. 

Danr tarmers oould pay it ea8i17 b1 work~ on the roads with their 

teams tor two or three. days each year. With the coming ot the motqr 

vehicle, the old gravel and macadam roads broke doft almost overnight. 

Expensive new roads and road~buildtng equipment became a necessit7. 

1. '!he gaeol1ne tax tirst 'appeared in 1919, when the states ot 

Oregon, Colorado and HorthDakota impose4 a taz of one cent a gallon. 

Its universal adoption tollowed almost~lmmediate17. 



An orgr of ~oad build~ began and the municipalities did 

not hesitate te asswme bonde4 indebtedness fo~ periods up to fori, 

years. It the highways built at this t1me had been permanent. all 

would have been well. Howeve~. it seemed that as fast as highway. 
meter 

were bul111Tehlo1es would destr07 them. It waa ~s81ble for the 

DDmicip.llties to go on piling up huge debts. so the provincial or 

state governments began the practice of making grants for 1'084 bui14~ 

iug. '!he olimax was reachecl when certain provinoia1 and state govern-

ments toot over all public roads except paved streets withtm Incor-
1. 

porate4 oities and towns. ~his di4 not mean that rural municipa11$ies 

coul' abandon the real property assessment for roa4 building. It 

will be a generation before most ot them are free of the b»rdens 

the7 assumei to provide the first good roads. , 

~h. expense of 1'084 buildtQg was not the on17 consideration 

which made the smal1e~ municipalities demand relief. A .,tor vehicle 

can operate over a veVl wide area. This meant that the great 'bulk of 

trattic using the roadl of a particular maniclpa11tl was no longer 

the tratfio of the taxpayers in that municipallt7 alone. 

1. In 1921 the Province of ~uebec took ove~ fta11 ~rove4 roads 

and those to be ~rove4 tn future,- See Statistical Year Book ot 

Quebeo. 1930. p. 359. 



Cars tron:t California appearetl on the r1l1'a1 highways ot 

Quebeo. »ellve~ t~cka from Montreal operate' regular rout •• withIn 

~ rad-1us ot sixt,. miles tram th, citJ. TO'q"hips whioh ha4 perhaps 

a8 few as twenty motor vehicle owners on thei~ tax rolls found 

that thousands ot other motorists were using their roads. At the 

same tilDe, the common carrier autobus and truclt turned the highways 

into aright of way tor themselves and began to built up private 

businesses carried o!lP~'tliC Fopertl. The great~r weight and size 

ot these vehicles -caused InUOh damage to h$ghway surfaces. At first 

the railwars ignore4 them but when they began to teel this oompe~ 

tltion, joined their protests to those ot municipal authorities 

and demanded heavy taxes. 

!he old diffioulty ot assessin« a vehicle direet17 for 

the 'amount ot use' which it makes ot the highway. ha, disappearecl. 

!he gasoltne consumption of a vehicle is a measure ot the number 

et highway miles it runs. Bence, a taz on gasoline corresponds to 

a rate tor electric power aa meas~e4 by the meter in a consumer's 

house. BeglstratioD tees and licenses may be use4 to compensate 

tor 8Dl detlclencies in the gasoline taz. 

~he gove~uments are now confronted with two probleme. 

First, the, must decide to what extent the highways are an expense 

incurred in the aoumon interest of all and cODsequentll wbat pro-

portion of the total highw&l bill should be pa14 tor bl general 

taxes. Second, they must distribute the balance equitably among 

the various classes ot moto~ vehicles. 



5. 

Although motor vehioles constitute aD overwhelming percent-

age ot the vehicles using the publio roads, they are not the on17 

users. Horse drawn vehicles, bicycles, handcarts and peiestriana are 

still with l18. It ls true that the wear and tear on the roa48 attri-
1 

butable to persons and nOD~to~ vehicles Is praeticall7~neg11sib1e, 

but at the same time the), also benefit by the existence of roads. 

It is just as ~ractica1 to tax these other road users direct17 ter 

'amount ot roal use' as ·before, but, on account ot them, and on 

account of the 'common benefi_ to all' 1n the existence ot roads, 

11; is equal17 unJust to make motor vehicles pay the entire highw., 

bill. 

The proportion ot highwa, costs that should be borne b,J 

the pub11. in general is a matter ot some, dispute. To discuss it 

fair11. local tactora must 'be taken into acoount • .& proportioD that 

would be equitable in an area of dense traftic woull be~~Diost unjust 

in a·large area with a lighter vol1mle of traffio. It ~8 possible bJ 

making an exhaustive stud7, to determine exactl), what the value ot 

the higbw&7S is to the general publio in any given looality. 

1. Steel tires on carriages and on heaV7 wagons cause more wear 

and tear in prop()rtloB to gross weight than 40 motor vehicles 

operated on any ktBl of rubber 'ire equipment, 
,: 



1 
!he English Royal Commission on !ransport made such a 

stu4r and ooncluded that motor vehicles should p~ two-thirds ot 

the cost ot roact building and maintenance, the remainder to be 

me __ trom general taxes. In a oount17 like Canada this ratio cannot 

be rigi417 matntaine4. It ~t ot necessity be smaller. 

Kost taxing authorities have Dot- botherei to work out 

solentiticall1~&nl proportionate figure titted to their own 

peculiar conditions. fhe tendencJ has been to increase the motor 

vehiole tees and gasoline taxes progressive17 and to make up &D7 

difference out ot general taxes witheu~ questioning the justice 

of the arrangement. In eertata et the American Statel this has 

alreai7 resul tel in receipts trom motor vehicle~ilieenses t fees and 

gasoline taxes whioh have equa1lecl and eV,en exceeded highway expen-

tiiture. In thes, tew cas •• the govermnent begins to reap something 

like a mODopol7 proiit - the benetit going to the public at large, 

who are relieve4 ot their contribution in general taxes. ~he moral 

right of &DJ government to exact such a protit deserves attention 

when we come to donsider the questioD ot fair competition b~tweeD 

motor vehicl.s,:;and other forms ot transportation. In tact, however, 

the cases tn whiCh receipts traceable to moter vehicles exee.' 

highway ,osts are so rare that they are chietl7 ot tnterest as 

example. ot the cl1maz to the upwar4 'tren4 in road tees note .. above. 

1. :101&1 Commission on ~raDsport, Report Bo. I., this ratio is allO 

quotet1 and usecl by ~. A.D. lergusOB in hie -:Equitable ~axatioll ef 

Motor Vehicles,~ p. 5. 
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The expenditure of a provincial or a state government on 

highw.,s is a ver,r 4ifterent thing trom the total highwa7 bill. In 

the public acoounts of a provincial or state roads department there 

is no mentioD ot the vast sams which large cities and inoorporate4 

towns spend each year on paving. Over S~ ot the total ·number ot 
1 

motor vehicles registered fn the Provinoe of Quebeo are those of 

oltisens ot the Clty ot Montreal. Although it is true that these 

vehioles are often operated outside the oit7 l~its, the great 

maJorit)' of them are usecl mainl, within the oit1 ltself. Their 

owners par the same registration fees and gasoline taxes as other 

motorists and at the same time pay tor the upkeep of the cit1 

streets through assessments on their real propert,.. The Province 

makes no grants to the CitJ for paving punloses, so that Jlontrealers 

see themselves paying wholl,. for the cost of Koatreal street. and in 

addition, $~ of the cost ot highways outside ot the cit7 altogether. 

This state ot affairs is generallr aceepte4 because the Oit7, as a 

distributing centre, benetits trom good rous in the area trom which 

it draws its market. But, when the amount Which the incorporate" 

cities and towns spen .. on road. equals the provinoial high"&)' bill, 

moter vehicles are not paytng their fair share if the, si~17 ~ 

tw~thirda of the provincial highwa,. bill. 

1. Statistical Year Book ot ~uebec, 1950., p. 370-371. 
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Thus, reoeipts trom motor vehicles whioh exceed a provincial or 

state highw&7 bill should be fo~thcomiDg and are not to be con

side~e' as evidence at too high or unfair levies on motor 

vehioles. 

As a matter of tact, most governing autho~itiea are 

satisfied if they obtatn enough revenue to meet their ORD particu

lar expenditures. Henoe, provincial or state governments tend to 

neglect the paving bills of the inoorporate, cities and towns when 

calculating motor vehicle licenses and fees, In these easel where 

huge debts were piled up b~ the province or state in the perio4 ot 

experimental road bull4inS, mot.r vehicles are taxed. to the limit 

of what they can bear to par the provinoial highw&7 bill alone. 

~o ask them to contribute to the paving bills as well would be 

impractical. i'or these reasons, which date back to causes over which 

the present day governments had no control, it i8 impossible to app17 

power plant methods to highway. all at onoe. Rigid formulas must 

often bow to expediency. fhe best results are obtained when each 

government gradual17 works towa.rcl the goal ot highwa7 tees on a 

rational oast of servioe basis. !he aohievement ot this end becomes 

tncreaaiug17 tmportant as the highwars are more and more used tor 

co~titive business. 



We referred above to a tmonopol7 revenue' which the govern-

ment obtains when receipts trom moto~ vehicles are great •• than high-

way expenditures. This, a compulsorJ levy ~pose4 by a government 18 

a t~e t~ - • a compulsory beU;ributlon from the person to the 

government to defral the expense incurre4 ia the common interest ot 
1 

all, without reterence to special ~enefits conferre4 ~. as distinct 

trom the tee charge4 tor hignwar service. rendereA. Since goverumenta 

rarel7 receive such a monopolJ revenue, it would appear that motor 

vehicles as such are uncler taxe4. !hat is, all7 payments thel malte to 

the goverumen' are Pure17 for services rendered and nothing is left 

to go into the tun~ tor the common benefit of all, out of whiCh the 

general expe~sel ot goverument are provided for. This remains true 

unle •• a particular vehicle or clasB ot vehicles is paling more than 

its fair share ot the highway bill. A private car may be paying more 

~ proportion to the use it makes of the highways than a truck p~ , 

~whiCh case it is P8¥lng a true tax equivalent to the difterence 

between the amount ot road. fee it does pay and the amount it sho-uld 

par under an equitable distribution ot the hignwar bill. When a motor 

vehicle is purohase&, a certatn pereentage ot its oost to the pur-

chaser represents a true ecomonlc tax pai4 to the government. From 

this time on, no true eoonomic taz is paid except in the two cases 

Just note ... 

1. Protessor Sellgm&"'s definition, 
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We mentioD this point to clear up a misunderstanding that 

often arises tn discussions of the tail' taxation ot common carrier 

motor vehicles. ~he complaint that common carrier trucks and bus8ea 

pay no taxes is frequentl1 keari.. It ls just as reasonable to s&J 

that rai11l&)'8 pay no taxes either. Railway taxation is Dot base4 on 

the number of locomotives and cars that a railw81 owns, so wh1 should 

cODlllon oarrier motor vehicle taxation be determined in this way 1:1 

A railway is taxe' as a corporation. Since it owns landed propert7 

it pars local assessments on its propert,r. Uotor transport companies 

also pal assessments on such landed propert7 as they own. 'lrue 

eoonomic taxes are collected tram each en their corporate income, 

through the sales tax and customs and excise duties, Just as tor 8Dl 

other business. ~he sum ot the p~ents maq.e by a railwa1 to the 

government consists at one th~, true economio taxes; that ot a 

comnOD carrier motor transport com~ zep ... ,taI the addi tion ot 

two separate and distinct items - (1) true economic taxes, (il) tees 

or rentals paicl for the use ot the roala. 

~he complatnt that common carrier motor vehicles are not 

paylDg their fair share ot highw&7 maintenance and construction cost-. 

is a very ditterent matter. 'Ehe question ot motor and rail competition 

is ot such national ~ortance that it must be eonsidere4 at length 

later on. 101' tine present we are chietl)' intereste' in the proper 

distribution ot the rod rental.- so we shUl deal with the coDlnon 

carrier simply as a highway user and with the proper amounts which 
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it should contribute to the highway maintenance and construction 

fund. 

In the same wsf the ordinar,r motor vehicle paYI no true 

eoonomic tax; its GwneJl-'makes contributions to this tax fund as a 

oitizen, not as a motor vehicle owner. MOtor vehicles are not tit 

subjects tor such taxation arq more than other Jroper'tJ. ~hey could 

be reached by a personal propertl tsz, but justice wouli then 

demaml that all forms ot personal propert,. should be taxe4 at the 

s~e rate. In recent years the personal prop8l"ty tax has been 

largely discredited and has tended to disappear. It would be unjust 

discr~ination to preserve it tor motor vehicles alone, while other 

ktnds ot personal prope~tl are exempt from taxation. 

Once the total amount that motor vehicles should par has 

been determined, the next step is to distribute it equitably among 

them. Vehicles v&r1 in weight, size, carrying oapacity and pbJslcal 

equipment. ~heir passage over the road has a varying etfect OD. the 

road. ~~. Some vehicles use the road ma.ch more than others. In 

rate making, the ral1w&78 are accustomed to charge 'what the traftic 

will beart or according to its t abil i ty to pay'. ~he same prinoiple 

can be applied in more 11mite~ degree tQ highw&7 rate making. All 

ot these factors ma.st be taken int" account. !he ideal roal. rental. 

ls direct17 proportional to the number of higbwBJ miles a vehiole 

travels. ~he rate per mile on a particular vehiole is based on its 

118&1' and tear on the highw&Jt on the amount of highll&7 space it 

occupies, ani on its 'abilitJ to P&7'. 
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~he 'abilit7 to p&J' criterion must be trea'e4 var, caretulll'. 

~he othe~ elements in the ideal road rental may be determine4 through 

the application ot concrete scientific prinoiples. The calculation of 

'abili'1 to par' depends in large measure on the individual judgment ot 

the one who makes it. In the past. it has often been use4 as a prete%t 

to~ untair discrimination agains. certain vehicles. If. the neel to 

rail. revenue. tor highw&r purposes were not so great. it wou14 probably 

be better to neglect it altogether. 



Chapter 1-1. 

~HE CLASS IFICAT 101' OF MOTQB VEHICLES 

We have so tar eonsidere4 motor vehicle. 'in the mass'. ~he1 

must now be divide4 into classes as a prel~inarl to deter.mininc what 

road rentals a particular vehicle sheul4 P&1- ,he tirst classitication 

i8 for purposes ot identification_ It is purel1 physical and takes 

account ot ditterences in ma~e, model and method ot propulsion. It 

separates motor vehicles as tollows: 

1. 'he Motor Bicycle or .oto~c7cl. - A two-wheele4 vehicle pro

pelled by a gasoline motor. It has two turther subdivisions: (1) The 

Motor Bicycle with passenger sidecar at tache 4_ 

(ii) ~he Motor Bioycle with delivery body attached. 

a. ~he Passenger Automobile - A motor vehicle equipped tor the 

transportation ot persons, not more than seven at a t~e. It include. 

the taxicab, the jitney, the ambulance and the hearse. 

S. The Tra.ck ~ .l motor vehicle equippecl tor the transportation 

ot goocla. 

4. 'he Autobus -A motor vehicle equipped tor the transportation 

ot persons, more than seven at a t~e. 

5. fhe '~ctor - A motor vehicle equippe4 with a motor, but with 

no apparatus for carrying a 10&4. 

G. the Trailer ~ A vehicle (not a motor vehicle)equippe4 with 

appuatuB tor carry1ng a 10&4, but w1 th no motor tor propuls ion. Although 

not a motor vehicle, the trailer must be mentioned here beeause it is 

designe4 to be attached to a motor vehicle and uses the highways as part 

ot one. 

(IS) 



7. A ~iscellaneous Class - Motor vehicles equippe4 with a mo'or 

whioh are designe4 tor some speoial servioe other thaD c&rryinS SOOd8 

and passengers - snow plow., tire engines, service cars, etc. 

Each ot these classes may be further subdivided: 

(a) .coording to the make of the vehiole - Pora, Buick, 

Ohevrolet, etc. This is ot ~portance for identitica-

tiOD only. 

(b-) Aooording to the method ot propulsion (i) bJ' a gasoline 

motor, (il) by steam, (ill) bJ electrioit, stored in 

the car itself. 

(0) Aocording to the capac1tl ot the vehicle for bearing a 

load ~ 'a five passenger car'. 'a two ton truck', etc. 

'he next classification is one of function. It separates vehicles , 

according to the nature ot the business in which the), are engage4 and 

establishes a nomenclature to distinguish between vehicles which are oper-

ate4 purel7 for hire and those whiCh are maintaine' for the use of the 

owner alone. 

1. ~he Pleasure Vehiole ~ A motor vehicle used tor the transporta-

tiOD ot passengers, not more than seven at a time, such transportation 

to be affected tor no pecuni~ conside~tion. 

2. The ~azl -A motor vehicle used tor the transportation of paas-

engers, not more than seven at a time, tor hire. This includes the taxi-

cab. the jitney, the ambulance and the hearse. 
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s. The SChool Bus &Dd Hotel Bus ~.otor vehicles equipped tor the 

transportation ot passengers, mor~ than seven at a time, such transporta

tion to be etfeoted tor no pecuni&r,J consideration. 

4. The Autobus ~A motor vehicle equipped tor the transportation 

ot passengers, more than Beven at a time, and which ettects such tr&D.~ 

portatioD tor a pecuniary consideration. 

5. The :ra.rm Vehicle.;. J. moto~ vehicle equipped tor the transporta

tion ot persons and merohandise, belonging to a farmer, used exclusively 

tor the t~ansportation of the products ot his tar.m and of the persoDs 

who occuP7 such tarm. It is usuall,. limited as to weight and oapacit)'. 

The special class allotted to t~ vehicles tn maD1 highway acts represents 

a concession to the tarmers, most of whom are alread7 paying direotll tor 

the use of the roads through the road tu on their tarm lande, which tax 

amounts to mora, proportionall,., than that paid in lilte manner by other 

motor vehicle users and owners. 

6. The Service Vehicle - A motor vehicle equipped to oar~ supplies 

tor ani rep,.ir or tow, motor vehicles Which, following an accident, oannot 

be operate4 upon the public highway without its aid. 

7. the Private Truck, or Commeroial Vehicle -A motor vehiole 

equJPI84 tor the transportation of merchandise and whioh etfects suCh trana_ 

pprt~loa-~ithout &DJ pecuni&rJ consideration. 
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8. The Con'n.ct Carrier and the CODlDOD Carrier !ruok ~ A motor 

vehicle equipped tor the transportation of merohandise whioh etfects 
I 

suoh transportation tor a pecuniary consideration. 

9. .otor vehicles equippe4 neither tor the transportation ot 

persons nor merchandise, but whioh have special equipnent to enable 

them to pertorm. special services - thus, tire engines, steam ro1ler8 

and snow plows. 

It ia a peouliar property ot motor vehicles that tbay rrJ&'1 be 

readi17 adapted to purposes other than those for whiCh the1 are primarily 

IlL' ..... ' • .1 so-called 'pleasure vehicle' may be use'" to carry eggs to 

market. On Sunc1lqs trucks are frequentl)' loaded with planic ~tie. quite 

regardless ot the taot that they are 'vehicles equipped. tor the trans-

portatioD. ot merchandise'. !hls becomes o~ great importance when we tr'J 

to make a distinction between common carriers and other vehicles in 

order to &Sless road. rental tees. Autobuses which maintain a regular 

service over a specitied area and which aocept passengers on the same 

terms as the railWays, undoubte41J are cODlJlon carriers. IIotor transport 

companies Which are forme4 for the sole purpose ot carryiDg other people's 

freight, and taxicabs which are licensecl to ,pe~". for hire, are alao 

easi1,. distinguishel as belonging to the common carrier group. Prom here 

on the distinction shades ott until 1t is ~os8ible to deoide Just what 

the vehicle ia. 
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As 1t happens, the 01as8es mentione4 above handle but a small 

part ot the motor transportation business. lIr Larue, of St-lto1ycarpe, 

haa a small farm, also an ancient tnolt. i'requent17 he makes trips to 

Kontreal, and, if pail for it, will take lIr Bonhomne' a paokage too. lIr 

Leduo finds it possible to e.mpl07 Br Larue at least onoe a week to haul 

his week1), shipnent of fowl to a Kontrea1 hotel. In taot, ltr Larue ~ 

expect to pick up quite a little extra money in this wa.,. He charges 

what he thinlts proper. As I am a particular friend ot his rq packages go 

tor les8. You. being a stranger, would probab17 pay more. 14r Letebvre, 

who is not popular with Mr Larue, pays twice as much. 

Is Jlr Larue a common carrie~? By all our older definitions 

he is not. He maintains no regular service, has DO fixe' tariff of rates 

8DI is not co~11e4 to C&rr,r for everybo4, who is willing to pa'1 tor 

the service. Possibl, he might be titte4 into the new e1as8 now known 

as 'contract carriers'. ~he term 'contract carrier' applies to a trucking 

company or truck owner who makes a oontract with one oustomer to carry 

his goods either for one trip or tor a number ot trips. ~he usual example 

is that ot a contraot made by a large store or manutao'hrer who wishes 

regular delive!7 ot supplies or merChandise made in another cit)'_ It 

cou14 probab1, also be app1ie4 to a movtng company which, tor a lump sum, 

will move ~ be1ongi~ trom.ontrea1 to ~oronto. Here agatn distinotions 

are dittioult to make. 



18. 

In the meantime, Mr L&rl18, \91 th his old truck, is taking 

business away from the railw&Js. He can de) this limp1J' because he 

gives better service. B, home at St~olJcarpe is stx miles from the 

rail .. .,. station. If legislation torcetl Mr Laru.e out ot businesl, I 

shoul4 have to hire a team ot horses to haul my goods to the statioa 

and another team to get them at the station in Montreal. ~he cost ot 

cartage to and from the station alone wou14 probabl7 equal wbat I now 

par Br iarue for the whole trip. 

JIr L&rue Is not 1egal1, a common carrier. He does not and 

could Dot P8i even the lowest taxel which we noW impose on common 

carriers. Yet, if we do impose ver~ heavy special taxes on common 

carrier8,~ the, can no longer eompete with either the :railw&Js or Mr 

Larue. IIost ot their business would probaq1, go to :aq. Larue anyw..,. 

Be can sive service for which the pub1io is willing to P8J a 11ttle 

more. 

OWla; to the competition of the small proprietor with low over~ 

heu, large comnon carrier truoking companies necessarl11 operate on a 

small margiJ1 of proti t. '!he, have no equation of CODlllOD costs such as 

neutralises much of the competitive eftort ot great railwar companies. 

~he physical uniqueness ot th. business calls for a ver" small difference, 

if &n1, between maintenance taxes imposed on a CODnon carrier and on a 

prlvate1l owned. truok. 



Passenger autobussea, a8 distinct fr~ other mator vehicles, 

are easi17 reaohe4 by special tolls for the privilege ot betBg common 

carriers. It would seemuntair indee4 to this torm ot motor transport 

to insist that 1t should bear a more than proportional part of maiD-

tenance costa - all the more so when motorbussea are not the most d88-

truotive vehicles on the highwa7. Certata authorities have sought to 

oompensate for the high road rental tees on autobusses by ~posing 

ridiculous restrictions on competition. In a neighbouring province it 

is illegal tor tour friends drIving daily to work tn a fifth's car to 

divide among them the cost of the gaseline consumed ~ 

HOVI~ to handle Mr Lan.e and the five friends driving to work 

is a real problem. aestriction may be attempte4 and penalties be 

lmpose4, but contrabrancl oommon carrier transport is bouni to continue. 
I 

We have now separatetl moto~ vehicles into bt'Oad classes. ~o 

establish a relation between these 01a8ses and to distinguish between 

the vehicles tn a particular class, it is necess&r,J to ma~e a turthe~ 

subdivision en the basis of certata features common to all vehicles. 

1. The Weight 0' the Vehicle - !his may be measured either as 

'net weight', the weight ot the Tehicle alone. or 'gross weight'. the~ 

weight ot the vehicle plus ita capaoity load. In general, it is true 

that any motor vehicle is capable ot bearing a 10&4 equal to ita net 

weight, so that the maziDR.1lD gross weight of &n7 vehiole may be taken 
1 

aa twice its net weight. ~hus, when we speak of a 'two-toil truclt', we 

1. In the case ot passenger vehicles, it is more usual to calculate 
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mean a vehicle capable of bearing a load of two tons and having a gross 

weight of four tons. 

2. Engine Horsepower. 

3. ~ire Equipment - There are four kinds.of tires, balloon, pneumatic, 

cushion and solid. These may be of varying sizes, 6-inch, 8-incht etc. 

4. The Number of Axles. 

5. The Number of \Vheels. 

6. The Amount of Highway Spaoe Oocupied. 

The varying etfect ·on road surfaces of the passage of different 

vehicles is of great Umportance in calculating the road rental to be paid 

by any particular vehicle. \Ve must now consider a means of measuring the 

'amount of wear and tear' attributable to any vehicle and treat the question 

from the point of view of the highway engi~eer. 

gross weight as net weight plus seating capacity mul~iplied by 150 Ibs. 



Chapter Ill. 

ltlpny .IGB AD JlWl m TBA! 

It is only withta the last year that accurate scientifio 

information respecting higbwa, wear and tear has become a..ailable. 

Sinoe 1921, the Unite .. States :Bureau of Public Roads has been oon

ducting experiments to show the physical effect on the highways of 

the operation of motor vehicles. Embodie4 in the test~oDJ of Dr. 

'!homaa B. JlacDona14, Chief ot the Bureau, given before the Inter

state Commerce Commission at the hearing on Co-or4inatioD of Motor 

iransportatioa, in Uarch, 1931, the results ot these exper~ents 

materla1lJ change the outlook. 

In the pas"" the importance of stress in highwlq design 

has now alwars been sufficientlJ recogniBe4. Just as a bridge or 

building is designe' to support a predetermine' stress, so must a 

highwar be designe4. If a bridge is subjected to a great.r stress 

than it is designel to carr.r, it breaks dawn; so will a highwar. 

Highway stress is proportional to impact - the blow with which the 

wheels ot a vehicle strike the road as the7 pass over it. 'he 

measurement of impact thuB becomes ot prim. importance in calculat

ing wear and tear and hence rosa rental •• 

Contrar,J to popular beliet, it is not the gross weigb~ ot 

a vehiole, but the distributioD ot weight on the wheels of the 

vehicle that is the most significant factor in determining tmpact. 

Impact is not proportional to gross weight, but to the weight borne 

bl a particular azle. This aga~1a affected bl the area ot contact 
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between tire and pavement. Aa the area of contact increase., the impact 

is sprea4 over an increasing space and its stress on 8.D7 particular part 

ot the pavement is correspondingly decrease4. 

~hus, larger tires, ani a reduction ot the weight borne by &rr1 

one axle through increasing the number of axles, makeit possible to carry 

heaV,J gross 10a41 without tncreasiDC ~ct and highway stress beyoD4 the 

l~it whioh it is safe tor the highway to bear if it is not to break down 

under the strain. 

~his mar be allustrate4 by referenoe to the acoompanytng table, 

in which the ~pact figures are taken from the tests made by the U.S. 
1 

Bureau of Public Boads, and published in September, 1930 • 

L r _ I •• • )!(!!t 4t .. -i 

PNEUMA.~IC ~IRE EQUIPMENT - VEHIOLES OPERATED AT 20 m.p.h. 
i 

"lass ot 
r.hiole 

2-~8D 
Inclt. 

rz-!on 
lruclt. 

5-!I!OD 
Truok. 

*-~on 
~ruolt. 

Rear Wheel 
Lod (1bs) 

1750 

4400 

5600 

9000 

11000 

Maz. Impaot 
Force (1bs) 

5100 

7900 

9200 

12500 

14600 

Tire SiBe 
(inches) 

- Sing. * 
Dual 6 

:Dual ., 

, I 

:Dual 8 

,- -

Area of Contact 
Sq. In. 

Net Gross 

35 35 

58 106 

70 112 

104 1,., 

154 210 

l.See Tables I & 11, Appendix, for complete chart. 
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A glance at this table showl that the rough and readJ 

formala, so often used bl advocates of high registration fees, 
·c 

that ~ot may be calculated as tncreasing in proportion to the 

square ot the gross weight, has no application to motor vehicles. 

When the tire sise, and with 1t the area of contaot, ls increaae4 

in proportioD. to an increase in the weight of the vehicle, we find 

that there is a oonstant difference of 3500 to 3600 pounds between 

the rear wheel load and the maximum impaot foroe. !rhat is to sa" 

under these given conditioDs of tire equipment, highw., wear ani 

tear, as represente4 by impact forces on the highw." may be ass-

eased at a fixed rate per pound rear wheel load and not at an 

increasing r:a t. e per pounl rear wheel load. An even more equitable 

distribution is reache4 by levying on the max~ impact foroe ca1~ 

culated in pounds. 

This last method ia Just and s~le. Once the rate is 

determine', all that is necessar,J is a table showing impact torces 

oorrespon'~ to different t1Pes of vehicles and tire equipment. 

While no attempt is made here to give any such complete table as 

would be requirecl for the pracDical application of the methoc1, the 

~ollowing, also taken from the figures prepared by the U.S. Bureau 

ot Pub1io Roads, will serve to demonstrate the idea we put forward. 
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• 

Clas. ot Rear Wheel !lax. Impact Tire Size Area ot Contact 
Vehicle. Load (lbs). Force (lba). (inches) Sq. In. 

Net I Gross. 

DW CUSHION TIRE EQUIPmr.I! - VEHICLES AT 20 m.p.h. 

s.;.~on 9,000 1S,400 Dual 7 82 l1S 
~ruclt 

~on 11,000 11,100 DualS 92 1SO 
Truck 

-

NEW SOLID TIRE EQUIPMENT ., 
VEHICLES AT 20 m.p.h. -.. 

~itfon 9,000 15,300 Dual 6 58 81 
'Iruclt 

-

'li-TOD 11,000 17,400 Dual S 98 121 
!i!ruclt 

We note that, when new solid tire eqUipment with dual 8~lnch 

tire size is use4, the max~ tmpact force iD pounds of the ~-tOD 

truck with 11,000 pounds rear wheel load is increased from the 14,600 

pounds whiCh it had when pneumatio tires were use4, to 17,400 pounds. 

~here would thus be an increase measured by 2800 pounds ~aot torce 

iD wear and tear on the highway. 

It is OBvious that a highw., designed to support the stress 

of 5100 pounds tmpact force given bJ a 7-passenge~ car would need to 

be greatl, strengthened in order to 8UPPO~ the stress of 17,400 pounds 

~ct torce given by a ?t~toB truck eperating on soli4 tires. 

-
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It does not tollow that to be three t~es as strong the 

highWq DIIlst be three times as expensive. Highwa7 strength increases 

in proportion to the square et the thiokness. Each new layer 

incl'eases the strength ot the Whole b7 an amount equal to the square 

of its own strength. 

In highway design there is a certa1D minimum thickness 

which is necess&rJ to e&rr1 the lightest kind ot traftic. AB the 

thiokness is increase4 to support heavie~ trattic, it is only Just 

that this heavier trattic should pa7 the cost ot the increased thick-

ness. It is tn the measurement of this extra cost that, in most cases, 

much unfairness to heavier vehicles, and in a few oases, untairness to 

lighter vehicles, has be~ oomnOD in the past.; ~ 

Experience has shown that the waterboun4 macadam ~ ~i8 not 

economical in the enA for even the lightest of motor ~~icles. As a 

matter ot fact, narrow wheele4 buggies were alreaiy proving its frailty 

before motor vehicles appear.". ~o-dar, a standard highwq consists ot 

Ita rig!4 base with a bituminous asphalt m."i·x·.;.or:: a-'._ briok or stone 
1 

block top or a eonerete slab witheut other oovering.1t 

1. Se. Intel'state Commerce CODnissioD, Jlecltet 25400, "Co~rdiDatioD 

ot Jlotor iransportation- t testimony ot ~homas H. lIac»onalcl, p.l. 
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'he ~ot torce ot the lightest ot motor vehioles is no' 

the en1,. faotor tn ca10ulating the min~ road thiokne8s as the 

following ezcerpt trom ])1'. JlacDona14' s testimoDJ shows: 

"We would not buila roads much les8 than '-inCha. at the edge and 

6-inches in the eentre, no matter what kin4 of load.s we ware go ins 

to e&rr,. It we built thinner surtaees the, would curl up like tis-

sue paper in the raJ's ot the sun. fhel would warp; the frost heave 

would destro7 them. So we have a certaiJ1 minimum thiolmesB of rod 
it 

thallis neceasar1 to build if there were nothing heavier than the 

ordin&r1 passenger oars and farm true Its to use the road, and the 

whole question ot the heavie~ busses and heavier trucks therefore 

begins with a certata min~ thickness of road whiCh is neoessar,r 
1 

regardless ot whether tha7 existed or, not-. 

Dr. JlacJ)onald' s figures show that a 1'0&4 of mlnimtml thick-

ness is capab1a of c8rr"ing pneumatic tired vehicles as heavy as a 
2 

3-tol1 truck. .& 5-tOD. truck makes an increased. thickness ot ~ nee-

essar,r ~ a 7I-ton truck a l5.4~ increase. We have a1readr state4 

that these heavier vehicles should pal the cost ot this inoreased 

thickness. To what point can thia premise be carriel? Obviousll. 

it ia not possible to build higbwaJs capable of CBrr1tns aQ-ton 

truckS, if suCh existed, and then to expect the l~ited number of 

20':ton trucks to p&J' the increased. oos\. We would bhen have regis-

tration fees two or three times as large as the eost of the vehicle 

itself. 

1. Ibi4 p. 2. 

2. Ibicl p. 2. 
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It i8 neoessary to set a max~ thickness tor our roads and to 

prohibit their use by vehicles which e.xsrt an ~paot torce greater 

than the roads can bear. 

In Dr. llcDonal4t 8 opinion, the max~ highwq thickness 
1 

shoul4 be that capable ot bear~ a 9,000 pound rear wheel 10&4 -

the load ot • 5-ton truck operating on pneumatio tires. It this is 

taken as a standarcl, the heavier vehicles mu.st either disappear or 

else become equipped with additional axles whi~h reduoe ~c' torce 

to the 12,000 poUDi level of the ~ton truck. 

As a matter 'ot tact, cushion and soli4 tire equipment is 
2 

rapidl7 going Gut ot use. Withtn the next tew le~s 1t ls probable 

that it wll1 no longer be manufactured. We ma1 proph887 that event~ 

ua11, all heavier vehicles will be equippe4 with bal100D tires 

whiCh give less impact toree than the pneumatic tires used tn the 

foregoing experiments. When threatenetl with h.1.gh road. rentals OD 

their products, manufacturers have shown their adap't*bilit7. It 

~aot foroe were use4 as a stan~ for reokoniQg registration tees, 

manufacturers would ben4 their ettorts to designing vehicles whiCh 

give the min~ ~pact torce tn proportion to oarr,y~ capacit7. 

In the abeve tables, the rear wheel load. is taken as being 

~ ot the gross 1o •• Pew vehicles indeed. are so deaigne4 tha' the 

rear axle bears as muoh 0 t the 10&4 as this. 

1. Ibid p.2. 

2. Se. Appendix, 'fable Ill. 
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In the oase of the trailer, for instance, the gross weight is per

fect17 distribute4 between axles. 

It the road is buil. on the standard plan, i.e •• capable 

ot support~ an ~c' torce ot 12.500 pound., it is ~ thicker 

and ~ more expensive than is necessar1 for the lightes·t ot motor 

vehicles. 'hat is to sal, 92.~ of the total highwar cost i8 necess

ar,r it on17 the lightest vehicles were to use the roa4. The rematn~ 

Ing '.4~ of the total cost must be met b7 a special fee on heavier 

vehioles. Si~ce the number ot heaV1 vehicles is 1~ite4,:the road 

rental tees pa14 on a particular vehiCLe will rise rapid17 once the 

9,200 pound impact tcn-ce limit is passea.. 'rhis represents a change 

trom the accustomed practice. Common earr'e~ registration fees are 

otten several times as great as those ,OD. 3~ton truckS, but we can 

find no instance in Which heavier privatel, ownei commeroial vehicles 

even begtD to par a registration fee which increases rapidl7 once a 

oertain l~it is passe4. 

£s is well known, there are matl7 vehioles heavier than the 

5~tGD. truck. It would be impraotical to legislate these 'fthl·ol •• out 

of existence altogethe~~ It is ,.actioal, however. to discourage 

their use by high registration tees. ~he standard road is capable 

ot bearing a tew of these heavier vehicles without undue damage. For 

a long time to come, their number. in proportion to the total number 

ot motor vehicles, wl11 necessarily be few. It ls on17 possible to 

operate them economical17 when there is a large and steadr volume ot 

goods to be moved. Expenienoe shows that they usua1l~ confine them-
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selves mainl,. to certain roads. ~hus, the main highwa7 between two 

important towns would have a considerable amount of heaV7 traffIc, 

while on other roads this tratfic would be negligible. Under these 

circumstances it is Justifiable to strengthen the main highwq and 

charge it up to the heaV7 vehicles. This plan has been tollowe4 in 
1 

several of the American states, where the roads are constructed fn 

varying thicknesses according to the volume of heaVJ' tratfic that 

uses each road. 

When a highw., is construoted with due attention to ~t 

torces and cl1matie and soil conditions, maintenance costs will be 
\, 

greatl7 reduced. Up to within a tew years &80. betore scientific 

methods ot determining stress were applied. in gighwa1 desip, it was 

almost accepted as tnevdtable that motor vehicles WGuld destroJ' the 
-, 

roads as tastas they were buil' - that new construction and heav,r 

maintenance charges must go OD. endlessl,.. This impression was con-

tir.med by the disintegration et some concrete roads. thought to be 

everlasting. ~he tact that concrete is not of unito~ strength was 

torgo~te!l. Lilte 8.!Wother compo~cl substance, concrete must b& mixed 
! 

in certain proportions to produce a given strength. ~hus. when calcu-

latlng stress, it is not possible to generalise, s8.1ins that all con-

crete of unitorm thicmess can bear the same impact torce. For high-

wa7 purposes. strict attention must be given to this potnt. When 

1. And also in the provinces ot Ontario and British Columbia. 



highw8.1 building was farmed out to independent contractors, as it 

has been in the past, most goverDments have been content to speeif1 

a certain thickness and to take the qua1itl ot the concrete tor 

grants4. When these roads broke down, heavy motor vehicles were 

blame'. 

The amount of traffio using a road is a relativell unimpor

tant matte~ if the stress l~it of the roal is not exceeded. In this 

oonnection our authoritl says ~ 1tMaterial ot &n1 characte~ .an be 

fatigue' it there are a sufficient number of applications ot maxbamm 

lead applie4 continuousJ7, perhaps, bu", in the teats that have been 

made up to 50,000 oontinuous applications ot loads which stresse4 the 

concrete, tor example, '0 50.' of its mod:alus ot rupture, have noi 

fatigued. the material. ~he material w,1l1 not fatigue wi thin &:4'3 practi-.. 

cal basis ot the application ot these heavier loads. The roads are 

more destroye4 real17 by cl~tic and soil conditions than they are 
1 

bi any use that Is made of them b7 the public". 

£ vehicle travelling at a high spaecl, tar fl-pm beiJ18 more 

destructive on the road, as is so commonly suppose', actuall,. exerts 

les8 impaot force than a vehicle travelltng at a low speed. It is 

possible to skate quickl7 over thin ice without breaking it, while 

to stanl still would be disastrous. In the same w~, a vehicle at 

rest is harder on the road than a moving vehicle. 

1. IaCDona14, Ope C1t. p. 12. 



ChaRter lV. 

THE GASOLINE 'AAI. 

In the first chapter we outline4 an ideal road rental for 

motor vehicles, basing the rate per mile to be pai4 b.1 a partioular 

vehicle OD it. wear and tear on the highw&1, on the amount ot high

w&7 spaoe it occupied and on ita • abilit7 to pay'. !Dhe total rantal 

was to be directl7 proportional to the number of highwa7 miles the 

vehicle travellecl. 'rhis scheme presupposes some reacq means ot 

measur~ highw., mileage - found in the gasoline consumption ot the 

vehiole. Gasoline oonsumption is valuable as more than a measure of 

mileage alone. It varies with the weight of the vehicle, with the 

speed. at Which it moves, with the tire equipnsnt and with the abili1;y 

of the driver to eoonomise on the gas. Thus. a tax on gasoline has 

definite advantages; 

1. It is easily 0011ecte4. 

2. It taxes heavier vehicles more than light. 

S. It ia direotly proportional to the highway mileage 

ot the vehiole. 

4. It taxes vehicles maintaining an excessive rate ot 

speed more than others. 

5. It taxes vehicles using solid or cushion tire equip

ment more than those us~ bal'oon or,..umatio tires. 

6. It encourages economy ot design. 

"I. It taxes tourin! or visiting cars whlch would other

wise use the highware free. 

{f:sJJ) • 



S1mp1iclt,. of col1eotion is of some 1mportance from the 

point of view of governing authorities. For this reason they are in 

tavour of gasoline taxe8 perhaps with little consideration of their 

other advantages. 'he gasoline tax may be handed over to the whole

saler tor collection. Once he is prope~17 bonded, the govermnen' has 

nothing to 40 save accept the meney he pays them. ~he wholesaler 

maintains a special staff to handle the gasoline ~ax and deducts a 

commission, usual17 ot trom 2 to ~ OD all taxes pail. ~here have 

been manr complaints trom oil dealers that this commission does not 

cover the cost ot collection, but in the last year one or two prov

incial govermnents have found it possible, under protest, to decrease 

the commission percentage. Another method is to collect the tax, hot 

from the wholesaler, but from the retailer. This metho4 is not without 

its disadvantage. an4, though still in use in the United States, has 

been abandone4 in Oanada. 

Until recently, there was little room for evasion ot the 

gasoline tu. As it was ~adual17 increasecl, the profits which 

~scrupu10U8 dealers could make from successful evasion became con

siierab1e and certaia American writers have classed the 'bootleg' 

gasoline industr,r as one which ia rapidly assmming the tremendous 

proportions of the 'bootleg' liquor industr.r. Evasion is possible in 

several wall. It one state or province has a highe~ gasoline tax tban 

its neighbour, it pays a no' ioo conscientious retailer to smuggle 



IS. 

his gasoline in from the neighbouring province or state and sell it to 

the consumer at the same price as he wou14 have charge4 bad the proper 

gasoline tax been paid. Here there is an op~ortunit7 for additional 

evasion. The gasoline taz is levie4 88 asroad rental on motor vehicles 

using the roads within the jurisdiction of a particular governing 

authority. 'huI. the wholesaler in one province or state does not co11eet 

a tax on gasoline which 18 to be 'exportecl' to another province or another 

state. The tax evader lOa:, send his tank tl'Uck into a neighbouring province 

or state, cla~ that the gasoltne is fo~ export, pay no tax to this govern-

ment and then sell the gasoline at home without paying any tax '0 his 

home govel'mnent either. the tax is thus completel7 evaded and the whole~ 

saleI' i8 protected - he so14 'for export'. Recognizing this, one or two 
. 

goverDmentsretuse to allow t exppl't' except ,under bond. 

An unscrupulous wholesaler mar fail to make the proper returns 

to the government and either collect the tu for himself or share the 

prOfit with a retailer. In the State ot ~d~ana an investigation disclosed 
1 

that one company alone had withhe1c1 $125,000 in gasoline t~es - an amount 

that would have providecl about ~ miles of hard surfaced roads. !wenty-eight 

oil companies in California have appropriatecl, over a period ot years, 

nearly $2.500.000 that should have been paid. in gasoline taxes. Other govern~ 

menta have unoovered cases ot fraud equally bad. 

1. See John ~. FiJDD. -Bootleg GasoliDe~ in Collier's, the National Week17, 

December 5. 1931. 
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When the tax is collecte' tram the retailer, another system ot 

evasion is tollowe4. Taxes are oollecte4 quarterl1 ani 60 ~a grace atter 

the end ot the quarter are allowed before settlement. Thus, a retailer may 

retain in his possession taxes tor a perio4 ot over tive months. The man 

who opens a small tilling station tor th6 summer months will have, b7 the 

end of August, taxes tor April~ lIaJ., June., Jull and Augtlst. The total SUJIl 

in taxes represents abou' tour times as much as he has made in proti t on 

his gasoline. There is every temptation tor hUn to walk out ot his tilling 

station and disappear, to crop up again under a new name in a dlfterent 

part ot the country, next seaSOD. ~he risk of capture by the police is no 

greater than in any other kin4 ot law breaking and the protits are sure. 

In this case, the state not on17 loses the gasoline taz, but also has the 

additional expense ot searching tor the cr~iD&l. It is not surprising 

then, that most states are abandoning the collection ot gasoline taxes trom 

.the retailer. 

The gaso line venc1.or who is anxious to evade the g&SO 1 ine taz ani 

still remain within the law, has one other means at his disposal. Gasoline 

may be dilute4 with certain dist1llates which are tax free. Some ot these 

distillates improve the gasoline as metor fuel, while others weaken i'. The 

first and crudest methol was to pump pure water into the tank and mep it 

sutficiently ohurne4 to preserve some sort ot mixture. Customers who bought 

suoh a concoction once rarely returne' to the tilling station which sold 1t. 

Other distillates, however, notabll alco~l, while more expensive, ~proTe4 

the gasoline. J. mixture ot this kinl pays. a tax on17 on its gasoline content 
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an' the tax paid to the goverament is reduce4 in proportioD to the per

centage ot distillate in the gasoline. The obvious remeiJ tor this is '0, 

taz the distillate. Bu1 when this is done the 41tferential in price bet

ween an expensive but untazei distillate and highl, taxed gasoline dis

appears, ~he motorist must then raver' to the use ot pure gasoline. ~he 

tax thus means tba' commercial use of the distillate is no 1enger possible. 

It Is s8140. that the protits ot gasoline tax evasion are hande4 

on to the tinal consumer, except in so tar as those who handle 'bootleg' 

gasoline are themselves gasoline users. The consumer pays the full amount, 

happl1, ignorant that he is supporting a racket. Occasionally a 4ishonest 

dealer does try to increase his sales by lowering his prices slight17. In 

a business so hi8h17 cGm,etitive as that ot retailing gasoline, where 

legit~t. profits are down to a competitive min~, such an actien is 

bounc1 to evolte suspicion. m:J.e dealer who sells tor a cent or two less than 

the DOr.mal price per gallon will have the police wondering how he is able 

to do it and must needs watch his step. 

It is claimed that illicit gasoline refineries are operating 

undw somewhat the same conditions as illicit stIlls and that their produot 

is so14 b7 retailers through tanks whioh purport to contain well known 

brands. As a rule, the poor quallty ot this product maltes it easl1J receg

nisaale and the matter then passes into the hands ot the police department. 

The extent of this 'racket' is net lmeWll, but it is )lNb8.bt.. that, notwith

standing the publlcit, which it has been given during the past lea:r, it is 

somewhat less than is popularly suppose4. In any case, the question ls one 

tor the police rather than the highw8fs department. 
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ihe problem ot tax evasion Is one ot real importanoe in asaeS8-

ing the roacl rental. !he final road rental is tar from equitable it the 

goverument does no1 receive a go04 proportion ot it. Fortunatel1. the 

opportunities tor gasoline tax evasion are. despite the long list oite4 

above. much 1es8 than the opportunities in any similar tie1d ot taxation. 

~he8. tau1ts tD collection can be reotified through the app1ioation ot 

~oper methods. In this oonneotion it 18 tnteresting to note a suggestion 

tor increasing the provinoial revenue from the gasoline tax, and also the 

certainty of oollection. whiCh was· recent11 made in the provinoial 1egis-

lature ot 4uebeo. 

Investigators discovered that there was a considerable sprea4 

between the wholesaleran4 retail prices of gasoline. Apparent17 someone 

was making a rather aarg8 middleman' 8 protl~. ~he Province was tl~lDg 

diftiou1tl tn raisins sutticien1 revenues from motor vehicles, not so 

much to meet its highwar expenses as to satlsff the demands of those who 

cla~ed that motor vehicles were inaufficientl1 taxed and were otferiQg 

unfair competition. The manner in which the ProvUlce has handle" the 

wholesale liquor trade is a source ot great pri .. to the legis1ators.lt 

was cla~e4 that it the goverDment were to take over the wholesale 111-

t:r1but1o# of gasoline. 1t wou14 its'elt realise the middleman' B profit 

and thereb7 double the provinc1al revenues trom gasoline without tncreaa-
1 

ing the present oost to the gasoline eonsumer. 

1. 'his suggestion was brought forward bJ Dr. Gaspard Fauteux. JI.L.A.. 

for St~&r1IS Division, Kontrea1, on Deoember 15. 1951. 



From the practioal point ot view. this proposal i8 undoubtedly 

sound. It woula. certainl,. be a means of ralsiDg additional revenue. On·., 

the other han4, has the goverumant the right to legislate the wholesalers 

out of existence alto88the~ ? This goverument, twelve years ago, legislated 

both Wholesale ana retail sellers ot distilled liquor out of existence by 

an overwhelming popular referendum. Here the conditions were different. 

Liquo~ control was a mild form of prohibition. It was designed to prevent 

the promisouous sale of dist11l84 liquors at low prices, without making 

them unobtainable altogether. Aceording1y, whiskey which tormerl,- sold at 

tl.OO a bottle now costs $4.50,and the government makes a huge profit, 

though its primAr,v motive is not financial but social. Gasoline control 

wouli be purely for financial reasons - an attempt to secure for the 

government a disproportionate prot1\ Which now goes to the wholesaler 

middleman. It thus becomes a question of tbe amount ot state interference 

111 busines8 which the people are willing to support. If the government 

takes control ot the wholesale gasoline trade, one more activity is re

movel trom the tield ot private endeavour and,incidentally,the public at 

large receives any profits which hitherto went into private hands. In the 

past. expe4ieno1 has been the real test tor state interference. Goveruments 

re1uotantll took over shalq railw&Js, or began power develop!l8nts when 

private enterprise had shown itself backwar4. Or els., as in the case ot 

the liquor trade. social reasons prompted interference. It ·wou1d be a new 

departure for a goverumen' to take over a business 8impl7 to secure add

itional revenues and to protect the pabli. trom profit grabbers. 
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Accordtng17, we fin4 that this suggestion is attacked by those 

opposel to any further measures of state tnterterence or goverument COD-

trol, and, naturall" by those iD the wholesale oil businesB. In certain 

quartera, othet- arguments are brought forward against it. To some, it is 

seen as inevitabl7 leading up to a government·monopoly of oil refinins as 
1 

well. 'l!hiB, it is maintained, woul4 lead to extremely unfortunate resulta. 

A goverDmeDt whioh oarried on an oil refining business woull natura117 

use its products in roal building ~ we should h,ave bituminous road sur

faces onl,. Bo matter what impl'n'ements were made ~ highway design, the 

province would go on building roads surtac.- with oil composi~loDS. As a 

ma~ter otfact, at the present time the highwa, authorities of the 

Province ot quebeo do favour bituminous in preterence to concrete road 

surfaces. !. have control ot the raw material used in highw&7 construction 

should decrease highway costs considerabl7 and so lower the road rental 

which .. tor vehicle users are called upon to P&7 • 

. 121 theory at least, it is the duty ot a government to 8erv.~the 

best interests ot the citizens who have created it. In the case of the 

motor vehicle, a necessary partnership exists between the government and 

the motor vehicle user. The vehicle user pars for and has a right to 

expect the beat possible service trcm his government. The government should 

supply h~with a1equaie roads at a fair cost or else it is no better than 

the much decried private monopolist. Up to a certata point the government 

1. See the protest et Chas. M. Black, President ot the Royal Automobile 

Club ot Canada, in the Montreal Gasette ot December 19. 1931. 



can pertor.m this servioe without intertering with private business. 

Beyon4 this point, to tmprove the service which it is giving the vehicle 

user, it must necessaril7 interfere with private enterprise to some extent. 
Jji! , 

. . 
'l!he extent to whioh the government may interfere\~te J.mprove service rests 

with those who create the government - with those who are also motor vehicle 

users. Thus, in the end, motor vehicle users are themselves the determinants 

ot whether or not the government shall take over control of such undertakings 

as the wholesale gasoline trade, or oil refln~ng. It may be that suoh a step 

would p~ejudice the interest ot citizens apart from their particular inter-

ests as motor vehicle users. The faot remains, however, that as motor vehicle 

owners, the citizens would benefit from government contro~. Whether the 

goverDDlent will adopt such a system is another question. 

For the presen', our interest in the gasoline tax lies in the 

extent to which it more or less fulfl11s the conditions which we 1ai4 dawn 

tor an ideal roal·rental. On page 31 we listed its charaoteristics. The 

first ot these, ease ot co11eotien, we have alreail oonsidered. The second 

is that it taxes heavier vehicles more than light. Our discussioD of wear 

and tear has shown that weight, while not the only factor, partly determines 

the impact force with whioh the wheels of a vehicle strike the road surface 

and hence its wear and teu on the highw.,s. We may then compare the g&SO-

line con~tion ot vehicles ot different weights with the ~ct forces 

ot these vehicles (i) when equlppe4 with pneumatic tires, (ii) when equip

pel with new cushioD tires,(iii) when equipped with new solii tires, and 

so discover the relation which gasoline consumption bears to wear and tear. 
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1Ir. A..D. Ferguson, of the Bureau of Economics, Canadian National 

Bailwars, has deduced an tngenious formula for deter.mining the gasoline 
1 

consumption ot aDJ vehicle ot known gross weight tor any mileage. 

G (in gals.) .. Uiles (0.0695 + 0.2617 x VI) t 10 

where W 1s the gross weight ot the vehicle in tons, 

and G 1s in imperial gallons. 

This. it must be understoo.4, is a very general tormu1a. It is 

designe' to give an average, not an exact figure. tor any particular vehicle. 

We pointed out above that gasoline consumption varies not only with the . 
i 

weight of the vehicle, but also with the speed at which it travels, the 

kind ot tire equipment, and with the ability of the driver to economise on 

gasoline. !aking account ot all these factors, it was found that, on the 

average, gasoline consumption varies direct17 with the weight ot the vehicle 

though tor particular cases this relation does not alw.,s remain true. 

Using the formula, we may calculate the average gaso1ine,consump-

tion per mile tor any vehicle. Beginning with the 2-ton t~uck, which has a 

gross weigh~ ot 4 tons, we find that its gasoline consumption is .11 gals. 

per mile; the 3-ton truck, .16 gals.; the 5-toD truck, .27 gals., and the 

.,.,..ton truck, .40 gals. It we give the gas.line eonsumption of tha 2-ton 

truck a value of 1, then the value given to that ot the S-ton truck will be 

1.5; to tha~ ot the 5~ton truok, 2.5; and to that of the ?f-ton truck, S.6~ 

1. A..D. Pergnson: The Equitable Taxation of Jlotor Vehicles: an address 

delivered before the General Committee ot the American Railwa, Association, 

in June, 1951. 



How, referring back to the tables of impact forces on page. 22 

and 24 we see that the impaot force of a 2-toD. truck: equippe4 wi th pneu

matic tires 1- '900 pounia. Giving this a value ot 1, the val~. tor the 

~ot torces of the other vehicles will be: 

Vehicle. Impact Force (lbs) 

(Pneumatic ~ire Equipment) 

2-ton truck 7900 

S-ton truck 

5-ton truck 

'i-ton truck 

5-ton truck 

'1f-toD truck 

5-ton tnclt 

~tOD truck 

9200 

~12500 

14600 

(CUshion !lre Equlpnent) 

15400 

15100 

(So11d Tire Equipment) 

15Z00 

17400 

Value. 

1 

1.7 

1.9 

In the bar diagram on the next page we have a graphical presenta

tion ot these figures. It shows that gasoline consumption increases much 

more rapid1, with the gross weight of the vehicle than does highwar wear 

and tear as measured by ~ct. Since our for.mn1a for gasoline consumption 

is a general on., the diagram does not show the differing gasoline consump

tiOD of vehicles using different types of tire equipment. I am to14 that 

while a slight difference does exist, it Is so small as to be untmportant. 
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It it were put on the graph using the same scale, the line JOining the 

termini at the bars tor gasoline consumptiGD tor the three kinds of tire 

equipment would be almost vertical. From this it tollows that for &DJ 

particular weight, the gasoline cODsumption ot the vehicle is Dot a 

measure of the difterent ~paet forces resulting tram the use of different 

t1P88 of tire equipment. We shall have to malte allowance for this in SCJ'D8 

other W&7. 

In the last chapter we sa. that the min~ practical road thick-
1 

ness would carl7 vehicles up to the Z-ton truck, and that our starularc1 road 

was built ~ thicker than this to C8rr,J vehicles as heav,r as a 5-to21 truck 

operating on pneumatic tires. !he expense of this extra thickness was to be 

4ivi484 amongst vehicles heavier than the 3-to21 truck. !h&t is tG s&J, up 

to the S-toD truck, road rentals would increase directlJ with the impact 

to ree. ~hen we would. have to take a new bas i8 and trom it iIlerease roacl fees 
" 

directll with ~paet ferce up t. the .-ton truck. Here a thi~ basis ia 

necessar.J and trom it road tees are agatn increase4 direct11 with ~pact 

torce up to the limit Which we will allow on the highways. This gives road 

fees which are increasing faster than the impact torce attributable '0 the 

vehicle. :Referring to our bar diagram, we find that gasoline consumption 

increases more rapid17 thaa impaDt force and hence a tax OD gasoline has a 

tran' in the direction which is re-quire4 by the conditioDS ot o~ ideal 

road rental. We ma1 then examine the extent to which this tren4 conforms 

to our requirements. 

1. See alse Appendix !ab1es 1 and 11. 



Only 1.4~ Of the total number ot motor vehicles regiatere4 ia 
1 2 

heavier than tllree tons. Th! .. 1.45$ must bear 7.4~ of the total highw.., 

bill, and, in adtltloD, its fair share at that percentage of the total 

highw&7 bill which represents the cost of a roa4 ot the minimum practical 

thickness, i.e.~' 1.4:~ of 92 •• of the total highway bill'. 'rhis gives e.~ 

at the total highw., bill that shou14 come trom vehicles heavier than the 
i 

3-ton truck, leaving 91.~ of the bill to be paid by the remaining number 

ot vehicles. It then tollows, b7 mathematical calculation, that the average 

vehicle in the heavier than three tons cb&88 would PBJ 6.4 ttmeB as much 

road rental as tbe average vehicle in the less than three tons class. 

~he average gross weight of vehicles lighter than the 3-ton truct 
S 

is two tOllS. :ehat ot vehicles heavier than the 3"!"tOD truck is t811 and one-
4 

halt ton8. ~he gasoline oonsumption per mile. ot a vehicle whose gross weight 
5 

i8 two tons is .06 gala., that of a vehicle at gross wetght 10.5 tons, .28 
6 

gals. Expressei as a ratio, the average vehicle in the greater than three 

tons Clas8 consumes 4.7 t~e8 as much gasoline per mile as the average 

vehicle in the less than three tons class. 

1. Oalculatec1 from ~ableB IV. ancl V. in Appendix, 

2. Page 28. 

s. 8c 4. Appendix, ~ablea IV. &: V. 

I. & 6. Using the Ferguson formula. 



After such lengthJ discussion ot ratios, relatives, and averagea, 

it ls interesting to diverge tor a moment into aotual figures, and tind o~ 

what the yearl), road rental in dollars and cants tor our average heaV'1 truck 

would be. In 1930 the total highw., bill ot the United States was 1600 
1 2 

millions ett dollars. ~otal motor vehiole registration was 26,523.'1'79. Of 

this, 1.4~ or, r9ush17, 585,000 motG~ vehicles were heavier than three tons, 

net. These 385,000 motor vehicles should be responsible tor 8.~ ot the 1600 

millions, totalling 139 millions ot dollars. A.ccord1ng1J', our average heaV7 

truck should pa, $561.00 annual road rental. If its annual mileage wert 10,000 

miles, since its gross weight is ten and one~ha1f tons, its annual gasoltne 
3 

consumption would be 2817.55 gallons. Wh~D a tax ot seven cents a gallon ia 

charged, it pays $197.21 in gasoline taxes alone, leaving $163.79 whiCh must 

be made up in some other "SI. 
~he average annual mileage travelled b, motor vehicles varies con

siderabl),. In the lIorthe~ Statea and in the Canadian Provinces, it is mu.oh 

1esa than in the Southern States, where year 1'011#4 operatioD'~b.as a1wa1s been 

practise ... Of recent ,ears, as more and more highways are kept open tor 

winter traffio, the average annual mileaee in these northern parte has been 

increasing rapid1,.. A. flgure tor the year 1925 i8 quite uselesl to-d.a7 • 
.,--~ 

« 

1. Appendix. ~able V~_. 
, 

2.~ Appendix, fable V. 

S. Using the Fergason formala. 
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1 
~he private passenger automobile probabl7 averages between 4,000 and 10,000 

miles per annum. ~he figuel of the We.ten Statel ~rattio Surve,. carried 

out under the direction of the U.S. Bureau ot Publio Roads show that the 
2 

average 4&i17 trip mileage of oommeroial trucks is one hundre4 miles. Suppos-

ing the trucks to be in use onl,. three hundred days a )fear, this gives ve'r7 

nearl,. 30,000 miles per annum. !he same authorit7 also calculates that the 

average common carrier tl'Uck or autobua uses the highways about tour times 
3 

as much as the average privatel,. owned truck. ~he average annual mileage ot 
--

SO,OOO mile. includes common ON'rier mileage as well, so the figure i8 sliahtl1 

higher than it privatel), owned truoks alone were ta~an. 

While our standard road is designed to support the impact torce 

exerted b7 vehicles as heav.r as a 5-ton truck operating on pneumatio tires, 

it is also capable ot bearing a limited amount ot traftio whioh exerts a 
4 

greater ~act toroe than this. A tair road rental OD suCh traffio is ditti~ 

cult to determine. ~he proportion of highway costs that mal be ascribed to 

1t is a matter ot opinion. At first glance there would seam to be little 

justitication tor charging this traffic an amount equal to the cost ot roads 

special11 strengthened to carry it, when such roads are not built. On the 

other hand, since these vehicles are vastlJ more destructive than lighter 

vehicles because the1 are operated on a road surfaoe which ia not designed 

to car~ tham, thel shoul4 certa~17 pay a higher rate. 

1. lIr. J..]). Fel'guBont s estimate. 

2. AppeD41x, Table VII. also Interstate Commerce COmmdssiOD, Dooket #23,400, 

s. Ibic1 p.4. 

4. See page 2S. 
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Some mind ot compromise is necess&r1 - a higher rate, but not 

so high as it would be were these roads built. ~hia result may be achieved 

b7 distributing that part ot the total highway bill that is to be made up 

tram motor vehicles among them in the same proportions as the, would be 

expected to par did it include the extra cost ot speciall, strengthene4 

roads. ~he average gross weight ot the very heavy class ot motor vehicle. 
1 

is about fifteen tons. It our heavy vehicle use8~pneumatic tires it is 
2 

s~ilar to the ft-ton truck whiCh we note4 in Chapter III as making meceS8-

&r'I an increased highway thickness ot l5.4~ over the mi'nimwn practical 

thickness tor the lightest class ot motor vehioles. It we take 1l5.4~ ot the 

min~ practioal thickness as a basis, we get new ratios for the distribu-

tion of the total highway bill, vis., 8~, 6.~, and 6.1". Only .29 ot l~ 

ot the total number ot motor vehicles registered is heavier than the 5-ton 

trtlck. ~o this must be added the relatively small number ot 5-toD trucks, 
3 

barel7 .01 ot l~ ot the total, using cushion or solid tires. Thus hea", 

trucks should pay (a) .30 ot l~ at 8~ of the bill, plus (b) 2~ (trucks 

heavier than five tons are 2~ of the total number ot trucks over three 
4 

tons net) ot 6.~ ot tne bill, plus (c) 6.l~ at the bill. This gives a 

total payment ot 7.~ of the bill of 1600 millions of dollars or t123,200,OOO 

to come trom trucks weighing over five tons. On this basis the average hea'Vl 

1. Calculatec1. trom Tables IV. and V. in Appendix. 

2. Page 26. 

3. .Ol~ 1~ ot the total number ot motor vehicles vegistere4. 

4. Appendix, ~able IV. 
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truck would P8.1 tl550.00 annual road rental. Using the same method, trucks 

tn the three to five tons class would pal (a) l.l~ ot 8~ of the bill, plus 

(b) 8~ ot 6.~ of the bill, making a total ot 6.~ of the total highw&l 

.ill. ~hat is to sar, 6.~ ot 1600 millions at dollars, or tl04,OOO,OOO 

would come trom vehicles weighing trom three to five tons net. Our average 

truck in this class would. thus P&'1 $53'1.00 annual road rental as comparecl 

to the $561.00 which we previousll calculatecl tor all vehicles weighing 

over three tons. The lightest elass of motor vehicles would par ge.5~ ot 

B~ of the bill, or 1374 millions of dollars and the average vehicle in 

this e1ase would par an annual roai rental ot $55.00, on17 $3.00 less than 

our previous calculation. 

'fhese three sums, $53.00, $357.00, an4 $1550.00 represent the 

total amounts in ac.ual mons,. payments that the average vehicle in each of 

these three classes, travelling tbe average number ot miles per annum for 

each class, should pq.We have already pointed out that the average annual 

mileage varies considerabll for these three classes. Very heavr vehicles 

mus' De in constant use to warrant the ezpense of their purchase. They 
1 

average olose to 50,000 miles per annum, whereas the private passenger car 

makes from 4,000 to 5,000 miles per annum. The haavier vehicle uses the 

roads more, but it pays clearll for the privilege of being on the rous at 

~11. We have alreadJ subsidised the lighter vehicles by making the heavier 

vehicles p~ an amount proportional to what they would have to pay were 

str.onger roads built, there'b7 reducing the amounts that lighter vehicles 

1. Appendix, ~ab1e VII. 
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P&7.YU purposes ot equalisation and to prevent the road rental on heavier 

vehicle. trom beooming absolute17 prohibitive, we have some justification 

fer neglect ing the principle ot payment directly in proportioD to t amount 

ot road use' as between these three classes. 

!hus, we may calculate the amount of azm.ual rod renial to be made 

up 'in other ways' for the lightest class of motor vehicles. by subtraciing 

the amouni contributed in gasoline taxes OD aD average of 4,000 to 6,000 

miles per annaB, while for the heaviest class of motor vehicles we may cal

culate it b7 subtraoting the amount contributed in gasoline taxes on an 

average ot 25,000 to 30,000 miles per annum. 

We are tberebl allowing the heaT,J truck to use our highw&ysfive 

times as much as the light vehicle. At first glance this does not seem 

righ'. Objections disappear when we conside~ the other factors in tba case. 

For the privilege ot ustng the highw.,s five t~es as much as the light 

vehicl., the heavy truct or autobus pays nearl7 thirty times as mnch r.aad 

rental. Five light vehicles, which would contribute onli $240.00 in roal 

rental, would talce up three times as much highw&1 space as a heavy truck 

or autobuswhioh contributes $1550.00 in roal rental in travelling the 

same distance. When we malte al10wanoe for highway space occupie4, there 

are strong arguments tor an appreciable reduction in the road rental tor 

heaV)' vehicles which we have just arrivecl at by other means. 

~his brings us to the third advantage of the gasoline tu: -

that it is 4irect17 proportional to the highway mileage of the vehicle. 
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We have alreadr seen that gasoline consumption is not an adequate measure 

of the highw&1 wear and tear element 1n our road rental. In the first 

stages, where light vehicles are concerned, it increases much taster than 

the impact toree on the highway attributable to a vehicle. It it were 

not necessar,r to divide vehicles into t~re. class.s to provi4e to~ the 

extra expense of stronger roads, the gasoline tax would have to be count8r~ 

balance4 by a tee system whioh was higher for light vehicles and lower for 

heavr vehicles. As it is, the gasoline tax must be supplemented by otner 

p~enta whiCh are graduated to ma~e up tor its defioiencies as a measure. 

~he first step is to calculate the total. road rental that the average 

vehicle should pay. hom it is subtracted the amount paid. through the gas

oline tax. The remainder is made up in other ways. For a particular class 

of vehicles, the amoun' deducts4 tor gasol ine tazes la caloulatecl frcm the 

average annual mileage' ot the vehicles. This ensures that the total amounts 

pai. in will equal the requirt4 quota tor this class. Individual amounts 

pai .. in may be greater or less than the average road rental and will Vart 

directly with the highway mileage travellei. 

The government thus adopts a system whioh may be oompared to the 

practice of certain smart restaurants Which charge a 'cover charge' tor the 

privilege of entering the establisbment and then further in proportion to 

what the guest has to eat and drink. Here the total amount ls determined. b7 

the guest's appetite, taste and abilit7 to P8l (If the amount ot money spent 

bl patrons in a restaurant lA an indication ot thei~ abilit1 to par). 
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~he tair road rental should bear as close a relation as possible 

to the actual amount ot highwa1 use. that is to say. to the actual mileage 

travelled b1 the vehicle. Henoe, the amounts oontributed through the gaso

line tax should torm as large a proportion as possible ot tne total road 

~Dta1 paid. Some have advooated that the li~test 01a88 of motor vehioles 

should pB1 nethtng but gasoltne taxes and that fees or licenses shoul4 onl7 

be ~posed on heaV1 vehicles. Our discussion has sho-.n that this would be 

inequitable, becaa.se gasoline consumption increases faster than wear and, 

tear aa measured b7 impact, so that the heaviest vehicles in the lightest 

class would be disortminated against if suCh a metho4 were employe4. !here 

may be some gounds, for the contention that. as far as the private passenger 

automobile, or pleasure vehicle, is concerned. since gasoline oonsumption 

increases mora or 1es8 1n proportion to the ~ize of the car, and hence with 
:--., ... 

its coat. this system would oonstitute an equitable means of measuring 

'abilit7 to ~', that more expensive makes should pay considerabll' more 

than the cheaper cars and that all would be satisfied it this were done 

througb the gasoline tax. 

In thefil'st plaoe, the great maJori t7 ot trucks also fall .. } into 

the light vehicle class. An average two to two and one-halt ton truck con-

sumes more gasoline per mile than most expeQilve private passenger oars. 

There is little relatloll between the 'ability to pay' ot a $1.000.00 2-ton 

truck and a $10,000.00 limousine, though their gasoline consumption may be 

about equal. When a tax on gasoline is impose4, it is impossible to d18-

or~iDate. No government could successtul17 lev,r a tax ot five cents a 
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gallon on gasoline so14 to a truc~ and ten oents on that sold to a 

millionaire's chautteur. 

~he whole question ot ability to pay is dangerous. ~here ia 

always the risk that a high fee OD a particular car will be·taken as an 

evidence ot untail' discrimination against their produot. by its manufac

turers, to say nothing ot its owners and oper.tors. On the other hand, 

social considerations make some provision for ability to pay necessary. 

The gasoline tax offers 1-1tt18 help in our eftorts to measure this elusive 

faotor in our road rental, which properly belongs to the next chapter when 

we will deal with the registration tee. 

We have stated above that since the gasoline tax is the measure 

of highw., mileage travelled, it Should fo~ as large a proportion ot the 

total road rental as possible. Other pay.men~s take the fo~ ot ditferent

ials to .even up the inequalities ot the gasoline tax. This gives us a 

basis for 'ca1culati~ the amount of tu that should be levied per gallon 

of gasoline and at the same time the amounts that shou14 be made up trom 

other sources. It our theor,J i8 followed too strictly, it leads at once 

tQ practical 4ifficulties. 

Thus t it A. AB, AC ••••• ete. are the total annual road ren tal 8 

on ditferent olasses ot vehioles,- and X, XY, lZ ••••• etc. the total annual 

gasoline oonsumption of these vehicles when travelling the annual milease, 

and P, PQ., PR ••••• eto. the amounts that must be made up from other sources, 

and!r is the tu rate per gallon of gasoline, we get the following equa.. 

tions: 



.l -I 

~x - p - -
AB 'l !XI .. PQ - -

I 

.le " 'XZ - PR - -
etc ••••••••••••••••••••• etc. 

Our ideal value ot '! would give P, PCl, PR, etc. as small a value 

as pos~lble, the l~lt belng that in no case may the ter.ms In the right 

halt ot the~.qll ... 'l.-. 'be less than zero. As it happens, the total annual 

road rental was computed on the basis ot highway wear and tear. Our inv8sti-

gatlODs showed that. tor all vehicles lighter than the 5-ton truck, gasoline 

consumption increased more rapidl1 with the size of the vehiCle than d14 
1 

highWay wear and tear as measured by impaot. Thus, the proportion between !B 
A

is less than that between ~ • This would result in making PQ les8 than P, 
X , 

that Is to say, heavier vehicles in the less than three tons class would have 
,:;-

less to pay t in other ways' (in registration fees and licenses) than lighter 

vehIcles in the same class. 

Humas nature being what it is, it would be difficult to persuade 

light car owners that they must pay higher registration fees than those who 

own heavier vehicles. ~he gasoline tax is extracted painlessl7, bit by bit, 

whereas the registration tee is paid in a lump sum. A motor vehicle owner 

is more concerned over lump sum pay.ments than over payments Which, though 

larger in the aggregate, are aprsal out. One probable result ot this system 

of registration fees would be that pe~son8 who now bUi new Fords would b~ 

secondhand Buicks instea4. The Austin, which gets torty or more miles trom 

a gallon of gasoline would par a registration tee bigsar than itself. 

1. See page 42. 



Owing to these reasons, the maximum value at our T is limited to 

a figur~ which would caunterbalance the fact that !t is greater than !!, and 
X A 

give values ot PQ and PR which are greater than P. When the bogey ot ability 

to pa7 agatn interferes with our calculations, we may tin4 it possible to 

adopt a l.arger ~ and charge a higher road rental on certatn types ot vehicles 

than strict attention to the highway wear and tear principle would warrant. 

~he remarkable facility with which the gasoline tax produces a 

revenue has l.a~_d some observers to proclaim it the }.deal means ot paying tor 

the highways. They believe that it the inconvenience ot lump sum p~nt8 

in the shape ot registration tees were done away with, motorists would gladly 

agree to its small inequalities. To us, these small inequalities seem alto

gether too important to be neglected. ~he highw&lS have become carriers ot 

competitive comerce. ~he travelling salesman's automobile operates in direct 

competition with the railway lines which tormerly carried the travelltng , 

sal~sman. The merchant's rural delivery tr~ck is a competitor ot the express 

comp~. The autobus and common carrier truck are more obviousl1 in compati-

tion with the railw81. Given these conditions, it is absolutely essential 

that highw., ~ransportatioB should be placed on a sound cost basil. It is 

not tail' to either type ot transportation to aclopt aaa 'approximate' method 

ot le'Vl'ins road rental costs. The-operat ing etticiencJ' of the travelling 

salesman's automobile is measured against the steam ra11w&1 in the travelling 

salesman's eyes. 'l!he dice are heavil7 loaded in tavour ot the automobile it 

the road rental tee is lower than a striotll aocurate 4istribution would 

allow and vice versa. 



~he gasoline tax began with a le'V)' ot one cent per gallon, and 

has steadi17 mounted sinc., a cent at a time, With each increase, legla-

1ator., so assured b~ the motorists' olubs, firmly believed that they had 

reaohe4 the limit ot what the trade could bear. Surprisingly, gasoline 

oonsumption increased by leaps and bounds. The automobile industr,r grew, 

quite regarclless of the tax. Each additional cent went to swell a growing 

revenue. North American legislators touched the four cen~ level tentatively, 

stoppe4 for breath, and then promptly levied five oents. In ~ennessee, one 

county levied its own tax to bring the total up to seven cents. ~he rest ot 

the world was unimpressed. Strange things have happened in Tenneslee. Florida, 

where the tax was largely paid by non-residents, had an excuse to raise it 

to seven cent •• The other States, and the Canadian Provinces, are looking 

on in admiration, but are dubious. Three other States, which bad hitherto 

kept pace with Florida, began 1951 with a tax of six cents. Pennsylvania 

be~ nervous at its own daring atter lr1ing a four cent tax tor two years 
1 

and so revertei to three cents. The New England States got as tar as two 

cents and stuck there, satistiei to have built the best highwa7 system on 

the Continent. In C8Zl&Oa, the tax went up rapidl, once the tirst nervous-

nes. was past. Fresh from an overwhelming victory at the polls, the Liberal 

Part1 in the Province of Quebec raiseel its tax to six cent •• The oil 
2 

dealers were -resigne4, but admitte4 the neces8it7 -~ the revenue from the 

liquor trade had fallen ott, visitors had less money to span ... 'lhe Province 

ot Ontario, hoping that its oil dealers and motorist. would also be -reSigned", 

1. See Appendiz, fables VIII and IX. 

2. IfntrealGaze.tte. -])ecemb8~ ·18~19'1. 
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1 
decided to tollow. In other countries the governments have been more daring. 

Australia manages to get away with fourteen cents tu and levies much smaller 

registration fees than in Borth America. The English tax ot eight cents is 

not entlre17 tor road purposes, while Chile and ,era, where the taxes are 

twelve and thirteen cents, are mountainous oountries and road buililng i8 

considerab17 more expenisve. In Bolivia, where gasoline is so14 in tins, 

and oosts tifty-seven oents per U.S. gallon, motorists feel that l1ve horae-

p ,.e.r.· t.ll. better than taxed gasoline. Even this is an improvement over 1929, 
2 

when the Bolivians pail sixty-five cents a gallon wholesale tor gas. 

'hese higher taxes in toreign countries have certain17 tended to 

enoourage eoon01D7 of design. America, with its low gasoline taxes, beoame the 

home of the standardised. heavier car. In England, almost from the first, the 

high oost ot t petrol t a.n4 high taxes on it resulted in ttti1l7 cars whioh 
3. 

darted in and out of the traffio dodging the tax as they went. It is perhaps 

ot some significance that the establishment of branch factories in the 

A.meric8.ll Uni •• tor the manufacture of these tiny cars came just recent17 

when higher gasoline taxes were being imposed. 

1. Nova Sooti& is noY (April, 1932) up to six cents, New Brunswick up to 

seven' 

2. Appendu, ~ab1e x. 

3. Dr. Stephen Leacock, lecturing to his class on the "Economic 'evelop

ment of the British Empire-,KarCh, 1950. 
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Highway space occupied is fast assuming a more ~ortant ,lace 

in the road rental. Smaller cars reduce traffic congestion. A New ~ork 

rush hour made up otAustins would be the traffio policeman's paradise 

and the heaven of the motorist in search ot parking space. As city streets 

become more and more congestea there is added reason for penalising the 

man who rides to work in a seven passenger or even a five passenger car. 

In a demoorac1 such as ours, sixty people in a crowded tram would be glad 

to see ten people in ten motor cars WhiCh slow up the tram's passage pay 

dearly tor the privilege. 

In Europe, econo~ of desiga has not taKen the form of economJ 

ot space oocupie4 alone. French engineers have applied principles ot air-

plane design to motor vehicle bodies. The American boast of an all steel 

oar is met with a light weight duralumln bodl, stream libed, mounted on a 

steel chassis. High pressure balloon tires give" it a coefficient of fric-

tio"n w1 th the road surface sufficiently high to produce the required 

adherenoe to the road surfaoe whioh a vehicle travelling at a great speed 

or up a steep hill must have. At the same time they reduoe both shock and 

drop impaot torce appreciably. ~he engIne is built with all the attention 
.. 

to power in proportion toweighi that goes into the designing ot airplane 
~ 

engines • .ls a result. Americans who want the best are accustomed to go to 

Europe tor their cars. This has .een achievea with the min~ ot adver-

tisiDg, sure enough evidence ot the superiorit7 of the product. 
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I' would be interesting to see what mass produotion ot these 

cars could accomplish. ~he American idea has apparently been to reduce 

the initial oost of' the car as much as possible and to make accessories 

and spare parts cheapl7 and readil,. obtainable • .Attention to operating 

costs has been only incidental (except in advertis~nta) until quite 

recent17, when competition forced it upon the notlce of manufacturers. 

So tar. no one in'Amerioa has produced. an expensive car Which, through 

ita durabl1itJ, ~d eoonom, otgasoline oonsumptioD, i8 a better invest

ment than less expensive makes. The Amerioan car has an average lite ot 

seven ye~s an4-rarely remains in_the hands of its original owner tor 

halt that pariO'. The EuJ.-opee expects his car to stay with him, not till 

it wears Gut, but until it goes out of fashion after ten years or more 

of servioe. Even then, he will p:robabl,. seDd~.it to his country place or 

give it to his Children ~o plar with rather than sell it. The vehicle 

becomes a tami17 fiXture. An aged Parisie has become famous all over 

the wor14 tor the daily trips which he makes in his car, purchased in 

1901. It il doubtful whether any American car ot this period exist. out

side of a museum .O~ historical relics. 

~he European car is designed to give 1i·fetime. service to ita 

owner, and, in some cases, to please the tanGY ot the wealthJ foreigner. 

Americans who bought Rolls..;Royces in England ten or twelve years ago, 

and pai4 the stupendously high import duties on them, are willing to 

admit that the, have oe~tain11 receivecl full value for their monel. This 

has also been true ot the cheaper European cars. ~he, started with more 

economdcal design and greater durabi1it, and have kept the le&4. 



59. 

In our road rental we are torce4 to set a l~it to the total 

impaot force whioh may be al10we4 on the hlghw&1s. A manufaoturer who 

cou14 so design an autobus or a heavy truck that the present telation 

between gross and net weight was reduced would most assuredly find a 

marlcet tor his prociuc1;. EconolDl ot design is ot vi tal importance fram 

the standpoint of highway wear and tear. ~o the extent that the gasoline 

tSE enoourages it, we are all for high gasoline taxes. It must Dot be 

forgotten, however, that high gasoline prices in Eurpoe ~ an equal in. 

fluence with high gasoline taxes in encouraging the spread ot vehicles 

designed to give more miles per gallon. Registration fees, too, which 

are 1evie' with some attention to wear and tear, are bound to result in 

econom, of design, even though their effect is not so direct. 

A too l1tera1 application of the law ot d~inishing returns 

has 1e4 some obse:rvers to declare that the gasoline tu is an ideal means 

of penalising motorists who maintatn excessive rates of speed, since to 

do so entails greater consumption of gasoline than t~vell'ng at a more 

moderate rate. They briDg to the support of this argument the well known 

fact that t flyer' train. oonsume more coal than others. When the slq is 

the l~it to the possible excessive rate of speed, the old law doe8 come 

into play. HighwSf oonditions make actual conditions more nearly coQior.m 

to the law of the economy ot masa production. Actual tests show that a 

private passenger mo~or vehicle is oper.ttng most economical17 at a speed 

ot between twenty-five and thirty-five miles per hour. It talces more 



gasoline to maintain a speed of under ten miles an hour than to maintain 

between tort,. and fifty miles. On few highways is.it safe or legal to 

travel more than fortJ miles an hour. Many people, once or twice in a life

time, enjoy a speed at eighty-five miles an hour just to say that they 

have done so, but few average more than forty-five at the most. Hence, 

onoe or twice in a 1ifet~e, the motorist who travels at'an excessive rate 

of speecl'is penalised by the law at diminishing returns operating through 

the gasoline tu. ~he rest ot the time, the gasoline tax penalises him it he 

does not operate at what is approx~tely the max~ legal spee4. 

~he gasoline tu Is the onll practical means ot reaching touring 

or visiting motor vehicles whiCh would otherwise use the higbways free. 

When the greater proportion ot the road rental canes from gasoline taxes, 

this works most equitabl, for all concerne4.'A motorist who comes trom 

New York state, Where the tax is two cents per American gallon and the 

registration tees are lower than inquebeo, may teel that he is paying 

heavil,. for the privilege of being a to~ist when he hands over six cents 

per Canadian gallon to the Quebec government. On the other hand, Quebec 

roads are used by a proportional11 greater number of tourists than are 

New York roads. It Is only just that the visitorasbould pay their wa, 

and the onll alternative to a high gasoline tax would be to charge a 

fractional registration fee when the automobile entered the Province. 

Spain actual17 does this bi means of the famous ·circulation taz;- Canada 

tinds it better business not to. 
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We may now leave the gasoltne taz tor the t~ be~ and turn to 

the practical aspects ot the registration fee and license. We have alreadl 

del~ite4 the registration fee by setting it at an amount just large enough 

to balance the total road rental after allowing for the fact that, up to a 

cartato point, gasoline oonsumption increases out ot proportion to the in

crease in the total road rental and that beyon4 this point it increases more 

slow17. We shall now oarry this proposition further, inquire into tb8 methods 

ot leTYing registration fees, and discuss ability to P&l and highwar space 

occupie4 in relation to the total road rental. 



Chapter 'V. 

REGISTRATION FEES AND LICENSES 

In the firs' Chapter we tried to place our road rental on motor 

vehicles in a somewhat ditterent class trom other revenues receivei by a 

governing authorit, and to malte i' appr6zimate to the chargee made for 

other public utilities operated by govermnen'a. ~he teminolog we are 

torcel to use goes back tG a time when roads and roa4 rentals were not re'::' 

gardecl in the same ligp.t as they are to-daJ. Thus we find ouraelve. using 

the words 'gasoline tax' to describe the meter rate for road use whioh we 

leV1 on motor vehicles, though it bears no resemblance to a true tax in 

8D1 sense ot the wort. 

Strictly speaking, the tee is·& charge made tor a special service 

rendered to the individual by some governmental agency. The amount ot the 

tee is supposed to be based upon the cost ot,the service rendered, or at 

leaat OD the special cost involved in maintaining and operating the office 

or bureau by which the service is performel. No account is taken of the 

varying ability of different recipients to pay. In practice m&n1 fees are 

arbitrarill adjusted without regard to the present cost of the service and 
1 

their amounts are frequentl, matters o~ historical accident.-

Our registration fee is purel, and stmpl7 a part of the road 

rental. We wouli be more exact if we called it a 'cover charge', or a 

'balanoing charge. t By it we mean that part of the total road rental which 

is not paid tm gasoline taxes. 

1. Luts, Public linance, p. 232. 

(62) 
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Lioenses are outside ot the road rental altogether. They more 

nearly approach a true fee than do our registration fees. Under the general 

heading ot licenses may be included the pa~ents made tor making a formal 

recor4 of a motor vehicle in the books ot the highways and police depari~ 

menta and for the number plates which serve to identity the vehicle. The 

driverts license is a personal thing. It has no eonnectioh with the Tehicle, 

and Is des~e4 as a aafetl measure to prevent unauthorised persons trom 

operattng vehicles upon the public highways. It ia real17 a certificate show

ing that its owner is qualified to operate a vehicle, understands the traftic 

regulations, and should also carr,r a full description ot him for purposes 

of identification. 

The automobile license is usnall1 in the tor.m ot a receipt tor 

the payment of registration fees. It costs nathius. since it means no extra 

expense to the governmen1;. The serial number plates "hi ch go with it may be 

treated as accessories to be supplied at cost price. The driver's license 

should entail an examination to ascertain the applicant's abiltty to drive 

and so represents an a4ditional expense to the goverument. Under most con

ditioDS it. amount should be Just sufficient to cover the cost ot this 

examination. It we consider that moterists ought to contribute to the upkeep 

of the state or provincial high"er police, there are some grounds for 

introduoing the true tax element into licenses and raiSing them above the 

cos\ of servioe level •• os~ governments are so interested in simp1l paying 

tor their highw&l:.systems. that highway tratfi. pelic •• on account ot the 
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multitudinous other duties which the1 perform, are put down a8 'an expense 

incurred in the oommon interest of all,' and are maintaine4 out ot geDlral 

taxes. 

Por some obscure reason, many governments divide motor vehicle 

operators into four classes and Charge difterent amounts tor the driver's 

license tor each class. 

1. Operators who drive their own vehicles. 

2. Operators who are one of twe or more in the same famil1 

who drive the same vehicle. 

s. Operators who drive' somebodJ elsets vehicle for wages. 

4. Operators who drive oommon carrier vehicles either tor 

themselves or for an employer. 

Suoh a olassification is simplJ a oontusion of the road rental 

with the license; an attempt to make the license oonfGr.m to the same 
~ 

standari.a as the road rental. Carl'ied to its logical oonclusion, we would 

expeot the driver's license to var, with the type ot vehiole which the 

licensee wit' to drive. ~he distinction between the first two classes wlis 

made pure1J as a political gesture and was an attempt to cover up the tact 

that driver's licenses were too high - out ot proportion to the cost ot 

the service. The third olassifioation is based on the assumpt~on that the 

emplo,er pays his chauffeur or truck-driver's license, and, being suffi

cientl, affluent to be able to amplo, people, was therefore able to P&l 

more. ~he fourth is a mixture of two equally out of date idea8. i'irat,it 

is a heritage trom the daJB when onl, persons who were to be charged. with 

the satet.1 of the saore4 public lite and l~b were examine4 as to thei~ 
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ability to drive. Seconi, it reflects the sincere conviction of legisla

tors, who were hazy about the proper method of attac~ing the problem, that 

common carrier motor transport services should pay more an4 pounced with 

relief on any means ot attaining this obJect. When we Ilteep the road rental , 

and the license quite separate, confining each to its own sphere, the 

neoessit1 tor such a classification disappears. 
1 

~he bases f~mwhieh registration tees may be compute' are legion. 

Nearl1 allot them are connecte4 with the cJ.assiticati on ot vehicles which 

we discussed in Chapter 11. iearing in miD4 that our obJective is a regis':' 

tratioD. tee which will adeqll&te11 retlect highway wear and te&l', highway 
_. I 

space ocoupied. and ability to P&1, we will now consider the various methods 

which are used b7 governments to-~, or have been used in the past, and 

pick out ~hose which will most nearly give us ,the equitable registration 

tee. 

1. ~he Flat Rate.~ This method. is a survival trom the days when motor 

vehicles were not expected to pay for road use. It began as a payme~t made 
'-- . 

tor the registration ot the vehicle tor purposes of identitioation aul,. 

It took no account of the differenoes between vehioles and treated all 

alike. As the idea that motor vehicles ought to contribute to the 1ipkeep 

ot the roads gatned groun4, it was slightl7 altere4. Difterent rates were 

charge4 tor trucks and passe~r vehio1es. ~hese rates were arbitrarily 

levied. ~he difference in rates between two olasses of vehicles was not 

base4 on &DJ definite relatloD of weight or cost between them and no dift-

erentiatioD was made between vehicles in the same broad class. It has 

1. Se. Appendix, Tables XI. and XII. 
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large17 disappeared trom use, ani, where it does exist, is usual17 in 

combination with some other method. In a few cases, it is Dot real17 a 

registration tee at all, but an automobile license, and cODsists of the 

pa,ments made tor recordtng the vehicle tor purposes ot identltiatioD 

and tor the serial number plates. In these eases, the gOverning authority 

has adopted the gasoline tax as its main method ot raising revenue. 

2. Horsepower - Several governing authorities use the horsepower ot 

the vehicle as one ot the faotors in determining registration fees. It bears 

some relation to near17 allot the elements in our ideal registration tee. 

It varies to some extent with. the size ot the vehicle, with the hignwar 

space i. occupies, with the wort which the vehicle is oapab1e of dotng (l.e. 

the load which it is capable ot carrying,) and with the cost ot the vehicle, 

.through which it is connected with ability t~ PSi- In no case is this rela

;tio!l detinite enough to attord a basis which will be amlicable to motor 

vehicles in general. For private passenger oars, engine horsepower may 

furnish a rough guide to ability to pay - where it is desired to lev,r acc

ording to ability to pay without ma~ing this too apparent. In the minds ot 

ma~ people, horsepower is conneoted with potential spee4. It seems fair 

and just to them that a vehicle with a greater potential speed Slhould p~ 

more for road use than a vehicle with a lesser. This idea is bound up with 

that of satet7 - that there should be some penalty imposed on the possess

ion ot.greater potential speed. On the whole, the importance ot horsepower 

in comput~ registration f~8 ls rather small. 
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3. Cost Prioe, Manufacturer's List Prioe, Jactor1 Price and Value -

Eaoh ot these is use4 as a partial basis tor registration tee oomputation 

by m&DJ governing authorities. They give us a readr means ot measuring 

ability to pa,. When a man buys a car, we presuppose his abilit7 to P8:1 

tor It, an4 the man who buys a Buick has evidentlr got a greater ability 

to paJ'than the man who bUJs a Forcl. The millionaire who buys a For4, and. 

the man who, to keep up with the neighbours, buys a Buiclt which he can't 

afford, are the exceptions which prove our rule. If one man has the abillty 

to p&1 more for a.·car than another, there is every reason to believe that 

he also has the ability to pay more road rental than another and that this 

greater abilit7 to pay road rental ~ .be measured in proportion to the 

difference in what is paid for the cars. The tirst three of these bases, 

Cost Pr1ce, Manufacturer's List Prioe and Factory Price, amount to the 

same thing. They make possible a differentiation between new cars. The 

fourth, Value, introduces another element. Cars do not star new forever. 

As they grow older, they deteriorate in value and frequently Change hands, 

bringing their sellers less than they oos' them. When a man buys for 

$500.00 a car that, three or four years ago, cost its first owner t2,OOO.OO, 

how are W8 to measure his ability to pay? Obviously, it is not reasonable 

to suppose that he can aftor4 to pay as much as the man who palcl i2,OOO.OO. 

Some governments allow tor this b7 revaluing the car each time it changes 

ownership on the basis of the price pai4. When this system is used, very 

sharp business men cou14 do nicel7 bJ selling their cars all around the 
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tamily until the selling price was down to a dollar or two, out of all 

proportion to the value of the car. One or two governments have a system 

whereb7 they themselves assess the value of a vehicle when it is brought 

to them for registration. ~he position ot assessor must be a far from 

enviable one. In oombination with the following basis tor registration 

tee .computation, the merits of the value measure ot ability to pay may be 

preserved without any of its demerits. 

4. The Number 'of Times the Vehicle is Registered - 1!p.is basis is 

nevel' u .. e4';b1·~,itselt alone. It pretends to measure nothing but the ability 

to pay element in the registration fee by allowing for the depreciation 

of the car. Like the-· pi tcher that has been many times to the well, the 01c1 

ear is 1es8 val~ble each '1me it is presented for registration. When it 

has ohange' hands, its new owner~8'.;-abilin te pay may be reckoned by the 

price he has paid tor it. It it has not change4 hands, and if these were 

normal t~eB, it October 29, 1929, were not an important date in business 

histo17, we would have ground.s for supposing that a motor vehicle owner 

was Just as well able top., the same registration fee the fourth ani 

fifth season he uses the same car as he was the year he bought it. We 

have here raise4 a very nice question in taxation theor,r. I. the ability 

to pay element in the road rental to be based on the vehicle itself, or 

on the owner's financial standing? ~here are no analogies, either in 

taxation or in private business, whiCh ~ be fitted to the peculiar con

ditions of this particular case. T~roughout this 418cussion we have contin

~11 invoke4 the principle ot justice or equity. It now affords a war out 
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of this difficulty whioh,· fortunately, coincides with the practice ot 

governing authorities in the past. ,The purohase price paid for a. motor 

vehicle may be taken as an evidence of the purchaser's ability to pay 

for the whole period during which he retains possession of the vehcile. 

When a vehicle changes hands, the new purchase price may be ta:{en as 

evidence of the new owner's ability to pay, and the ability to pay element 

in the registration fee reckoned from this basis on the next reei3tration 

date. 

5. Highway Space Occupied - Up to the present time, no governing 

authority in North America has taken ac~ount of highway space occupied 

in computing motor vehicle registration fees. For our purpose this factor 

is important in two ways, first, as a relative measure as between motor 

vehicles; second, from the point of view of safety. ~e have already dis

cussed how modern conditions have placed highway space at a premium in 

many instances and hence allowance should be made for the relative a~ounts 

of highway space occupied when assessing registration fees. Safety consider

ations impose definite limits on the maximum size of vehicle which may be 

allowed on the highways. Here, the width of the vehicle is the most important 

feature and 'driver psychology' has hitherto played a large part in pebal

ising wide vehioles. It is a curious but well established fact that the 

driver of a light motor vehicle is almost invariably inspired with uneasiness, 

not to say a mild form of terror, every t~e he meets a heavy vehicle on the 

highway. It has beoome co.mmonplaoe to hear drivers exclaim that they would 

prefer to pass twenty passenger cars rather than one heavy 
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truck or autobus. The carefree way in whioh drivers at heaV7 vehicles 

asamne that tbel have a right to the centre ot the road. and that lighter 

vehic1el must pass them with one wheel in the ditch has not made them 

more popular in the eyes at their lighter roal fellows. When the highwayl 

are proper1)' marked ott into strips and stift tines metecl out to those 

who ignore them, this teeling against heavy vehicles, often rich11 deserved, 

shou1t1. disappear. The height at a vehicle may be a factor influencing 

safet)' when it interferes with viSion, but is relatively un~portant. So 

long as a vehicle is moving in one direction, its length is hegligible in 

so tar as satet)' is concernecl. When the vehicle turns, howe~r, the situa

tion is ditferent. VerJ long vehicles require a larger area on which to 

turn than do smaller ones and hence infringe on space which doee not belong 

to them. !his whole question of safet)' should not enter into the registra

tion tee at all. It is ridiculous to measure road rental by the varying 

decrees ot satet)' whiCh m&J be attributed to motor vehicles. Satet)' s~p17 

lars down a max~ sise of vehiele; the registration tee &ssesses these 

'sate' vehicles in proportion to the amount ot valuable highw., space which 

they occupy. 

6. Pounds or Tons Iross or Net We1ght ~ The majori t'J ot governing 

authorities use the weight of the~vehicl. as a basis tor computing registra

tion t.es. Weight is one oharacteristio common to all motor vehicles ancl 

more near17 takes account ot all of the elements in the ideal road rental 

than does any other single basis whiCh we have so tar discussecl. It was 
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long believe4 that highway wear and tear could be calculated more or less 

aceuratel7 from the gross weight of a vehicle. Some governments decide4 

that wear and tear increased in proportioD to the square of the weight ot 

a vehicle and levied a rate whiCh increased geometrically according to 

gross weight. Others. unhampered b7 an element8.l7 lcnowledge of physics, 

were content to 1eVl a rate whiCh increased in simple arithmetic progres

sion with gross weight. Still others, who had mora lawyers than engineers 

on their rata boards. worked out complicated schemes, with countless pro

visions ot whereases and where ifs , setting up schedules ot surtaxes as 

long as a modern tariff and just as unintelligible to all but those who 

made them. Sinoe highway wear and tear is prDportiona1 to impact and 

~pact varies absolute17 neither with gross weight nor witB the gross 

weight squared, we are forced to reject both of these as bei~ in them

selves inadequate bases for computing our registration fee. ~he gross 

weight of the vehicle still remains as an important factor, for it is 

used, along with other faotors, in the caloulation of ~pact. and impact, 

from whioh we com-

pute the greate~rpart of the road rental. 

7. Pounds or ~ons Capacity, Chassis Weight Capacit,r - This basls 

is merely a variation of the preceding. Its great drawback is that it 

4-0,,,,-: not aftor' adequate means ot allowing for the weight of the vehicle 

itselt. In several of our calculations, following established practice, 

we have used the rough and readJ formula that gross weight is equal to twice 

net weight. While true in general, this proporti OD; does not always apply 
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in partioular cases. Vehioles ~ be so designed that they are oapable 

ot CBrr.ying a load heavier than their own weight. It we lev, on the 

basis ot oapao1tl, these vehicles, although the~ exert a lesser ~ct 

toroe on account of their lesser weight, would pay the same registration 

fee as less economically designed vehicles. On the other hand, it we leT,1 

acoording to gross weight and calculate gross weight as twioe net weight, 

eoonomically designed vehicles pay less registration tee than a striotly 

equitable apportionment demands. Ot these two evils, the second is 

undoubtedly the lesser, since it is obviously better to encourage economr 

ot design than to penalise it. As our distribution of the road rental is 

.basel on the strict exactitude required by the competitive conditions ot 

the industry, we cannot allow a subsidy or penalty in any tor.m and must 

use a basis whiCh makes possible a more definite application to particular 

cases. 

8. KtDd of ~ires - Our discussion of ~pact in relation to highw-r 

wear and tear has shown that tire equipnent is important indeed as a par

tial basis tram whiCh to compute the equitable registration tee. Some 

governments have'alreadr reoognised it and have varying rate schedules 

tor the .tour main types of tire equipment. So far, no scientifio attempt 

has been made to relate tire equipment exaotly to wear and te8.l'. ~he tact 

that a relation does exist is understoo~ and eaCh governing authority 

levies according to its own ideas on the subJeot. In one or two instances, 

the rate varies direotly with tire size. ~wo trucks of the same groBs 
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weight may be using different tire sizes, say 6-inoh and a-inCh duals. 

The truok equipped with 6-inch duals pays less than the one equipped 

with the a-ineh duals, although the impact force it exerts on the high

way surfaoe is appreciabl, greater due'to.:the smaller area of contaot 

between tire and pavement. Fortunatel7. suCh glaring injustices are 

rare. 

9. '!he Number ot Wheels ..; Like the ltin4 of tire equipnent, the 

number of wheels Which a motor,Tehiele has also affects tmpaot torce 

and so ma1 be used as a partial basis to compute our registration tee. 

It was long believed that extra wheels, (extra axles, really) far trom 

reducing impact force actual1, increased it, and, where the number ot 

wheels ,or axles was considered at all, it was only to penalise the 

vehicle whioh possessed extra ones. 

The highway wear and tear element is undoubtedly the greatest 

single element in dete~ining the road rental., When vehioles are assessed 

directly according to the varying degrees of wear and tear which the, 

exert on the highwEq, no vehicle owner has grounds for complaint. ~he 

other factors, highway space occupied and abili.ty to pay, are supplementary. 

Our total road rental reflects highwa, wear and tear, slightly moditied 

b, the consideration ot highwa, space occupied and ability to pay. 

In our investigation ot the best means ot computing the regis

tration fee, we therefore turn our attention tirst to those bases Which 

will enable us to calculate wear and tear. Wear and tear is measured in 

terms ot tmpact torce on the pavement or road surface. Impact force ia 
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proportional to the sum ot a number of different elements. The relative 

value ot any of these elements varies with the vehicle. ~he tbrst element 

in deter.mining impact force is the gross weight ot tba vehicle. Since we 

must have an exact gross weight, the old formula that gross weight ia 

stmp17 twice net weight must be disoarded. In calculating gross weight we 

shall use the net weight plus pounds or tons carrying capacitl. The next 

consideration is the distribution of the gross weight on the wheels or 

axles of the vehicle. We have already pointed out that widely different 
1 

distributions of gross weight are possible. The impact torce on the basis 

of which vehicles are assessed is that exerted through the wheel.' or axle 

which bears the greatest part of the gross weight. Our atm is to decrease 

impact farce on the highways as much as possible, hence it is necessary 

to encour,age the design of vehioles based on this principle by calculat-

ing the maximum wheel 1084 exactly in the case of each vehicle. It is not 

sufficient to make a rough generalisation, sSJing that the rear axle 

always bears 8~ of the gross weight - this gives no incentive towards 

the designing of vehicles in Which the rear axle bears less. Our ideal 

registration fee must be delicately attuned to any differences in des~ 

which affect; impact force if we wish to get resul ts. 

~ire equipment is the ~ext factor in the deter.m~t~oD ot ~t. 

A vehlcleof the same design, same gross weight and the same distribution 
. 

of gross weight on its axles, will exert very different degrees ot impact 

force on the road surface according to whether it is equipped with balloon, 

1. Page 28. 
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pneumatio, cushion or solid tires. Thus the 5-tOD truck whiCh we used iD 

our previous oalculations, when equipped with soli4 tires exerts an ~ 
1 

pact force ot 2~ over what it exerts when equipped with pneumatio tires. 

Other things being equal, we would therefore expect it to par 2~ more 

roa4 rental than the pneumatic tired vehicle. Since the number ot axles 

affects the distribution of the gross weight, we must not neglect to 

mention it as one of the physical characteristics whiCh is used as a par-

ilal basis trom Which to compute the registration fee. 

It is a very easy matter to calculate gross weight; any publlc 

scale will serve. ~he calculation ot ~pact requires a little more effort 

and some knowledge ot mathematics. Gross weight appeals to governing 

authorities on account ot its apparently foolproof SDnp1icit.J. The1 have 

long been accustomed to draw up 1 ists ot gro'ss "eigh~s for eV817 type of 

vehicle with the assurance that even the least intelligent ot their 

license issuing agents will be able to understand and apply them. Govern-

ing authorities would be apt to object to the use of ~pact as a measure 

on aocount ot its complexi tJ and the add! ti onal work: which it invol vea. 

As it happens, impact is not nearl), so complez as it appears to be. A li8t 

ot impact torces for distribution among license issuing agents would be 

no more bulkJ than the present lists ot gross weights modified by tire 

equipmen', value, horsepower or eubic inCh displaoement, with whioh the1 

are now furnished. 

1. Appendix, fable I. 
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So tar as I have been able to discover, no governing authority 

actua1l7 weighs a vehicle ot each particular class to determine official17 

its gross weight. ~heJ are quite content to take the figures supplied 

them by the manufacturer. Since this is so, there is rea117 no reason w111 

they should not accept figures for tmpact force supplied them by manufac

turers. In most cases manufaoturers are required by law to deposit with the 

government complete specifications ot their products. It wou14 not be too 

muoh to ask them to include ~pact force in their annual deposition. It 

&n1 government agent was inclined to suspect a manufaoturer of being guilty 

of miscalculation in the impact force returns, it is an easy matter to 

chect them in a few minutes with pad and pencil. 

~his brings visions of a new era in automobile advertising. We 

oan see some luc~ manufacturer proudly procla~ing; ~he ~act force 

exerte4 by the new Superb model is 20% less than that of any vehiole now 

otferei in the heaV7 truck range ~ ft 'SPEED' and 'PERFOBMANCEt would be 

relegate4 to the lesser headlines, what a relief to those of us who have 

been literally bowled over by the hit-and-run Speea, Performance in all 

the Jauntiness of its sport~odel wavy lettering each t~e we have opened 

a magazine tor the last ten years \ Thoughtful people would welcome it 

as conclusive evidence that care ot tla highways was at last becomins ot 

some ~portance to automobile manufacturers. 
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Up to the present we have not considered ability to pay and 

highway space oooupiel in relation to the total road reDtal. In the 

last chapter we calculated the total road rental that would be paid bl 

the average vehicle in the three welght groups if we assessed them 

sole11 on the basis of impact force. When we allow for the other two 

factors these figures will be appreciabll changed. ~he first step is to 

determine the relative value with reference to the total road rental 

Which must be given to each of our three factors. ~o do this, we are 

foroed to depend more or less on rule of thumb methods. We have agree4 

that the highway wear and. tear element is the most important of the 

three and should therefore be given the most prominence. Next in impor-

tance Is the ability to pal element. It nmst form a sufficiently large 

percentage of the total to produce signlfie~t differences in the total 

road rental paid bl different vehicles when there are significant ditf-

erences in their values. The highway space occupied must be taken into 

account but is not of the same importanoe as the other two. It should 

not be allowed to make any great difterence in the total. 

With these considerations in mind, we suggest that a suitable 

ratio between the three factors is, highway wear and tear 60, abilit7 

to par 25, &hd highwa, space occupiel 15. ~here is nothing sacred about 

this rati •• We use it stmpl7 because it seams to fulfil1 as c10se17 as 

may be the conditions of the case. At least 2~ of the total road rental 

Is necessarl it ability to pay is to be adequately reflects4. W. could 

not allow much less than 1~ if highw&J space occupied. is to have any 

significance in the roa4 rental at all. 
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When we used ~paot force as a basie, the average vehicle in 

eaoh ot the three classes paid $53.00, $11'.00, an4$1550.00, respect-
1 

ive17. ~hat is to sa" the average vehicle in the three to five tons 

class paid 6.4 t~es as much and the average heav,r vehicle paid twenty-

nine times as much, as the average vehicle in the lightest class. Thus, 

for 6~ of the total road rental our ratios are 1, 6.4 and 28. 

Both impact force and value bear some relation to gross weight. 

In the case of highwa, space occupie4, the relation is almost negligible. 

A truck C&r17iDg a ton ot bread taltes up as much highway space as a truok 

carrying four and. five tons ot iron or gravel. After comparing the over-
2 

all measurements of representative vehicles in the three capacity fields, 

we find that the respective amounts of highwa, space occupied are 92.5, 

160.5 ana. 190.5 square teet. Then, tor the l'~ of our road rental which 

is calculated on the basis ot highway space occupied, we have ratios of 

1, 1.7 and 2, respectively_ 

It &n7thing, these ratios are unduly hard on the heav.r vehicle. 

the7 make but tentative allowance for the ditfering densities of the 

products carried in the three we ight groups. A. very important faotor 
3 

whiCh we hinted at tn the second Chapter, but have since neglected, is 

the use ot vehicles for purposes other than those tor whioh they are 

primaril, designed • .l light truck, equipped with stake body, may have a 

carrying capacity for one ton of eggs in crates, or ot other goods which 

are comparatively light in proportion to bulk. When loaded with eggs in 

1. See page 48. 

2. Specifications furnished by General Motors Products ot Canada Limited, 

~ru.clt Division. 

3. Page 16 et seq. 
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crates the vehicle has a gross weight of approximatell two tons, and 

fits into our picture verJ nicel,. A hardware dealer or scrap iron 

dealer finds that the l-ton truck equipped with staKe body is a vehicle 

of oonvenient sise for his purposes and prooeeds to load onto it three 

or tour tons of heaV1 goods. The springs flatten out into rigid buo~ 

board axles, the tires are so s~raine4 that blowouts seem to be all in 

the day' s work. The braLms are just so muoh useless meohanism and the 

vehicle becomes a :manaC8-: to safety wherever it goes. For two or three 

years it clatters heavily over the roads and than, premature11 old, is 

left on the junlc heap. The average lite of these vehioles is Onll one

third that of vehicles which are Used for the purposes for which the,. 

are designecl. In the meantime, great impact forces are exerted through 

small areas and highwar wear and tear is increased many times beyond 

what it would be were the same loads carried in the pro~er vehicles. 

Lilte insult added to injurJ, such vehicles pay the same tax as the 

legitimate l-ton truck. 

Motor salesmen employed by the heavy vehicle manufacturers 

try to point out the false econolDJ' of buying a cheap vehiole which tm1st 

soon go to the scrap heap, when heavy vehicles would pay in the end in 

econolQ', service and satetl. The argument goes well until the question 

ot taxes is brought up. Then the sale is lost. Ho prospective p~easer 

is so conoerned with the care at the roads that he ls':will1ng:'to pal 

heaV7 road reDtals t~(~conserve them, when he can get along so much better 

bl cles.troying them through using low taxed, light vehicles for hea"" a.utJ\ 
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I happened to be in a heavy truok show room after just such an occureance. 

~he salesman's observations were interesting indeed. A little later I 

inadvertently accepted a ride in a light truok that had been used tor 

heavy duty for two years. ~bat will not happen again1 It is safer to be 

a capitalist in Russia or an anti-Fascist in Italy than the driver ot 

such a vehicle. 

Heavy truck salesmen tell us that about half the light trucks 

equipped with stake bodies are greatly overloaded most ot the time. The 

observations of the man in the street would support this oontention. 

~here are two wars ot overcoming this abuse. One is to tax all vehicles 

a flat rate so that it is no longer eoonomical to use light vehicles for 

heaVJ duty, which is ot course out of the question. The other is to pro-

hibit the loading ot vehicles beyon4 their carrying capacity ~ something 
I-bl 

that it is easy to tallta~o~t,Ybut more diffioult, though not ~ossiblet 

to put into practioe. When regarded tram the standpoint of safety, over~ 

loading taltes on the appearanoe ot a serious orime. Under tla best con-

dit10ns highw~s are potentially dangerous enough zones as it 1s, without 

the added risk of' overworke4 and too weak brakes and tires. It we approaCh 

it trom this angle, it ought not to be too diffioult to check up on 

flagrant abuses. 

We must now leave the problem ot overloading for the present 

and will refer to it again in the next chapter. To complete our road 

rental the ability to pal' element alone remains. Since ability to pay is 
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to be assessed for secondhand vehicles on the balis of the price paid 

when the vehicle changed handl, it Is necessary to ta~e the actual cost 

in dollars and cents to the purchaser when he drives a new vehicle out 

of the show room, taxes, insurance, and freight all included. The 

'drive it away' prioesin Montreal of the three representative vehioles 
1 

used in our calculations are $900.00, $4500.00 and $5900.00 respectlve17' 

Expressed as a ratio, for 2~ of the road rental we have the relation 1, 

5, 6.5. 

Now to sum ups 

Highway Wear and Tear, 6~ of th~ road rental. ratios of 1. 6.4 Bc: 29. 

Highwq Space Occupied,l~ It .. It " " re 1, 1.7 &: 2. 

A.bility to P&7, 2~ tt It .. .. .. • 1, 5. &: 6.5 • 
~ • k 

~he next step is to calculate a single ratio for the whole lO~ 

of the roa4 rental. Simple enougk. Suppose the total tax on the average 

vehicle in the lightest class of motor ve~ioles to be 100 units. Then, for 

each 60 units paid by the average vehiole in the lightest class, the aver-
"' ... 

age vehicle in the three to five tobs class would ~ (60 x 6.4) units, 

and the average vehio1e in the heaviest class would pay (60 x 29) units. 

For eaCh 15 units paid by the average vehicle in the lightest clas8 the 

others par (15 x 1.7) uni~s, and (15 x 2) units, respectively_ For each 

25 units paid by the average in the lightest class they would pay (25 x 5) 

units, and (25 x 6.5) units, respectively_ It we add up our units we get:-

1. ~he use of Montreal prices, which were the ones most readily obta~ble 

by the writer, does not change the value ot our argument when applied to 

American highwSJ bills, as the ratio between Amerioan prices of vehicles in 

these three olasses~ remains the same. 
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Average Vehigle. ·Average Vehicle. Average Vehicle .• 

Lightest Class. ~hr8! to Five Tons. Over Five Tons. 

60 units 384 units 1740 units 

15 It 25.5 • 30 • 
25 • 125 It 312.5 " 

100 It 534.5 " 2082.5 It 

To reduce this to a ratio in whiCh the road rental on the average 

vehiole has a comparative va1~ ot 1, all that remains to be done is to put 

in the deo~l point, and we get 1, 5.3, and 20.8. In other wo~s, for 

every dollar paid in road rental by the average vehicle in the lightest 

olass, the average vehicle in the three to five tons class payst5.30, and 

the average vehicle in the heaT,J class pays $20.82. Thus, if the tax on 

the average vehicle in the lightest class remained at $53.00, whiCh is the 

amount obtainea when impact alone is considered, the other vehicles would 

par $280.90, and *1102.40 respectively, instead at $357.00 and $1550.00, at 

which we formerl,. assessed them. l.f this plan is followed, we find ourselves 

several million dollars short in our total. A new basis is necessar,. We 

have establishe4 a relation between the average vehicle in the three weight 

groups. Let us next see what actual tax in dollars and cents it is necessary 

to ~ose in order to raise the 1600 millions of dollars whiCh represents 

the total highway bill ot the United States. 
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The percentage grouping ot motor vehicles is:-

Under ~hree ~ons -I, 
98.5~ -

, 
~hree to Five Tons 'J 

1.1~ -
1. 

Over Five Tons _I) 

.~~ -
In aotual numbers:-

Unde~ ~hree Tons , 
26.112,000 vehicles -

~hree to Five-Tons _Ii 
305,000 .. -

Over Fi ve ~ ons 'J 71,000 It -
a. 

TOTAL: - 26,500,000 It 

On the average, each of the 305,000 vehicles in the three to five 

tons class must P&l 5.S times as much as the average vehicle in the less 
• 

than three tons class. This is the same as saying that these 305,000 

vehicles must be responsible-tor as DRCh as (305,000 x 5.3) or 1,6~6.500 

vehicles ~ the light class, and the 73,000 vehicles in the heavy class 

responsible tor as much as (73,000 x 20.8) or 1,5t8,400 light vehicles. 

ThuS, for taxing purposes, the 26.500,000 motor vehicles ot all classes 

in the United States have the same taxable value as (26,112,000 plus 

1,616,100 plus 1,518,400) or 29,246,900 vehicles of the less than three 

tons class. Dividing this into 1600 millions, we find that the average 

1. See p. 44 et seq. 

2. See p. 44 et seq. 
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vehiole tn the less than three tons 01as8 must P&l $55.00. Henoe, the 

average vehiole of trom three to five tons should pay ($55. x 5.3) or 

t291.50; and the average heaV7 vehicle, ($55. x 20.8) or j1144.00 

annual road rental. 

Too muCh importance must not be attached to the results I have 
the 

obtaine4 ~hro~use of actual figures in dollars and cents. ~hel are 

used simpll to illustrate the method I suggest tor the equitable distribu-

tion ot a hignwar bill. In the huge mass ot available statistics dealing 

with motor vehicles, all data necessary for the proper application ot this 

scheme are not to be foun4. Conditions differ in each localitJ. Each 

governing antherit~ has its own statistical metho&an4 its own particular 

problems. A small 8rmJ ot trained statisticians could wor~ for months and 

still be unable to presen' a complete picture. The dollars and cents dis-

tributddD ot the highwa~ bill will be verJ different in each localit~. It 

w1l1 vary with the amount of money to be raised and the proportion ot 

heaT,J vehicles to light vehicles which is never the same tor any two 

places. Each province and each state is responsible tor its own highways. 

The Province of Quebec and the State of New York may be using eKactl7 the 

same method ot distributing their highwar bills, but we would still expect 

to see a considerable difference in the actual amounts paid by the same 

type of vehicle in the two areas, since Quebec has only 170,000 vehicles 

while New York has over 2,300,000. 
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Beartn8 in mind that the tax relation which we have established 

between motor vehicles is but an approximate one, it is interesting to 

see how it compares with ~he relation actual1,. existing to-da7. In the 

19~1 edition of Highway ~az Costs, by John E. Wal~er, former Special Ass-.. ' 

istant on Taxation to the Secreta!7 of the ~reasury, published by the 
1 

National Automobile Chamber of Commeroe, the following table is given:-

Speoia1 Taxes. Times Private Car. 

Private Passenger Car $25.52 1 
c 

Average All ~rucka 53.78 2 
~-..... 

Privatel7 Operated S~ton ~ruck 161.27 6-1/3 

Connnon Carrier 3-ton 'rruck 458.78 18 

Comnon Carrier Bus 575.00 22-1/2 

It will be seen that there is a considerable spread between the 

figures tn this table and our own calculations. The chief reason for this 

is that our calculations were based on the supposi tion'~ that motor vehicles 

would pay the whole'1600 millions ot dollars Which represent the total 

annual highway bill of the Unitei States, whereas at the present ttme they 
2 

contribute but $1,000,388,000 towards this fund. ~hat is to say. if we 
- Z 

accept the findings of the English Royal Commission on Transport, motor 

1. Op. Cit. p.S. 

2. Facts and Figures of the Automobile Industry t 1931, p. 59.~}ub1ishe4 b7 

the National Automobile Chamber of CODlIlerce. See also Appendix, Table VI. 

3. See p. 6. 
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vehioles are paying Just a little under the two-thirds of the total high

way bill whioh they m~1 reasonab).y be expected to pay. Besides the 1600 

millions of extra-urban highway bill, throughout the United States about 
1 

600 millions of dollars is spent annually in paving the streets within 

inoorpor.ated cities and towns. If we include this in our total highway 

bill, it mounts up to 2200 millions of dollars, of which less than halt 

comes from motor vehicles • We stated in the beginning that in our opinion 

street paving within incorpor~ted cities and towns could not reasonably 

be charged to motor vehicles when suoh bnge amounts are required for the 

maintenanoe ot extra-urban highw&l-:;systems which so undoubtedly benefit 

both urban and rural citizens alike. On the other hand, there is every 

reason why motor vehicles should be able to pay at least the 1600 millions 

ot the total extra;urban highway bill. It each motor vehicle in the 

United States, regardless of its sise, in addition to what it alrea4y 

pays, contributed another $18.00 annually, the amount would be brought 

up to tha requirei 1600 millions. It the average road rental on all trucks 

is at present but $53.78, while the average for a privately owned 3-ton 

truok is $161.21, there is .bvious11 something wrong. Very light trucks 

are getting off too easi11, while the 3-ton truok, itself ot moderate 

weight, is certainly paying more than a fair proportion. Aocording to our 

calculations, the average vehiole in the three to five tons class should 

pay 5.3 times as ma.ch as the average light vehicle. In actual tact, the 

1. Appeuix. ':Cable VI. 
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S-ton truok, which proper17 belongs to the light vehicle class, pays 

6-1/8 t~ea as much as the private car, although the differenoe in the 

~paot torces exerted by the two is as 1.8 to 1~ When we remember the 

overloading ot light vehicles which exis18 to-dq, the gravity of the 

situation becomes only too apparent. For the present we will not consider 

the common carrier truck whiCh pays 18 t~es as much, nor the common 

carrier bUB which pays 22-1/2 times as much, as the private oar. 

The 1600 millions of dollars of the total United States highway 

bill is not really so stupendous a figure when the total number ot moto~ 

vehicles is taken into consideration. It we divide it amongst the 26-1/2 

million aotor vehicles registered, each vehicle would have to pay but 
1 

$60.38 annual road rental. In 1930, the United States consumed 15,761,400,000 

gallons ot gasoline. A tax of a little over ten cents a gallon would pro-

duce enough revenue to pay the highway bill. L~t Amerioans, accustomed to 

two and three cent taxes, remember that in other countries, less fortunate, 

motorists have been paying ~elve to seventeen cent taxes for years, in 

addition to ~egistration feest 

The presen5 tendency is to clamour tor high road rentals on 

common carriers and heaVJ' vehicles t to talk ot the taxpayer's burden, while 

in the meantime the light vehicles, most numerous, are happily sailing over 

the highw~, confident that no one will ever touCh them. Governing author-

itie8, when searching tor more revenue, might do well to remember than an 

increased tax of one dollar on the light vehicle··wil1 produce over twenty-

six mi1lioDs of dollars, and cease their efforts to raise a mere one 

1. ~cts and Figures of the Automobile Industr,r, 1931, EditioD, p.57. 
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million dollars bl charging 73.000 heavy vehicles an extra tea or 

twelve dollars apiece. 

It every motor vehicle were not to some extent in ~pe~~tlon 

with other forms ot transportation. there are grounds why the division 

ot vehicles into three classes according to extra road thickness and 

e~nse directly attributable to these classes should be done away with 

and a road rental scheme hased simp17 on a graduated ~pact force scale 

used to take care ot the highway wear and tear element in the road 

rental, while highway space occupied and ability to pay were assessed 

as we have already set forth. A still stmple~ means could be adopted. 

In our bar diagram on page 42 we showed that gasoline consumption in-

creases muCh faster than impact torce, but d~s not increase quite fast 

enough to take adequate account ot extra hig~way thickness and consequent 

expense attributable to vehicles tn different ~ct torce groups. It 

we could afford to neglect the tullest application of the principle ot 

payment in proportion to increased hlghw8J thickness, we could secure a 

partial application ot it by levying our road rental through the gasoline 

tax alone. Thus. we would be charging a 7i-tIoD truck 5.6 times as muoh 

as a 2-ton truck, although its impact force is but 1.8 times that ot the 

2-ton truck. As alrea~ mentioned, a ten cen1is a gallon tax would take 
r. 

care of this. We could throw our laborious methods ot calculating road 

rentals into the discard, d·:1spenee with our polite requests to automobile 

manufaoturers to measure impact for us and malte a bonfire ot the thiok 



booka which we send out to license issuing agents to enable them to 

lev,r registration fees. Alas tor such pleasant dreams of unattainable 

simplicit1~ In the first place, other fo~s of transportation demand 

that oompeting motor transport shall be taxed in strict accordance with 

the cost of service principle. As these other forms ot transportation 

are essential to national welfare, we cannot very well refuse to listen 

to their complaints. Again, while our plan for a simply graduated ~act 

force scale would allow for economy of design and proper distribution 

ot the load carried by motel' vehicles, a gasoline tax, of itself, would 

no~. Badly designe4 vehio1es would be paying the same road rental 8S 

their fellows which were responsible tor less highway wear and tear. 

Before oontinuing with the "registration fee proper, which we 

have neglected noW for several pages, there is one more point in connec

tion with the private passenger car or 'pleasure'vehicle' Which ia 

worthl of our consideration. As its name ~pliel, the 'pleasure vehicle' 

Is not used for oomnercial purposes. Its owner i8 Mr. Citizen, 1Ir. ~a:xpayer, 

or, better still, Mr. Consumer. Motem economic writers tell us that Mr. 

Oonsumer, born in the days of Adam Smith, a 'lust,. infant' in the time 

of Bioardo, flourishing, tul.1grown and bearded with J.S. Jlill, is now dea4. 

So much. the better. He need concem us no more. Still, as the phantom 

owner of the 'pleas~e vehicle', we may still steal gold from his lifeless 

hands. The commercial vehicle, common carrier or otherwise, is the only 

vehicle which must be assessed strict17 in proportion ~o cost of highw8J 
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servioe. It is, in most cases, a businesl necessi't1. The pleasure vehicle 

is something ot a 1\lXtll7. Notwi ths tanding the often repeated hope ot the 

American moto~ magnate who looks forward to a da7 when everaAmerioan old 

enough to hold a s·teering wheel will have one car to drive on week days 

an4 anoth.~ one put away with his good suit to be brought out on Sundays, 

the man who owns a car, no matter what his occupation, is no longer one 

ot the:;pe616tar.tste.He at least belongs to the lower middle class. It would 
, 

be heresy ot the worst order to tax the pleasure vehicle more than its 

tair proportion in order to lower the taxes on the heavy vehicles, or 

even on commercial vehicles in general. What might be done is first to 

calculate the fair share ot the total highway bill that a plea~re vehicle 

should pay and then ·add to this a surtax to be appliec1 on the intra-

municipal paving acoounts. It would do the sixty people whom we lett rid-

ins in a orowded tram in the last chapter gooi to see the fat millionaire 

in his expensive l~ousine PaJing considerably more than the driver ot a 

l-ton or 2-toD truck, even though the fat millionaire already pays a 

little more through the ability to p~ canon applied through value. On 

the whole, small trucks cost more than small pleasure vehiole.~ The pleasure 

element in the possession of a pleasure vehicle is not appreciab17 d~in-

ishe4 it the owner Pals about four~dollars more per annum for his pleasure, 

suCh pa"ment to be sprea4 over a year - about thirty-tour cents a month, 

or a little more than eight cents a weelt. Such a le'V7 wou14 mean 100 millions 

of dollars towards the 600 millions of dollars require4 for paving. 
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Let us now return to the registration fee itselt. Before the 

discussion of the value which was to be given to the highway space 

occupied and abilit7 to pay elementsin the total road rental, we had got 

as far as the bases from which the registration fee was to be compu_e4 

and ha4 concluded that we should need to know the tollowing tacts about 

a vehicle in order to assess a registration fee for it:-

1. Net Weight. 

2. Maxirmun Capacity Load. 

S. Number at Axles and Wheels. 

4. Kind. of 'Eire Equipment. 

5. Distribution of Gross Weight on Axles. 

From these five factors, the manufacturers were to calculate 

the max~ impact torce-exerted through the w~eel or axle which bears 

the greatest part ot the gross weight. 

Next we need to know:-

6. Highwa,. Space Ocoupied. 

7. Prioe Paid by the Present Owne~ tor the Vehicle. 

8. Average J.Dnual Gasoline Consumption tor this Type 

of Vehicle. 

Our registration tee consists of the total road rental 1e8S the 

amount contributed in gasoline taxes. Hence we must know both the total 

road rental and the amount contributed in gasoline taxes, before we can 

oalculate the registration fee. To ta~e a concrete example, the 7~-ton 
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truck operating on pneumatio tires is expected to pay a total annual 

road rental ot $1144.00. Based on an average at 25,000 miles per annum, 
1 

it consumes 10,000 gallons ot gasoline annuall}1e It~.a seven oent tax i. 

~pose4, it would par t700.00 through the gasoline tax, the remainder, 

t444.00 to be made up by the registration fee. ~his is all very well so 

far as the ~ton truck is concerned, but what we want is a relation which 

will enable us to determine quickly the registration fee on a Of-ton truck, 

o~ on a lO-ton t~uck, or on any vehicle in the heavy class. In other words, 

we need a rate per poun4-_. impact force, a rate per dollar ot value, and a 

rate per square foot ot highwa, spaoe occupied, applicable to all vehicles 

in the heavy class. 

Our $1144.00 annual road rental on this ~-ton truck which we 

took as the average for all vehioles over five tons, is made up of three 

factors. Each of the se three factors was calculated separately from the 

corresponding factors ot- the average vehiole in the less than three tons 

class. The $1144.00 represents 2082.5 units (see table page 82). Of these 

2082.5 units, 1740, or $956.00 represent impact force; 30, or $17.00 re

present highwBi space occupied; and 312.5 or $171.00 represent value. 

The ~pact force attributable to a 7i-ton truck operating on 

pneumatiC tires is l4J 600 Ibs., so our rate per one hundred pounds ~act 

force ls $6.55. The highway space occupied by our average vehicle in the 
2 

heavy class ls 190.5 sq.tt., so our\~te per one hundred square feet ot 

- ; 

1. Using the Ferguson formula. 

2. See Page 78. 
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highway spaoe occupied ia $8.90. The 'drive it away' price of our average 

heaVJ vehicle being $5900.00, the rate per $100.00 of value i8 $2.90. 

Fram this it is an easy matter to calculate the registration fee 

tor any vehiole over ~ive tons. The forms used by the governing authority 

in oaloulating a partioular registration fee will loo~ something like the 

tollowing: 

(1) Model ••••••••••••••••••••••••• 

(2) •••••• hundred l~SJ. :.:.1mpact '; torce at t 6.65: per 100 

(3) •••••• hundred sq.tt. highway space oooupied at $8.90 

per 100. 

(4) t ...•. purchase prioe paid by present owner at $2.90 

per $ltOo. 00. 

(5) TOTAL: 

(6) Less amount oontribute4 in gasoline taxes at ••••• 4 

per gal 1 OD. on average annual mileage ot •• •.•• miles. 

(7) lQlGISTBAT ION FEE \ 

$ ••••••••• 

* ........ . 
$ ••••••••• 

$ • • • • • • • • • 

t • • • • • • • • • 

$ ••••••••• 

All but one ot these amounts will be tilled in by the governing 

authority, so that the issuing agent will have only one calculation to ma~e -

the value variable which depends upon the purchase price paicl by the present 

owner of the vehiole. Par example, let us take the 5-ton nSuperb" model 

truok equipped with stake bodr, but using cushion tires, whioh plaoe it in 
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the heaVJ vehiole class. In this vehicle, sad to relate, the gross weight 

1a very badll distributed, a full 8~ is borne by the rear axle alone, so 
1 

1 t exerts an impact force of 15,400 pounds on the highway. A t the rate 

ot $6.55 p .. 100 pounds ~act force, it pays $877.70. ~he highw., space 
2 

1t occupies is 125 sq. ft., and at the rate ot $8.90 per 100 sq. ft., it 

pays $10.95. Calcu1at.4~on an average annual mileage ot 25,000 miles, and 

a seven cent tax on gasoline, the amount it contributes through the gaso
S 

line tax is $472.50. tbns, betore we allow tor value, the registration 

tee 18 $877.70 plus $10.95, less t·472.50, or $416.15. 

When the owner ot suoh a truck brings it to be registerecl, and 

to pay the registration tee, the issuing agent simply look:s up "Superb t,' 

model, 5-ton, dual 7" cushion tires,~ and finds the figures, "Registration 

fee $416.15, plus $2.90 per $100.00 purchase p~ice paid by present owner,· 

and the job is done. ~he government gets the mone1~and the truck owner 

drives away, probably deciding that the next truck: he buys wiil be equipped 

with balloon or pneumatic tires so that his registration fee will be lower. 

In the same way the rates for vehicles in the other two groups 

may readil1 be oalculated. It is unnecessary to risk trying our patience 

too much b,J doing it here. The method is plain enough. 

1. See tables on page 24. 

2. Calculated trom a representative vehicle in this class. 

3. Using the Ferguson formula. 
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Suoh a plan oould not be put into execution all at once. 

Betore it is attempted at all, each governing authority mnst colleot the 

required data dealing with the motor vehicles whiCh are actually in oper

ation on its highways. From this data the proportion ot the total highway 

bill that is to come from each class of motor vehicles could be deter

mined. Authorities who at the present t~e collect huge masses of statis

tics concerning motor vehicles, much of them irrelevant for their own 

purposes, should paj shy at the not too diffioult task of co-ordinating 

and titting them to practical uses in the field of taxation. It it means 

a few extra officials for the time being, so much the better; what a boon 

to the white collar unemployed and what a satisfaction to our legislators 

who talk even in their sleep about ·work, not dolest tt This would be one 

fo~ ot unemployment relief work whiCh would prove at lasting value it it 

did anything towards relieving the present vexed question ot motor vehicle 

taxation. 

An added,reaso~ why our sCheme could not be put into practice all 

at once is that it probably entails some considerable differences in the 

road rentals now paid by certain types of vehicles. It these difterences 

represent reductlon$,so muCh the better. No motor vehicle owner would object 

to a reduction in the rates he how pays. If, on the other hand, they entall 

any .*bstantlal increases, it is not fair to vehicle owners, many ot whom 

have been influenced to buy their present vehicles by duly considering the 

question ot taxes, to increase road rentas suddenly to any great extent. 



96. 

In cases where an increase is called tor, it must be a gradual one it 

undue hardship is to be avoided. 

We have not tinalll settled the question of registration fees 

or even ot the total road rental. ~hey will each be qualified by the 

considerations introduced tn the following chapter. 



Chapter VI. 

L IMITAT IONS PLACED ON MOTOR VEHICLES 

Almost all governing authorities have limits to thelgross weight 

and the linear measurements of vehicles on the public highw.,s. It is 

rarely indeed that the actual limitation is the same in any two instanoes. 

They ~t however, be classified under the following general headings:-

1. Limitations which apply on al~ pub1io roads, highways, paved 
... 

streets or lanes within the jurisdiotion of a governing authority and whiCh 

take: no aocount of the different strengt.h: of these roads. 

2. Limitations which apply enly on roads outside the boundaries ot 

indorporated miDioipalities. In most of these cases the municipality is 

allowed to make its own limitation if it so desires. In passing it should 

be pointed out that very tew manipipalities do bother to set limitations. 
I 

Large cities frequently allow heavier traffio within their own limits, 

whereas in smaller munioipalities the question does not arise. It would 

not pay s·.' operator to buy a heaV1 vehiole when he was only allowed to 

use it within the narrow borders of his own municipality, so he naturally 

remains governed by the provincial or state limitation. 

S. Limitations whioh vary aocording to the strength of particular 

highways. As previously mentioned, many governing authorities have built 

speoia117 strengthened highw~s in areas ot dense traffic. On these high-

ways they per.mit the operation of heavier vehioles. 

4. L~itations whiCh var,J with the seasons. In certain seasons of 

the year t the wear and tear on many types of roads due. 1; o· tke> palfaage 

(97) 
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of motor vehicles is greater than in others. Even after allowing for the 

fact that in winter the highw.,s are more or less protected by a coating 

of snow and ice, the ~se of chains by most motor vehicles more than 

counteracts this. In the spring, a stream of motor vehicles travelling a 

mud~ gravel road will send a large part of the gravel covering into the 

4itch and general11 hasten deterioration. The result of this form ot 

limitation is that the winter or spring limit usual11 becomes general for 

all seasons. Most vehicle owners to-day require the year round operation 

of their vehicles. ~hey 40 not care to purchase equipiEmt which may only 

be used for part of the year. 

The accompanying tables show the l~itations in force in the 
1 

different states and provinces at the t~e.ot writing. Let us first look 

at the l~itations on gross weight. The itandard' road of tne United States 

Bureau of Public Boads is designe' to ~pport a 10a4 at 18,000 pounds per 
2 

axle, when a vehicle i~ operatec1. on pneumatic tires. Assuming that 8~ 

ot the gross weight is borne on the rear axle of the vehicle alone, this 

would allow a maximwD gross weight of 22,500 pounds per vehicle, which ia 

about the gross weight at a 5i-ton truck loaded to capacit7. Referring to 

the table ot l~itations in force in the United States, we find that, at 

the torty-five states listed, on11 two, New Mexioo and West Virginia, 

take axle load into account at all. Of these two, New Mexioo sets its 

limitation at the standard. 18,000 pounds rear axle load approved. by the 

1. Appell.ix, Tables XIV and XV. 

2. Interstate Commerce Commission, Docket No. 28400, TestimoDl ot 

Thomas H. JlacDonalcl, p.3. 



best available authority on highway engineering, the United States Bureau 

ot Publio Roads, \Vest Virginia:_ allows a little more, 22,400 pound •• Of 

the remainder, sixteen states refuse to permit the operation ot vehicles 

as heavy as the 5i-toD truck operating on pneumatic tires; in other words, 

their limitation is lower than the 18,000 pounds rear axle load approved 

tor the standard. roal. The twenty-seven other states included. in the sur

vey allow gross weights ranging trom 2S,OOO up to 40,000 pounds. The 

average for the whole is 23,500 pounds. 

In Canad& the maximum gross weights allowed are much lower. The 

two most tmportant provinces, ~uebec and Ontario, take axle weight into 

consideration, but in both cases the max~ axle weight allowed is less 

than 18,000 pounds. The main reason for this is that the average Canadian 

highway is no~ built 8S strong as the standard road. With few exceptions, 

most improved. Canad~ highw$fs consist ot a waterbound crushed stone or 

semi~adam base covered with a bituminous asphalt mix. 

Canada is just emerging from the experimental period in highway 

building. Fortunately for us, the experimen' has not proved so costly as 

some disciples ot gloom would have us believe. When the provinces tirst 

became interested in highwar building, their interest took the fo~ of 

handing money over to local authorities to use as they saw tit. Members 

ot the provincial legislatures were often judged by their ability to get 

grants tor their home counties from the provinces. This was the heyday 

of the local contractor. He s-imp11 slappec1 crushed stone and asphalt over 
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the existing roads without 8n1 attention to dangerous curves and grades. 

No attempt was made to widen highways which had been built tor horse trat

tie. All local roads le~ to the local village or county town. In those 

provinces where the county is the road buildtng unit most .ot these grants 

went into ~roving the various approaches to the count7 seat. Itthus~ 

happened that a tarmer driving to market was sure to get improved roads 

part ot the wa., at least. Under the township system, when a village was 

lacking, the road went wherever the town council thought it would look 

best. 

The result was that isolated areas ot more or less good road 

were acattered all over the province. In the early days no one expected 

to travel b1 road very far beyon' the bouncinli6scf' his own count.,. It 

was enough that the residents of St~eter Count7 eould get te ~t~olycarpe, 

the count)' seat. It an:a one was so ambitious as to wish to get to 

St-Nicodemus, county seat ot the neighbouring. county of St-Paul, he had 

to take a roundabout route, four or five miles longer at least. With the 

advent of the motor vehicle, provincial grants made possible ~provea 

roads at the approaches to both St-Po1y.carpe and St-Nicodemus. To ~'t- to 

one place trom the other, however, a motorist still had to take a round

about route, much of' it over almost unspeakable roads. The terrible roads 

were the tirst complaint, so the next provincial grant went into ~prov

ing the worst sections. In most cases the idea ot building a d.irect 

route, instead of wasting money on one four or five miles longer than 



101. 

was necessary, did not oocur to those in Charge. Improved roads zig

zagged all over the provinoe. It was possible to go from one place to 

another a hundred miles or so away, by travelling one hundred and 

twenty-five miles and passing through every considerable village or 

town for a radius of ten miles either side of the route as the crow 

flies. 

When the provinces actually began road building on their own 

aocount, their first concern was to build trunk lines between important 

centres, utilizing existing right of war as much as possible. A mistake 

that was almost universal was the failure to build the new raa4a wide 

enough and to eliminate dangerous curves and unnecessary gradients. To

day,a large proportion of the annual highwaJ bill goes into widening 

and into the expropriation of sites for new right 'of way to el1minate 

curves and gradients, when these sites have acquired additional value 

from the ~roved highway which formerly curved by them. In many parts 

of Canada abandoned sections of ~roved highwBi are a familiar spec

tacle. 

When we consider the expense involved in carrying out new 

construction and in paying for our past mistakes, it is not surprising 

that the average Oanadi&l\,p."igh.W8,J b'Q.ilt to-day is not designed to 

support very heavy traffic. Most of the provinces have carefully pre

pared highwq programs which are to be oarried out over a period of 

years. The first part of these programs has to do with ~proving the 

existing roads - 'improving' being taken to include widening, the 

elimination of curves" gradients and level cross ings in so far as is 
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practioable, as well as resurfacing. All highwa,s must be brought up to 

a certain level before the additional expense of specially strengthened 

main routes may be indulged in. It would be a tine thing to have a four 

strip concrete highway between Montreal and Toronto, but it is not a 

practical thing until we have el~inated the muddy dirt and gravel roads 

which would feed such a highway. When the foundations of a good highway 

system have been laid, the creation of stronger main roads is simply a 

matter ot extra surfacing to be applied at any convenient time. For the 

present it is necessary to limit the gross weight of vehicles to what the 

existing highways can bear. 

So it comes about that in Canada heavy vehicles are definitely 

excluded from the extra-urban highwa,s. Such heavy vehicle, as we bave 

are oonfined within the limits of their own city or town. The road rentals 

paid by motor vehicles are used wholly tor the maintenance of the extra

urban highways. In most cases, not one pennJ from this fund is ever handed 

over to municipal authorities for intra-municipal paving. How then are we 

to assess the heav,r vehicle, even supposing that the provincial government 

has the right to assess it ? 

~he right of a provincial government to assess heaV,J vehicles, 

while at the same time withholdtng from them the privilege of using the 

extra-urban highways, is well established by law and custom. To interfere 

with this right in any way would produce serious complications. At the 

present time, from thirty-five to fifty percent of all motor vehicles 
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1 
registered are the property of urban owners. By tar the greater part ot 

the annual mileage of most of these vehicles is entirely intra-urban -

light vehicles belonging to urban owners have the right to use the extra-

urban highways, but they do not exeroise it to any great extent. Thus, 

between town and country there is a certain amount of unavoidable subsi~. 

City taxpayers pay for city paving, and, in addition, contribute to the 

extra-urban highway bill. Hitherto, the cities have not complained. They 

are, on the whole, well able to talte care of their own paving bills. 

They have accepted the view that a good highway system in the area around 

them is essential to their own welfare. ~ subsi., they may give is all 

in their own interests ~ a free will gift to. the countryside from which 

they draw their marltet, and on which they depend for an important part of 

their toad suppl~. 

Following this principle, we may admit the right of a provinoial 

govermnent to tax hea'Vl' vehicles for the maintenance of the extra-urban 

highway system, but it does not follow trom this that the amount of the 

annual road rental should be assessed in the manner whioh we set down in 

the preoeding ohapters for the taxation of heavy vehicles; namely, that 

heaVl vehicles should pay an amount equivalent to the increased cost of 

roads specially strengthened to carry them. 

Heav,r vehicles operated wholl1 within the l~its of a city are 

in a slightly different categorl from other vehicles. They are performing 

services tor the communit1, either directly, or indireotly through private 

channels. Some of them are the property of the city itself - used in 

1. The percentage varies with each state and province but is usually 

within this range. 
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street oonstruotion, snow removal and other municipal underta~ings. 

Motor busses are more and more used far intra-city routes, and as such 

constitute a real publio Ut1l1t1_ 'J'& large number of very heavy truc~8 

and other vehicles are used in the building trades tor excavation work. 

~he remainder exist because the eoonomical performance ot certain services 

requires them. 

It a very high~road rental is imposed on these vehicles, the 

residents of the city have a genuine grievance. It raises the price ot 

intra~oity transportation, increases oonstruction oosts and adds to the 

burden ot municipal taxes. At the same time, though a burden on the 

heavy v6hleles, the revenue SO obtained by the provincial government is 

not verl considerable. It could be made up by an additional levy ot a 

dollar or two on ether vehicles. 

'rhe heaV7 vehi.cles operated wholly within the limits ot an 

incorporated city or town·tall into three main classes: 

1. Vehioles whiCh are the property ot the munioipality 

itself. 

2. Motor busses used for intra-city bus lines. 

S. Privately owned vehioles. 

Motor vehicle taxes on the first two ot these classes have a 

direct effect on the citizens of the municipalitl. In the oase of muni

cipally owned vehicles this is reflected in the municipal taxes; tor 

intra~city motor buses, in the tares charge4. Since the citizens of the 
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oity are a1rea~ paying so large a share ot the extra-urban highway bill, 

it seems only just that they should be relieved ot any extra burden,and 

that these two classes ot vehicles should pay no road rental to the pro

vincial government. ~hey might pay a small license to cover the oost ot 

recording them tor purposes of identification, and ot the 1ioense plates. 

This, of oourse, involves the return of amounts paia through the gasoline 

tax. The 100a1 public service commission, or whatever local authority it 

is that controls the franohise of the street bus company, could see to it 

that this benefit was handed on to the citizens through the fares charged 

them. 

Privately owne4 heavy vehicles would still be expected to pa, 

road rentals to the provincial government. There is no reason why they 

should be put into a special class and made to par a supertax. We may 

balanoe the proposition that they would, in theory, make necessary an 

increased highway thickness against the fact that they are not allowed 

to use the highways, and, having satisfied our conscience in this respect, 

ml.ght assess them at the same rate per one hundred pounds impact foroe 

as we use for vehicles of from three to tive tons. 

It the l~itations as to gross weight,which are at present in 

foroe,bear any real relation to highw., strength, this method of taxing 

heav,r vehicles should apply in sixteen states ot the American Union and 

in seven 0 f the nine provinces of Canada. The difticul t)' is that the 

l~itations have often been made without considering high"a, strength. 
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Sometime. governing authorities guess at the strength ot their highWay. 

and set a l~itation accordingl1. In a few oases, pressure brought to 

bear by the representatives of other fo~s ot transportation has succeeded 

in fixing it at a ridiculousll low figure. On the other hand, aome form 

ot restriction or regulation is better than none and the exoessively high 

figure set bl one or two of the jmerican states is worse than no limits-

tion at all ~ it puts ideas into manufacturer~heads and leads them to 

build vehicles up to the gross weight allowed by law, when no highwal ever 

built could possib17 support such loads. 

A glaring fault in many ot the existing limitations is the 

failure to tak.e any acoount of axle load, or adequate account of tire 

eqUipment. Thus, several authorities have set the gross weight limitation 
• 

for their highways at 22,000 pounds. A 1§-ton truck: equipped with two 

rear driving axles and dual lot-inCh tir~s is thereby automatically exclu-
.. 

ded from the highways, whereas a st-ton truck with one rear axle and dual 

8-inCh tires is allowed. 

The ~tOD truck has a gross weight of approx~telJ 30,000 

pounds. The two rear driving axles mean that the maximum load per axle is 

12,000 pounds, even supposing that the two rear axles are bearing 8~ ot 

the gross weight. The single rear axle ot the 5~-ton truck suppOrla.a 

10a4 ot 17,600 pounds. In one case this load is exerted through l~inCh 

dual tires, in the other, through 8-inCh dual tires. ~he relative amount. 
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ot impact torce exerted by the two vehicles can well be imagined. We 

have a good authority to tell us that the two rear driving axles ot the 

1t-ton truck wl11 divide the ~act foroe exerted by the vehiole; ~Our 

tests show that in the application ot wheel loads to the road, if the 

wheels rest as much as 36 to 40 inches apart, if the point ot contact 

ot one wheel is ZO inches ahead ot the next wheel, there is no overlap 

ot stresses in the road structure. In other words, the road has to carry 

only the weight ot each particular wheel. The stresses do not pile up. 

~herefore, it we had a load to move on the roads that would take more 

than 18,000 pounds on the rear axle, it should be solved by placing two 
1 

18,000 poun4 rear axles with. tour wheels tn place of two wheels.-

It limitations are to have an,: Significance, they must be based, 

not on gross weight modified by tire eqUipment alone, but on pounds bnpact 

force. ~essed as gross weights,l~itations are as antiquated as the 

stage ooach and just about as usetul for modern purposes as the stage coach 

would be. 

Governing authorities who allow heaVJ motor'- vehicles to operate 

on their roads do so at their own risk. As has been pointed out before, 

a l~ite4 amount at heaVl vehicle traffic may use any road without undue 
2 

damage to the road surface. In the cases where this is permittet, there 

is ever,J reason for taxing these vehicles a percentage of the hi8bWar '111 

1. Interstate Commerce Commission, Docket No. 2S,400, test~ony ot Thomas 

H. l4acDonald, p.S. 

2. See page 28. 
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proportional to the cost ot roads specially strengthened to carry them. 

But when a government excludes heaVJ vehicles from certain roads alto

gether and permits them to use only the specially strengthened roads, 

the extra road rental on these vehicles should be determined onll by the 

actual additional cost of strengthening the highways which they ~ 

allowed to use. 

In our opinio~, the ideal system would be to adhere rigidly to 

the l~its imposed by the actual strength of the roads and only to per.mit 

heavier vehicles when roads of the required strength have been built. 

LUnitations imposed on the length and width ot vehicles are not 

ot primary interest from the standpoint of taxation. So tar as we are 

concerned, a vehicle or train of vehicles might be a mile long, provided 

it pail in proportion to highway space occupied and value as well as in 

proportion to ~pact force. The real reasons for l~iting vehicles as to 

length and width are considerations of safety. !hey require one limitation 

for the max~um length of anyone vehicle and a different l~itation for 

a train of vehicles. 

It is not our place to deal with width limitations, whiCh are 

governe4.solely by the width of the highway itself. The necessar, limita

tions on length imposed by safety considerations raise a new problem for 

us in taxation - that of the trailer. Beyond a certain length, it is not 

possible to have a vehicle all in one piece. On the average road it would 
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never be able to turn a corner and would need a public square to turn 

around. Most people are falllil iar with the very long ladder wagons ot 

the oity tire brigades. The wheels on each axle may be turned independ-

ently. To ma~e a right turn, the vehicle must first go to the centre 

of the road, the front part then o-ro'a:iaa to the lett side of the cross 

road, the front wheels are turned to the right, and, as the turn i8 

Qompleted, the rear wheel just scrape by the curb on the right hand 

side ot the main road. If the vehicle is long enough, they Will, at one 

point in the turn, touch the curb on the left of the main road. Of 

course this is a very extreme case; even allowing for this it would not 

be practical to give every vehicle the same right of way as we give the 

fire fighting apparatus. ~heretore, it is necessary to limit the 

length of a vehicle all in one piece to a length which allows for oon-

venient and .r~fe turning which may be aocomplished wi thout undue danger 

or overcrowding of other traffic. 

It, insteQ.d of ladders, we wished to transport sacks a1' pota-

toes, it would not be necessary to have our vehicle all in one piece. 

We could break it up in~o sections, so that each individual section 

would turn, more or less, on the same ground as the first section. This 

works well up to a certain point. The trouble is that the following 

sections do not turn on azaotly the same ground as the leading section. 

Each section will edge a little closer to the curb than the preceding. 
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It we have enough seotions, the last ones will t~ to take a shortcut 

across lots, instea4 of going around the corner. Moreover, while this 

is happening, the very last will slew over to the opposite side ot the 

road betore they prooeed to take the shortcut. To avoid this, we have 

to l~it the total length ot vehioles in a motor train, though a motor 

train may be considerably longer than a single vehicle. 

How should the separate seotions in such a motor train be 

'" taxa' ? The standard practice to-dar is to treat them as separate vehicles 

and to impose on eaoh a separate tax. Usually, this tax is levied in the 

for.m of a flat rate, without any consideration whatsoever of ~paot force, 

value, or ability to PSi. Suoh a method does not fit into a carefully 

balanoed soheme for the distribution of the road rental. There are trailers 

and trailers, trom the one for the family tent and ~aggage used b1 tourists 

to vans for furniture. 

Treated as a separate unit, apart from the vehicle which draws 
j-

it, the trailer has a greater o~rat1ngtetticienc7 than any other type of 

motor vehicle. A. motor truck is a bOlt on wheels, with the first third of 

the box pemanently marked ott for the engine and driver's cab and only 

two-thirds remaining to carry a load. A trailer is a box on wheels with 

the Whole bolt available to carry a load. The net weight of the motor 

truck includes the weight of the engine and of the driver and his cab. 

The net Weight at the trailer is 89lel1' that of the apparatus which carr~es 

the load. Added to this, the distribution ot weight on the axle or axles 
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Qt a trailer is as nearly perteot as may be - either altogether carried 

on a single axle, or, in the case ot a ~?ur wheeled trailer, equall1 

d1 vided between the two axles. The impaot torce exerted through each ot 
." 

the wheels is exactly the same. ~he one criticism which the highway 

engineer has to make of the trailer is its tendency to swing slightly 

trom side to side, thus slightly increasing highway wear and tear. As a 

matter ot faot, when the trailer is heavily loaded and properly attaohed 

to the vehicle which draws it, the swing is an almost negligible quantity. 

\Vhen the trailer oan do the work of the second truck, it is 

better from every point of view to have a truck with trailer attached 

than two trucks. So far as the highway is conoerned, the tru.ck and trailer, 

as opposed to the two trucks, represent a saving in highway space ocoupiel 

and a reduction in ~ot force in proportion to the pay loads carried. 

'l1ha~ is, in carrying the same quantity of goods, the truck and trailer 

will cause less highway wear and tear. Th_,- have eliminated not only the 

extra weight of the engine, cab, and driver of the second truck, but also 

the unequal distribution of the gross weight on the axles of the seoond 

truck. From the point of view of the truck owner, he saves the difference 

between the cost price of the seoond truck and the cost price of the 

trailer, the wages of the second operator, and a certain amount of gaso-

line (tor the truck and trailer, while using more gasoline than a single 

truck will use less than the two trucks would). 
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In our opinion, the logical means of aaaesling the road rental 

on the trailer is to treat it exactly as we have treated other motor 

vehicles. Let it pay at the same rate per one hundred pounds tmpact torce, 

per one hundred dollars of value, and per one hundred square feet of high

way space ocoupied, as the vehicles in the tmpact toroe group to whioh it 

belongs. Thus, a tour wheeled trailer could have a gross weight of IB tons-

36,000 pounds. Each of its axles bears IB,OOO pounds, so, provided the tire 

eJlulpment is right, the vehicle would fall into the same class as the 5-ton 

truok operating on pneumatio tires and would be able to use the standard 

road. Ilft~1detL11alI'li91 it would pay the same amount of road rental tor high

way wear and tear as the 5-ton truck, though .the total road rental would be 

ditterent, on account ot the difterence in the value of the two vehicles, 

and the highway space they occupy. 

In this oase the trailer gets all the benefit of its economy of 

design, and, since economy of design in motor vehicles is something that 

governing authorities are anxious to promote, the trailer deserves to 

benefit. As with other vehicles, the registration tee on the trailer Is 

s~pl1 the difference between the total road rental and the amount contri

buted tQ gasoline taxes, Which is calculated from the extra gasoline con

sumed by the truok in order to draw the trailer. 

Nervous motorists need not tremble with tear lest the highw.,s, 

should this method be adopte4, suddenly beoome covered with huge trucks, 

eaCh with one or two lB-ton trailers attached. The cases inwhieb the use 
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of trailers, with all their attendani economies, is possible are very few, 

only when there is a large and stea4J volume ot goods to be moved in~the 

same direction. ~~ common carrier, the next phase of motor transport with 

which we have to deal, does fulfill this condition. 

See Appendix, Supplement ,C, page 259 for a representative schedule governing 

the use of motor trains. 



Chapter VII. 

COMPETITION BETWEEN RAIL AND MOTOR TRANSPORTATION 

\Vhen the city ot London began to spread out from the ban~s ot the 

Thames and taKe on breadth as well as length, the river boatmen sent a 

petition to the King asking for a prohibitive tax on the newfangled hackney 

coach Which was ruining a monopoly enjoye4 by them for hundreds of years. 

Two centuries later, the owners of the oanal barges and stagecoaches looked 

on la ~potenee while the railways, the transportation phase ot the Indus

trial Revolution, pushe4 them into an oblivion almost as complete as that 

of the hand weavers. The railways enjoyed nearly a century of uninterrupted 

monopoly i~ inland transportation. SuCh competition as they had to face 

oame trom other railways, governe' by the same economic laws as they them

selves. Confident, seoure in their seemingly unassailable position, rail

ways sprang up ever~here. In Canada they entered new territor,J far in 

advance of the first settlers, knowing that their very existenoe would 

oause the growth ot a market to support them. Sometimes this over oonfidence 

ended in disaster. The great industry was baset by a crowd ot parasites 

whioh sucke4 its lifeblood. Promoters, oontraotors and legislators,attraoted 

by the easy profits, made huge fortunes by saddling the railways with 

colossal debts and have passed into histor,J as railway kings, captains ot 

industry, nation builders. Unscrupulous people did not hesitate to begin 

a railway with the intention of letting it go bankrupt before a single 

train was run and then buying it back at a fraotion of the construction 

oost. Others relie4 on the never failing supply of goverument loans and 

(114) 
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subsidies. Such methods built many great railways on this continent and 

also many impossible ones to compete with those built on solid financial 

foundations from the beginning. 

In the United states, there are only two great railways which 

have not been, at some stage in their career, in liquidation. In Canada, 

the same would have been true, with possibly one small exoeption, bad not 

the government come forward from time to t~e with loans to prevent it. 

We do not know of a Single railway on this continent Which has not enjoyed 

some form of government subsidy, whether cash, land grants, or the 

guaranteeing of interest on bonds. 

On the 9ther baM, our national debt to the railw8.1s is incal

culable. Without them, Europe might possibly have continued to exist -

as central China does to-day - on an agricultural basis with a small 

industrial developmflt:t 1 imi ted by the difficulty of obtaining food to 

support an industrial population, as well as the difticulty of finding a 

market tor manufactured goods. America, as we understand it to-day, 

would never have been born. The Great Central Plain would still be but a 

playground for the Indian and the buttalo. It would not be practical to 

carry wheat by horse and wagon to the headWaters of the Great Lakes. A 

network: ot canals to serve the West cannot be visualised. It the railways 

have cost the country a lot ot money, they have made it whatever it i8 

to-day and are the real foundation of our whole economic structure. 
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Up to the present, nothing has superseded them in this proud place, 

though a new faotor has appeared to ta~e over certain of the servioes 

whiCh they have hitherto performed. 

At the olose of the nineteenth eentury the motor Tehiele was 
1 

still something ot a toy, its practioal value and commeroial signiti-

canoe as yet not understood. During the next thirty years it worKed a 

revolution in transportation as complete, if not as spectacular (it has 

not opened up any new oontinents), as that of the railways in the pre-

ceding century. This revolution has not been entirely to the disadvantage 

of the railways. They are now able to draw freight from eentres distant 

from their right ot way and formerly without transportation facilities 

of 8n1 kind. New settlement to-day need not wait for the railway branoh 

line. All it needs is a good highway to oonneot it with the main line. 

Before it got both, and, eventuall" paid for both. Now it can save the 
~ 

oapital cost ot one. ~he railway is relieved of the necessity for the 

often non-pa~~branCh line, while it retains the valuable long-haul 

traffio. Eaoh year the railway revenues are swelled by the carriage ot 

millions of dollars worth ot freight for the motor vehicle industry; 

rubber, steel, manufaotured parts, equipment, up to the finished product 

and the gasoline whiCh propels it. 

Against this, and far overwhelming it, is the 10S8 in revenue 

due to the private passenger car and the commercial vehicle. This 10S8 

1. Although the first gasoline driven motor vehicle appeared in 1892, 

none was aotually sold until 1898. 
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is a permanent one. ~he railways will never again carr, the goods and 

passengers which the motor vehicle now carries. No man Who owns a 

pleasure car is likely to leave it in the garage and take a train when 

he wishes to spend the weekend in the country. No manufaoturer can 

attord to add to the market price of his commodity by paying three 

separate transportation charges when he sends it to the next town. 

At the present t~e, short-haul trattio, passenger and freight, 

is divided between three for.ms of transportation: 

1. ~he railw~. 

2. ~he oommon carrier motor vehicle. 

3. ~he non-common carrier motor vehicle. 

It is a disputable question as to which ot the three carriel;; 

the most traffic. The railways and the oommon carriers know how muoh they 
1 

carry, but there is no way of telling how much they don't carry, that is, 

how much goes to the privately owned motor vehicle and the 'unofficial' 

common carrier. Of the three, the common oarrier motor vehicle probably 

gets the least, though it is tast gaining ground on the railway. Con-

sidered from the angle ot the competition which the motor vehicle is 
I 

offering the railway, the issue is further oomplioated by the fact that 

the motor vehicle has created for itself a great deal of short-haul trat-

tio which the railways never had and never would have had. How many paS8-

engers in the pleasure cars on our rural highways are there because they 

1. M~ ot the estimates ot the volume ot traffic carried by licensed 

common carriers are only estimates and cannot be verified. 
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have the privilege of riding in a pleasure car? How many people who go 

out of town by a motorbus which drops them at their very destination, 

would, lacking the motorbus, take a train which drops them four or five 

miles trom their destination? 

The extravagances of past generations and the cut-throat compe-

tition between themselves have placed the railways at a disadvantage in 

competing with the common carrier motor vehicle. Morepver, railway trans-

portation is an industry of constant costs. About 5~ pt the operating 

expenses and 64% of the total expenses go on regardless of the volume of 
1 

traffio carried. A railway enjoys a monopoly on its right of war and 

must hence maintatn this right of way itself. The common carrier motor 

vehicle is not governed by the law of constant, costs to nearly the same 

extent. It shares its right of way with other vehicl~s and so shares the 

cost ot maintenance. 

The railway freight car does not go to the shipper's door and 

cannot deposit consignments on the consignee's doorstep. To carry goods 

trom one point to another by rail requires two terminal or handling 

charges whiCh are identical whether the goods are carried ten miles or 

a thousand. Over a short haul the motor vehicle enjoys an undisputed 

advantage. By the elimination of terminal and handling charges, through 

the time it saves, it more than makes up for the fact that motor trans-

portation per mile is more expensive than railway transportation. 

1. JackmAD, "Economics of Transportation," p. 81. 
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A loaded freight train, consisting of a locomotive and 100 

cars, with a crew of five men, can carry the same amount of coal as 
1 

1000 5-ton trucks each with its own operator. The cost of the railway 

rolling stock used in such a train would be approxbnately $300,000. 

The monthly salaries ot the crew at the established wage rates would 

total $1000.00. The 1000 trucks would cost $5,000,000. The monthly 
2 

wages ot the 1000 operators would be at least $125,000. Obviously, it 

freight alwa,s moved in such bulk, the motor vehicle would never be 

able to compete with the railway. It sbnply would not try to. It Is not 

every freight train that is able to procure a load at 5000 tons of ooal 

every time it gets up steam. When the same locomotive, with the same 

crew and two heavy cars is f~ced to content itself with fifteen or 

twenty passengers and two or three tons ot freight, ~t is doing the 

work of one motorbus and one truck and the difference in operating 

costs is just as mDDh in favour of the motor vehicle as it was in tavour 

of the railway in the previous case. When the available traffic is l~l-

ted or seasonal, it free competition is allowed to take its course, the 

railwa, cannot possibly hope to compete with motor transport. 

Does it follow that the railways should therefore hand over 

short-haul traffic to the motor vehicle, abandon many ot the branch 

lines, strive to cut down operating expenses and content themselves with 

1. Bulletin of the N.ational City Bank ot New York, January 1932,p.10. 

2. Figures of comparative costs supplied by Mr. E.C. Richardson, ot 

Drysdale & Pease, Consulting Engineers, Montreal. 
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long-haul traffio alone? Roger W. Babson, in a bulletin of September, 

1951, prediots four great trends which the ne~t twenty-five years will 
\ 1 

see in transportation: 

"1. !he almost c9mplete domination by high speed buses of oommuter 

travel direot from suburban homes to city offices and stores. 

2. Abandonment by the railroads of short-haul freight traffic to 

motor truc~s whioh will operate over speoially oonstructed highways. 

3. The oonoentration of railroads on long-haul freight traffic for 

which they are best suited and most efficient. 
-

4. Continued growth of high speed alrplane passenger and light 

express travel." 

Up to withtn the last few years the railwa,s told us that pass-

enger traffio and short-haul traffio never paid them anyway. To~y we 
~ 

are told that the continuanoe of this traffic is neoessary to their ver,r 

existence. Can a railway be operated as a paying proposition through long-

haul traffio alone? ~hey have not even got the assurance of a monopoly 

of long-haul traffic itself. The airplane has entered the long-haul pass-

enger fie14, and, as its ability to give safe and eoonomica1 transport 

is inoreased, the t~e whioh it saves leaves the railways at a seriou8 

disadvantage. It has even begun to tap the most lucrative souroe ot rail-

way revenue, light express traffic. 

1. Montreal »&i1y Star, September 18. 1931. 
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It i8 diffiou1t to visualise a present day railway operating 

at a profit through long-haul traffic alone. The railways now built 

were built to handle all traffic and even to handle traffic whiCh has 

never been theirs. In 8anada, the railway builders loo~ed forwar4 to a 

time when the national growth would provide traffic for them. Not only 

has the national growth been slow, but such as there was has be~ counter

balanced by the rise of the privately owne4 motor vehicle. If the rail

war is to confine itself to long-haul traffic, much of the present right 

ot war will needs be scrapped. It is a case of retrenchment rather than 

consolidation. Invested oapital is bound to suffer. This has happened 

before. The owners of the stagecoach and the canal barge sutfered alone. 

The world was too busy building railwars to give them sympath7. The 

investors who built the North American railways saw~their capital dis

appear in the periodic liquidation •• Has the t~e of the present day 

railway investor come at last ? 

From a national point of view, a more serious consideration is 

that of long-haul rates. To what extent has short-~ul traffio made poss

ible the low rates on our raw products? Oanada, as an exporting country, 

depends for its very life on cheap rail rates on grain. The same is true, 

though in a lesser degree, of the United States. Granted that invested 

capital is ruthlessly cut down, that operating expenses are reduced to a 

minimum, can long-haul traffic alone preserve the low rates on which we 

are so utterl, dependent to preserve our place in the world markets ? 
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Is it possible to let freight cars stand idle nine months out ot twelve 

in order to take care of our huge seasonal shipments ? 

It has long been a principle of railway economics to base 

rates on what the traffic will bear, to charge one product more than 

another on account of the difference in their value. Railways were will

ing to carry oertain types of freight for an amount only sufficient to 

cover the extra cost of handling it. Such freight was not asked to make 

any contribution towards the constan~ costs of operating the railway. 

More valuable freight paid more than its share but a balanced economio 

development was made possible. If the motor vehicle, to quote the rail

ways, skims oft the cream of valuable freight and leaves only the sk~ 

mi1lt to support the railway, the skim milk will have to pay more. Most 

liltely it will not move at all, but will turn sour and- be fed to the 

stock. 

Informed opinion is not agreed as to whether it would be poss

ible, provied that all reasonable economies are practised, for the pre

sent low rates to be maintaine4 if the railways gave up the short-haul 

business altogether. If anything, the weight of opinion goes to the 

side that says they would not. The benefits arising from common carrier 

motor vehicles are very consider.ble. Low railway rates are a national 

economic necessit.1. How to reconoile the two, prese~tng the advantages 

of both, presents a problem which, gradually growing during the last 

few years t is to-day acute and at paramount ~importan ... 
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The railways have adopted three methods of meeting motor vehicle 

competition. A~ one of these methods, if successful, would solve the rail

w~ problem, but they are not of equal value as solutions of the present 

dar transportation problem in general. 

The first method, one which has received tha greatest degree of 

publicitJ, is to continue operating the railways in the same old way while 

clamouring to the governments for the taxation of the common carrier. It 

all the money, time and energy wasted in propaganda of this sort hat been 

saved and used in the proper business of the railway, railway deficits 

would have been smaller this last year or two. Every bro~dside trom the 

railways has been the signal for a corresponding broadside from the motor 

vehicle associations. Printers and newspapers have thrived on it. Econo~ 

ists have been employei to gather statistios; politicians and lawyers to 

lobbJ and counter-lobby. Distinguished eiperts have talked before public 

meetings and government commissions. Any statement whichwaa favourable 

to one side or the other was circulated throughout the lan4. The side not 

favoured solaced itself by saying that the distinguished expert had been 

paid for his address or evidence. A whole group of parasites has supported 

itself on the controversy - an expense whiCh the transportatio~ industry 

can ill afford. The climax of pernicious propaganda was reached when 

certain railway unions, appalled by the dark spectre ot cut-throat motor 

vehio1e competition, organised themselves into separate associations under 
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cover of which they inserted paid advertisements in the public press 

urging the citizens to use the railways and so preserve worK tor the 

railway employees and plaoe purohasing power in their hands. 

Thus it happens that the public gets a most distorted view 

ot the whole situation. So far, the railways appear to be getting the 

best ot it. Publio opinion seems to be in their favour, while the same 

public travels by motorbus and ships by truok. 

The railways have claimed that the common carrier motor 

vehiole is offering them unfair oompetitio~ because it does not pay a 

sufficient road rental to the government for the use of the public high

ways as a right of way; in a word, that it uses the highways 'tax free.' 

~hey are confident that they would be able to compete eas~ly with the 

motor vehiole if the latter paid anything approaching a fair tax. '£heir 

idea of a fair tax on common carrier. motor vehicles is apparently a pro

hibitive tax Which would destroy all the natural economic advantages 

possasse4 by motor transport. They point out that, whereas they must 

maintain an expensive right of war on Which they pay taxes to the govern

ment, the common carrier motor vehicle usea the public higllways, main

tained in part by the proceeds of railway taxation, 'tax free.' 

~he words t tax free' were introduoed by the railways very 

early in the controversy. They have been causing trouble ever since. No 

one seems to be sure ot their exaot meaning. They have certainly proved 

an invaluable catChword for the railw~s who have not bothered to ex

plain just what they do mean. At first the champions of the comnon 
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carrier motor vehicle interpreted them as a reference to too low regis

tration tees, licenses and gasoline taxes. ~ccordingll, great masses ot 

figures were brought forward to show just how much the co~~on carrier 

did pa1. The' tax free,' claims still persisted until the comnon carriers, 

seeing a great light, interpreted the words to mean that the common 

carrier was not paying a real property tax oh the highways, over and 

above the road rental, similar to the real property tax paid by the rail

ways on their right of way. ~hey could then prove, to their own satisfac

tion, just how ridiculous such a claim was. In this sense, it is quite 

true that the motor vehicle uses the highways 'tax free,' but is there 

any justification for ~posing a tax solely to counterbalance an economic 

advantage possessed by one industry over another ? 

On the other hand, this advantage is not a:natural economic one. 

It is the result of legislation. Moreover, the assessments on railw~ 

right of wBf in rural districts are usually of two kinds only, school tax 

and road tax. The railway taxes go to the upkeep of a right of way for 

their competitors, whiCh is obviously unjust. Under our ideal system 

this would not occur, since revenues from motor vehicles are expec,ted to 

cover the total extra-urban highway bill, so the necessity for an extra

urban tOBlJl tax disappears. The railways would still be expected to pay 

the school tax - a contribution for the general benefit of all which is 

counterbalanced by the tact that the motor vehicle also makes such a 

contribution when it turns over to the country free of charge a system 

ot extr~urban highways. 
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In the meantime, until this happy state is reached, some ch_ge 

is necess8r1. The railways should not be asked to continue paying taxes 

for the support of extra-urban roads. In our opinion, the municipal extra

urban road tax on real property should be abolished altogether. Since the 

War, on this continent, there has been a steady decline in the relative 

returns from agriculture as compared with industry. The standard ot living 

which it is possible to maintain on the average farm may not have fallen, 

but it has not kept pace with the rise in the general level. Twenty years 

ago, when an industrious farmer died he had money in the bank. To-day, his 

heirs would have to borrow from the bank to pay his funeral expenses. The 

real property assessments on farm lands have increased enormously. In many 

cases it is no longer possible to 'work out your taxes~~ or even a part of 

them. It would be a practical step in the direction of farm relief to re

duce farm taxation by abolishing the rural road tax. Inoidentally it would 

be a form of railw~ relief also. The necessary revenues might be obtained 

trom the profit of state-operated undertakings such as the Provincial 

Liquor Commissions, or other serVices which profit most from the tourist 

trade. 

As for right of way and real property owned by railways w1 thin 

incorporated cities and towns, it does not seem reasonable to exar~' it 

from taxation altogether so long as it is private property. In any case, 

fair oompetition between rail and motor transport does not require suoh 

an exemption. 



127. 

The main brunt ot the railways' argument is directed against 

the common carrier motor vehicle alone. With the exoeption ot Mr. 

Ferguson's valuable pamphlet, "The Equitable Taxation ot Motor Vehioles,~ 

already quote4~ there is hardly a single example of any ooncerted attempt 

on the part of the railw~s to deal with the greater problem of motor 
1 

vehicle oompetition in the broader sense. Seeing that only 5-1/~ ot the 

total number ot motor trucks using the highways are licensed as common 

carriers, this is rather surprising and significant. Does it mean that 

the railways are willing to hand over to the private motor vehicle almost 

without protest so large a volume of the traffic they have hitherto hand-

led and are satisfied to fight for the almost insignificant amount now 

handled by the comnon carrier? Or, on the other hand, does it mean that 

by directing attention to the common carrier motor vehicle the whole 

question ot motor vehicle taxation will come under review ? Owing in no 

small measure to the railways' efforts during the last few years, the 

taxes on the average common carrier motor vehicle in the United States 
a 

are now 22-1/2 times those on the average pleasure vehicle. On the 

face ot it this seams unduly high. Is there some very special benefit 

inherent in the privilege ot being licensed as a co~~on carrier that 

should be paid for to this degree ? 

1. Facts and Figures ot the Automobile Industry, 1931 Edition, p.38, 

~ of the total number ot trucks registered are common carriers, 8.7~ 

are contract operated, only 1~ of the total number ot motor vehicles 

registered are oommon carriers - Interstate Commerce Commission,Docket 

#23400, pages 4 and 10. 

2. See page 85. 
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It is not to be interred that we believe the cammon carrier 

motor vehicle has a1" 81-8. ,,: paid its way, any more than the privately 

owned vehicle pays its way. We have already shown that the road rental, 

as we know it to-day, began as an emergenoy measure; that it resulted 

from the neoessity tor raising more revenue for highway purposes long 

before the postulate that the aotor vehicle should aotually bear the 

expense of highwaJ building and maintenance was established. The present 

relatively high taxes on motor vehicles are ot recent growth. It there-

fore follows that the motor vehicle at one time did receive a consider-

able subsidJ from the government. It is possible that oertain types ot 

motor vehicle are still receiving some form of subsidy- In any oase, 

where subsidies, past or present are concerned, the railways, of all 

branches of industry, oan ill afforcl to say much. 

At this point it is convenient to introduce certain Canadian 

tigures into our disoussion. Sinoe oomplete and authentic statistics 

for 1931 are as yet unavailable, we are forced to use the 1930 figures 

published by the Dominion Bureau of Statistics in "The Highway and the 

Motor Vehicle in Canada, 1930,~ whioh appeared in December 1931. The 

" grand total ot capital expenditure on provincial and provincially sub-

sidised roads. was $70,000,000. the maintenance oharges $23,000,000,. 
1 

making a total ot $93,000,000. ~he total provincial highway debenture 
2 

debt outstanding on December 31, 1930, was $326,658,000. Allowing for 

interest on this debt at ~ (though several provinces borrow for less) 

1. Appendix, Tables XVI and XVII. 

2. Appendix, Table XVIII. 
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and ·add.ing. iJt: the ;capiial and maintenance expenditures, the Canadian 

highway system cost $111,750,000 in 1930. The revenues trom registration 
1 

tees and gasoline taxes were $43,000,000. In other words, taxation at 

the 1930 rates produced enough revenue to cover the cost at maintenance 

and interest on the provincial highway debenture debt, with almost 

nothing left over to apply on the annual capital expenditure. It capital 

expenditure were to increase at the same rate, the highw~ debenture debt 

can be seen as piling up so rapidly that national bankruptcy tram the 

highway programme alone is not such an impossible eventuality. In addition 

to the provincial debts, the bonded debt ot the rural municipalities and 

the paving bill, for which we have nothing but more or less hit or miss 

estimates, must also be taken into account. 
) 

From the consideration of these tigures, the railw8f cla~ that 

motor vehicle transport iD Canada is too heavily subsidised, i.e., under-

taxe4, appears to be well founded. Motor vehicles are not paying their 

way. When we are dealing with the competition between rail and motor trans-

portation, the question of just how much of the present provincial highway 

debenture debt should be transferred to the general public debt as losses 

inourred in the experimental period ot highway building which may not 

reasonably be Charged to motor vehicles, is a delicate and debatable one 

to bring up. There do seem grounds for making allowances, though the 

amounts are a matter ot opinion which will ~obably be solved finally, bf 

expediency rather than strict eqUity. 

1. Appendix, Table .. XII Bc XX. 
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~he railways deserve some thanks from the people ot Canada tor 

drawing attention to the highway situation as it stood in 1930. M8Jl1 

things have happened since then. Gasoline taxes have gone up and registra

tion fees have been more than doubled on many types ot vehicles. If any

thing, the present upward movement is in danger ot going to extremes. It 

has oertainly been very one-sided as between different vehicles. Reo~lesa 

highw~ building without regard for oapital costs has been similar to the 

rec~less railway building in whioh this country indulged between 1838 and 

1919. 

A sane highwa, finanoial policy for .Canada would be to cease 

altogether from increasing the present provincial highway debenture debts 

and adop;· a pay as you go policy. The 1930 and 1931 highway programmes 

increased our provinoial highway debenture debt to ro~gh1y $400,000,000. 

whioh ia about as far as we can safely go. At the rate of ~ on this debt, 

we thuB have a fixed unproduot i ve annual expenditure 0 f $2Ol, 000,000. 

Supposing maintenanoe and new capital oosts to remain about the same as 

in 1930, our annual highway bill would be tll3,00Q,OOO. with no provision 

made to'r reducing our debenture.~ indebtedness. Now, if we take the two

thirda, one-third ratio for the division of the total highwSi bill between 

motor vehioles and general taxes as being too high for a countr,y suoh as 

Canada, and adopt an arbi tr8l7 50-50 ratio for the time being, motor 

vehio1es would be require4 to oontribute ~,500,OOO.t ~an increase ot 

$~,500,000.,or~ over what they contributed in 1930. If the increases 
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enacted by the provincial legislatures since 1930 had been proportional, 

instead ot bearing unduly on certain classes of vehicles, this amount 

would have been more than realised. A considerable sum would be left over 

to reduce the contribution from the gene~l tax tund. 

This is the general situation in Canada as a Whole. As between 

the provinces, same are in a much more favourable position than others. 

~hus, the Province of ~uebec, Canada's largest province territorially, 

and second largest in population, had, in 1930, a provincial highw~ 
1 2 

debenture debt of $30,225,000. The maintenance charge was $5,108,000., 
3 

while the capital expenditures, provincial and municipal, were $10,092,000. 

Adding in interest on the provincial debenture debt, the total annual 

expenditure on highways comes to $17,000.000. The revenue from motor 
4: 

vehicles was $9,373,000. In this province, even in 1930, the motor vehicle 

was contributing more than halt of the total highway bill. The Province 

of ~uebec was the first governing authority in North America to take 

charge an4 defra, the cost of maintenance of all tmproved roads and those 

to be tmprovei in the future within its bcbundries. Thus, under the heading 

provincial highway debenture debt, appear amounts which in other states 

or provinces would be Charged against the local municipality. In addition 

1. Appendix, Table XVIII. 

2. Appendix, Table XVII. 

3. Appendiz, Table XVI. 

4. Appendix, Table XIX. 
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to this, the Province has also made funding arrangements with the 

municipalities to relieve in some degree the burden ot highway debt 

incurred by them before 1927. Although the Province is in such a favour-

able financial position, the existing highw~ system, when compared with 

some others, still leaves much to be desired. 

The existing highway system in the neighbouring Province of 

Ontario is a source of considerable pride to its citizens, but its cost 

is causing the government some anxiety at the present t~e. The provln-
1 

cia1 highway debenture debt stood. in 1930, at $147,000,000. With main-
2 3 

tenance charges of $7,600,000. and new capital expenditure of t20·,~000,OOO., 

allowing for interest on the debenture debt, the annual cost for 1930 was 
4 

$~5,OOO,OOO. Towards this motor vehicles oontributed $16.325,OO~.tor less 

than halt. In 1930, Ontario had alittle over three times as many motor 
5 

vehicles as Quebec, but from them obtained a revenue less than twice as 

great. If she had used the same means of a~sessing the road rental as 

Quebeo used, her revenues would have been approximatell $28,000,000.,. or 

four-fifths of the annual highway cost. 

1. Appendix, Table !rIll. 

2. Appendix, Table XVII. 

3. Appendiz, Table XVI. 

4. .1ppendix, Table XIX. 

5. Appendix, Table XXI. 
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~he obvious conclusion trom the study ot these figures is that in Ontario 

motor vehioles have undoubtedly been receiving a considerable subsidJ, up 

to 1930 at least. Since 1930, Ontario has made drastic increases in her 

registration tees and has also increased the gasoline tax by one cent. In 

our opinion, these increases have been one sided. The spread between the 

road rental on the lightest class ot vehicle and that on the heaviest class 

is too great. The bulk of the revenue from motor vehicles comes from the 

lightest and most numerous class. An increase of 2~ on these vehicles 

does not amount to a crushing burden on the individual vehicle, while it 
, 

swells the total revenue very considerably. For the heavy class of common 

carrier, Ontario actually raised the road rental from 65 to 100% during 

1931. One vehicle owner saw his license,fees for the same vehicles go up 
1 

from $2300.00 to $4500.00 in one jump. Even admitting that the $4500.00 

represents a better distribution of the road rental, one whiCh more nearly 

folloW8 the principles we set down for the taxation of heavy vehicles than 

does the $2500.00, it is not reasonable or just to make such a huge in-

crease all at once. It appears to us that the heaVJ vehicle owners in 

Ontario have good cause for complaint at the treatment meted out to them 

by the provinoial government during 1931. 

The finanoial situation ot the Canadian highway system is not 
. 

too dismal. ~he country now realises just where it stands. The jolt which 

the 1930 figures gave us did us good. The Quebec statistics prove that 

1. Bus and 'l:ruclt ~ransport in Canada, December 1931, p.? 
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Ontario can wor~ out a reasonable balance between motor vehicles and 

general taxes to take care of its highway bill - that motor vehtC1es in 

Ontario can well afford to pay more than they have hitherto been paying. 

With the exception of the cases Just cited, the increases since 1930 

should be adequate to cover the motor vehicle portion of the highw8f bill 

and are mot an excessive burden on the bul~ ot motor vehicles. Now that 

the heaviest motor vehicles have survived the first sgock of the great 

increases, it might be as well to let these 1noreases stand for a while -

to satisty ourselves by raising the general level on lighter vehicles 

alowly until the proper proportions are established. In this way the 50-50 

ratio will be gradually Changed, until the standard two-thirds, one-third 

ratio is reached. Our ohief concern at the present time should be to 

readjust the distribution of ~he highw~ bill until it conforms to the 

principle required by the competitive conditions of motor transport. 

Let us return to the railway cla~ that motor vehicle transport, 

and common carrier transport in particular, have been unfairly subsidised. 

It we may presume to express an opinion on so controversial a subject, our 

conclusions would be as follows: 

1. That up to within ver,y recent years the motor vehicle did not 

paf an adequate road rental to the government for the use of the highways. 

2. That at the present ttme, the common carrier motor v~hicle, by 

virtue ot the muoh higher registration fees and licenses which it pays, 

is pBling at least its fair share of the highway bill and probably more. 

This may be subject to qualifications tn certain particular cases. 
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3. That the new taxation introduoed sinoe 1930 will result in 

suffioient revenue to more than oover the fair proportion of the total 

highwar bill that motor vehioles can equitably be eX]eoted to p~. 

4. That in most cases the existing distribution of the total high-

way bill among motor vehicles is Q,equitable.·resultlng1.in unfair subsi-

dies to certain types ot vehicles and unjust discr~ination against 

others. 

5. ~hat the subsidies hitherto acoorded to motor vehioles are no 

greater than the subsidies hitherto accorded the railways. 

The second method whiCh the railways have adopted to meet the 

co~t1t1an of motor transport is to improve their services.In some 

cases this has only been to the extent ot -red.ucing rates on passenger 

traffio and on the types of freight most usually oarried by motor vehicles • 

• more successful policy, one which offers great hopes tor the future, is 

to incorporate into the railway as many ot the economic advantages ot the 

motor vehicle as possible. As we have seen, the Chiet economic advantage 

of the motor vehicle over the railway is the lower operating cost on the 

short-haul for the carriage of limited quantities or numbers of goods or 

passengers. One of the earliest railway efforts went into a reduotion of 

terminal or handling costs, which they attanpted to do by means of 
1 

·'containers." The shipper loaded his pieces of small freight into a steel 

container on a motor truok and a orane transferred this oontainer to the 

freight oar. In this way, the amount of handling was reduced and damage 

Of 18,000 shippers in New York only 120 use containers. 
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to freight was decreased. The container represents a step in the desired 

direotion, but it was not enough to offset the t~e advantage enjoyed by 

the motor vehicle. With the idea of reducing short-~~ul operating costs 

and increasing speed, an oil-burning electrio engine, capable of drawing 

one or two cars of the standard model, Was tried out but it has not met 

with any great success and has made few friends either among railwaymen 

or the ieneral publio. 

Acoordingly, some of the railways tried to perfect a motor 

vehicle with two sets of wheels, which would run with equal facility on 

either rail or highway. Meohanical defects have not made this a particu

larly suocessful proposition, though it is still used to a limited degree 

both in England and in the United States. The mechanioal defects were two

fold. The double wheel arrangement was clumsy_ In some types it was a 

lengthl Job to Change over from one set to the other. In attempts to over

come this, a quickly ohangeable mechanism was devised, but failed because 

the alternate set of wheels, owing to jolting and oontinued shocks in

ourred,in operation, persisted in wor~ing loose and trying to compete 

with the other set to the obvious embarrassment, not to say danger, of all 

concerned. An added reason why the earliest of these vehicles were unsatis

faotory was because, following the old railway practice, they attempted to 

use steel wheels with Which to run on the rails. Now the coefficient of 

adhesion of steel wheels on the rails is very low and deoreases rapidly as 

the spee4 ot the vehiole increases. The standard railway car overcomes ~his 
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by its great weight. A light motor vehicle with steel tires would s~ply 
not 

stand still while ita wheels spun arouna on the rails. It coulJVget suff-

icient traction power to go ahead. Moreover. "The steel tires, owing to 

.heir rigidity, transmit without any dtminution all the shoc~s produced 

by the inequalities of the trac~, especially at the rail joints; this 

leads to utilizing an extremely strong and as a consequence very heavy 
1 

construction in order to resist these very tmportant dynamic forces." 

In other words, a motor vehicle equipped with steel tires would be out at 

the picture altogether. 

The use ot pneumatic tires com~letely changes matters. ;i!hey give 

a much higher coefficient of friction between tire and rail or road sur-

face ma~ing possible the operation ot a light vehicle at high speed. They . 
also absorb much of the shock due to inequalities in the surfaces over 

whiCh they pass. Without the pneumatic tire, the motor vehicle could never 

have attained its present development. It would have encountered the same 

difficulties which we have just discussed with reference to light vehicles 

on the rails. 

1. G. Delanghe, Ingenieur des Arts et Manufactures, Chef de 

Travaux, a l'Ecole national superieure de l'Aeronau~i~e, 

"L~ADAPTION DU BANDAGE PNE1TJVlAr:IC~UE aux automatrices ferroviaires 

(lee Miche1ines)," an article in Le Genie CiVil, Paris, issue 

of August 1st., 1931. 
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It is a curious fact that Thompson, who in 1845 tocK out the 

first patent covering the principles which later were developed in the 

pneumatio tire, talKs of n a band cast in rubber, tilled with air, in 

order that the wheels may constantly present a pneumatio cushion when in 

contact with the earth, to the rails of railways, or on all other media 
lit 

on which the wheels would roll. 

Thompson's invention, years after the death ot the inventor, 

was first applied to the rubber tired carriages, then to the bicycle, 

afterwards to the automobile and the airplane, and, within the last three 

years, to the railwar. ~he most successful attempts to perfect a motor 

vehicle which may be operated_~ rails of a railway oo.e- from France. 

In 1929, the Michelin Company began experiments to devise a gasoline 

driven motor vehicle aiapted to railway use alone, and embodying all the 

economic advantages enjoyed by motor vehicles operated on the highways. 

~heir first concern was with the tire eqUipment; how to devise 

a pneumatic tire Which would permit the safe operation of a light vehicle 

on rails. They were faced with the difficulty that the standar4 rail 

offers only a very narrow bearing wid»h for a pneumatic ties. That is to 

sar, the tire would have an extremely narrow tread. Hence the total weight 

1. :rhis is a quotation from Delanghe, not Thompson's exact words. Delanghe 

says: tl 11 declare, en effer" qu' il emploie, de preference J un 

cordon creux en ceoutchouc, gonfle d'air, de fa~on que lea roues 

presentent const,amment, un coussin pneumatique au sol, aux rails 

de chemin de fer o~ a ~ous aut res corps sur lesquels elIes -
peuvent etre amenees a. rouler." 
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which the vehicle could bear was necessarily limited by the strength of 

this barrow tread tire. An additional probltm to be surmounted was the 

very slight inequalities in the width between the rails, unimportant for 

a heavy car but in the case of a light one liable to cause oscilliations 

sufficient to make it leave the rails. 

The difficulties were finally overcome and a perfected type of 

tire and wheel resulted. M. Delanghe describes it as follows: "The studies 

ot the KtChelin Company have le4 them to adopt a removable disc wheel in 

pressed steel of the design usual f~ automobiles; the inner edge of the 

rim, however, carries a beaded flange whieh extends beyond the tire and 

bears against the inner tac.~.,cif;,;·1;ll8 rail. ll;ead, thus playing the part of 

the standard flange used in regular railway practice. The tire casing, 

as in the "straight side" type is held on the rim by a movable ring.R 

Our subject will not allow us to elaborate further on the in

teresting mechanism of this newest departure- in transport. Let us see 

how it affects the vehicle as a whole. In an attempt to reduce tGtal 

weight as much as possible for the sake of the necessarily narrow tread 

tires, the inventors applied airplane principles to the body design. 

Since the use of pneumatiC tires absorb8~ muCh of the shock, percussion 

and vibration, and since the rails present a muCh more uniform surface 

than does the average road, the vehicle, though light, is even more 

durable than a motor vehicle designed for the highway. Whereas a steam 

driven train requires a space ot 1000 metres in which to come to a full 

stop from a speed of 80 lttl~et"i-i& per hour. the new vehicle can do it in 



140. 

100 metres. Similarly, in starting from rest, a steam locomotive must 

travel 1500 metres before it can reach a speed of 80 kilometres. The new 

vehicle attains the same speed in 600 metres. In this connection M. 

Delanghe tells us that in actual tests, "On a run of 28 ~. with nine 

stops of thirty seconds each, they were able to maintain an average 

speed ot 53 ~. per hour, practically double the speed of a light steam 
1 

train working under the same conditions.~ Moreover, "A .ichelin can 

travel at high speed on track, the condition of which would necessitate 
2 

the ordinary trains slowing up. .. 

This new invention possesses all the advantages ot the ordin&r,1 

motor vehiole save one. It cannot be operated otf the railway track. To 

compensate for this, it is able to travel at rates of speed not allowed 

on public highw~s. The uniformity of the rail surface as opposed to the 

road surfaoe permits a car of light construotion and so gives economy of 

gasoline consumption. As it uses its own right of way it pay~ no gasoline 

tax to the government. \Vhen it is used exclusively on certain small branch 

lines the railwaJ can dispense with many of its safety devices, signals 

and operators alike. The d.river has an unimpeded view of the track before 

h~,ie can slow down when approaching a level crossing or it he finds an 

obstaole in his path. The danger of oollision between two 'KiChelines' is 

almost negligible, even sUP90sing that two cars should find themselves 

disputing the right ot way. Each car may be operated by a crew of one man 

as opposed to the legal crew of tour men required by the steam railway. 

1. Ibid. 

2. Ibid. 
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~he 'Ulchellne' or 'rail-car' seems to otfer a praotioal means 

whereby the railway may improve its branoh line service and at the same 

time cut down very considerably on operating expenses. The advantage ot 

time saved and lower operating costs would give it a slight edge on 

common carrier motor transport. 

The vehicle is now being produced on a commerical basis in France. 

For demonstration purposes one was sent to Amerioa in December 1931, and 

has oreated widespread interest • It is believed that the Michelin Company 
1 

is now making arrangements to have ~t manufactured in America. 

The attention o~ Canadians was first drawn to the vehicle by Mr. 

W.F. Drysdale, M.E.I.C., of the firm ot Drysdale & Pease, Consulting Eng-

ineers, Montreal. Appearing before the Royal Commission on ~ransportation 

at its Montreal sitting on January 14. 1932, Mr. Drysdale urged that the 

Canadian railways should give it- a trial. He said in part: "It will be 

possible very shortly to purchase for about $12,000.00 a fifty passenger 

rai~-bus, whioh is a oomplete unit in itself with baggage compar~ent 

carrying one ton ot freight. This is only a traction of the cost of the 

present equipment which it will replace, and as these rail-busses run on 

pneumatio tires, they will aocelerate and decelerate much quicker than 

&n1 piece ot equipment so far introduced. The tuel consumption will be 

much less, for the cars are very light, being made largely ot aluminum. 

1. The Firestone Company has also been experimenting in this direction. 

So far as I knoW, ·they have not yet built a bus, but have used a 7-pass-

enger car for e~rimental purposes. In a recent test it was able to 

maintain eighty~five miles an hour. 
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~he wear and tear on the road bed will be at a minimwn~ Special cars can 

readily be constructed to acoomodate milk cans, e~o., thereby doing away 

with the present inoonvenienoe of the passengers having to wait at the 

station while the cans are being loaded or unloaded. These rail-busses 

use the ordinary grades of gasoline, and have small standard automobile 

motors, the cars ride much more easily than any other rail car 80 far 

developed, and as the pneumatic tires absorb the shocks betWeen rail and 

car, the construction of all the rolling parts is made much llghter than 

is the case where steel wheels run on steel. 

"We recommend that the Commdssion seriously consider converting 

the Montreal (~unnel) ottawa line to rail-bus servioe exclusively and 

that all the econommes in reduced personnel (one man can operate the rail-

bus if necessary), elimination of automatic signals and despatching, red-

uction of c9st by el~inating checking of baggage, etc., should be tried 

without delay. This system can be extended to other areas with correspond-

ing economies. It is considered that six rail-busses would suffice to 

start with on this line.lt 

It is ·to be hoped that ·this suggestion will reoeive from the 

railways the careful attention which it deserves. In Franoe and England 
1 

publio opinion has hailed it as ~the railway of to-morrow." It may just 

as easily be the salvation of the railway ot to-day. 

1. See "La France", '160 pour 100 Francais' column, issue ot October 

14. 1931. - Probably the greatest saving of the rail car would be in the 

reduction ot maintenance of way and structure costs - f-rom ap9roxlmatell 

t500.00 per mile per annum to $100.00. 
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~he third method adopted by the railways to oompete with common 

carrier motor transport i8 to;enter the field themselves, either buying 

out existing lines or setting up a duplicate service in direct.competition. 

In America one or two of the great railway systems have met with conspicious 

success at their own expense. ~he motor transport lines are maKing money 

while the steam lines are sutfering from a reduced revenue. In the present 

oontroversy between the rail and motor interests, the position of these 

dual oorporations is rather amusing. Although the earnings go into a common 

fund, one publicity department is clamouring for high taxes, while the 

other is using figures supplied by its representatives in the rallw~ bureau 

of economics to show just how unjust this would be. A general meeting of 

the oorporation's departments', with both the railway ohampions and th8 

motor transport ohampions present is anything but a happy family gathering. 

At the same time, the attitude taken by the heads of railw~s operating bus 

and t~ck lines is much less uncompromising than that of the other railways. 

~hey seem to be agreed that oo-ordination of services offers a way out of 

the difficulty. 

In England, the railways are in a worse position. They felt that 

it was absolutely necessary for them to enter the motor transport field. 

They did so and found that the same "regulation of hours of labour and rates 

ot p~ imposed by the railway unions, much of it practically established 

by law, was applied to their motor transport activities. Their competitors, 

the motor transport companies unaffiliated with railways, were unhampered 

by any of these restriotions and got the business. The attitude of the 
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British railway unions has been subJeoted to a great deal of oriticism, 

muoh of it apparently well founded, at the hands of other trade unions 

as well as the 'vested interests'. 

At the close of the war, when the British export trades were 

facing the severest oompetition in their foreign markets, the railway 

unions alone found their bargaining power unimpaired. Despite the fact 

that the railways themselves were not making money, the unions stead

fastly refused to aooept wage cuts which would make possible the reduc

tion in rates which was felt to be absolutely necessary to assist the 

export industries in recovering their markets. Acoordingly, the workers 

in the export trades bore the whole brunt and rightly blamed the rail

way unions. 

Those eXporters who could make use of motor transport at less 

than railway rates did so, to the great detriment of the railways as a 

whole. The applioation of railway regulations and restrictions to rail

way operated motor transport has not made it any easier for the railways 

to recover this lost business. 

In Canada there has been almost no attempt made by the rail

ways to enter the motor transport field although they have been repeatedly 

urged to do so. As long ago as 1926, the Canadian Manufacturers' Associa

tion appointed a sub-committee to its Transportation Oammlttee to investi

gate motor vehicle transport. The Committee recognised the advantages 

which the flexibility of service offered by tHe motor vehicle pr~sented 

for members of the Association and were chiefly concerned with regulation 

of the carriers for the protection of the shipper. 
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~he extent to which they have succeeded ~ be judged from the 

following extract from the Report of the Transportation Committee, C.M~., 

discu&se4 in an article in ~Industria1 Canada," organ of the Association, 
1 

in the October 1931 issue. 

"As a result ot negotiations extending over a period of years the 

~ransportation Committee was glad to announce at the last annual General 

Meeting that all of the provinces had enacted legislation dealing with 

this question and while complete uniformity was not secured yet most at 

the essential fundamental conditions have been adopted. These are briefly 

as follows:-

(1) The requirement that all operators of motor vehicle services for 

hire, pay or gain must secure a special license to operate such service. 

(2) That some form ot insurance must be carried by the operator, so 

that in cases of loss or damage he will have available sums which can be 

used to pay claims tor loss or damage. Some of the acts require insurance 

against propertl damage or damage to persons, while others require insur-

&nce against the cargoes carried. 

(3) That a bill of ladtng must be issued for each shipment carried 

by such operators. In some of the provinces, Ontario and Alberta, a 

uniform form similar to that tor rail shipments has been adopted. 

1. Ope Cit. pages 41 and 44. 

- < 
See also Appendix Supplement "AI' t page 255. 



(4) That rates or tolls must be tiled and adhered to, also that 

suCh tolls are subject to revision by the tribunal or other authority 

authorised to deal with this subject. 

(5) That a special fee or tax in addition to other fees usually 

paid for licenses is required from operators who are giving a service 

for hire, payor gain." 

Before these regulations were enforced, the motor transport 

industry was hindered by lack of capital and intelligent business 

foresight. A small operator purchased a truck and used it until it wore 

out, without making any allowance for depreciation or creating a reserve 

fund with which to buy a new vehicle. When his truck went to the scrap 

heap he went out of business $nd his place was ta~en by another small 

operator who li~ewise performe4 the servioe while his vehiole lasted. 

By ma~ing it more diffioult to become a licensed common carrier, much 

of this unintelligent competition was el~inated. The operator who was 

prepared to offer a continuous service with tull protection for the 

shipper was able to make headway to the detriment of the railway inter

ests. Reoognising the importance which a sound railway system plays in 

the national development and desirous of retaining the advantages ot 

motor transport, the C.M.A. Committee was led~ ••••• to believe that the 

rail carriers could not suocessfully compete with this new form ot 

transportation without some radical change in their methods of handling 

freight; in tact, it is believed that the rail carriers should have, 

developed this new service themselves. On many occasions, informally, 
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suggestions ot this nature have been advanced by members ot the ~rans-

portation Committee and the Manager of the Department to railway otti-

cisls, but they apparently, until recently, have not beeD,~mpressed 

with the situation. 

WWithin the last six months the rail carriers have at~empted 

to meet this new competition, which is growing every day, by reduction 

in rates on specific commodities between specific points and also by 

the handling of freight on passenger trains. The reductionsin rates are 

not only applied to freight shipments but the express companies have 

taken similar action: as to whether or not this will solve the rail 

carriers'· problem of loss of traffic to motor vehiole oarriers remains 

to be seen. The Transportation Committee prefers to withhold its opinion 

until the matter has progressed a little further, but it is still 

believed that the rail carriers should go into the motor vehicle service 
1 

in some form." 

Representations were also made by members of the Canadian 

railway unions, suggesting that certain branch lines be disoarded and 

the service maintained through the use ot motor busses and trucks. They 

met with a oold reception and the unlons then joined the general propa-

ganda oampaign against the 'unfair oompetition' of tl~ motor vehicle in 

the manner already described. ~he attitude of the railways seems to be 

that they are already sufficiently involved with the maintenance ot 

1. Ope Cit. p. 44. 

The italics are my own. 
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hotels, steamboats, and pleasure parks, to say nothing of competition 

between themselves, to take on any new responsibilities. 

~. BernardAl1en, B.Sc., Assistant Economist in the Bureau 

of Economics, Canadian National Railways, in an address before the 

Canadian Railway Club in Kontreal on November 9, 1931, argues for the 

limited use of busses and trucks by the railways in the interests at 
1 

their service: 

"In the freight traffic field we should make use of the highway 

vehicle in every case where the railway can determine that it has super-

iority over the rail method and that a profit can be made by its opera-

tion. By this I do not mean that the railway is to operate trucks in a 

general 'over the road' trUCking business but that these machines should 

be the terminal handling agency and possibly should move goods for a 

short distance from their terminals. ~rucks might be used in place ot 

certatn trains now operated; if one or two trucks can perfor.m the work 

of a train, it would certainly be cheaper than operating the train. 

Several United states Roads have gone into the highway trUcking and 

attempted to move the traffic by the highway alone. I cannot find any 

experiences of this nature which have paid a reasonable profit to the 

operator. tt 

1. ~he address was published inpamp~let form by the Club, See" 'The 

Railways and Commercial Highwlq O'perationi~; 'to be read by Bernard Alien, 

B.Sc., Assistant Economist, Bureau of Economics, Canadian National Rail-

ways, At the Regular Meeting in the Windsor Hotel, Monday, November 9, 

1931," p.10. 
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In Canada it has become trite to say that the railway sit~ 

tioD is desperate. Competition between the two great railway systems 

themselves was worKing enough havoc before the present depression, to 

say nothing of the rise of motor transport, praotically brought about 

their ruin. The Royal Commission which is now (Maroh 1932) preparing 

its Report is expected to maKe interesting suggestions involving 

drastic changes. 

It seams obvious that there ,is not enough traffic or even 

enough potential traffic in Canada to warrant three competing and 

duplicate transportation services. Two oompeting railway systems gave 

us a bad enough problem. Two competing railway systems plus a compet-

ing highway system put the aountrJ in the position of the boy who ate 

too much caKe. In a great many fields of eoonomic endeavour competition 

has ceased to be the little tin god we once thought it. We accept 

either publicly owned or privately owned monopolies under the super-

vision of a public service commission for street railways. Why can we 
1 

not extend this principle to the national transportation services~ 

It is oertain that by amalgamating our railway systems we 

could decrease both operating expenses and oonstant costs ver,y COD-

siderably. By the use of the rail-car alone, the railways could make 

up much of the revenue they have lost to the motor vehiole; DU~ why 

1. See Appendix p.257 for two interesting press comments on this 

question. 
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J-

stop here? ~ransportatioD is a public utility in a peculiar way. Is 
not 

ij/poSSible to visualise all ~ommon carrier transportation by land co-

ordinated into one system-? Let the very factors which made low lODg-

haul rates possible be reintroduced. Co-ordinate rail and motor trans-

portation under one head, so that more valuable goods contribute more 

than their share, that our basis national products may be carried for 

less. 

It is in the interests of our welfare as a people that our 

rail rates should be as low as possible. It co-ordination and amalga-

mat ion can aocomplish this, are we incapable of surmounting the 

alass1e difficulties in the way of government ownership or dt defend-

ing our interests should the decision be to create a monopoly under 

private control ? 

Although this would undoubtedly be the most eoonomio solution, 

we shall probably have to fall baoK on half measures. There must at 

necessity be a certain amount of co-ordination unless our transportation 

system is to break down altogether. The railways have three alternatives: 

(1) To abandon most of the short-haul traffic to the motor vehicle. 

~he railway, as at present functioning, has shown itself unable to com-

pete at a profit. 

(2) To reduce operating costs and fixed charges alike by employing 

more economic operating units such as the rail-car. 

(3) To use moto~ vehicles as adjuncts to their own service\. 

l.See Appendix, page 264, for the new attitude of Canadian railwaymen with 

respect to the use of busses and trucks in their business. 
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The idea ot co-ordination is not new. It was foreshadowed long 

before the competition between the two forms of transportation had reached 

its present acute state. Canada's leading authority on railw8¥ economics, 

Professor W.T. Jackman, of Toronto, discusses it in his ItEconomics ot 
1 

Transportation," published in 1926. 

"The day when the motor vehicle was thought of only as a compet-

itor is passing, and both the railways and the motor vehicle operators 

are getting another view of the instrumentality of traffic ••••••••• The 

railway companies, too, are beginning to revise their view regarding the 

motor vehicle, to understand its limitations and to see its potentialities 

as an associate· in rendering the transportation service required by the 

countr". The fact is that the motor vehicle is being studied as an engin-

eering product and as an economic agent, with the object of fitting it 

into the transportation mechanism so as to render the most effective 

service ••••••••• 

~From our deeper understanding of the respective fields of the 
can 

railway and the motor vehicle, the field in which eacs/render the best 

service, it is becoming increasingly clear that these two, while rivals 

for certain classes of traffio, should be co-ordinated so as to furnish 

a more complete and well roun~ed transportation service •••• It would seem 

to be the essence of economy that these two should 'render service which 

1. OPt Cit. pages 782 and 783. 

See Appendix, page 262, for Interstate Commerce Commission Findings 

on Co-ordination. 
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is complementary, rather than that the motor vehicle should seek to 

invade the field which is especially appropriate to the railway com

panies." 

Professor Jackman's observations were made when common carrier 

motor transport was still in a disorganised condition - in the era of the 

~ll independent operator. Had the railways acted then, their task would 

have been comparatively easy. They could have had the same monopoly as is 

now enjoyed by the motor transport companies who bought up the franchises 

of the small operators and welded them into an efficient service. To get 

control now will cost them a considerable sum of money or a bitter compe

titive struggle on the highways. Indeed, where the motor transport co~ 

panies are already well established and are performing a service which 

is attracting the patronage of satisfied users, they have a right to de

mand proteotion from "unfair" railway competition. Can we allow the rail

ways, ruined more by competition with themselves than by motor competition, 

to enter territor.y alread1 served by services which are standing on their 

own feet? This is an additional duplication whiQh we can well dispense 

with. In any case, most of the motor transport lines are protected by 

monopoly franchises. If the railways want them now, they must buy them 

out. The motor vehicle companies can set their own price, unless the 

government feels disposed to expropriate them. 

We now turn to the taxation of the common carrier motor vehicle, 

treated as a public utility which should pay its way on the highways, not 

as a profit making industry which should be curbed in the interests of 

our railways. 



CHAP~ER VIII. 

THE TAXATION OF THE CO~!ON CARRIER MOTOR VEHICLE. 

In the first chapter we pointed out that the sum of the payments 

made to the government by-the owner of a oommon carrier motor vehicle re
I 

presents the addition ot two separate and distinct items: 

(i) True economic taxes - compulso~ contributions to the govern~ent 

to defr., the expense incurred in the common interest of all without reter-

ence to special benefits conferred. 

(ii) A road rental paid for the use of the roads. 

With the true eoonomio taxes we are not very m~ch concerned. They 

interest us only in so far as they modify our point of view with regard to 

the road rental whioh should be paid by the common carrier motor vehicle. 

Our tasK was to aohieve an equitable distribution of the highway bill among 

motor vehicles and this we attempted to do on the basis of highway wear and 

tear, highway space occupied, ability to pay and highwa, mileage travelled. 

Our results apply equally to all vehioles. Every vehicle is responsible for 

a certain amount of highw8i wear and tear, occupie. a certain amount of 

highway space, has some ability to pay and travels a certain number of miles. 

None of these factors is affeoted by the use whioh is made of the vehicle. 

A 5-ton truc~ is a 5-toD trucK whether it is used to carry its owner's goods 

or the goods ot somebody else who pays the owner for their carriage. Notwith-

standing the fact that a common carrier is physically no different from any 

other vehicle and that the aotua1 use whioh it makes of the highways is 

eaact1y the same, it is commonly believed that a common oarrier motor vehiole 

1. See pages 9 to 11. 
(1&3) 
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should pay a higher road rental, that is, sliould make a greater contribution 

to the highway bill than a privately owned vehicle. It is with the amount 

of this extra road rental that we have to deal. Should the common carrier 

pay more? If so, why? And how muCh? The theorem that they should pay 

more is so universall, accepted to-day that few people, even the conrrnon 

carrier interests themselves, ever stop to question it. 

The distinction for road rental purposes between privately owned 

and common carrier motor vehicles goes back to the time when the amounts 
.~. 

contributed by motor vehicles were regarded as license fees for permission 

to use the roads and not as payments based on the cost of service as we 

think of them to-d81' Within municipalities it was customary to charge the 

old horse drawn cabs a license while the private carriage was untaxed. 

This license approx~ated to a business tax and bore no relation whatsoever 

to a highway maintanance fee. Early attempts to tax motor vehioles preserved 

this principle. The common carrier assessments were higher because they 

were a combination of an elementary form of road rental and business tax. 

Closely linked to this idea we have two others. One is the application ot 

the 'benefit' theory of taxation. The common oarrier should pay more because 

it benefits more from highway use~than does the privately owned vehicle. 

The ot~er idea is the misconception that the road rental is the only means 

of making the oo.mmon oarrier oontribute to the true economic taxes. The 

fact that the railways pay large sums in real property taxes on their right 

of way, whereas the common oarrier motor vehicle using the public highways 
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as a right of way ma~es no suCh contrib~tion, has led many to believe that 

the common carrier road rental should be higher. 

We can see no reason why the road rental should be used as a 

means of levying true economic taxes. The common carrier motor vehicle con~ 

tributes to this fund in the same way as a railw~ train, through the taxes 

levied on the corporation or persons Who own it. A railway company pays 

real property taxes on its right of way because that right of way is private 

property. ~he common carrier motor vehiole has the economic~-adv.antage:.Qf :: 

operating on a right of way shared with all other vehicles. 

The modern highway is coming to be a public utility operated by 

the government in somewhat the same manner as is a power plant. The govern

ment builds a highway and sells the right to use it to motor vehicle owners 

just as it builds a power plant and sells powe. to consumers. The power con

sumer pays direotly in proportion to the amount of power he uses. The motor 

vehiole pays directly in proportion to the 'amount of highway use.' The 

payments for power are a simple oalculation of power units consumed. The 

pa,men1ii tor' amount of highway use' are more oomplex as they involve high

way wear and teart space occ)lpied, mileage travelled and abi1 i ty to pay .tn..~the

case ot power, it is customBrJ to give consumers who buy large quantities 

a lower rate. Motor vehiole taxation practice tends to charge the larger 

oonsumers a higher rate. 

When this stage is reached there seem to be no grounds for charg

ing the common carrier motor vehicle a higher road rental than the privately 



156. 

owne4 vehicle unless it can be proved that the common carrier has a greater 

ability to par than our method of calculating this factor from value allows 

for. As it happens, the highway systems have not yet been placed on a power 

plant basis. We have still to allow for the 'common benefit to all' element 

inherent in the highwa,s and for the faot that most governments find it 

difficult to maKe up from the limited number of motor vehicles under their 

authority sufficient sums to meet the maximum amounts that motor vehicles 

may equitably be expected to pay. 

In other words, motor vehicle transport is not yet on a cost of 

service basis in so far as paying for its right of way is concerned. If we 

charge the common carrier motor vehiole the same road rental as the privately 

owned vehicle it beoomes a business undertaking whioh is subsidised in 

respect of its right of way. As a business underta~ing operating in compe

tition with other transportation agencies it should pay a road rental Which 

is calculated as its fair share of the cost of providing this right of way, 

irrespective of whether other non-competing vehicles pay their share or not. 

But if we do this we are simply penalising the common carrier vehicle and 

allowing the privately owned vehicle to enjoy a subsidy. We find ourselves 

in a serious dilemma. Justice to competing common carrier agencies demands 

that common carrier motor vehicles should pay for their own right of way. 

Justice to common carrier motor vehicles demands that they should be on a 

competing basis with the privately owned·vehicles. Otherwise, Mr. Larus of 

st-Polycarpe and his friends with their old trucks will put the legitimate 

oommon carrier vehicle out of business. 
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When a common carrier vehicle enjoys a monopoly of common carrier 

motor transport traffic in a given area it appears to be reasonable that it 

should pay for this monopoly privilege, but how is the amount to be deter-

mined? Soma governing authorities have answered this question in so far as 

it concerns passenger traffic by charging a fixed rate per passenger mile. 

Motor busses maintaining a regular service are assessed on tb:ir,r passenger 

seating capacity times the number of bus miles travelled. About the only 

thing in favour of this method is that it produces a revenue. It is difti-

cult to find a corresponding method of taxing common carriers used to trans-

port goods. When definite routes are established it is possible to arrive 

at a fairly close estimate by charging a special co~~on carrier rate per 

ton per mile. In Quebec, for instance, the 'public delivery car' is assessed 
1 

at the rate of one-tenth of a cent per ton per mile. A 5-ton truck travell-

ing 30,000 miles would thereby contribute $150.00 annually in this way. The 

system works well enough in these cases where quantities of parcel freight 

are being moved on timetables s~ilar to those of the railways, but the 

essence of much common carrier traffic lies in flexibility. Vehicles will 

move wherever and whenever they get the goods. It ~ould not pay a common 

carrier company to operate a regular service between a city and some small 

village in the neighbourhood, but it does pay them to move a load of furni

ture under contract whenever the opportunity offers. In this case the 

enforcement of the 'per ton per mile' rate is necessar;ly left in the oper-

ator's hands. He will pay it or not as he pleases. The common carrier 

1. "An Act Respecting Motor Vehicles,'tQuebeo,1925. 0.0. No. 516 as amended 

by 0.0. No. 562 published in the Gazette Of't1Qte.l1e "de Q.ue.b.e,c. 5 4vrl1, ~1'ca30. 
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adhering to a set route may be more easily assessed and pays the whole 

thing. When used in the Itmited field where it is sure to be collected, 

this method may be helpful as a means of distributing the road rental 

over the whole year. The operator could pay the registration fee at the 

beginning of the season, the gasoline tax as he cons~~es gasoline and the 

rate per ton per mile either quarterly or at the end of the season, there-

by reducing the amounts in lump sum payments which he is called upon to 

pay at anyone time. It we regard amounts which are contributed in this 

way as amounts which are to be deducted trom the total road rental re-

quired from any given vehicle it has the additional advantage of making 

the total vary with the t amount of highway use' in the same manner as the 

amounts contributed through the gasoline tax. 

In t he previous chapters we worked out certain road rental scales 

applicable to the same vehicle under different conditions. Our first scale 

assumed that motor vehicles would pay the total extra-urban highway bill 

and in addition it divided vehicles into two groups, those which could use 

a road of the min~ peactioal thicKness and those which required an in-

creased highw~ thickness. The second scale assumed the same contribution 

to the total highway bill but-divided vehicles into three classes, under 

three tons, from three to five tons and over five tons, setting different 

road rentals to correspond to the highway thickness required for eaoh class. 

At the present time, in most instances the common carrier vehicle is the 

0;11 vehicle which pays a road rental approximately corresponding to the 
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amount we calculated for a vehicle of its class when assuming that motor 

vehicles would pay the total extra-urban highway bill. 

In the cases where limitations are imposed on motor vehicles by 

forbidding a gross weight greater than the st~~dar4 road can bear, we have 

no third class ot very heavy vehicles and hence no reason for marking 

these non-existent vehicles otf and creating a high scale ot assessm9;nts 

tor them. Yet it is customary tor governing authorities to charg. the 

common carrier vehicles on their roads road renta1s whioh, notwithstanding 

the fact that these vehicles are within the limitations imposed by law, 

correspond closely to the amounts we calculated tor the heaviest class ot 

vehicles when they were plaoed in a separate olass. This seems to be a 

most unjust discr1mination. ~hese legitimate common carriers, subject to 

various regulations for the safety of their passengers and freight, con

tribute more than their share towards the cost ot their right of way and 

sufter from the competition ot Mr. Larue whose ald truc~, under the exist

ing tarifts, even if it were confined to its legitimate use as a privately 

owned com~ercia1 vehicle does not pay its tull share towards the right of 

way. 

Under ideal conditions, the extra-urban highways, as avenues ot 

commeroe, should be entirely paid tor by the revenues reoeived from motor 

vehioles. When this is done there can be no question of any subsidy whatso

ever going to motor vehicles. The division of this oost among the various 

classes of motor vehicles Is an easy enough matt~r as the foregoing discuss

ion has shown. The oommon carrter oould contribute as a vehicle, not as a 
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common carrier and pay strictll for the 'amount of highway use.' In about 

half the states of the Amerioan Union and in Ontario, alone among the pro-

vinoes of Canada, there are a suffioient number of motor vehiole~.to p., 
~_, r 

the total extra-urban highway bill without undue- or prohibitive levies on 

any particular class of vehiole. In the remaining states and provinces ~-it 
I -
I 

will be a gradual development. On this continent we have been nursing 

'infant industries' for a hundred and fifty years or more. Numerically, in 

many parts of the Continent, motor vehicles are still infants. If we tax 

them unduly now they will stop growing and we will never have enough of them 

to pay our highway bills. 

For example, the Province of Ontario has now more than three times 

as many motor vehicles as has Quebeo, though her population is only one and 

a quarter times as great. It is reasonable to suppose that if the present 

rate of growth continues within the next few years Quebeo should have at 

least as many motor vehioles as Ontario has now. But if Quebeo should suddenly 

attempt to raise enough revenue from her present small number of motor vehicles 

to pay her highway bill, we would expect to see a decline In~the number of 

vehicles. Our example is somewhat ill chosen. It is just a question whether 

the higher road rentals whioh have been charged in Quebeo almost from-the 

beginning do not acoount in no small measure for the fewer motor vehicles 

in this Province as opposed to Ontario, where the road rentals have, until 

recently, been only about one-third as high. 

In the states and provinoes where the total extra-urban highway 

bill can be met from motor vehicle revenue, the problem of oommon carrier 
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road rentals is comparatively simple. The common carrier should pay for 

service rendered, that is, for amount of road use alone. When it does p~ 

strictly on this basis it. contributes a muCh larger amount than is commonly 

supposed. It is estimated that the average common carrier vehicle uses the 

roads trom three to four times as much as the privately owned vehicle be

longing to the same group. Our scale of a.r.lount.s contributed through the 

gasoline tax used when we deducted gasoline tax contributions from the total 

road rental to obtain the registration fee, was based on the mileage of the 

privately owned commercial vehiole. Thus, if the common carrier pays the 

same registration fee as the privately owned vehicle, the total amounts it 

contributes are increased by gasoline tax contributions three to four times 

as great. In our opinion this is quite enough. Any additional levies seem 

uncalled for. 

It is more difficult to assess a road rental for the common carrier 

in the states and provinces where it is ~practical to obtain sufficient 

revenue from motor vehicles to cover the total extra-urban highway bill. In 

this case the dual competition we noted above beoomes particularly acute. 

As before, we have to steer a middle course set for us by expediency rather 

than a rigid adherence to the cost of service principle. In any governmental 

unit, the road rental on a,particular vehicle is determined by the number of 

vehicles registered as well as the total highway bill Of the unit. If we 

assess the common carrier vehicle on theaa~;lon that motor vehicles are 

to bear the total highway bill while we assess the privately owned vehicle 
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on th.assumption that they are to bear fifty to sixty-six and two-thirds 

peroent of the bill, we have satisfied those who clatm that common carriers 

should par their whole share of the cost of their right of way, but at the 

same time have placed the common carrier at a serious_.disadvantage in com-

peting with the privately owned vehicle and the unofficial common carrier • 
. 

In some cases this would result in charging the common carrier ridiculous 

annual rentals, perhaps as much as $3,000. per annum and the vehicle would 

disappear. 
, 

We are assure4 that the amount of traffic using a paeticular road 
1 

is relatively unimportant provided the road is strong enough to bear it. 

In other words, it does not make very much difference in highway wear and 

tear whether one vehicle or one hundred vehicles pass over a road when the 

road is properly built. Highway mileage travelled is a small factor in the 

actual expense ot road building and maintenance •• ccordingly, the road 

rental amounts we calculated in the various scales represent totalities 

which are subject to variation for the particular vehicle only to compensate 

for the varying amount of road service of whiCh vehicles avail themselves. 

Thus, any class of vehicle which pays a total sum representing its share of 

the actual cost ot road building and maintenance may be allowed some lati

tude in the amount of road service ot which it avails itself. The canmon 

carrier uses the highways about four tUnes as much as the average privately 

owned vehicle. With a seven cent tax on gasoline, a 5-ton common carrier 

travelling 80,000 miles per annUm ani a 5-ton private truck travelling 30,000 

-
1. Interstate Can~erce Commission, Docket *23400, p. 12. 
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t 
miles per annum wou14 contribute $1495.20 and $560.70, respectively, 

through the gasoline tax. This is as it should be provided the two vehicles 

are assessed on the same basis of contribution to the total highway bill. 

~he common carrier would then be· paying equitably for the extra a~ount ot 

road service of which it avails itself. 

For example, lej us suppose that we are dealing with a state or 

province in which the number Gt motor vehicles is so small that the average 

annual road ren~l on the 5-ton truck required to pay the tot~l gighway bill 

amounted to $1500.00. The registration tee would be $1500.00 reduced by the 

amounts contributed through the gasoline tax by the average vehicle in the 

five tons class, that is, $1500.00 less $560.70, or $939,30. The conmlon 

carrier wo~ld pay this registration fee and would also contribute $1495.20 

in gasoline taxes, making a total road rental payment ot $2&34.50. No govern-

ihg snthority could possibly charge a privately owned 5-ton truok a regis

tration fee ot $939.30, because no truck owner could possibly pay it. The 

government would probably be satisfied if it could obtain enough revenue to 

meet half of its total highway bill. The privately owned vehicle would then 
a 

contribute only $750.00 and would pax/registration fee ot $750.00 less 

$560.20, or $189.80. On a 5-ton truck even $189.80 in registration fees 

is high. Fortunately, our example is greatly exaggerated, as there are no 

states or provinces where the equitable distribution of the total highway 

bill would demand so heavy a road rental as $1500.00 trom the 5-ton truck. 

1. Using the Ferguson tormula. 
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When the privately owned vehicle is .treated so generously, it is 

obviously necessary to dO something for the com~on carrier. Even the 

harshest ot its critics would scarcely expect it to pay $2434.50 unless 

they wished to get rid of it altogether. If it pays $1500.00 per annum it 

is making a full contribution to the cost of highway building and maintenance 

and is paying tor its own right of way. If we can equitably get more than 

$1500.00 from it to allow for th~ fact that it use~ the highways more, so 

much the better. It we charge it the same registration fee as the privately 

owned vehicle, it will make a total payment of $189.80 plus $1495.20, or 

$l685.00;sufficient to pay the average contribution fr~ a veh~cle of its 

class required to meet the total highway bill, with a good amount left over. 

This seems to be the fairest way ot solving the problem. As the number of 

motor vehicles in any given area increases, the percentage of the total 

highway bill Which they will be able to pay also increases until they are 

paying it all. At the same time, the contributions from the common carrier 

are gradually increasing over the amount required from the average vehicle 

in the class to which the common carrier belongs and come to approximate 

to pa~ents for 'amount of highway service received' rather than for 

'amount of highwSi wear and tear directly attributable.' 

When we remember that the 5-ton truck equipped with pneumatio 

tires may be operated on the standard road and that the average tqtal road 

rental requiredt.r~ the average vehicle in the three to five tons class to 

pay this vehiole's contribution to the total highway bill of the whole 
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1 
United States was only $291.50, it is at once apparent that gasoline tax 

cont~l~utt6na: will ce~tainly tend to preserve the principle of payment 

directly in proportion to "the amount of highway use. The seven cents a 
~ 

gallon tax rate whioh is rapidly becoming a standard should do away with 

high registration fees altogether. \Vhen the co~on carrier vehicle contri-

butes five times as muCh as is necessary to pay the average road rental in 

its class through the gasoline tax alone, before the registration fee is 

considered at all, we have grounds for saying that it is at least paying 

for its own right of way, either when.compared with the lightest vehicles 

and considering their smaller mileage, or when compared with vehicles of 

its own class. 

The seven cents a gallon rate is high, At the present time it is 

a valuable e~edient to secure necessary revenues. It would be unfortunate 

though, if we were to lose sight of the real significance of the gasoline 

tax altogether. It represents direct payment for highway miles travelled. 

It should therefore be used to raise as large a proportion of the road 

:~.ntal as is possible .• Since gasoline consumption does not vary exactly 

with the elements in our road rental, we have a delicate differential bet-

ween gasoline taxes and registration fees whiCh must be preserved if our 

road rental system is to remain equitable. This differential is not the 

same in any two instances. A gasoline tax fitted to conditions in New York 

could not be applied in Quebeo. There is no such thing as a standard rate. 

Expediency m~ make high gasoline taxes necessary but this should be re

garded as a temporary arrangement which will be readjusted from time to time. 

1. See page 84. 
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~hose governing authorities whioh will be forced to use them for several 
, -

years to come would do well to consider means of gasoline control, such 
1 

as have already been advocate4, in the interests of lower prices for the 

citizen consumers. 

We have already made it clear that there is no real reason why 

the common carrier should pay a higher rate for the highway service which 

it buys from the government than should the privately owned vehicle, pro-

vided it makes a sufficient payment to cover its fair share of the cost 

of the right of way. The common oarrier does not increase highway costs. 

~a~e it away altogether and governments would still be forced to build 

roads just as thick and just as wide to carry private traffic. It exists 

solely because it is able to offer the public a service whiCh they are 

willing to make use of. If we oharge it unduly high road fees simply 

because it is a common carrier, a private business operated on public 

property, some of us have the satisfaction of seeing it disappear, to be 

replaced by Mr. LarUe. Those of us who have come to depend on it are 

deprived of an acoustomed·service, or, if the vehicle does not disappear, 

are forced to 9ay rates whioh are maintaine4 at an artificial level 

determined by the cost of providing the right of way. 

In t~ past, govefuments have been too prone to regard the 

common carrier as an undesirable parasite. They have been bac~ard about 

their responsibility to the people who use it. Instead of promoting the 
~ 

1. Page 36 et seq. 
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growth of 'unoffioial' oarriers, they would have been better employed in 

regulating the legitimate carriers in the interests of the oitizens. 

This does not mean that the whole mass of railway regulations should be 

applied to common carrier motor vehicle transport as some have advocated. 

Many of the existing railway regulations are ridioulous enough in the 

field for which they are intended. The five regulations asked for by the 
1 

Canadian Manufacturers' Association embody the essentials of what those 

who are to use the servioe require. ~o them we might add, at the ris~ of 

committing the cr~e ot redundanoy, as they are practically established 

by the carriers in their own interests, the requirement that in the case 

of passenger autobus lines, a set timetable sohedule should be filled and 

adhered to. The additional expense of oomplying with these regulations 

should be enough penalty to oover the special benefit whiCh the common 

carrier receives as a private business operated on public property. 

At the present t~et the question of rate regulation is not so 

~portant. Competition with the railways tends to keep motor transport 

rates down as much as possible. As a matter of faot, motor transports 

usually Charge slightly higher rates than do the railways. They attract 

business ohiefly on account of the flexibility of the service they offer, 

although it is true that in the cases where they operate door to door 
~ 

delivery systems the door to door rate is slightly lower than the ra~~ 

rate plus terminal transportation charges. When the Canadian railways 

1. Pages 145-146. Regulation 5 is necessar*ly qualified by the 

considerations introduced above. 



168. 

decided to make drastic reductions in weekend passenger rates the auto

busses were unable to follow suit. This is not surprising. Most of the 

autobus lines have passenger rates based on the actual cost ot transport

ing passengers alone. Railway passenger rates are subsidised and a low 

level maintained through the same principle which applies in the case ot 

low priced but bulky goods, while more valuable freight pays more than 

its share. It is significant of the economic operating advantage of the 

motor bus that passenger traffic can be.made to pay. If the railways had 

to depend on passenger traffic alone, .the resulting rates would be pro

hibitive. 

So far, we have no standard, such as the ten percent dividend 

of the Canadian Pacific Railway or the five and three-quarters percent 

rate fixed by the Interstate Commerce Commission in 1922, to serve as a 

guide from which the general level of motor transport rates may be 

determined. It is admitted, though, that the motor carriers are not making 

exorbitant profits. Caught between the railways and Mr. Larue, they do 

well when they stay in business at all. It is just another example of 

competition run 'amok.' The most beneficial regulation of all wouldn.t be 

in the direction of preserving fair competition. Under the circumstances, 

fair competition as between the two systems would be fair to neither, 

since they are complaaentary rather than competitive in their very essence. 

Rational government regulation should le) directed chiefly towards co-ordin

ation of the services. 
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~ 

In Canada, much has been made of the fact that the common carrier 

motor vehicle is unable to maintain its services properly during the winter. 

They maintain their schedules more or less exactly during less than nine 

months ot the year, then close up altQgether and their customers fall bacK 

on the railw~s who are forced by law to maintain their services. This does 

not seem fair. The cream of the passenger traffio moves during the summer 

months. The autobus and motor trucK get this traffio and then stop running 

when the condition ot the roads makesit impossible tor them to continue. 

If the railways maintained a proper and convenient year round service we 

could not defend this practice. As it happens, they do not, For the residents 

ofmsmy of the country districts it would be a return to transportation 

barbarism to deprive them of the autobus. 

The village of Hemmingford, for example, only forty-five miles 

from Montreal, is the terminal of a small branch line on the Champlain 

Junction division of the old Grand Trunk, now incorporated in the Canadian 

National Railways. It is also served by the autobusses of the Provincial 

~ransport Company. I have had a personal experience on both of the village's 

transportation systems. One day in August, during an election oampaign, I 

had to attend a small meeting about eight miles beyond the terminal at 

Hammingford. The autobus left Montreal a little earlier than was convenient, 

so I took tIle trai!l, whioh left the Oity at 4.55 F.M., Standard :rime. For 

the first twenty odd miles things went b~autifully. ~hen we were put off at 

a junction and changed to another train almost immediately. ~he second train 



170. 

paused deliberately at every small station. At St-Remi, they took our 

locomotive away from us altogether and left us there, while freight cars 

were shunted around and the engineer rang his -bell to encourage us. This 

continued for three quarters of an hou~. We ~inally got tOffiemmingford 

somewhere between eight and eight-thi_rty~ On the train there were thre-e 

passengers, the wife of a railway employe, travelling on a pass, a friend 

~ho had come out ot sympathy, and myself. In addition, we carried some 

mailbags, the evening papers, and two small pac~es of freight. With a 

little crowding, the whole pay load could be transported in a 5-passenger 

car. 

The nezt morning, I came home by autobus. We telephoned the bus 

terminal so the driver stopped at the door. I had time to finish a cup of 

coffee, oollect my belongings and say good-bye, and was back at work in 

the City a little after nine-thirty, 

In this particular case, the railway has adopted 'unofficial 

intimidation~' The people have been told that if they don't patronise the 

railway they will lose their winter trains. Some of them make a point of 

taking at least one trip by rail during the summer in a gesture of placa-, 

tion to the railway, The others are more interested in persuading the 

provincial Highway,sDepartment to keep the roads open all winter so that 

their busses will continue to run. 

Ihis is the most extreme example I have found of an unproduotive 

railway branCh line. Undoubtedly there are others. Even if the autobus 



171. 

were legislated out of existence, this particular train woul4 not pay. 

For many summer vls1toBs, the attraotionsof spending a weekend in 

Hemmingtor4 are considerable, but scarcely suffioient to compensate for 

such": a train service. With the existi~g railway equipment, particularly 

the right of war, it would be diffioult to ohange matters appreciably. 

It is situations similar to this that prove the crying need ot some form 

of co-ordination. 

Those who are fond of loo~ing into the future prophesy that we 

are fast approaching the time when common carrier motor vebicles will 

operate over specially constructed highways of their own. They are supp

orted in this view by the motorists who have had their nervous systems 

deranged by the impolite habits adopted by heavy vehicle operators when 

passing a smaller vehicle and also by the persons who cannot conceive of 

a private business of any magnitude operated on publio property. In our 

opinlon the idea is utterly ridioulous. In the first place, even suppos

ing that we scrapped the railways altogether, the volume of heavy traffio 

would not be great enough to ma~e possible a distribution of right of 

way costs that would give us rates that were not prohibitive. There is 

absolutely no necessity for such a duplioation anyway, no matter how 

great the density of traffic may beoome. Our present standard is the two 

strip highway. Soon we will have the three strip and finally the four 

strip, widened out to eight strips if necessary, at points where the 

traffic density warrant$ it. "'le need never face the prospect of a motor 



train of one hundred cars moving along any highway, whether specially~ 

constructed for common carriers or otherwise. It simply can't be done. 

If the price of gasoline dropped to one cent a gallon, it would still 

be Cheaper to move ooal in carload lots by rail than by motor transport. 

The growth of common carrier motor transport depends on the 

preservation of its most uni~ue economic advantage - its ability to use 

a right of way in common with all other vehicles, sharing the cost of 

its construction and making it possible to achieve safety and speed with 

the min~um expense to each individual unit. 

Betore leaving the question of co~~on oarrier road rentals, 

there is one more point that should be mentioned. How are we to assess 

a fair registration fee tor avehicle which operates regularly over the 

highways ot more than:·one state or province? 'l!he present day practice 

is that it pays the full amount required by each governing authority 

for a vehicle of its class. If any vehicle operated between I.Iontreal and 
1 

Florida, it would pay registration fees to about fourteen governments. 

Consequently, the same vehicle does not operate over suCh an area, aside 

altogether from the faot that so long a haul is uneconomic in other 
not 

respects. It ~uncommon for vehicles to operate between three or four 

states and four registration fees do mount up to a considerable total. 

If we are to preserve the striotest equity, there should be some allowance 

made. In the case of regularly established routes, it is an easy enough 

1. In his 'storm on the Post Road,' a short story whi ch appeared in the 

Saturday Evening Post, issue of March 12,1932, Mr. Leonard H. Nason intro

duoes "The Redwing, orack ooaoh of the Larrimore Lines, Montreal to Miami,·' 
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matter to determine just what proportion of a vehicle's mileage is within 

any particular state. Then, a fair ar~angement would be that the vehicle 

should pay to each state government a proportion of that government's 

regular registration fee whiCh corresponded to the proportion of the 

annual mileage within each govera~ent's jurisdiction. \Vhen this is done, 

it might be possible for those of us who don't own pleasure vehicles to 

choose our seat in Montreal and enjoy the scenic beauties of the highway 

route between Montreal and Florida from the same window. 

into his plot. 

It is now possible to purchase a through ticket for the bus trip between 

MontrealaniMiami, but the whole journey is not made in the same vehicle. 



Chapter IX. 

GENERAL OBSERVATIONS - Sut~y 

The method of taxing motor vehicles which we have here outlined 

is pr~ily a soheme for ~aising revenue to pay our highway bills. In it 

we have incorporated the fundamental principles which govern the fair and 

equitable distribution of highway costs. The system is sufficiently 

elastic to be easily adapted to the varying needs of different governing 

authorities. It does not attempt to establish anything approaching a stan

dard road rental applicable everywhere, but simply a standard method of 

arriving at the road rental. Apart fram the revenue aspect, our scheme is 

arranged to promote the greatest efficiency in motor vehicle operatIon and 

design. It penalises the types of equipment which are most destructive on 

our highways and allows the widest possible latitude consistent with safety 

in the matter of maximum loads and sizes of vehicles. 

Unsupported by intelligent regulatioD,t the application of the 

system would result in glaring injustic~in the amounts paid by different 

vehicles and in inconveniences to traffic on the right of way. Overloading 

must be chec~ed. We can no longer afford to run the risks to life and limb 

which are torever present when vehicles are made to do work for which they 

are not intended. This is the most vicious possible form ot subsidy. The 

overloaded truck is a potential death trap. In addition, it is responsible 

tor more highway wear and tear, proportionally, than any other vehicle. 

(174) 
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We have found a place on the highways for the heavy truCK and 

the autobus and welcome them as substantial contributors to highway costs. 

If the motoring public is to accept heavy traffic, such traffic must be so 

regulated that it affords the minimum of in~onvenience to other highway 

users. On the standard road there is ample room for two vehicles to pass 

one anoth~r without undue overcrowding. The trouble starts when a heavy 

vehicle feels itself entitled to two-thirds of the road. In the case of 

three strip highways this is not an over-serious matter. A Ford car can still 

do nicely on the third strip remaining. ~ith the average two strip highway, 

such procedure tends to add undesirable words to the small car operator's 

vocabulary even if it does not send h~ to the hospital. The practice of 

simply mar~ing a six-inch white band down the centre of the road is not 

sufficient. The heavy vehicle operator travels with his left side Wheels 

directly on the band and still takes more than his share ot the highway. 

This may be overcome by marking two parallel white bands with a neutral 

zone wide enough to allow a safe clearance between passing vehicles. When 

this is done, each vehicle may travel with its left side wheels directly 

on its own band and know that there is ample room. 

The two strip highway will eventually disappear for all except 

secondary roads. The three strip is rapidly becoming a standard for the 

great trunK lines. Road building and improvement which attained such enor

mous proportions during the last twenty years must continue for decades to 

come. Our highway systems are still far from perfect. It is probable,though, 
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that the rate ot expansion will be less rapid. It is ever increasingly 

important that we pay for new construction as we go. In most localities, 

the main effort in the near future will be largely directed towards el~

inating the risks of highway travel. The day when surfacing was the only 

problem in highway construction has passed. We can no longer be satisfied 

with the winding roads ot yesterday. Tortuous curves may be picturesque, 

pleasant variants in the slow monotony of the route in the old horse and 

carriage t~es, but with normal speeds of from thirty to fifty miles an 

hour they must be straightened out. Once a ourve is eliminated, or a level 

crossing becomes a tunnel underneath, the work is permanent. After a few 

years, surfacing may again take its place as the most important item in 

highway expenditure. This will only be when we have made highway travel as 

safe as any other mode of transportation. 

In the past, there was a ourious lack of relation between the 

motor vehicle and the highway in the matter ot transportation costs. High

w8i costs were one thing, motor vehiole costs quite another. The highway 

was built and the motor vehicle was designed but there was no attempt to 

fit the two together - to work out principles of highway design which were 

fitted to motor vehiole requirements and to design motor vehioles whioh 

were fitted to the roads. A macadam road is less expensive than a concrete 

road but it is not suitable for motor vehicles. A truck with single rear 

tire equipment is less expensive that one with dual, but it requires a much 
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stronger and hence more costly road. We can no longer think in serms ot 

separate costs. The governments found this out to their sorrow when the 

first macadam roads broke down. They were forced to build their highways 

to meet motor vehicle requirements. It would be ridiculous to ~gine 

motor vehicle gross weights limited and rear axles multiplied to produce 

an ~pact force small enough to permit motor v~hicle operation on macadam 

roads. It is equally ridiculous to Unagine roads constructed to carry 20-

ton trucks on a single rear axle with single tire equipment. 

The established government compromise is the Standard Road of 

the United States Bureau of Public Roads - with provision for variations 

where there is a reasonable volume of heavy traffic capable ot bearing 

the oost. The government alone, through its method of assessing motor 

vehicles for road use, can take the final step and ensure that motor 

vehiole design will conform to the standards required for the most eoonomical 

operation. It should no longer be possible for the difference between in

itial vehicle costs and road rentals paid to make it possible for a vehicle 

owner to operate a truck whioh exerts twice as much wear and tear on the 

highways as another of better design but slightly higher cost price. 

Our method is intended to put the motor vehicle in its proper 

place with referenoe to highway costs. A road rental system based on highway 

wear and tear, space occupied, ability to pay and mileage travelled, care

fully graded to allow for the differences in construction costs made necess

ary by ditferent types of vehicles will ensure this. 
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As set forth herein. our method is at the best a very rough out

line. ~he pertlnent data at our disposal are pitifully inadequate. It is im

possible to reduce a system to its fine points through the use of a single 

table o.f ~pact forces calculated for a single speed on one particular type 

of road surface. Nor can we arrive at definite results when engineers tell 

us that our figures for total maintenance costs do not represent the amounts 

that should really be spent to maintain our highways properly, but that they 

are simply the a~ounts that were available for this purpose. 

In attempting to build up a taxation system based on the technical 

intricacies of highway and motor vellic1e design, the economist is sadly out 

of depth. He must depend entirely on the engineer. I~he engineers have fur

nished a tantalising lead. In impact force attributable to vehicles they 

have given us a concrete starting point. Now we are able to outline a system 

and trust to the engineers to fill in the gaps in our technical information 

and to the statisticians to furnish us with the figures we require. 

To those who are interested in preserving the principles of a 

regulated competition between transportation agencies, our method of taxing 

the common carrier motor vehicle will doubtless prove unsatisfactory. For 

this we make no apology. Under modern economic conditions no people c~ 

afford to pay the costs of duplicate and competing systems. The nation demands 

the flexibility and economy of service which motor transport offer~. They 

have a right to this at fair rates. Governments have used the railways as 

equalisers of opportunity. They are forced to carry grain and other bulk 
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commodities at little more than out of poc~et costs and are not allowed to 

adjust their rates to please themselves. They claim that on an actual cost 

basis the rails can beat the truo~ and highway for distances over seventy-

five miles, but they are prohibited from using such a weapon as the cost 

of service basis because the farmers must be subsidised by low freight rates 

to keep them on the land. 

Tho·se who believe in preserving competi ti on have two courses open. 

They ml&, tax the cormnon carrier until it disap·pears and its place is taken 
t 

partly by the railways, partly by the IDl0fficial co~~on carriers, and mostly 

by private vehicles. On the other hand, they may take the view that all motor 

transport should be used as an equaliser of opportunity and tax the private 

vehicle so highly that it will be cheaper to ship by rail alone, and we are 

back where we started from in 1900. The premise that o'-~r transportation 

faoilities are equalisers of opportunity cannot be maintained under competi-

tive conditions in any other way. 

No economic dogma and no transportation ag~noy can.go on forever 

unohanged. It is more important to the citizens of the countries of North 

America that they should be able to get their wheat to the sea-coast as 

cheaply as possible and enjoy the convenience.: of speedy and economical short 

haul service than they they should stick to the old traditional doctrine of 

laissez-faire or seek to preserve the transportation status quo of thirty 

years ago. 
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The savings due to railway amalgamation may not be as great as 

we imagine. Even so, any saving, however sma.ll, means something. The im

provements in transportation service due to rationalisation and co-ordina

tion cannot be overestimated. If the railway can actually beat the truck 

and highway for distances over seventy-five ~iles, goods going over seventy

five miles should be shipped by rail. If the truck.s can give a cheaper 

service for shorter l~uls, it is insane economics to use the rails. Compe

tition means that railways will continue the short haul, motor vehicles the 

long haul, and the publio pays the difference. 

If transportation is to remain an equaliser of opportunities 

the foundation on which our whole national economic structure was bUilt, 

co-ordination offers the most reaso~ble means of furthering this end. Let 

there be a single authority controlling transportation - with power to cut 

out the non-paying railway short haul, the expensive branch line, and to 

do away with the futile expense of long haul motor traffic. Let the profits 

of the motor vehicle over the railway on the short haul and the profits of 

the railway over the motor vehicle on the long haul be turned into a co~~on 

fund and a new schedule of equalised rates, lower than was ever before 

dreamed possible. should result. This is the natural means of taking advan

tage of all the facilities offered by motor transport, converting it from 

the destroyer of our established means of equalising opportunity into an 

efficient agent in furthering this object, 



181. 

Since we are convinoed that this is the proper place of common 

carrier motor vehicle transport, we therefore feel justified in applying 

exactly the same methods of -assessing the road rental on it as we would 

use for the private vehicle. It should perform a greater service to the 

public than the mere carriage of their goods. It becomes an essential cog 

in the working of the national economic machine and should not have its 

usefulness hindered by uncalled for restrictions and super payments, 

Like the Colonel'. Lady and Susie O'Grady, all motor vehicles 

are the same under their paint. Each may be fairly assessed on the basis 

of highway wear and tear, space ocoupied, ability to pay and mileage 

travelled t following the prinoiples we have here outlined. 

• • • • • • • • • • • • • • • • • • • • • 
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Design Data and ~hickness of Concrete Road Slab Required for Motor Vehicles ot Various 
Classes, Equipped with Pneumatic, CUshion, and Solid ~ires and Operated at 

Certain Speeds over a Pavement ot Smoothness Equal to Fair Sheet 
Asphalt (N street, 2d to 1st. S.W., Washington, D.C.) 

PNEUMATIC TIRE EQUIP~. VEHICLES OPERATED AT 30 MILES PER HOUR 

Rear ~a.x. Area of Radius of Slab Design 
Class ot wheel impaot Tire size contact equiv.circular Edge Centre 
vehicle load force (inches) 'S9. ins! 1 oontact area thick:- stress thick- stress 

(lbs) (lbs) (inches) (lbs. (lbs. net gross ness ness 
edge oentre (ins.) ~~~h1q. (ins.) per .Tq. lnoh 

7-pass.car 1750 5100 Sing. * 35 35 4.7 3.3 7 226 6 .218 
2-ton truck 4400 7900 Dual 6 58 106 8.2 5.8 7 280 6 290 
3-ton truck 5600 9200 Dual 7 70 112 8.4 6.0 7 320 6 332 
5-ton truclt 9000 12500 Dual 8 104 177 10.6 7.5 * 336 ~ 358 
7i-ton truclt 11000 14600 Dual 1~ 134 210 11.6 8.2 8 338 7 353 

NEW CUSHION TIRE EQU~. VEHICLES OPERATED AT 20 MILES PER HOUR 

5-ton truck 9000 13400 Dual 7 82 113 8.5 6.0 ~ 348 7t 332 2 
7~-ton truck 11000 15300 Dua18 92 130 9.1 6.4 9 344 8 332 

f : 

NEW SOLID TIRE EQUIPMENT. VEHICLES OPE.RA.TED AT 20 MILES PER HOUR 

5-ton truck 9000 15300 Dual 6 58 81 7.2 5.1 ~ 360 ~ 323 2 
7~-ton truck: 11000 17400 Dual 8 98 121 8.8 6.2 10 341 ~ 347 

An edge thickness of 7-inches and centre thiokness of o-inches are minimum practica~1e values. 
Computation of slab thickness and stress based on analysis by H.M.Westergaard (Public Roads, vol.7. no. 2. 

Apri11926) assuming modulus of subgrade reaction 50 (so.ft subgrade). 

From,"Interstate Commerce Cammission,Docket #23400,tt page 18. 

Index of 
relative 
thickness 

1.000 
1,000 
1,000 
1.077 
1.154 

---------

1.231 
1.308 
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1.423 

I 

-~ 
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TABLE Ill. 

DECLINE IN THE USE OF SOLID TIRES ON l!OTOR J:'RUCI3. 

Use of solid. and cushIon tire equipment on new motor trucks 
showed a continued decrease in 1930. 

Est~ates indioate that only 3.6 per cent of the 1930 truck 
production had solid or cushion tire equipment whereas in 1921 the 
percentage of commercial vehicles so equipped amounted to 29.8 per 
cent. 

Solid tire use is now confined almost exclusively to a limited 
field ot specialized hauling including road construction, excavat
ing and the transportation of structural steel and other extremely 
heavy loads. 

SOLID AND CUSHION TIRE USE. 

Year. Total Solid and Cushion Original Replace-
~ire Shipments. Equipment ment. 

25% 7f1/o 
1921 684,140 171,036 513,104 
1922 965,060 241.260 723,700 
192~ 981,499 245,374 736,125 
1924 898,072 224,520 673,552 
1925 1,067,193 266,800 800,393 
1926 733,316 183,330 549,986 
1927 744,000 186,000 558,000 
1928 683,470 170,870 512,600 
1929 570,372 142,592 427,780 
1930 313,420 78,352 235,068 

From, ·'Facts and Figures of the Automobile Industry, 1931 Edition,rt 
Page 38. 
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TABLE V. 

TOTAL MOTOR VEHICLE REGISTRATIONS ~ UNITED STATES 
1930. 

STATES 

Alabama 
Arizona 
Arkansas 
California 
Colorado 

Connecticut 
Delaware 
Dist. of Columbia 
Florida 
Georgia 

Idaho 
Illinois 
Indiana 
Iowa 
Kansas 

Kentucky 
Louisiana 
Maine 
Maryland 
Massachusetts 

Miohigan 
Minnesota 
Kieli"ippi 
Missouri 
Montana 

Pas sanger Cars 
Motor Trucks 
Total Motor Vehicles 

1930 

27~,146 
110,525 
220,204 

2,041,356 
308,509 

331,026 
56,109 

156,676 
327,801 
341,580 

119,071 
1,638,260 

815,763 
778,386 
594,523 

331,002 
275,283 
186,157 
321,702 
846,206 

1,328,209 
732,972 
237.094 
761,600 
135,168 

23,042,840 
3.480.939 

26.523.779 

STATES 

Nebraska 
Nevada 
New Hampshire 
New Jersey 
New Mexico 

New York 
North Carolina 
North Dakota 
Ohio 
Oklahoma 

Oregon 
Pennsylvania 
Rhode Island 
South Carolina 
South Dakota 

Tennessee 
Texas 
Utah 
Vermont 
Virginia 

\Vashington 
Wast Virginia 
Wisconsin 
Wyoming 

1930 

426,229 
29,645 

112,183 
852,850 

84,150 

2,307,730 
453,241 
183,019 

1,759,365 
550,331 

252,123 
1,753,521 

136,423 
218,402 
205,172 

368,259 
1,365,896 

113,997 
86,624 

375,889 

446,062 
266.273 
782.562 

61,501 

26,523,779 

From, "Pacts and Figures of the Automobile Industry, 1931 Edl tlontt pages 16 & 17. 
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TA.BLE VI. 

(A) 

HIGHWAY SUMMARY, U.S., 1930. 

Total mileage in United States 
state highway system . 
County and local roads 

Mileage surfaced 
state highways 
Local roads 

High type surface. 

Mileage surfaced 1930 
(Reconstructed surfacing included) 

Expenditures - 1930. 

Street construction and maintenance. 

(lS) 

FEDERAL AID SYSTEM 

Total approved miles 

Total mileage completed with Federal Aid 

Constructed 1930 (Fiscal year) 

Total improved forest road mileage 

Annual Federal Aid authorisation 

Federal Aid payments to states 
(1930 Fiscal year) 

-~--------------

327,000 
2,703,000 

223,000 
477,000 

3,030,000 

700,000 

128,000 

55,000 

$1,600,000,000 

$ 600,000,000 

193,049 

84,013 

9,349 

4,357 

$ 125,000.000 

75,880,863 
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TABLE VI. (Cont'd) 

(C) 

REVENUES FROM MOT·OR VEHICLES, 1930 
SPECIAL MOTOR VEHICLE TAXES 

state - Registration fees 
Gasoline tax 

$355,704,860 
494,683,410 

$850,388,270 $850,388,270 

Munioipa1 20,000,000 

~ota1 Speoia1 Taxes $870,388,270 

Personal property tax 130,000,000· 

GRAND TOTAL $1,000,388,270 

T------------------

From, '·Facts and Figures of the Automobile Industry, 1931 Edition." 

pages 45 and 59. 



1 3 
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TABLE Vlll. 

GASOLINE TAX RATES BY STATES. 

(Figures are Cents Per Gallon) 

1919 1920 1921 1922 1923 1924 1925 1926 1927 1928 1929 1930 1931 

Alabama • • • • 2 2 2 2 4 4 4 4 4 
Arizona • • • 1 3 3 3 3 4 4: 4 4: 5 
Arkansas • • 1 1 3 4 4 4 5 5 5 5 6 
California • • • • 2 2 2 2 3 3 3 3 3 
Colorado 1 1 1 1 2 2 2 2 3 3 4 4 4 

Connecticut • • 1 1 1 1 2 2 2 2 2 2 2 
Delaware • • • • 1 2 2 2 3 3 3 3 3 
Florida • • 1 1 3 3 4 4 5 5 6 6 6 
Georgia • • 1 1 3 3 ~ 3i 4 4 6 6 6. 
Idaho • • • • 2 2 3 3 4: 4: 4 5 5 

Illinois • • • • • • • • 2 2 3 3 3 
Indiana • • • • 2 2 3 3 3 3 4 4 4 
Iowa. • • • • • • 2 2 3 3 3 3 3 
Kansas • • • • • • 2 2 2 2 3 S 3 
Kentuclq • 1 1 1 1 3 3 5 5 5 5 5 5 

Louisiana • • • 1 1 2 2 2 2 2 4: 4 4 
Maine • • • • 1 1 3 3 4 4 4 4 4 
Maryland • • • 1 1 2 2 2 4: 4: 4 4 4 
Massachusetts • • • • • • • • • • 2 2 2 
Michigan • • • • • • 2 2 3 3 3 3 3 

Minnesota • • • • • • 2 2 2 2 3 3 3 
Mississippi • • • 1 1 3 3 4: 4: 5 5 5 5 
Missouri • • • • • • 2 a a 2- Z 2; Z 
Montana r • • 1 1 2 2 2 2 3 3 5 5 5 
Nebraska • • • • • • 2 2 2 2 4: 4: 4: 

Nevada • • • • 2 2 4 4 4 4 4: 4 4 
New Hamshire • • • • 1 2 2 2 3 4 4 4 4 
New Jersey • • • • • • • • 2 2 2 2 2 
New Mexioo • • 1 1 1 1 3 3 5 5 5 5 5 
New York • • • • • • • • • • 2 2 2 

North Carolina • • 1 1 3 3 4 4: 4 4 5 5 6 
North Dakota 1 1 1 1 1 1 1 2 2 2 3 3 3 
Ohio • , • • • • 2 2 3 3 4 4: 4 
Oklahoma • • • • 1 2~ 3 3 3 3 4 4: 5 
Oregon 1 1 2 2 3 3 3 3 3 3 3 4 4: 
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~ABLE VIII. (Cont'd). 

1919 1920 1921 1922 1923 1924 1925 1926 1927 1928 1929 1930 1931 

Pennsylvania • • 1 1 2 2 2 2 3 3 4 J 3 
Rhode Island • • • • • • 1 1 2 2 2 2 2 
South Carolina • • • 2 3 :5 5 5 5 5 6 6 6 
South Dakota • • • 1 2 2 3 3 4 4 4 4 4 
Tennessee • • • • 2 2 3 3 3 3 5 5 5:/f: 

Texas • • • • 1 1 1 1 3 2 4 4 4 
utah • • • • at 2~ * Si ~ st ~ ~ 2 4 
Vermont • • • • 1 1 2 2 3 3 4 4 4 
Virginia • • • • 3 3 3 4~ 4~ 5 5 5 5 
Washington • • 1 1 1 2 2 2 2 2 3 :5 5 

\Vest Virginia • • • • 2 2 * ~ 2 4 4 4 4 4 
Wisconsin • • • • • • 2 2 2 2 2 2 4 
Wyoming • • • • 1 1 * * 3 3 4 4 4 
Dist.of Columbia • • • • • 2 2 2 2 2 2 2 2 

p Beverts to three cents Jul1 1, 1930 

,. Seven cent rate effeotive in one countrJ. 

NOTE - The above table is oorreoted as ot ~pri1 1st, 1931. 

From Facts and Figures of the Automobile Industry, 1931, Edition, P. 51. 
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TABLE VIII-A • • 

GASOLINE TAX RATES IN NORTH AMERICA, 1932. 

STATES. 

Alabama 
Arizona 
Arkansas 
California 
Colorado 

Connectiout 
Delaware 
Florida 
Georgia 
Idaho 

Illinois 
Indiana 
Iowa 
Kansas 
Kentucky 

Louisiana 
Maine 
Maryland 
Massachusetts 
Miohigan 

Minnesota 
Mississippi 
Missouri 
Montana 
Nebraska 

Alberta 
British Columbia 
Manitoba 
New Brunswiok 
Nova Sootia 

CENTS PER GAL. 

5 
5 
6 
3 
4: 

2 
5 
7 
6 
5 

3 
4 
5 
S 
5 

5 
4 
4 
3 
3 

3 
~ 
2 
5 
4 

CAN A D A. 

5 
5 
5 
5 
5 

STATES. 

Nevada 
New Hampshire 
New Jersey 
New Mexioo 
New York: 

North Carolina 
North Daltota 
Ohio 
Oltlahoma 
Oregon 

Pennsylvania 
Rhode I s land 
South Carolina 
South Dakota 
Tennessee 

Texas 
Utah 
Vermont 
Virginia 
Washington 

West Virginia 
Wisoonsin 
Wyoming 
Dist. of Columbia 

Ontario 
Prinoe Edward Island 
. Quebec 
SasKatohewan 

CENTS PER GAL. 

4 
4 
5 
5 
2 

6 
3 
4 
4: 
4 

3 
2 
6 
4: 
7 

4 
4 
4: 
5 
5 

4: 
4 
4 
2 

5 
5 
6 
5 

(Oont'd) -
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TABLE VIII..i4. (Cont'd) 

These figures were published in the for.m of a Gasoline Tax Map 

in the Januar,y-Februar,y, 19~ issue ot the 'Imperial Oil Review~t a foot

note reads: " Florida and Tennessee have the highest taxes. GeQrgia, South 

Carolina and North Carolina have a six cent tax. Except for the afore

mentioned states, the gasoline tax in the Province of ~uebec is now higher 

than anywhere in the American Union.~ 

We have ~ince noted three increases, Ontario and Nova Scotia to 

six cents, New Brunswick to seven cents. British Columbia has also (April 

1923) increased the tax to seven cents. 



Province. 

Prince Edward Island 
Nova Scotia 
New Brunswick 
Quebec 
Ontario 
Manitoba 
S as lea tchewan 
Alberta 
British Columbia 

Total -
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TABLE IX. 

GASOLINE CONSUMPTION, 1930. 

By 
motor 

vehicles 

Gallons 

2,567,328 
17,518,709 
13,982,400 
83,231,068 

239,058,108 
21,627,672 
31,248,449 
35,789,985 
34,530,673 

479,554,392 

Average 
number of 
gallons per 
registered 
motor 

vehicle I 

Gallons 

347 
407 
401 
465 
423 
273 
248 
349 
349 

387 

For 
all uses 

# 

Gallons 

2,889,288 
19,367,349 
15,04:5,515 
88,681,459 

305,829,114 
33,468,467 
76,630,024 
50,744,600 
37,865,180 

630,518,996 

p These are affected by the purohases for looal cars and also 

purchases by touring motorists from other provinces and the United 

States. 

# Includes gasolene consumed by farm tractors, stationary gasolene 

engines, industrial use, etc., on which the gasolene tax was refunded, 

From, t'The Highway and the Motor Vehicle in Canada, 1930," p. 26. 
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TABLE X. 

WORLD GASOLINE PRICES BY COUNTRIES 
(Figures fram Minerals and Transportation Divisions ,Department of Commerce) 

THIBD Q.UARTER 1930 AND LAST QUARTER 1929 

In ma~ing comparisons among countries due consideration should be given to 
factors making for inequalities of prices, such as, distance from source of 
supply, quantity consumed, transportation costs, import duties, excise ~axes, 
distribution and mar~eting costs and quality of product •. 

Country and City. Cents per 
U.S. gallon 1930. 

1. U.S., Av. 50 cities (tax 3.78) 19.2 
2. Porto Rico, San Juan(tax 6 cts.) 20.0 
3. Canada, Toronto. (tax 5 cts.) 23.3 
4. Norway, Oslo 23.4 
5. Netherlands, The Hague. 24.0 
6. Japan,T0 kyo • # 24.0 

24.6 , 25.5 
25.8 

7. Spain, Madrid. 
8. Austria, Vienna. 
9. Irish Free State, Dublin. 

26.1 , 26.5 
26.5 

10. Rumania, Bucharest. 
11. Sweden, Stoc~otm 
12. Mexioo, Mex. City (road tax 6.3 cts.) 
13. Cuba, Havana (duty 10 cts.) 27.0 

if 28.0 

~ 28.1 
28.5 

~ 28.6 
29.6 

~ 29.9 
30.1 

14. Argentina, Buenos Aires 
15. Belgium, Brussels. 
16. ltenmark, Copenhagen 
17. United Kingdom (tax 8 cts.) 
18. Ftnland, He1singfors. 
19. Switzerland, Zurioh 
20. Bulgaria, Sofia. 

30.5 
P 32.7 

21. Czechoslovakia, Prague. 
22. China, S.hanghai. 
23. France, Lyon. if 32.7 
24. Philippines, Manila (tax 7.6 eta.) 34.1 , 36.0 

36.0 
25. Ecuador, Guayaqui1. 
26. Peru, Lima (tax 13 cts.) 
27. Poland, Warsaw 36.1 , 36.4 

36.5 
28. Egypt, Cairo. 
29. D.E. Indies, Batavia (tax 10.4 cts.) 
30. India, Calcutta. f 39.0 

39.1 
P 39.7 

31. Italy, Naples. 
32. Brazil, Rio de Janeiro 
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TABLE X. (Cont'd). 

Country and City. 

33. South Africa, Durban. 
34. Germany, Av. 3 cities. 
35. Persia, Teheran 
36. Chile, Santiago (tax 12 ets) 
37. Australia (tax 14 eta.) 
38. Columbia, Bogota (tax 6 ets.) 
39. Bolivia, La Faz. , 

•• • ••• ••••••••••• 

Prices are retail except where indicated by ~ or f. 

P Sold in bulk f Sold in tins • 
• 

(--): Gasoline or road tax inoluded in price. 

Cents per 
U.S. gallon, 1930, 

p 40.0 
41.0 

if 42.7 
43.5 

I 43.9 
47.2 

=If 57.0 

From, "Facts and Figures of the Automobile Industry, 1931, Edition"t p.80. 
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TABLE XI. 

METHO]) BY WHICH REGISTRATION FEES ARE COMPU'~ED IN 
DIFF.ERE~ STATES (JANUARY 1, 1931) 

STATE. 

Alabama 
A.rizona 

Arkansas 
California 

Colorado 
Connecticut 
Delaware 
Florida 

Georgia 
Idaho 

Illinois 
Indiana 
Iowa 
Kansas 

Kentuclty 
Louisiana 

Maine 
Maryland 

Massachusetts 
Michigan 
Minnesota 
lIiesissippi 
Missouri 
Montana 
Nebraska 
Nevada 
New Hampshire 

New Jersey 
New Itexico 

PASSENGER CARS. 

Horsepower. 
Flat rate. 

H.P. and pounds gross weight. 
Flat rate. 

Cost price. 
Cubic inch displacement. 
Pounds gross weight. 
Pounds gross weight 

Pounds gross weight 
Pounds net weight and number 
of times registered. 
Horsepower. 
H.P. and pounds net weight. 
Value and pounds net weight. 
Flat rate and pounds gross 
weight. 
H.P. and pounds net weight. 
Horsepower. 

H.P. and pounds net weight. 
Horsepower 

Horsepower 
Pounds net weight 
Value 
H.P. and pounds gross weight. 
Horsepower 
Net weight. 
Pounds net weight. 
Pounds gross weight. 
Pounds gross weight. 

Horsepower 
Pounds net weight 

COMMERCIAL CARS. 
(Not Common Carriers) 

Tons capacity. 
Flat rate and pounds unladen 
weight and kind of tires. 
Tons capacity and kind of tires. 
Flat rate and pounds unladen 
weight and kind of tires. 
Tons capacity. 
Tons capacity and kind of tires. 
Pounds gross weight. 
Pounds net weight and kind ot 
tires. 
Tons capacity. 
Chassis weight capacity and 
k:ind of tires. 
Pounds gross weight. 
Tons capacity. 
Tons capacity and kind of tires. 
Tons capacity and kind of tires. 

Pounds capacity. 
Horsepower and pounds capacity 
and kind of tires. 
Pounds capacity and kind ot tires. 
Pounds capacity and k:ind of tires 

(H.P. if cn pneumatic tires). 
Pounds gross weight. 
Pounds unladen weight. 
Value and tons capacity. 
Tons capacity and kind of tires. 
Tons capacity. 
Tons capacity and kind ot tires. 
Pounds capacity. 
Pounds gross weight. 
Pounds gross weight and kind of 
tires. 
Pounds gross weight. 
Chassis weight and kind of tires. 



STATE. 

New York: 
North Carolina 
N"d~th Dakota 

Ohio 
Oklahoma 

Oregon 
Pennsylvania 

Rhode Islancl 

South Carolina 
South Dakota 
Tennessee 
Texas 

utah 
Vermont 
Virginia 
Washington 

\Vest Virginia 
Wisconsin 
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TABLE Xl. (Con~'d) 

PASSENGER CARS. 

Pounds net weight 
HorsepoVfer 
lactory price,net weight,H.P. 
and t~es registered. 
Horsepower 
Manufacturers'list price. 

Pounds net weight. 
Horsepower 

Pounds gross weight. 

Pounds net weight. 
Pounds net weight 
Horsepower 
Pounds net weight. 

Horsepower. 
Pounds net weight 
Pounds net weight. 
Pounds net weight. 

Flat rate, pounds net weight. 
Pounds net weight 

Wyoming Horsepower. 
Dist.ot Columbia. Flat rate. 

com.mRCIAL CARS. 
(Not Com~on Carriers) 

Pounds net weight. 
Tons capacity and kind ot tires. 
Factory price,net Weight, R.P. 
and tons capacity. 
Pounds unladen weight. 
Pounds capacity and times 
registered. 
Net weight and kind ot tires. 
Pounds chassis weight and kind 
of tires. 
Pounds gross weight and kind 

i '-~ 

of tires. 
Tons capacity and kind of tires. 
Tons capacity. 
Horsepower and tons capacity. 
Pounds gross weight, kind of 
tires and number at Wheels. 
Tons capacity and kind ot tires. 
Pounds gross weight. 
Tons capacity. 
Pounds net weight and pounds 
capaoity. 
Tons capacity and kind ot tires. 
Tons gross weight and number 
of wheels. 
Tons capacity and kind ot tires. 
Flat rate. 

From Facts and Figures of the Automobile Industry, 1931 Edition, p. 41. 

. . . . . . , .. .........• 
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TABLE XII. 

FEES FOR REGISTRATIONS AND LICENSES OF MOTOR VEHICLES IN EFFECT IN 
PROVINCES AND CANADIAN NATIONAL PARRS, 1930. 

PASSENGER. 

COMMERCIAL TRUCK. 

MOTOR CYCLE. 

CHAUFFEUR. 

OPERATOR. 

GARAGE 

DEALER OR l1ANUa~up.ER. 

(A) 

PRINCE EDWARD ISLAlm. 

Cwt. unit, 70~ eaoh 

~on oapacity unit. 
1 ton or under - $14.00 
1 to l~ tons 19.00 
l¥ to ~ tons 33.00 
~ to ~ tons - 83.00 
$1.00 for mar~ers. Registra
tion fee of $2.50 when regis
tered for first tUne. 

$6.00 

$5.50 

$1.00 

Not issued 

$50.00 for permit with 3 sets 
of markers; additional mar~ers, 
$15.00 per set 

• • • • • • • • • • • • • • • 



PASSENGER. 

COMMERCIAL TRUCK. 

l1CY~OR CYCLE. 

CHAUFmUR. 

OPERATOR 

GARAGE. 
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TABLE XlI. (Cant'd) 

(B) 

NOVA SCOTIA. 

904 per cwt. or fraction 
thereof, m1n~ $15.30. 

Per cwt. 
- $0.90 

1.00 
1.25 
1.50 
2.00 

Up to 3,000 pounds 
3,000 to 4,000 " 
4,000 to 5,000 ft 

5,000 to 6,000 ~ 
6,000 to 7,000 " 
7,000 pounds and over 
l!inimum fee 

$7.20 

$5.00 

$1.00 

Not issued 

2.50 
17.00 

$25.00 for one permit and one 
set of plates; $10.00 for each 
set additional. 

• • • • • • • • • • • • • • • • • • 



PASSENGER. 

COMMERCIAL TRUCK. 

MOTOR CYCLE. 

CHAUFFEUR. 

OPERATOR. 

GARAGE 

DEAI,ER OR MANUFACTURER. 
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TABLE XII. -(Cont' d) 

(C) 

NEW BRUNSWICK. 

85~ per cwt. Registration 
fee $5.00 

Commercial vehicles of 
gross weight up to 3,000, 
6,000 and 8,000 pounds. 
$1.15, $1.75, $2.00 per cwt. 
respectively when equipped 
with pneumatic tires, and 
$1.75, $2.25, $3.00 per cwt. 
respectively when equipped 
with non-pneumatic tires. 
Registration fee $5.00. 

$3.00 registration, $5.00 tax. 

$2.00 
Registration fee $2.00 

$1.00 

$5.00 

$50.00 license 2 sets plates; 
$15.00 each additional set. 

• • • • • • • • • • • • • • • • • • • • 



PASSENGER. 

COMMERCIAL TRUCK. 

MOTOR CYCLE 

CHAUFFEUR. 

OPERATOR 

GARAGE. 

DEALER OR MANUFAC·~URER. 
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TABLE XII. (Cont'd) 

(D) 

~UEBEC. 

~ CWt. Unit 
Pleasure 
Service 
Autobus 

$ 0.70 
1.00 
1.50 

~ Cwt. uni t depending upon 
character of tire(l). 
Pneumatic tire, per cwt. 
Three tons and under $1.25 
Exoeeding 3 tons •• 2.50 
Non-pneumatic tire -
Two and a half tons 
and under ••• •• 1.50 
Exceeding two and a 
half tons ••• •• 3.00 

p Same as passenger cars, 
70i per hundred pounds or 
fraction. 

$5.00 

~~5.00 

$20.00 in Montreal, Q,uebec, 
Westmount, Outremont, Verdun 
and ~laisonneuve; Ql0.00 in 
other cities; $5.00 elsewhere. 

Same as for garage. 

• • •• • 1 • • • • • • • • • • • 



PASSENGER. 

CO~.!ERCIAL TRUCK. 

MOTOR CYCLE. 

CHAUFEEUR. 

OPERATOR 

GARAGE. 

DEALER OR UANUFAC~URER. 
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TABLE XII. (Cont'd) 

(E) 

ONTARIO. 

To 25 h.p. 
to 35 h.p. 
Over 35 h.p. 

Up to 3 tons 

• • 
• • 
• • 

More than 3 tons 
It t. 4 tt 

tt It 5 ft 

It " 6 tt . 
It It ? It 

11 11 8 tt 

tt It 9 et 

" .t 10 t' . 
• t ft 11 It 

.t 11 12 It 
~ 

" It 13 " 
It t. 14 It 

$3.00 

$2.00 original. 
$1.00 renewal. 

$1.00 

Class A $10.00 
Class B 5.00 

$ 5.00 (X) 
10.00 
20.00 

If equipped 
wholly with 
pneumatic 
tires. 

$15.00 
and up to 4 24.00 

ft .. n 5 40.00 
tt n It 6 54.00 
t. " " 7 63.00 
tt n I' e 72.00 
ft tt It 9 90.00 
tI et at 10 100.00 
11 It tt 11 132.00 . . 
It ft t • 12 144.00 -' 
It ., •• 13 156.00 
tt t' tt 14 168.00 
It " It 15 1BO.OO . 

Passenger - $20.00 per set of markers. 

If equipped 
wholly or 
in part 
with solid 

tires. 

$24.00 
36.00 
45.00 
60.00 
70.00 
80.00 

117.00 
130.00 
154.00 
16B.00 

Commeroia1- based on combined weight and 
carrying capaoity of the largest truo~ 
dealt in, Minimum $20.00;additional markers 
per set, $20.00 (minimum) 

• • • •• ••••••• 



PASSENGER. 

COMMERCIAL, TRUCK. 

110TOR .CYCLE. 

CHAUF]EUR. 

OPERATOR. 

GARAGE. 

DEALER OR l.wmFACTURER. 
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TABLE XlI. (C~nt'd) 

(F) 

MANITOBA. 

\Vheel base of lOOn, $9.00; each 
5tt additional, $2.50; over 9 
years old and 100·t wheel base, 
$9.00. 

Ton unit. 
One ton and under 
Each additional ton 

$5.00 

$2.00 

$1.00 

No fee 

Fee. 
•• $10.00 
• • 10.00 

$20.00 for one set of plates; 
$15.00 for each additional set 
of plates. 

• • • • • • • • • • • • • • • • • • 



PASSENGER. 

CO~!ERCIAL TRUCK. 

MOTOR CYCLE. 

CHAUFFEUR. 

OPERATOR. 

GARAGE. 

DEAl.ER OR ~.wruFACTURER. 
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TABLE XII. (Cont'd) 

(G) 

SASKATCHEWAN. 

Wheel base ot 100·, $lO.OO,each 
additional ~ ;irls ... $2.50; ,.,exceed
ing 135" $30.00. 

Gross weight basis. 
General trucks - $12.50 to $150.00 
Urban trucks and 
farm trucks - $12.50 to $ 35.00 
Trailers - $ 2.50 to $ 30.00 

$6.00 
Motor attachment bicycle, $3.00 

Issued to owners free. 50i to others. 

Livery f $a.oo per vehicle over regular 
fee. 

$40.00 in three chief cities, $30.00 
~in other oities; $25.00 in incorporated 
towns; $20.00 in other places; ~20.00 
for additional markers • 

. '.. . ............ . 



PASSENGER. 

COm1ERCIAL TRUCK. 

liOTOR CYCLE. 

OHAUF:BEUR • 

OPERATOR. 

GARAGE. 
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TABLE XlI. (Oont'd) 
, 

(H) 

ALBERTA. 

\Vhee1 base of 100", $10.00; 
eaoh 5" additional - 2.50; 
exceeding l35n 30.00. 

Same as passenger car. 

$5.00 

$3.00 

$0.50 

$5~00 

010.00 and $20.00 for each motor 
• vehicle which can be used. 

• • • • • • • • • • • • • • 



PASSENGER. 

COMMERCIAL TRUCK. 

MOTOR CYCLE. 

CHAUF~UR. 

OPERATOR. 

GARAGE. 

DEALER OR MANUFACTURER. 

PASSENGER. 

COMllERCIAL TRUCK. 

MOTOR CYCLE. 

CHAUFFEUR. 

OPERATOR. 

GARAGE. 

DEALER OR MANUFACTURER. 
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i 

TABLE XII. (Cont'd) 

(I) 

BRITISH COLUMBlA. 

Weight added to value, 2,500 units, 
$16.90; ·for each 100 units additional 
67i4.,plns $10.00 registration fee 
for first registration only. License 
fee reduced quarterly. 

Same as passenger car. 

$5.65 and $5.00 first registration. 

Class A - $7.50 
Class B - 6.00 
Class C - 4.00 

Driver's license $1.00 (Duplioat~s 25~) 

Not. issued. 

$25.00 for one set of markers; $10.00 for 
each additional set. 

• • • • • • • • • • • • • 

(J) 

YUKON. 

$10.00 

$10.00 

$ 3.00 

Not issued. 

Not issued. 

Not issued. 

$1.00 for each set of number plates. 

• • • •• •••• ••• 



PASSENGER. 

COMMERCIAL r2RUCK. 

110TOR CYCLE. 

CHAUFFEUR. 

OPERATOR'. 

GARAGE. 

DEALER OR ~UNUFACTURER. 
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~BLEX~I. (Conttd) 

(X) 

CANADIAN NATIONAL PARES. 

S rune as fees 0 f' province in which 
located. 

Same as fees of province in which 
located. 

Same as fees of province in which 
located. 

$1.00. 

Transient season $4.00. One day-three 
weeks $1.00. 

Not issued. 

Same as fees of province in whiCh 
located. 

• • • • • • • • • • • • • • • 

P Plus $l.OO"for mar~ers. 
(X) Buses 1/20 of a cent per passenger per mile on provincial roads. 

1/30 of a cent on all other roads in addition to registration fee. 
l Trailers under 1 ton, $3; 1-2 tons,$6; 2-Z tons, $15; 3-4 tona,$20:' 

4-5 tons $25; 5-8 tons.OeO; .-t tons, $42; !-8 tons, $48; 8-9" tons, 
$54; : 9-10 tons, $60; 10-11 tons .. $88; 11-12 tons $96.;; 12-11 tons 
$104: 1~-1' tons, $112; 14-15 tons,$120. 

t Every liveryman is declared by statute to be a "common carrier" who 
shall furnish reasonable and adequate service at just and reasonable 
rates during suoh hours as may be reasonably required for the acoom
modation of the public. 

(l)Pleasure vehicles for hire included with commercial vehicles. 

From,"The Highway and The Motor Vehicle in Canada, 1930. Mpages 41 to 43. 
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TABLE XIII. 

STATE TAXES AND FEES ON MOTOR BUSES. 
A.LA.BAliA • 

Not Common Carriers. 

5 persons or less 
6_to 10 

11 to 15 
16 to 20 
21 to 40 

$37.50 
50.00 
75.00 

100.00 
150.00 

And in addition, 5% of gross inoome from all business 
done within State. 

Common Carriers. 

In addition to the above--1% of gross inoome and flat 
fee $10.00 per vehiole. When seating oapaoity exceeds 
8, 50~ for eaoh additional seat. Combination passenger 
and property oarriers pay either the passenger or ton
nage rate charged pro~erty carriers, whichever is 
higher. Jitney buses (route under 15 miles) pay speoial 
fees. 

ARIZONA. 

Not Common Carriers. 

Less than 1,000 Ibs. 
1,000 to 2,999 Ibs. 
3,000 to 5,999 Iba. 
0,000 to 9,999 Ibs. 

10,000 or more 

--

Common Carriers. 

$ 5.00 
10.00 
20.00 
30.00 
40.00 

In addition to the above--2% of gross reoeipts (payable 
monthly) • 
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~BLE XIII. (Conttd) 
, 

ARKANSAS. 

Horse Power and Gross Weight. 

l~ cents per h.p. plus the following: 
Per 100 lbs. 

55sl 3,500 lbs or less 
3,501 to 4,500 lbs. 
Over 4,500 lbs. 

And in addition: 

60r/. 
65'" 

$2.50 for eaoh passenger carrying capaoity plus 4% 
of gross receipts. 

CALl FORNIA. • 

Not Common Carriers. 

Flat rate --
plus following fees: 

Net weight 3,000 lbs. to 5,999 lbs. 
Net weight 6,000 lbs. to 9,999 lbs 
and limited to a gross weight of not 
exceeding 22,000 1bs. -
Net weight 10,000 lbs. or more and 
l~ited to a gross weight of not 
exceeding 22,000 lbs. -
Net weight 6,000 lbs. or more and 
entitled to a gross weight exceeding 
22,000 lbs. ~ 

Common Carriers. 

$ 3.QO 

8.00 

40.00 

50.00 

70.00 

4-1/4% of the gross receipts derived from operating 
passenger carriers, in lieu of all other taxes, except 
the gas tax. 

COLORADO 
Not Common Carriers. 

1/2 of 1% of original cost price f.o.b. factory. 30% 
reduction after 5th year; 50% reduction after 8th year. 
Uinimum fee - $ 5.00. 

And in addition: 
Seating CapaCity 

Seating 9 persons or les8 
Each additional seat 

$20.00 
1.00 
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COLOBADO 

Coumon Carriers. , 

1/2 of 1% of original cost price f.o.b. faotory. 
30% reduotion after 5th year; 5~ reduotion after 8th 
year. Minimum fee $5.00 

And in addition: 
1 mill per passenger mile. 

CONNECTICUT • 

Cubio InCh Displacement. 

Per cubic inoh of displacement 
Minimum fee 

And in additions 

$0.08 
15.00 

Seating Capacity 
7 persons or less (buses 5 or less) 

Each seat additional from--
$15.00 

8 to 20 -
21 to 40 -
Over 

In addition to the above fees the following 
franchise tax: 

Class A (operation wholly intrastate) ,3,% 
gross receipts. 

Interstate. 

2.00 
5.00 

10.00 

Class B (operation partly intra~stat.,partly interstate), 
1 cent per bus mile within State. 

Class C (some operations wholly intrastate and some 
operations inter-state), 3% gross receipts on wholly 
int~astate opera~ions and 1 cent per bus mile (on Conneoticut 
highways) on interstate operations. 
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DELAWARE. 

Gross Weight. 

Per 500 lbs. -
Measured by sum of weight of vehicle 

plus seating capaoity times 125 Ibs. 

~ORIDA. 

Gross Weight plus Seating Capacity 
Not Common Carriers. 

Seating capaoity less than 7~75i per 100 
Ibs. plus $5.00 each passenger capacity. 

$2.00 

Over 7 passengers, $1.50 per 100 1bs; plus 
$10.00 per passenger capacity up to 16. Over 
16 passenger capacity, $1.50 per 100 1bs;plus 
$15.00 per passenger capaoity. 

Common Carriers. 

Gross Weight. 

Per 100 Ibs. 

And in addition: 
10 passengers or less, 1/2~ per bus mile; 
over 10 but not over 20 passengers, 3/4~ 
per bus mile; over 20 passengers, li per 
bus mile. 

GEORGIA. 

Gross Weight plus Seating Capaoity plus 1\1i1es of Route 
Operated. 

$25.00 per annum for vehicle weighing less than 5,000 
pounds and not exceeding 7 passengers where one-way route 
does not exceed 50 miles, graduated up to $800.00 per 
annum where route is over 100 miles for first 12,000 Ibs. 
ot vehicle weight, increased by 10% for each additional 
1,000 Ibs. of weight, increased 2~% for each additional 
passenger in carriage capacity above ten. 
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IDAHO. 

Passenger Capaoity plus Gross Receipts. 

Per passenger seat 

And in addition: 
l~ ot gross operating revenue. 

ILLINOIS. 
Horse Power 

Capacity of 7 or less passengers: 
25 h.p. or less 
Over 25 to 35 
Over 35 to 50 
Over 50 

Capacity ot over 7 passengerscl 

Gross Weight. 

5,000 lbs. or less 
Over 5,000 to 12,000 1bs. 
Over 12,000 to 16,000 1ba. 
Over 18,000 to 20,000 1ba. 
Over 20,000 lbs. 

And in addition: 

- $8.00 

~8.00 
12.00 
20.00 
25.00 

$12.00 
22.50 
75.00 

100.00 
l50.00 

$1.00 per 100 1bs. gross weight, allowing 125 lba. per 
passenger. 

INDIANA. 

Seating Capacity. 

$6.00 per person at rated capaoity, allowing 16 inches per 
sea.t. l,t operated wholly within limi ts of city or town, one
tenth of above fees. (Munioipalities may charge additional 
fee. ) 

Interstate. 

If operated exclusively in interstate, commerce, fees shall 
be $10.00 per person at rated carrying capaoity, allowing 16 
inohes per seat. 
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IOWA. 

Value plus Net ~eight. 

1~ of value plus 40~ per 100 1bs. or fraction thereof. 
After 5th registration fee based on value shall be 1/2 

of 1%. 
Minimum annual fee, $10.00. 
(Executive Counoil annually fixes basing value and weight 

for computing fees) 

And in addition: 
l/4~ per ton mile. 
Estimated in following manner: 
Ton mile equals maximum seat capacity at 150 lbs. plus 

weight of vehicle t~es number of miles travelled; sum 
thus obtained to be divided by 2,000. 

KANSAS. 

Flat Rate plus Gross Weight. 

Flat rate 
Over 2,000 lba. per each 100 1bs. 

And in addition: 
Passenger Capacity 

Between fixed termini or over regular 
7 passengers or less 
7 to 12 passengers . 
12 to 18 passengers 
18 to 24 passengers 
Over 24 passengers 

-

$8.00 
,,50 

routes: 
40.00 
90.00 

140.00 
180.00 
230.00 

And in addition 1/2 mill per gross ton mile. 

If operated wholly within a city and fer fare of 10~ or less 
and on a 20-minute schedule or less, 1/2 of above fees. Cars 
with capacity of 4 or less exempted. 
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KENTUCKY • 

Horse Power plus Net Weight. 

Per h.p. -
Plus each 100 lbs. net weight 

And in addition: 

19~ 
504 

If operated over irregular routes and not between 
fixed termini: 

$1.50 per passenger. 
If operated over regular routes or between fixed 

termini, per 100 Ibs. gross weight, $0.50 plus. 
Five or less passengers, $5.00 per seat plus $10.00 

for bus tag. 
Six to 20 passengers, $10.00 per seat plus $25.00 for 

bus tag. 
Twenty to 50 passengers, $15.00 per seat plus $50.00 

for bus tag. 

Interstate. 

Interstate passenger carriers between fixed termini and 
between two or·more municipalities over route 10 miles or 
less within State pay 1-3 of above fees. 

Per h.p. 

LOU IS lA.J."1A • 
Common Carrl ers • 

Horse Power plus Passenger 
Capaoity. 

Plus $2.00 per passenger up to 8. 
$5.00 per passenger up to 29. 
$7.00 per passenger over 50. 
Minimum, $25.00. 

MAINE. 

~. 

't?0.68 

Seven-Passenger Capaoity or Less Horse Power plus Net Weight. 

Per h.p. 
Per 100 lbs.(pneumatic) 
Per 100 1bs.(solids) 
Minimum fee 

Over 7~assenger Capaoity. 
In addition to the above: 
Plus $2.50 for each seat in addition to 7. 

$0.50 
.50 

1.00 
20.00 
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MARYLAND. 

Not Common Carriers. 

Per h.p. - $0.32 
Holders of ttEmployee Certif'icates,"t3.00 
per year in addition to regular registra-
tion fees. 

Common Carriers. 

1/184 per passenger seat times total number of miles. 

MASSACHUSETI£S. 
Seating Capacity. 

Seven persons or less, $1.20 eaoh seat. 
Over 7 persons, $1.50 eaCh seat. 
Min~um fee, $6.00. 

MICHIGAN. 
L bs. ':leight. 

~?1.55 for eaoh 100 Ibs. weight of each vehicle employed in 
the business. 

MINNESOTA. 
Value 

10% of value. 
Minimum fee. 

Over 5 to 15 seating capacity, inolusive 
Over 16. capacity 
l~ depreciation allowed for each year 
after first year, up to and including 
seventh year. 
70% allowed for eighth year. 
80% allowed for ninth year. 
9~ allowed for tenth year. 
Subsequent years, the min~um fee. 

~ $250.00 
350.00 
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'MISSISSIPPI. 

Horse Power plus Gross Weight. 

Per h.p. 
Per 100 1bs. 

-- -; -
$0.10 

.40 

Gross _eight of car as shown by manufacturer's rating: 

l!inimum fee - _. $10.00 

If weight ls over 2,500 lbs. must pay in each county 
where operating $2.00 for each passenger carr,1ing capacity. 

Less than 12 h.p. 
12 under 24 h.p. 
24 under 36 h.p. 
36 under 48 h.p. 
48 under 60 h.p. 
60 under 72 h.p. 

MISSOURI. 
Horse power. 

-
-
--

-
--
-

$7.50 
10.50 
IS.50 
22.50 
25.50 
37.50 

Municipalities may levy fees up to 1/3 of State tees. 

And in addition: 

Intrastate Oarriers. 

Over regular routes: 
$10.00 per passenger seat. 

Not over regular routes. 
$ 5.00 per passenger seat. 

Interstate Carriers. 

When total mileage of an interstate operator is not more 
than 10 miles in Missouri, the fee is one-third the above. 
Otherwise the full rate is paid. 



Up to 2,700 lbs. 
2,701 to 4,500 lbs. 
Over 4,500 1bs. 
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MONTANA. 
Net Weight. 

-, --
And in addition: 

Special Fees. 

-
-

$10.00 
15.00 
25.00 

, < 

In accordance with size and weight, not to exceed $.10.00 
per vehicle. 

NEBRASKA.. -
Flat Rate plus Seating Capacity. 

Operating Outs ide Municipal L imi ts. 

Per vehicle. - $25.00 
Plus $7.00.per passenger carrying capacity. 

Operating '1ithin Municipal Limits. 

Less than 7 passenGers pay above rates. 
Over 7 passengers: 

8 to 15 passengers. 
14 to 20 passengers 
21 to 26 passengers 
27 to 33 passengers 
34 and over 

-

-

b 8 'r( .00 
12.00 
18.00 
25.00 
25.00 

Plus $10.00 for each 1,000 Ibs. capacity over 5,000 lbs. 
(Each passenger 150 lbs.) 

NEVADA. 
Not Common Carriers. 

Gross weight. 

Per 100 1bs. $ 0.30 
Factory advertised weight plus 125 lbs. per person 

vehicle accommodates. 
Common Carriers. 

Flat rate, $50.00 plus $10.00 per passenger capacity (Allowing 
15 iha. per passenger) 

Combination passenger and property carriers pay: 
Flat rate, $50.00 plus $10.00 per passenger capacity(16 

ins. per passenger) plus $2.00 per 100 lba. capacity obtained 
by deduoting weight of passenger capaoity (125 Iba per passen
ger) from total weight capaoity of vehicle. 
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NEW H.Al1PSHlRE. 
Gross Weight. 

Up to 4,000 lbs., 35i per 100 1bs. of total; 4,001 to 
6,000 Ibs., 45~ per 100 lbs. of total; 6,001 to 8,000 Iba., 
50~ per 100 lbs. of total; over 8,000 lbs., 60~ per 100 
lbs of total. 

MinL~um fee, $10.00. 
Passenger figured at 150 lbs. each, t~es seating capacity. 
Looal authorities may fix special 1ioense fees. 

NEW JERSEY. 

Passenger Capacity. 

5 passengers or less 
5 to 8 passengers 
9 to 12 passengers 

13 to 17 passengers 
18 to 22 passengers 
23 to 26 passengers 
27 to 30 passengers 

-
-, -

-
-

-

$15.00 
17.50 
20.00 
25.00 
30.00 
35.00 
40.00 

Plus $2.00 per seat in excess of 30. ~ gross earnings to 
cities through which route runs. ~o be divided among· them in 
proportion to number of miles of route in eaoh city. (Gas tax 
not applioable to buses paying this franchise tax.) 

Interstate. 

Interstate buses to pay 1/2~ per mile on mileage oovered 
in State. 

NEW MEXICQ. 

Flat Rate plus Carrying Capacity. 
~G. Common Carriers. 

Flat rate - -
Plus $5.00 for eaoh passenger carrying oapaoity. 

Comman Carriers. 

One-halt the above registration fees. In addition the following 
mileage tax: 

Capaoity. 
7 or less 
8 to 12 

13 to 18 
19 to 25 
Over 25. 

Per 
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NEW YORK. 
I 

Seating Capacity. 

5 passengers or less 
6 to 7 passengers. 
8 to 10 passengers 

11 to 16 passengers 
17 to 20 passengers 
21 to 22 passengers 
23 to 26 passengers 
27 to 30 passengers 

----

• 

--
-
--

$15.00 
24.50 
30.50 
43.00 
52.00 
55.00 
61.50 
67.50 

For each passenger over 30 passengers, $2.00 each. 
Schedule not applicable to omnibuses operating 

within municipality under franohise granted by said 
municipality. The registration fee for any such omnibus 
is flat rate of ~10.00 ~ addition to munioipal fees. 

NORTH CAROLINA. 

Not Common Carriers. 

All passenger carriers for hire(including buses) not 
operating on Certificat~ issued by the Corporation Comm
ission pay the following: 

25 h.p. or less ~ 

Over 25 h.p. to 30 h.p. ~ 
Over 30 but less than 35 h.p. 
35 h.p. or more -

---
$18.75 

30.00 
45.00 
60.00 

It more than 12 passenger 'capaoity, $2.00 per passenger 
over 12 in addition to above. 

Also $5.00 per seat, except where operating on definite 
sohedule with 7~ of line of operation in municipality or 
adjaoent munioipalities, $1.00 per seat. 

Common Carriers. 

~ ot gross receipts. 
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NORTH DAKOTA. 

Factory Sell~ng Price, Net Weight and Horse Power, 

First Registration: 
·.i.Per $1.00 value 

Per each 100 lbs. 
Per each h.p. 

Second Registration: 
10% reduction. 

Third Registration: 
2~ reduction. 

All Other Registrations: 
40% reduction. 

-
, -

l~inimum fee in all cases, $5.00. 

Over Regular Routes 
or Between Fixed Ter.mini. 

, --., -
$0.01 

.20 

.10 

Pay $5.00 per passenger capacity (16 ins. to seat) to 
Motor Ve~icle Department. 

In addition, pay not less than $15.00 nor more than 
~30.00 to Railroad Commission. 

Not Over Regular Routes or 
Between Fixed Termini. 

Pay $5.00 per passenger capacity (16 ins. to seat) to 
Motor Vehiole ~~partment. 

Pay to Railroad Commission: 
Pasienger capacity 8 or less-~'lO.OO 
Over 8 and not more than 1S, per 
passenger in excess of 8 .50 

OHIO. 
Passen~er Capaoity. 

Between Fixed Termini or Over Regular Routes. 

7 passengers or less I, -
7 to 12 passengers .) - -

12 to 18 passengers j - -
18 to 24 passengers - -
Over 24 passengers 

., 
" - -

$40.00 
90.00 

140.00 
180.00 
230.00 



226 

TABLE XIII. (Oont'd) 

OHIO. 

Not Between Fixed Termini or Over Regular 
Routes. 

7 passengers or ~ess 
7 to 12 passengers 

12 to 18 passengers 
18 to 24 passengers 
Over 24 passengers 

OKLAHOMA. 

--
-

Manufacturer's List Price. 

First $500 of price ..: 

---
-, -

.\1 -

$20.00 
50.00 
90.00 

115.00 
150.00 

$12.50 
Over t.500.00, $1.50 for each $100.00 in 

excess of $500.00. 
Reduction of 2~ eaool year for 3 years. 
Min~ tee, $8.00. 

And in addition: 
01ass A (carriers over regular routes 

fixed termini)-- • 
Passenger Capacity. 

7 or less 
8 to 11 

12 to 17 
18 to 23 
24 to 29 
30 to 36 
Over 36 

between 

Per Bus Mile. 
3 Mills. 
5 mills. 
7 mills. 
9 mills. 

11 mills. 
12-5/10 mills. 

15 mills. 

(Mileage tax based on 
days per month.) 

scheduled mileage and trips and 30 

Class B (carriers 
Passenger Capaoity. 

7 or less 
7 to 16 

16 to 25 
Over 25 

not in Class A): 
Flat Fee. 
$25.00 

50.00 
75.00 

100.00 

Per Bus Mile. 
1/4~ 
1/2~ 
3/4~ 
1; 

(Mileage tax based on actual mileage,payable monthly.) 
Both Class A and B pay $100.00 to the Corporation Commission 

on tiling application for certifioate. 
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OREGON. 
Regular Fee 

Net ',veight. 

1,700 lbs. or less -
Over 1,700 to 3,000 Ibs., per 100 lbs. 
Over 3,000 to 4,500 lbs. per 100 lbs. 
Over 4,500 1bs. per 100 1bs. 

And in addition: 

-. -
$10.00 

.90 
1.00 · 
1.10' 

Class 1 (carriers over regular routes, between 
fixed termdnl), 1/2 mill per seat mile, allowing 20ft 

per seat. 
Class 2 (carriers opersting for hire 'ton call"), 

weighing 4,500 lbs., or less, 50% of regular fee. 
Over 4,500 lbs. 100% over regular fee. 

Class 3 (carriers for hire doing a local livery 
business), same as Class 2. 

Number of miles travelled on unimproved highways 
may be deduoted from total number ~f miles. 

5 or less 
6 to 8 
8 and over. 

PENNSYLVANIA. 
Seating Capacity. 

-
-

$25.00 
30.00 
40.00 

Plus $4.00 per seat over 7 to 26; and $10.00 per seat 
over 26. 

RHODE ISLAN:Q. 

Gross We ight. 

2,500 1bs. or less 
Over 2,500 to 3,000 lbs. ~ 
3,000 to 3,500 lbs. $20.00 plus $4.00 for 
500 Ibs. up to and including 6,000 lbs. 

Over 6,000 lbs. -
Gross weight includes passenger load. 

-
each 

" -

$16.00 
18.00 

46.00 
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SOUTH CAROLINA. 

Gross Neight. 

Gross weight less than 13,000 lbs., 1/50 of l~ per 
passenger seat times number of miles travelled annually 
(150 1bs. per passenger seat). 

Gross weight over 13,000 lbs., 1/40i per passenger 
seat t~es number of miles travelled annually. 

Above fees are subjeot to following minimum l~ita
tions: 

Not over 7 
Over 7 to 12 
Over 12 to 17 
Over 17 to 22 
Over 22 to 27 
Over 27. 

Passenger Capaoity. 

-- -
J -
, -

Not Operating Over Regular Routes or 
Between Fixed ~ermini. 

$30.00 
40.00 
50.00 
60.00 
75.00 
90.00 

Same 8S above, exoept estimate should be made of number 
of miles travelled, minimum 20,000 miles. 

Hot Common Carriers. 

(Privately Employed for Specifio Trip and Not Solioiting 
or..Aoaepting Patrons Along Route). Up to 2,000 1bs., $15.00. 
For eaoh additional 500 lbs. or fraotion thereof ~;5.00 

Common Carriers. 
In addition to the above fees: 

Net Weight. 
2,000 Ibs. or less - -
For each additional 500 lba. or fraction 

-I thereof over 2,000 lbs. - -

Vehicles used exclusively for transporting school 
children pay a flat rate of ~?l.OO per vehicle. 

$ 9.00 

3.00 
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SOUTH DAKOTA. 
Net Weight. 

Less than 2,000 1bs. 
2,000 up to 3,000 1bs. 
3,000 up to 4,000 1bs. 
4,000 and over 

And in addition: 

Gross Receipts. 

-
'J -I --

$13.00 
17.00 
20.00 
35.00 

Classes A and B pay ~ of gross earnings. If carrying more 
than 7 passengers, pay $2.00 per passenger in excess of 7. 

Class A vehicles operate between fixed ter.mini. 
Class B do not operate between fixed termini. 

TEmmSSEE. 

Horse Power plus Tons Capacity. 

Per h.p., 50~ plus the following: 
1/2 ton to 2 tons, inclusive. 
2~ to ~ tons, inclusive. 
4 to 4f tons, inclusive. 
5 to ~ tons, inolusive. 
6 tons and over. 

And in addition: 

2 passengers 
5 passengers 
7 passengers 

Passenger Capacity. 

-
-
-

-

Over 7 passengers, $2.00 extra for each extra 
passenger. 

Passenger i~rucks. 

Per h.p., $0.50 and $2.00 per passenger. 

$15.00 
20.00 
30.00 
40.00 
50.00 

$ 4.00 
10.00 
14.00 
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TEXAS • 

Not Common Carriers. 

Gross Weight. Per 100 Ibs. 
1 to 4,000 Ibs. 
4,001 to 6,000 lbs. 
6,001 to 8,000 Ibs. 
8,001 to 16,000 lbs. 
10,001 to 28,000 Ibs. 
28,001 lbs. and up 

., --
-

$1.10 
1.15 
1.30 
1.40 
1.40 
4.00 

Six-wheel vehicles gross weight 26,001 to 30,000 Ibs. 
pay $1.60 per 100 Ibs. ("Gross weight't includes 150 lbs. per 
passenger seat.) 

Com".clon Carriers. 

In addition to the above, $10.00 per vehicle and $1.00 
per passenger seat. 

25. n.p. or less 
Over 25 to 40 
Over 40 to 50 
Over 50 

UTM • • 
Horse Power. 

-
--

And in addition: 
Passenger :.!iles Travelled. 

$5.00 
7.50 

10.00 
l2Jm 

2-1/2 mills per passenger mile on hard-surfaced highways. 
1 mill per passenger mile on all other highways. 
Passenger miles determined by multiplying aotua1 number of 

passengers carried by number of miles travelled. 

VEP.M~ONT • 
Gross Weight. 

Per 100 Ibs. $1.00 
Allowing 150 1bs. for each passenger seat. 
Minimum fee, $30.00. 
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VIRGINIA. 

Lbs. ~eight plus Percentage 
Gross Operating Revenue 

Over Regular Routes. 

70~ per 100 1bs. net weight plus li% gross operating revenue. 
Operator hereunder may use any ot his vehicles o-f more than 
12 passenger capacity for infrequent trips for transporting 
special parties on payment of $15.00 annually for each vehicle 
so used. 

Not Over Regular Routes. 

$5.00 for each revenue producing seat plus regular registra
tion fees for private passenger cars. 

Educational or Sightseeing Tou~s. 

704 per 100 Ibs. net weight plus 1~ gross operating revenue. 

Interstate. 

Interstate operators in either of above olasses taxed at same 
rate as those operating within state, except that gross receipts 
tax is based on portion of total mileage operated within state. 

\1ASHI NGT ON • 

Net Weight plus Passenger Capacity. 

1,500 1bs. or less, $20.00, in addition $3.00 per passenger 
carrying capacity. 

Over 1,500 Ibs., 020.00 
Plus 60~ per 100 1bs. in excess of 1,500 1bs., plus $3.00 per 

passenger ot carrying capacity. 

Auto Stages. 

1,500 or less, $25.00 plus $3.00 per person carrying capacity. 
Over 1,500 Ibs., sa~e plus 60~ per 100 1bs. in excess of 

1,500 1bs. 
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Auto Stage Trailers 

1,500 1bs. or less, $10.00 plus $3.00 per passenger carrying 
capacity. If over 1,500 lbs., same plus 60; per 100 1bs. in ex
cess. 

And in addition: 
Also special fees sufficient to pay oost of supervision and 

regulation not to exceed 1% of gross operating revenue, fixed by 
Director of Public WorKS, paid quarterly. 

'~ST VIRGINIA. 

Passenger Capaoity T~es Number of Miles. 

If operating between fixed termini or over regular routes: 
Class B-1, 1/15~ per passenger seat t~es total number of miles 

travelled. 
Minimum fee, $75.00. 

Not Operating Over Regular Routes. 

Class H-3, flat rate of Q75.00 yearly per vehicle. 

WISCONSIN. 

Gross Weight 
Not Common Carriers. 

Buses or other motor vehicles having a passenger carrying capa
city ot more than 7 persons: 

li- tons or less 
Over 1.1.. to 2i- tons 
Over ~ to 3 tons 
Over 3 to 4 tons 
Over 4 tons 

Gross Weight. 

-.. -
-

., -. --
" -
-

Plus $5.00 for eaoh 1/4 ton or fraotion' thereof 
Passengers rated at 150 1bs. each. Interburban 

additional. 

$30.00 
45.00 
60.00 
90.00 

135.00 
over 5 tons. 
buse spay 25% 
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Connnon Carriers. 
Net Weight. 

1,600 1bs. or less 
Over 1,600 to 1,800~lbs. 
Over 1,800 to 2,000 lbs. 
Over 2,000 to 2,400 1bs. 
Over 2,400 to 2,800 lbs. 
Over 2,800 to 3,200 lbs. 
Over 3,200 to 3,600 lbs. 
Over 3,600 to 4,000 Ibs. 
Over 4,000 to 4,500 Ibs. 
Over 4,500 to 5,000 Ibs. 
Over 5,000 lbs. 

'J -

----
--

$10.00 
- 11.00 
., 12.00 -

13.00 
J 14.00 -.:j 16.00 -

.01 18.00 -- 20.00 
- 22.00 
- 24.00 

) 26.00 -
It in operation 5 years or over, 76% of above fees. 
And in addition: 
1/104 per ton mi1e(l50 lbs.per passenger) plus flat fee of 

$40.00 for eaCh vehicle. 
2~ reduction in tee for vehicles equipped with 6 wheels. 

22 h.p. or less 
Over 22 to 30 
Over 30 to 40 
Over 40 h.p. 

WYOMING. 
Not Common Carriers. 

Horse Power. 
., - --

-

$ 8.00 
12.00 
16.00 
20.00 

For passenger cars in excess of 7 passengers, same fee as 
above plus $1.00 additional for each seat over 7. 

Oommon Carriers. 

In addition to the above: 
10 passengers or less, with an engine rating of 30 h.p. or 

less, $15.00. 
Seating capaoity in excess of 10 with engine rating ot over 

30 h.p., $25.00. 

DISTRICT OF COL~JBIA. 

1 to 9 passengers. 
10 or more passengers 

Flat Rate. 
--

FROU, "Bus Facts for 1931," pages 40 to 47. 

$ 6.00 
12.00 
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TABLE XIV. 

STATE RESTRICTIONS ON COMMON CARRIER MOTOR VEHICLE 

Maximum Maximum Maximum Maximum Maximum 
Width Height Length Gross Weight Speed. 
(in) (ft. in) (it) Four Wheels State 

Pneumatic Roads 
Tire. 

Alabama 96 12-0 33 32,000 45 
Arizona 96 12-0 30 .23,000 35 
Arltansas 96 14-6 33 22,000 35 
California (a)96 13-6 33 22,000 40 
Colorado • • • • • • • • 28,000 35 
Connecticut 96 • • • • 40 30,000 •• 
Delaware 96 12-2 33 26,000 (b) 25 
Florida 84 12-0 • • 16,000 (b) 30 
Georgia 96 12-6 35 12,500 load (b) 25 
Idaho 96 14-6 33 24,000 35 
Illinois 96 •••• •• 24,000 40 
Indiana 96 12-0 33 24,000 30 
Iowa 96 • ••• • • 18,000 35 
Kansas 96 13-0 35 24,000 45 
Kentuclq 90 • • • • •• 28,000 40 
Louisiana 96 14-6 35 (c) •••••• 45 
Maine 96 12-6 •• 24,000 35 
Maryland 93 • • • • • • 25,000 40 
Massachusetts 102 • • • • (0)33 30,000 20 
Miohigan 96 14-0 40 (d) •••••• •• 
Minnesota 96 12-6 35 28,000 45 
Mississippi • • • ••• • • 12,000 load 40 
Missouri 96 12-6 33 24,000 40 
Montana • • • • • • • • • • • • • • • • 
Nebraska 90 12-0 •• 32,000 45 
Ne'Vada • • • • • • • • 25,000 50 
New Hampshire 96 • • • • 30 20,000 35 
New Jersey (e)96 (e)12-6 (e)28 30,000 40 
New Mexioo 96 14-0 33 18,000 axle 45 
New 'fork: (f)96 • • • • •• 28,000 30 
North Carolina 86 12-6 50 15,000 45 
North Dakota 96 14-6 33 (0) •••••• 35 
Ohio 96 12-6 30 24,000 45 
Oklahoma 90 • • • • • • 20,000 55 
Oregon 96 (g) •••• (g) •• 22,000 35 
Pennsylvania 96 14-6 33 26,000 35 
Rhode Island 102 12-6 • • 28,000 35 
South Carolina 90 12-6 33 20,000 45 
South Dakota 96 t 20,000 40 • ••• •• 
Tennessee 96 •••• •• 20,000 •• 
Texas 96 14-6 35 22,000 40 
utah 96 • • • • •• 20,000 (b)25 
Vermont 96 12-0 •• 20,000 25 
Virginia 96 12-6 30 40,000 45 
Washington 96 • • • • 35 24,000 40 



West Virginia 
Wisconsin 
Wyoming 
Dist. of Columbia 

Maximum 
Width 

(in. ) 

96 
96 
96 
96 
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~BLE XIV'- (Cont'd) -

Maximum 
Height 
(ft. in.) 

12-0 
•••• 
12~6 

12-6 

Maximum 
Length 

(ft.) 

33 
33 
30 
30 

Maximum 
Gross Weight 
Four Wheels 

Pneumatic Tires. 

22,400 axle 
(c)24,OOO 

25,000 
28,000 

Maximum 
Speed 
State 
Roads. 

35 

•• 
35 
22 

(a) 102 in. maxtroum for com~on carriers on highways exceeding 15 ft. in width. 

(b) Speed dependent on weight. (c) Dependent on type of highway. (d) Dependent 

on distance between axles. (e) Min~ body width, 84 in.; max~um, 96 in. ; 

mintmum body length, 16 ft.; maxtmum, 24 ft. (f) Outside of New Yor~ City. (g) 

May be regulated by Highway Commission. 

P From MOTOR VEHICLE CONFERENCE COMMI~~E& digest -- 1931 Edition. Corrected 

to May 1st. 

Published in, "Bus Facts for 1931~" p. 48. 
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TABLE D· •. 

SUMMARIES OF STATUTORY LIMITATIONS OF GROSS ',VEIGHTS PER VEHICLE, 1930. 

Prince Edward Island. 
Nova Scotia. 
New Brunswick. 

Quebec. 

Ontario. 

!.Iani toba. 

Saskatchewan. 
Alberta. 
British Columbia. 

Class 1 highways 
Class 2 highways 
Class 3 highways 
Class 4 highways 

Yulton. 

• • • • 
• • • • 
• • • • 
• ••• 

Maximum gross, 4t tons. 
Max~ gross, 6 tons. 
12,000 lbs.pneumatic tires,lO,OOO lbs. 
non-pneumatic tires. 
5 tons, on solid tires, and 6 tons on 
pneumatic tires. In cases of vehicles 

with two driving axles 40 tons 
per axle on solid tires; and 4t 
tons per axle on pneumatic tires; 
8~ tons for motor buses with 
dual tires on rear axle. This 
applies to vehicles used outside 
of cities and towns. ~ithin limits 
of cities and towns there is no 
provincial restriction. 

Maximum gross, 10 tons and 15,000 Ibs. 
per axle it 8 ft, apart. 12,000 Ibs. 
if less than 8 ft. on class A roads. 
8, 6 and 5 tons respectively on 
class Broads. 

Restrictions may be enacted by a clty or 
town limiting the weight at vehicles. 
See 23, Highway Traffic Act. p 

Maximum gross 8 tons. 
No restriction. 

Summer. !lintel'. 
12 tons maxi gross. 12 tons maxi gross. 
10 tons maxi gross. 7 tons maxi gross. 

7 tons max. gross. 5 tons max. gross. 
5 tons max. gross 5i tons max.gross. 

No restriction. 

From, "The Highway and the Motor Vehicle in Canada, 1930. tt p. 40. 

(Cont'd).-
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TABLE XV. - (Cont' d) • 

Manitoba, Highway Traffic Act, 1931, Sea. 23 -. 
(1) The Lieutenant-Governor-in-Council may make regulations governing 

(a) the weight of a vehicle which may be driven on a 

highway, the weight of the load which may be carried 

by such vehicle, and the gross weight thereof, and 

the ascertaining of such weight; 

(b) t~e use by a vehicle of a highway or any part 

thereof, and of any bridge; 

(c) the classification of highways with respect "to 

the use that may be made thereof. 

(2) Notwithstanding the provision of this Act the council of a oity or 

town may ma~e regulations limiting the weight of vehicles whioh may be 

driven on a highway over which suoh city or town has jurisdiction. 

-----------~~----
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1]ABLES XVI & XVII. 

CAPITAL AND MAINTENANCE EXPENDITURES ON PROVINCIAL AND PROVINCIALLY 
SUBSIDISED ROADS, 1930. 

(Al 

PRINCE EDWARD ISLA1TD 

p.o. Capital $ p.o. l1ain tenanoe 

Main Provinoial Highw~ P.100 

Seoondary Provincial Highway -
County and Market 

Township and Local 

Total all Roads 

Ferries 

Bridges 

Grand Total 

Capital 

Maintenanoe 

Total Expenditure 

-
P.lOO 

-
P.100 

$190,000 

145.000 

$335,000 

190,000 P.100 64,000 

P 100 81,000 

~ ;) -
- - -

190,000 P.100 145,000 

- - -
I - - -

190,000 P.IOO 145,000 

The letters 'P' and 'M' before the peroentage figures denote 'Provincial' 

and 'Municipal,' respeotively. 

From,ttThe Highway and Motor Vehiole in Canada, 1930," pages 11 to 13. 
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TABLES XVI & XVII. (Cont'd). 

(B) 

NOVA SCOTIA 

p.o. Capital $. p.o. ~laintenance • 

Main Provincial Highway P.lOO (1) 1,072,658 P.IOO 1,038.844 

Secondary Provincial Highw~ P.IOO (2) 187,319 P.100 (3) 18,385. . 

County and Market P.10O 1,461,635 P.100 282,148 

Township and Looal .) P.100 436,164 - -
To tal all Roads ., 

2,721,612 1,775,541 -
Ferries - 14~234 -
Bridges - 72,708 - 280,283 

Grand Total 2,808,554 - 2,055,824 

Capital P. 100 2,808,554 

Maintenance .. -Pe 100 2.055.824 

Total Expenditure P. 100 $4,864,378 

(1) Includes $196,843 for maohinery, $51,790 for real estate and expenditures 

for administration, etc. 

(2) Town approaches. 

(3) Town approaohes. 
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TAB~ JiI & XVII. (Cont'd) 

(C) 

NEW BRUNSWICK. 

p.c. Capita.l $ p.c. Maintenance 

Main Provincial Highway P. 100 2,138,320 P.l00 355,934 

Secondary Provincial Highway P. 100 3,931,176 P.100 23&,000 

Coun ty and Market .J - -
Township and Local P. 100 790,961 P.10O 55,623 

Total all Roads } 6,860,457 647,562 - -
Ferries .1 - - -
Bridges - 467,828 - 346,302 

Grand Total P. 100 7,328,285 P.1OO 993,864 

Capital P.100 $7,328,285 

Maintenance P.100 993,864 

T'otal Expenditure P.10Q $8,322,149 
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TAJDIi XiI & XVII. (Cont'd) 

r 
(D) 

QUEBEC. 

p.c. Capital $ 

Main Provincial Highway P. 65 3,400,150 
M. 35 1,830,850 

Sub-Total - 5,231,000 

Secondary Pro~incial Highwa, - -
County and Market - -
Township and Local P. 50 1,656,303 

'I~ ,..' .. 50 1,656,303 

Sub-Total .. 3,312,606 -
Total all Roads P. 5,056,453 

i\! • 3,487,153 

Sub-Total _ t~1 8,543,606 -
Ferries 

Bridges P. 1,300,653 
M. 248,022 

Sub-Total 1,548,675 

Grand Crotal P. 6,357,106 
K. 3,735,175 

SUb-Total 10,092,281 

Capital $10,092,281 

Maintenance 5.108.690 

Total Expenditure $15,200,971 

ot which Provincial 11,465,796 

Municipal 3,735,175 

p.c. Maintenance. 

- -
P.100 2,502t~38 

- -
- -

P.100 2,392,992 

P.100 4',895,130 

P.100 213,560 

P.100 5,108,690 
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TABLES XVI & XiII. (Cont'd) 

(E) 

ONTARIO. 

p.o. Capital $ 

Main Provinoial Highw., P.80 6,980,533 
M.20 1,745!15~ 

Sub-Total - 8,725,666 

Secondary Provincial Highway -
County and Market 

Sub-Total " -
Township and Local 

Sub-Total -

Total all Roads 

SUb-Total -

Ferries. 

Bridges 

SUb-Total J -
Grand Total 

Sub-Total -

Capital 

'Maintenance 

of which Provincial 

Munioipal 

P.50 
M.50 

P.30 
~.70 

P. 
M. 

-
P. 
M. 

P. 
M. 

$20,049,497 

7,626,684 

$27,676,181 

16,351,436 

11,324,745 

3,066,964 
3,066,964 

6,133,928 

862,659 
2,1)12,871 

2,875,530 

10,910,156 
6,824,968 

17,735,124 

1,562,394 
751,979 

2,314,373 

12,472,550 
7,576,947 

20,049,497 

p.c. Maintenance. 

P.80 1,678,374 
14 .20 419.593 

2,097,967 

- -
P.50 1,250,927 
M.50 1,250,927 

2,501,854 

P.30 852,038 
It. 70 1,988,087 

2,840,125 

P. 3,781,339 
M. 3,658,607 

7,439,946 

P. 97,547 
M. 89,191 

186,738 

P. 3,878,886 
M. 3,747.798 

7,626,684 
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TABLES XVI & XVII. (Cont'd) 

(F) 

NORTHERN ONTARIO. 

Main Provincial Highwar 

Sub-Total -

Seoondary Provinoia1 Highway 

County and Market 

Township and Looal 

SUb-Total -

Total all Roads 

Sub-Total -

Ferries 

Bridges 

Grand Total 

Sub-Total -

Capital 

Maintenanoe 

~o~ Expenditure 

of whioh Provinoial 

Muni0 ipa1 

p.c. Capital $. 

P. 5,363,407 
M. 92,922 

5,456,329 

-
;: - -

P. 353,876 
M. 165.434 

519,310 

P. 5,717,283 
M. 258,356 

5,975,639 

- -
-

P. 5,717,283 
M. 258,356 

5,975,639 

$5,975,639 

2,114,855 

$8,090,492 

7,659,897 

430,595 

p.o. Maintenanoe. 

P. 1,706,694 
M. 61,948 

1,768,642 

- -
J - -

P. 235,920 
M. 110.291 

346,211 

P. 1,942,614 
M. 172.239 

2,114,853 

-" - -
-

P. 1,942,614 
M. 172,239 

2,114,853 
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TABLES XVI & XVII. (Cont'd) 

(G) 

lU,NITOBA. 

p.c. 

Main Provincial Highw~ P.IOO 

Secondary Provincial Highway P. 67 
11. 33 

Sub-Total -

County and Market P. 
M. 

Sub-Total -

Township and Local 

Total aLl Roads P. 
M. 

Sub-Total -

Ferries -
Bridges P. 

M. 

Sub-TJ)ta1 -

Grand Total P. 
M. 

Sub..-Total -

Capital $3,080,739 

ltaintenanoe 

~ota1 Expenditure 

of Which - Provincial 

Municipal 

734.328 

$3.815.067 -
3,281,92.2 

533,145 

Capital $' 

2,039,665 

89,532 
45.093 

134,625 

366,138 
421,665 

787,803 

2,495,335 
~, .466. '58 

2,962,G93 

-
62,029 
56.017 

118,646 

2,557,364 
523.375 

3,080,739 

p.c. Maintenance 

P.100 705,020 

P. 67 19,536 
M. 33 9,770 

29,308 

-
- t~ 

-
P. 724,558 
B. t 9,770 

734,328 

- -
- -
- -

P. 724,558 
M. 9,770 

734,328 
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TABLES XVI & XVII. (Cont'd) 

(Hl 

SASKATCHEWAN 

p.c. Capital $ p.c. Maintenance 

Main Provincial Highway P.100 5,679,055 F.100 (1) 745,398 

Secondary Provincial Highway P.1OO 4,338,534 -
County and Market P.100 961,407 -
Township and Local - - - -
Total all Roads P.1OO 8,978,994 P.100 745,398 

Ferries (2) - -
Bridges P.IOO 458,013 -

Grand Total P.100 9,437,007 P.100 745,398 

Capital P.lOO $9,437,007 

Maintenance P.lOO 745.398 

To,al Expenditure P.lOO $10,182,405 

(l) All Provincial Roads. 

(2) Construction, Maintenance and Operatlon,of Ferries charged to revenue 

for 1930 - $153,653.00 
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TABLES XVI & XVII. (Cont'd) 

Main Provincial Highway 

Secondary Provincial Highway 

SUb-Total -

County and Market 

SUb-Tota.l -

Township and Local 

Sub-Total -

Total all Roads 

Sub-Total -

Ferries 

Bridges 

Grand Total 

Sub-Total -

(I) 

ALBERTA • 

p.o. 

P.I00 

P. 50 
"\'" 
,L.J.. 50 

P. 50 
~1. 50 

P. 50 
M. 50 

P. 
11. 

P.1OO 

P.1OO 

Capital $ 

1,901,876 

310,389 
310.389 

620,778 

680,662 
680.662 

1,361,324 

476,121 
476.121 

952,242 

3,369,048 
1.467,172 

4,836,220 

5,653,000 

733,079 

4,107,780 
1,467,172 

5,574,952 

Total Capital $5,574,952 

Total Maintenanoe 1.080,746 

Total Expenditure $6,655,698 
I 

of which - Provincial 5,188,526 

Munioipal 1,467,172 

p.c. Maintenanoe 

P.100 932,683 

-- -

-- -

-- -

-
P.100 932,683 

P.lOO 92,479 

P.10O 55,584 

-, 
-, 
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TABLES XiI & XVII. (Cont'd) 

(J) 

]BIT ISH COLUMBIA. 

p.c. Capital $ p.c. Maintenance 

Uain Provincial Hlghw~ P.IOO 4,068,192 P.100 1,793,691 

Secondary ~rovincia1 Highway P. 75 (1) 844,205 P. 75 127,375 
11. 25 28l t i 02 M. 25 42,,458 

SUb-Total - 1,125,607 169,833 

COQ~ty and Market P. 50 (2) 133,740 P. 40 28,115 
:'1. 50 133.740 M • 60 42.168 

. 
Sub-Total .) 267,480 70,283 -

Township and Local - -
Total all Roads P. 5,046,137 P. 1,949,181 

M. 415,142 M. 84.626 

Sub-Total - 5,461,279 2,033,807 

Ferries - - P.J:OO l53y434 

Bridges - P.100 310.18.9. 

Grand Total P. 5,046,137 P. 2,412,804 
M. 415.142 11. 84.626 

Sub-Total - 5,451,279 2,497,430 
2 -,- ,., 

\ . 
Total Capital $5,461,279 

Total Maintenance 2,497 ,43,0, 

Total Expenditure $7,958,709 

-
of which - Provincial $7,458,941 

Munioipal 499,768 

(1 ) Primary Roads 
(2) Seoondary Roads. 
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TABLES XVI & XVII. (Cont'd) 

(X) 

(CANADA) 

SOlU'ce of Capital 
Expenditure 

Main Provinoia1 Highway P. 30,833,854 
ll. 3,668.905 

SUb-Total - 54,502,759 

Secondary Provincial Highway P. 9,701,155 
11. 630,884 

Sub-Total - 10,338,039 

County and Market P. 6,070,546-
M. 4,303,031 

Sub-Total - 10,973,377 

Township and Local P. 4,139,920 
M. 4,310.729 

Sub-Total - 8,450,649 

Total all Roads P. 51,345,475 
M. 12.919 1 §.49 

Sub-Total -- 64,265,024 

Ferries P. 19,887 

Bridges P. 4,656,704 
M. 1.Q56 1 618 

Sub-Total - 5,713,322 

Grand Total P. 56,022,066 
ll. 1319701167 

Sub-Total 69,998,233 

Total Capital $69,998,233 
Total Maintenance - 23.102 1 817 
'1ota1 Expenditure - $93,101,050 

of which - - Provincial - $75,110,450 
Munioipa1 - 17,990,600 

Source of r.!aintenance 
Expenditure 

P. 11,522,776 
M. 481.541-

12,004,317 

P. 482,298 
"'I!' 1>.1 •• 52.228 

534,520 

P. 1,501,190 
M. 1.293.095 

2,854,285 

P. 3,972,742 
M. 2,098,378 

0,071,120 

P. 17,539,000 
M. 319251243 

P. 245,913 

P. 1,303,465 
lI. 89.191 

It~92,656 

P. 19,088,384 
M. 4 1 014 1 433 

23,102,817 
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U,BLE XVIII. 

PROVINCIAL HIGHWAY DEBENTURE DEBT O!JTSTANDING DECEMBER 31, 1930. 

Prince Edward Island 
Nova Scotia 
New Brunswick 
Q,uebeo 
Ontario 
Manitoba 
Saskatchewan 
Alberta 
British Columbia 

Total for Canada 

(1) ~otal inves~ent, 1919-1930. 
(2) As at April 30,1930. 

$ 1,300,000 
20,828,870 
20,516,450 
36.227,000 

147,118,627 (1) 
13,839.833 
28,645,587 (2) 
24.793,356 (3) 
33,389,255 

326,658,978 

(3) Assets at March 31, 1930, (highways, bridges, ferries). 

From,tt~he Highway and the 1.totor Vehicle in Canada, 1930,tt p. 14. 



Prince Edward Islan4 
Nova Scotia 
New Brunswick 
Q,uebec 
Ontario '! 
Manitoba 
Saskatchewan 
A.1berta 
British Columbia 
Yukon 

Canada -

Prince Edward Island 
Nova Scotia 
New Brunswick 
Quebec 

~ Ontario 
ManItoba 
Saskatshewan 
Alberta 
British Columbia 
Yukon 

Canada -
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TABLE XIX. 

SUMMARY OF REVENUES 

(A) 

Revenues trom Registration. 

1930 1929 

$ $ 
145,994 115,414 

1,052,480 933,703 
876,987 781,834 

5,298,217 4,895,022 
5,566,200 8,025,844 
1,019,894 1,047,885 
1,954,549 2,407,000 
2,014,927 2,031,627 
2,174,597 2,090,812 

2,438 2,296 

Increase 

$ 
30,580 

118,777 
95,153 

405,195 
-2,459,644 

32,009 
-452,451 

16,700 
83,785 

142 

20,166,283 2~3~37 -2,165,154 

(B) 
Gasolene Tax. 

1930 1929 Increase 

128,366 108,156 20,210 
851,725 712,159 139,566 
659,797 499,907 159,890 

4,075,368 5,535,861 539,507 
10,756,836 8,497,594 2,259,242 

1,099,778 7Z8,800 360,978 
1,538,556 1,431,809 106,747 
1,939,048 2,148,419 209,371 
1,605,751 1,072,263 533,488 

- -

22,655,225 1~44,968 3,910,25' 

Per Cent 
Increase 

26.5 
12.7 
12.2 
8.2 

- 30.6 
3.1 

-18.8 
-0.8 
4.0 
6.2 

-9.7 

Per Cent 
Increase. 

18.7 
19.6 
32.0 
15.3 
26.6 
48.9 
7.5 
9.7 

49.8 
-

20.9 
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TABLE XIX. (Cont'd).-

(C) 

Total Revenues. 
Per Cent 

1930. 1929 Increase Increase 

Prince Edward Island 274,360 223,570 50,790 22.7 
Nova Soot1a 1,904,205 1,645,862 258,343 15.7 
New Brunswick 1,536,784 1,281,741 255,043 19.9 
Quebec 9,373,585 8,430,883 942,702 11.2 
Ontario ~ 16,323,036 16,523,438 -200,402 -1.2 
Manitoba 2,179,672 1,786,685 592,987 22.0 
Saskatohewan 3,493,105 3,838,809 -345.704 -9.0 
Alberta 3,953,975 4,180,046 -226,0'1 -5.4 
British Columbia 3,780,348 3,163,075 617,273 19.5 
Yukon. 2,438 2,296 142 6.2 

42,821,508 41,076,405 1,745.103 4.3 
Canada 

Revenue figures for Ontario are for fiscal year ended October 31. 

From, "'!he HlghwaJ'and;the Motor Vehicle in Canada, 1930,'· p. 24. 
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TABLE XX. 

ITEMISED REVENUES, 1930. 

Prince 
- Edward Nova 

Island Scotia 

$ $ 
Passenger Automobiles 129,370 779,216) 
Motor truclts 12,285 158,839) 
Motor buses 21 - ) 
Taxi cabs - - ) 
Motor cycles 154) ) 
~ractors - ) 4,894) 
Trailers 28) ) 
Road machines,flushers,eto . 

~ ) -
Ambulances and hearses - .; ) 
Chauffers'licenses 394 32,420 
Other drivers'licenses 653 46,305 
Dealers'licenses--

Passenger 1,200) 
Motor truok ) 9,211 
Motor cyole 30) 

Garage 1 ieens es 
Gasolene station licenses • -
In-transit licenses .12 - -
Duplicate cards & badges - -
Transfer of cars 10,304 
Mileage tax on motor buses -) 
Mileage tax on motor trucks ~) 1,947 
Fines - 7,486 
Miscellaneous 1,85Q 1,859 
Operators'InstructioD 

permits. 
.. - -

Tota1.
Gasolene tax 

145,994 1,052,480 
128,366 851,725 

New 
Bruns-
wick 

$ 
625,978) 

) 
} 
) 

181,145} 
) 
) 
) 
) 

18,736) 
38,240) 

7,662 

-
805 

1,210 
." --.. -- ) - ) 

2,223 
988 

. 

-
876,987 
659,797 

Quebec (1)Ontario 

$ 
2,881,S9!l 
1,442.762 

-
f 

11,084 
5,182,324 -

52,375 
-

156,462 
475,781 

(3) ~7,299 
(3) 5,905 
(3) 132 
(3) 27,930 

232 -~'I 10,515 -
2,446 10,406 

(3) 156.086 
155,413 

40,297 6,959 
71,740 100,496 
1,178 18,095 

- 16,609 

5,298,217 5,566,200 
4,075,368 10,756,836 

Grand tota1.- 274,360 1,904,205 1,536,784 9,373,e8a 16,323,036 

(1) Revenue figures for Ontario are tor fiscal year Nov. 1,1929 to Oct.31,1930. 

(3) Included with revenue tram motor vehicle registrations. 
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TABLE XX. (Cont'd). 

Manitoba 

-
Passenger automobiles 866,398 
}lotor trucks 112,585 
Motor buses - ) (2) 
Taxi cabs - ) 
Motor cycles 2,534 
rr rac tors -
T~a118r.8. ~ 906 
Road machines,tlushers.eto. -
Ambulances and hearses. -
Chautfeurs'licenses. 25,575 
Other drivers'lioenses 42,931 
Dealers'licenses--

Passenger 14,777) 
Motor truok - ) 
llotor cycle 15) 

Garage licenses 
Gasolene station licenses 
In-transit 1ioenses -
Duplioate cards and badges " -
Transfer ot cars 14,17S 
Mileage tax on motor buses -
14i1eage tax on motor truoks -
Fines -
Misoel1aneous 

_t.J -
Operators'instruction permits • -

Total 
Gasolene 

tip total 

1,079,894 
1,099.778 
2,179,672 

(2) Includes dealers' general livery. 

Sask:at-
chewan 

1,422,555 
403,535) 
16,076) 

1,617 

---
11,390 

-" -
42,705 

233 
-

244 
11 

32,654 
-

" --
23,529 

-
1,954,549 
1,538,556 
3,493,105 

Alberta 

1,528,805 
345,928 

14,958 
2,'602 

-'. -_IJ 

~ 

-
12,186 
13,111 

37,228 

" -511 
--

1,016 
21,353 
13,782 
4,231 

18,566 
630 
-

2,014,927 
1.939.048 
3,953,975 

British 
Columbia 

1,035,868 

421,852 

7,483 
-

3,717 
..::,) -

30,970 
24,268 

19,939 

153 
-
-

1,71-9 
25,485 

-'. -; -
3,143 , -

2,174,597 
1.005.751 
3,780,348 

~"'rom, "The Highway and the Motor Vehicle in Canada, 1930,'t p. 25. 

Yukon. 

1,310 
640 --27 
220 

--. -
10 
---
--

; ----
" ->j ----

231 
I -

2,438 
-

2,438 
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StD4MARY or REGISTRATIONS, 1930. 

Passenger Cars Total Motor Vehicles 

Estimated Total Number at r.rota1 Number at Increase in 
Province. Population Number persons number persons motor vehicle 

1930 per car per motor registrations 
vehicle in 1930. -

1930 1929 1930 1929 Number Pt c. 

Prince Edward Island 85,800 5,611 13.0 15.5 7,402 11.5 14.0 1,261 20.5 
Nova Scotia 553,900 36,078 15.4 16.3 43,036 12.9 13.8 3.022 7.5 
New Brunswick 423,400 30,318 14.0 15.0 34,633 12.2 13.2 2,961 9.4 .-
Q,uebeo 2,734,500 140,802 19.4' 20.3 178,975 15.3 15.9 9,429 5.5 

N 

~ Ontario 3,313,000 491,007 5.8 5.9 554,669 5.9 6.0 20,193 3.7 -
Manitoba 671,500 58,550 9.8 9.7 79,308 8.5 8.5 1,468 1.9 
Sasltatchewan 882,000 108,161 8.2 8.0 129,861 6.8 6.7 - 368 -0.3 
Alberta 650,000 85,057 7.8 7.6 102,652 6.4 6.5 3,002 3.0 
British Columbia 597,000 80,766 7.4 7.6 98,943 6.0 5.2 3,295 3.4 
YUKon Territory 3,700 134 27.6 22.7 208 17.7 15.2 10 5.1 
Northwest Territories 9,500 - -

Canada 9,934,500 1,047,494 9.5 9.7 1,239,888 8.0 8.2 44,294 3.7 

From, "The Highway and the Motor Vehicle in Canada, 1930,·t p. 15 
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SUPPTiEMENT A. 

At the annual general meeting of the Canadian Industrial Traffic 

League. held in the Mount Royal Hotel. Montreal, on January 28,1932, the 

following recommendations, as ~resented by the Highw~ Transportation Comm

ittee of the League, were adopted: 

" 1. That the provinces be petitioned and requested that no 

furth~r major changes be made in their present regulations affecting motor 

commercial Vehicles until such time as the Duff Commission has had an opp

ortunity of completing its investigation into the railway situation in 

Canada. 

" 2. Tllat the operators of oommercial motor vehicles on highways 

be su~ject to reasonable taxation and regulation, and that the provinces 

either colleotively or individually endeavour to obtain through competent 

authority an estimate as to what amount the operators of different olasses 

of motor vehicles should oontribute to the provinces towards the construc

tion and maintenanoe of highways before making effective any further regu

lations o~ taxation on said motor vehicles. 

tt 3. That the provinoes now having regulations for operation of 

motor vehioles on their highways should endeavour to striotly enforoe such 

regulations before any further regulations are proposed. 
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"4. ~hat the railways further investigate the possibilities in 

oonneotion with the co-ordination of rail and motor facilities. 

tt 5. That the provinoial governments be petitioned with the 

request that the Canadian Industrial Traffic League be permitted to have 

acoess to any future legislation respeoting motor transportation before 

same is adopted.·t 

The italics are my own. 

From, "Industrial Canada·t February 1, 1932, issue, pages 66 and 68. 
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SUPPI&1ENT B. 

T710 VIEWS OF CO-ORDINAT ION. 

The London Daily Herald, a Labour organ, as quoted on the 

Editorial Page of the Montreal Daily Star of March 28, 1932, under the 

caption: ''Link up all Traffic; It says:-

"Transport in all its for.ms should be regarded as a single 

unified service. That is the root prinoiple Which sooner or later those 

who wish to solve the perplexing traffio problems, now becoming aoute, 

will have to recognize and aot upon.~ 

The Winnipeg Tribune, Independent Conservative Organ, believes 

that competition in Canadian transportation is bound to continue. The 

following editorial was republished in the "Ormstown Bulletintt of lwIarch 

31, 1932:-

Tg& RAILWAY COMMISSION. 

"The Canadian people will not pe~it a railway monopoly under 

private ownership. Neither are they in a humor at the present time to 

bring about a railway monopoly under publio ownership. But so far no res

ponsible public man, no responsible railway official, in faot, no one 

whose voice carried any weight of authority whatever, has advocated amalga

mation. Hr. Bennett's last word on the subJeot was his well-ltnown slogan: 

"Competi tion ever; amalgamation never. It Mr. King is as vigorous in his 

insistence on the maintenanoe of both railways as independent systems. 



And from ~r. Bennett and Mr. King the list of those who have expressed 

unqualified opposition to any such idea could be prolonged indefinitely. 

To suggest, therefore, that the Royal Commission is going to yick up the 

idea out of the thin air and present it in any for.m as its major reco~~en

dation for the solution of the difficulties of the railways, staggers 

credulity." 
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SUPPl'.'ItJlEENT C. 

REGULA:TIONS GOVERNING l!OTOR TRAINS IH THE PROVINCE 
OF QlJEBEC. 

The following is of interest in connection with the methods of 

taxing the trailer which we outlined in Chapter VI.: 
1 

l!OTOR TRAIHS LEGAL. 

"Motor trains will now be legal in the Province of Quebeo, subject 

to certain oonditions, for an order-in-council outlining the rules and regu-

lations governing their operation has been assented to by the Lieutenant-

Governor in Council. 

"Heretofore owners of motor trucks have been allowed to attach 

trailers to their trucks, and entitled to load the trailer with a weight 

equal to one half of the load on the truc:t itself. They ftl)r'esente.d .. to ~the 

Government that the trailer really 1'9j;lr::~sc~-:ted B. second truok, motorless, 

and that there was no reason to l~it the.weight it should carry. 

't~he truck. owners sought to have regulations established permitting 

them to load the trailer with a weight e~ual to that on the truck itself, 

and their request has now been granted. It is believed that this latest move 

is a blow at freight carrying by trains. 

et In the rules and regulations it is pointed out that these 'tmotor 

trains" shall not be composed of more than two units in cities and towns, 

and three units elsewhete, with each vehicle, whether towing or towed, count-

ing as one unit. 

1. From the Montreal Daily Star, April 19, 1932. 
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NEW REGULATIONS. 

ft ~he rules and regulations are as follows: 

1.- A motor train shall not be· composed of nore than two units 

in cities and towns or 'of more than three units elsewhere. 

2.- Each vehicle, whether towing or towed, counts as one unit. 

3.- ~he provision of article 40 of the act respecting motor ve

hicles and renendments ~ade tliereto by order-in-council No. 924, of the 9th 

of May. 1930, apply to each unit composing a motor train. 

4.- The wheels of a trailer or semi-trailer, as well as those of 

the tractor, must be equipped with rub1~er tires or with tires made of other 

materials having the same elasticity. 

5.- Save as regards vehicles registered as trailer or a semi

trailer used for the transportation of passengers must not be attached to 

a motor vehicle used for the transportation of merchandise, or vice versa. 

6.- If the tires on all the wheels ot the units composing a motor 

train are pneumatic, the speed of such motor train shall not exceed 12 miles 

per hour, whether all or any of such units are loaded or not. 

If suah tires are entirely or partly non-pneumatic, the speed 

of such motor train shall not exceed eight miles per hour, whether all or 

any of such units are loaded or not. 

If the trailer or semi-trailer is used for the transportation 

of passengers, all its wheels must be equipped with pneumatic ~ires. 
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FEES PAYABLE. 

" 7.- The fee payable for the registration of each trailer or semi-

trailer owned in the province, and forming part of a motor train, is based 

on the weight of such trailer or semi-trailer and is at the same rate p~r 

1000 pounds as that established for motor vehicles equipped for the same._ 

kind of transportation. In adJ.i tion to such tee based on the weight, a fixed 

tee of ~5.00 per motor train is payable to the province. 

8.- The publio highw~s on WhiCh, or the localities in whioh the 

motor trains may circulate,must be indicated on the permit. 

9.- Eaoh trailer or semi-trailer subject to registratio~ shall carr,y 

a marker fixed outside on its rear. 

10.- During the h')urs mentioned in paragraph 2 of article 27, a 

motor train ~ust carry a red light at the rear of the last unit constitut~ng 

such motor train. 

11.- A motor vehicle or a vehicle drawn by a horse or other animal 

towing a motor vehicle, whioh, by acc!dent, is out of running order, does 

not constitute a motor train. 

12.- Subject to the prohibitions and restrictions imposed by the 

act respeoting motor vehicles and subject to the modifications made to suCh 

act by the present Order-in-Council, the act respecting motor vehicles shall 

apply to motor trains." 
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FIi:DINGS OF ~HE IN:2ERST.A.1E COl!lERCE COMMISSION WITH 
RESPECT TO CO-ORDINATION OF TRANSPORTATION 

SERVICE. 

~he following interesting press report fram the Montreal Gazette 

of April 19, 1932, was reoeived too late to be discussed in the text: 

tiThe United States Interstate Commeroe Commission to-day recommen-

ded Government regulation of motor vehicles engaged in interstate commeroe 

and that railroads and water lines be encouraged to use the publio highways. 

tt~he commission's deoision in the form of recommendations, which 

are expected to be transmitted to Congress, makes the following findings: 

"That transportation by motor vehicles, buses and trucks, over the 

public highways is, ~ithin certain distances, and in certain respects a 

superior service and that the rail and water lines should be encouraged in 

the use of this instrumentality of commeroe wherever such use will promote 

more efficient operation or improve the publio service; 

"That there is substantial oompeti tion between rail and water 

carriers on the one hand and motor carriers on the other for the transporta-

tion of both passengers and freight and that this oompetition is increaSing; 

"That suoh competition is oonduoted under oonditions of inequality 

particularly in r0~ard to regulation; 

tt1hat a oontributing ca.use a.side from the general business condi-

tions of the present unsatisfactory finanoial condition of the railroads is 

the existence of unrestrained competition by rival transportation agencies; 
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-That there is to-day and probably would be under normal conditions 

an. excess of carrying capa9ity of existing transportation facilities; 

"That unrestrained competition is an bnpossible solution of the 

present transportation problem and is incompatible with the aims of co-ordina

tion under regulation; 

"That federal legislation relating to the regulation of motor ve

hicles operating u90n the publio highways and engaged in interstate commerce 

is desirable in the public interest." 
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SUPPLEllENT E • . 
~:rz;,7 A~TITUDE OF ~HE CANADIAN RAIL-.7AYS ~O-\V~?D5 CO-ORDIITA:2 ION 

OF ?AIL A~m lIOTOR ''::RAJrS?O:1. 

Since our chapters dealinc; with COr.1~)Gtiti)n between rail and motor 

transport were written there has been a very marked change in the attitude 

of Canadian railwaymen towards the use of ~ctor vehicles as adjuncts to the 

rail services. 

In the :.rontreal Gazette of April 20, 19~12, we have the opinions of 

prominent Canadians in this resr:-8ct: 

"Co~=??tition o't1_~ht at least to be fo.~_r and -;1::811 it is fair then we 

h3.'7e got to take ::ur chances, tt declared Sir Henry ::h;)r~l ton, pres ident of the 

Canadi~ :Tational ~ailways, to-day before the House Committee on National 

Railways aYld Shipping, durir:g a lengthy discussion of the extent to which bus 

and truOK. and competition was eating into the reV0~'l'c19S of tLe ste3:.u railways. 

"':le have got to the point now," said Sir lienry, with emphas:s,ttthat 

the day for tal::ing is over, 'ae :~1ust set up and do something. For the last 

three or four years we have been talking and investigating and, quite frankly, 

the time has come to stop tal king and 80 to work, we must tryout somethl't'lg 

and find out what is g:!ing to happen. Talking is not going to cure this ." 

"It was made plain to the comrnittee by Sir Henry that he would not 

condemn bus and tructt transportation. 'rhey were necessary lin~s in the trans-

portation system, especially on short hauls. Bus and trucks cOl~ld operate 

profitably on the short haul, while it was the long haul that was profitable 

for the steam roads. 
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tt A shipment of freight,l' Sir Henry explained, ttdoes not conmel1ce 

to earn money for the carrier until it is on the road on its way to destina-

tion. The yard expense and freight-house expense is merely preparatory to 
-

putting that package of freight in the position of getting on its way and 

earning same money for the railway. The longer the movement the less the pro-

portion of terminal expense to the total rate. That is the reason why long 

haul business even at lO·Ner rates, is more profitable to the railways than 

short haul b~siness. There is a certain amount of this short haul business 

that has gone for good, but we must take steps, and take them soon, to pre-

vent any furthereacroachment upon the revenues of the company by the luring 

to the highways of this long haul traffiC, which is our most remunerative.: 

traffic." 

SPURS FOR BO':rH LIUES • 

.. Discussion of bus and truck competition was provo~ed by a question 

from Brig.-General John S. Stewart (Cons.,Lethbridge), and Sir Henry, in 

replying to General Stewart's query, made it plain that he was speaking not 

only for the Canadian National, but also for the Canadian Pacific Railway, 

that this problem was not peculiar to one road, but to all railways on this 

continent. Making it plain that the two railways were at work on plans to 

meet bus and truck:~competitl-otJ" Sir Henry said: 
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tt The two railways are working in acoord \~i th a view to retaining 

as muoh traffio to the rails as possible. We have tried with suocess the ex

periment of moving on looal passenger trains less than oar-lot freight. r:le 

have adjusted the tUne of certain freight trains in order to give quicker 

delivery and ~eet more effeotively the highway oompetition. ~e have unde~ 

consideration with the Canadian Pacifio Railway still more far-reaching and 

important methods of dealing with the situation. 

It As far as competition with highways goes, there is only one way 

to oompete, and that is to com!,ete. It is no good for the railways to ex-pect 

to retain traffio on their lines if they offer a service which is not commen

surate vui th the highways, so when I aq that the only w~ is to compete, I 

mean by measurably meeting the character of competition with which we are 

confronted. " 

" Hon. \'/.D. Euler (Lib., North Waterloo): You do not necessarily 

mean that you might go into the same method of transportation?·t 

" Sir Henry Thornton: "That may be, that is exactly what I mean. 

One of the avenues \lJhich we are now exploring is to meet highway competition 

with the same character of service, both in collection and delivery.,t 

t. R.B. Hanson (Con., Yorlt-Sudbury), the chairman: "\Vi11 you not 

have to get the provincial jurisdiotions to pass proper re8ulatory legisla

tion ?'t 

It Sir Henry: "That is true. In meeting this situation, those who 

use the highways should be obliged first to pay such a oharge for the use 

of the highway as is oommensurate with the use they ma~ of it. 1 see no 



reason "oiLy those who use the highway should be provided, either at the 

expense of the province or state, with a highway free of charge. If some 

individual is going to use the highway for transportation purposes, he 

ought to pay some charge commensurate with the use he gets from it. 

"Secondly, the vehicles which use the highway for commercial 

purposes should be limited both as to size and speed, first to prevent 

undue destruction of the surface of -vhe high\vay and, secondly, not to 

interfere with the reasonable use of that highway by others, who use it. 

For example, the size of a trucK or cO!Il"TIercial vehicle which uses the 

high\"ay should be somewhat less than one-half the width of the travelled 

highw~ in order that other vehicles may pass it with safety and conven

ience. 

"~hirdly, the rates t both passe~ger and freight, which are 

charged by companies using the highway should be subjected to the same 

review as is the case with respect to steam railway rates and fares. 

t'Fourthly, those to whom passe~gers and freight are confidad 

for movement, those who operate the venicle on the highway, should be 

subjected to some reasonable examination to ascertain that their physical 

condi ti on is suoh as permi ts them to use the highway with safety." 

"Hon. R.J. Manion, Minister of Railways: nls it not correct 

that if you do go into the motor business to a certain extent in competi

tion that the two railways are likely to go in together in anything they 

do ? Are there some oonversations proceeding ?tt 
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"Sir Henry: I'That is true. This is not exclusively a Canadian 

National problem and it is not exclusively a Canadian Pacific problem; it 

is a railway problem in which both railways are vitally interested, and 

we are endeavouring to solve this problem jointly, and to do jointly that 

thing which will bring to both of us a maximum of traffic with a min~um 

of expense." 

"Answering questions by Ross W. Gray (Liberal, ''''est Lambton) and 

Ron. James D. Chaplin (Conservative, Lincoln) as to what progress was being 

made in efforts to control the roads for bus and truck o?eration, Sir Henry 

said: "We have held conversations with the Canadian Pacific~ and we have 

prepared a policy. ~e have agreed upon the representations which ought to 

be made to the provincial Govermnents and also to the federal Government. 

Secondly, we on the Canadian !rational Railways have evolved a plan for 

dealing with the situation. We must necessarily avoid as far as possible 

capital expenditure, but we have developed what we think is a reasonable 

and effective solution of the problem, and that has been presented to the 

Canadian Pacific Railway and is now under discussion between operating 

officials of the two railways. I have no doubt that within the next week 

or two something will be decided upon.'· 

"Asked by Mr. Euler what was the extreme radius of profitable 

truck operation on the highway, Sir Henry said somewhere between 100 and 

150 miles. tt~he principle we have been working upon, said Sir Henry, t1 is 



to use the railway where it is most effective and where it can compete 

most effectively, na~ely, in long distance movements, and supplement that 

with some for.m of collection and delivery. It is not our intention to go 

exclusively into the highway business, but we want to use the highway in 

conjunction with the railway, which we already possess, making the most 

out of that implement \~hich we already have. tle oannot, however, meet 

highway competition for short distances, say, between 50 and 100 miles. K 

"Frank R. 11ac.iillan (Conservative t Saskatoon): '·Have you made 

a submission to the Royal Cammission on ~ransport in this oonneotion ?» 

"Sir Henry: "Yes we have. tt 

"!.ir. Euler: "Would you say that the advancement being made by 

trucks in competition with the railways is now at its pea~ or is it still 

increasing ?" 

"Sir Henry: "1 think it will continue to grow unless the railways 

are able to check its growth by offering effective competition." 

"Dr. Peter l:cGibbon (Conservative, :Iusk:oka): "Can the ra.ilways 

successfully meet the highway rates for short hauls, for passengers and 

freight ?" 

"Sir Henry: "1 think: not. I think we must make up our minds that 

the highway has established itself as an efficient method of transportation 

for short distances." 

"Dr. McGibbon: ttlt you got the business you would probably lose 

money on it ? " 
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"Sir Henry: tIThe short haul business is the least remunerative." 

ItS.71. Fairweather. of the railway's bureau of economics, told the 

committee that the truok became an uneconomic means of transportation beyond 

a radius of 40 miles. From a national standpoint it cost money to truok on 

the highways. ~r. Fairweather added. He declared that the total cost of trans

po r1tation in Ca.nada, including the interest on fu..'1ded debt,wa~ about 

$550,000,000 annually, while the Oowltry was spending over $900,000,000 a. 

year on highway transport. This last figure, he added, included market roads. 

''Then this figure was divided, he said, it showed tha.t the cost of passenger 

vehicles on the highways was about $750,000,000 a year. Out of that gran.d 

total of ~~'900,000,OOO the cost of the highways themselves was $103,000,000 

annually." 
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Statesmanship, at Winter Park, Florida, on January 10, 1931. 
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Is the Competition Between Rai1roads and Motor Carriers Unfair? by 

R.C. !Ulbright, of the National Industrial Traffic League, November 20, 

1930. 

Circulars of the National Industrial Traffic League. 

The Motor Bus Tax Burden, 1931; distributed by the National Association 

of t!otor Bus Operators, Washington, D.C. 

The i.!otor Bus Operators' Viewpoint, by A.M. Hill, President of the 

National Association of :.!otor Bus Operators. 

Bus Facts for 1931; distributed by the National Association of llotor Bus 

Operators, Washington, D.C. 

1931 ~dition - Highway Tax Costs, by John E. Walker, distributed by the 

!~ationa1 Automobile Chamber of Commerce, New York. 

Facts and Figures of the Automobile Industry, 1931 Edition; distributed 

by the National Automobile Chamber of Commerce, New York. 

Memorandum for the Railway Commission, presented before Royal Commission 

on Transportation at its Montreal sitting on January 14, 1932, by W. F. 

Drysdale, M.E.I.C. 
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Uemorandum for the Railway Commission, presented before the Royal C9mmission 

on Transportation at its ~ontreal sitting on January 14, 19~2, by the ~uebec 

Motor Highways Association. 

To the following gentlemen I am ~ndebted for valuable criticism 

and advice: 

Mr. A.D. Ferguson, of the Bureau of Economics, Canadian National 

Railways, Montreal. 

:.rr. ·.~l.F. Drysdale and llr. E.C. Richardson, ot Drysdale and Pease, 

Consulting Engineers, Montreal. 

~.~r. Francois J. Leduc, Consul ting Engineer, Montreal. 
" 

~.ir. H.R. Mallison and Ur. Jacques Perron, of the Provincial Trans-

port Company, Montreal. 

1!r. ~.1.~. Tuff and Ur. J.H. Thessereault, of General Motors Products 

of Canada, Heavy Truck Division, Montreal. 

• • • • • • • • • • • • 
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