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Abstract

The purpose of this stgdy; was to study the hog
ﬁransportation ‘industry in - Alberta. Refefendé 1s made to
both pricing and operational efficiency, each of which

impact on market efficiency. Pricing efficiency observations

are made with rgspeét to government regulations and

operational efficiency cohcerns deal with the Alberta Pork

Producers Marketing Board (APPMB).

o

©  The APPMB was found to be opé 3
given the ci:cumstancés under which the fgﬁﬁB must oOperate.
Improvements in market efficiency will primériiy arise via
deregulation 6f the truckihg industry. These improvements
will | be vclosely 'liéked to improvements 1ih pricing
efficiency. |

A' review of recent stUdjés on trucking reéulation
provided the béckground to issdes in Canadian trucking
regulétion. Reference is made to' the histbricgl development
of *truckigg”m:egu;afibnsmfaSM®nell,mas the  federal and
provincial roles' in trucking regulation. Also included in
this_study is a‘review of the procedures for obtaining an
exﬁ:a—provincial operating authority. Itlappgars that there
are prébléms with the process for the_granting of operating
authoritieﬁ. One of the problems that the study has pcinted
out 1s the apparénf lack of a definition for the term "in
the public interest" which is ;Sed in publié hearings.v

A questionnaire was sent to truckers hauling hogs 1in

Alberta ,to gain information on rates, costs, backhauls, and
O W '

iv

Yonally efficient,
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equipment. The response rate for the questionnaire was low.
However(\thé use of data on rates and destinations supplied
by the . Alberta Pork Producers Marketing Board enabled the

1

researcher to fulfill and supplement the objectives of the

. . . -7
guestionnaire. In the study for example, 1t is shown that
trailers‘tend to be underutilized'on &mckhauls, u;étes are
variable "between - census divisions and totai'costé afé in
many cases unknown by respondents.

This study chose linear programming as the tool to.
pgeSent a situation which minimized transportétion costs,
for hogs marketed in Alberta, over a one year period,
Results frOm the model showed that minimized coéts: were
slightly over 7.4 million‘uﬁollaré,.nwhich ln turn were
compared to the costs of actgai hoé mo&emenfs. The’

‘aﬁifferenée between the modelled results‘ ana' the actual
résulis was approximately 1 million doll;rs or 14 ©percent.
Therefore, 1t would appear that the actual peffbrménce of
the Alberpa‘ Pork 'Producefs‘ Marketing Boafd, ;hich must

S

minimize costs on a day to day basis, was close to the
S . ¢

modelled results. _ 4 .

Presented Dbelow are some of the major recommendations
from tlge sfudy. In the case of extra -and intra provincial
operating authorities it 1is recommended that the: term

AT . o S
_domeStic l1ve§tecx\got be used and 1in its place specific
- livestock be listed. For example an authority will specify

the type of livestock (hogs)'which trucking firms may haul.

Hogs, being a primary agricultural good should be exempt

\Y%
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from regulations., The nature of the broduct requires that
time fof'delivefy to market be at a miﬁimum. This wéuld be
in line with the exemptions fof primagy aériculturaligoods
ih the: U.S.u The reéent proposed changes 1in trucking
regulatign agre?d upon by federal and prévincial agencies
would shift the burden of bfoof from the applicant to the
respondent fo} the éranting of operating authoritiesﬂland is
fully sﬁpported by this study. This proposéd change would
makg thé'hearingvproéess moye equitable and the incideﬁc; of

friviolous objections would be greatly reduced.

-5
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‘I. Hog Transportation.in Alberta
[ ‘ ‘« :
\ : o , , . i
A.\Introducﬁion A -

\\<The mgvemeﬁt of hogs by truck both within and outside
;oﬁ\ Alberta forms an importaﬁﬁ\\Link ip the ptodpcér fo
éo&gumer flow of hogs and hog products. Truéks are the major
modé of transportation for moving hogs from the produter to
the packing plaﬁts. |

Truck transportation "hag been  regulated (see
introdﬁction to Chaptef II for a definition of regulation)
in Canada for_pver 50 years.‘Ménf\Hndivianls in the private
‘and public sectors have questioned the need to regulate
trucking. This coneern has arisen in light of chahges which

;have occ&rred over “the last SQ years in the trugiﬁng:
“égindustry; McLachlan (1971) studied the need to regulate
trucking byAcomparing the trucking regulations in Alberta
Qiph those of several otﬁer provinces in which trucking was
considered to be vheavily‘ regulated. In many cases the

Alberta " trucking 1industry wgs found to bé further ahead or

at least no worse off than trucking firms i ei:regulated'

W
provinces, using for example, profits and number 6; business
failures. Alberta 1is considered as/ one of the "less"
regulated provinces. Intra-provincial Albertavtfuckers.aré
not subject ﬁo entry or raﬁevfegu atiohs. Extra-provincially
truckers’ are subject to entr regulations but not rate-

regulations.



/ 2

In a comparison of variab?l}ty of profits McLachlan
showeq that "trucker profits_ére virtually unaffected by the
presence or absénce of requlation."' However, with regard to
" rates, McLachlan démonstrated that prices ‘tended to be
highgy under regulation.,

McLachlan also inveéfigated the effects of regulation
on private motor transport (PMT) (vehicles owned by the
shipper) and the usé of PMT in'_regulated provinces as a
substitute for for-hire carriers. He infers that

"It is probablé that regulation via 1its effect on
price and - the flexibility of the for-hire carriers
has induced some shippers to . turn to substitutes
such as PMT. In this sense regulation has probably
damaged the interests of the for-hire carriers, 'as

it has tended "to exclude them from business that

would otherwise probably hﬁve been theirs.™? |

McLachlan citeé “Alberta as being less regulated
relative to othér‘:pro§inqes. Nevertheless, there are
concerns, °in Alberta, especially with  regard. to
extra-provincial trucking. Regulations have hindered the
~movement of. commodities by carriefs (without operating
authorities), who feel they can offer a sgrvice at a
competitive rate relative to the carriers Qith an operating
authorify. 'An  operating authority provzae; the right to
operate a vehicle which carries certain gqoods over set

routes. Comments « made by these individuals - will be

feproduced.in Chépter 111 dealing with the questionnaire.

' McLachlan, D.L. Canadian Trucking Regulation, Discussion -
Papers Series #17, (University of Calgary, Department of
Economics, 1971), p.24. : ; )
_? McLachlan, p. 34.
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There are no recent studies_rwhich investigate the
movément of hogs and related trucking rates in the province
of Albefta. Dawson, in 1971, studied the effects of reducing

. |
the number. of hog assembly locations 1in Alberta, and
: ?m?loyed a transportation model to calculate the minimum
V'C?ﬁts. of shipping hogs frqm supply locations to aésembly
péi;Es in Alberta. |

Currently the Alberta Pork Producers Marketing Board
(APPMB) is concerned with tﬁe variation iﬁ trucking -rates
both intra—provinciéliy and extra-provincially. These
concerns are’feflected,in the APPMB decision to purchase
trailers for the movement of hogs across'provinéial borders’,
"This action by the Board is representative of the argument
put fbrth by McLachlan regarding private motor transport as
quoted earlier. Tﬁe‘use of PMT has. already resulted in
adjustment in rates toward those in areas where the Board
were - operating these trailer units. In' view of these
changés,'the Board recently has sold these units.

The preéenf regulatory system has. given' rise to
inequities? in the granting of operating authorities, which
in egsence allow a holder of an operating authority to
charée prices which may be above those offered by carriers
who do not have = an authorityhy For example, unauthorized
firms have not been permitted to offer trucking services to
‘the APPMB and the producers due to the present régulations.
An'investigatidn of the proceedings involved 'in the granting

of an operating authority as well as some of the drawbacks



of the proceedings are reported in Chapter II. Included in
the di§cussi;n is an outline of the obstacles @hiéh carriers
~and sh&pper% face in obtaining an operating authority.‘#‘

In &phé .near future the present requlatory system for
gruckiﬁg will be chénged[ as‘agreed upon by the provincial
and federal governments. This sagreement will be an attempt
to consider expanding‘the list of commodities which will be
classified under the "ease of entry“ conditibns: These would
be commodities, the transportation of which, may be
authorized without proof‘ of public need and conveniencé.
Under the changes proposed, firms would no longer attempt to
operate by maximizing returns bésed on the present
regulatory frameonkr The-objectivé of the proposed changes
s to increase ¢ the efficiency of the Canadian trucking
industry through reducing the cost of compliance and through

encouragement of greater competition,

B. Problem Setting . T . Lot

The Alberta Pork Producers Marketing Board in
. , R -
cooperation wgth the Alberta Agricultural Res&argh,Trust has

funded - this

study of the transportation of_hqgg‘frates and -
destinations) in Alberta. Incorporated in thgkgzﬁdQ‘will be
an .analysis/ of market efficiency, with respect to'tfucking.
Comparisons /between areas and within argasbwill be maae t&
gauge Bow well the trucking 1industry 1is serving the
‘interéSts f the producers. These comparisons will be based .

on the number of carriers hauling in an area, .variability of



transportation rates and pick-up chafges. The comparisons
will Be done‘in aggregate and ‘by region. The 1information
gathered may indicate defiéit and surplus areas with réspect
to trucking-seryices. A questionnaire which was sent to
truckers Eauliné hogs will be used to gather data to analyze
the above éomparisons.

In gauging market efficiency it is usual to look at the
gperational and pricing efficiency componénts. In the
mark€éting process a product - moves through various stages
producing time, form, and place utility. Each of these
stages has a cost attachgd'and'fhe sﬁﬁ of these costs:are a
measure of operationél efficiency. Pricing efficiency deals
with price and whether or not market price reflegﬁs costs,
taking info consideration the various market structures.

Operational efficiency 1is measured by the effort made
by bdth firﬁs‘ and individﬁals to attain the lowest ér
optimum per unit costs. Over the short run there are three

options given to firms:?®: |

1. Select'input-outpd; systems which maximize output per
unit of input,

2. Select ~ the least- cost combination of factors énd
ingredients.

3. Min}mize pr0chrement and distribution costs.

The announced changes forthcoming in the regulations

governing trucking in Canada. should increase operational

’

* Williams, W., .and Stout, T. Economics of the
Livestock- Meat Industry, (The Macmillan Company, N.Y.,
1964), p. 139. A



efficiency. The least cost combination of factors and
ingredients will no longer 1involve the same degree of
regulatory costs. once thé changes in dg:eguiation téke
place.

The pricing efficiéncy aspects of a market involve
several important conditions. Listed below are ‘these
conditions as identified by Williams and Stout:*

1. More competition, generaily speaking, is better than
less compétition. |

2. Restrictions on entry and exit ogﬁbaﬁriers to trade are:
usually considered impeéiments: fg progress and a
competitive market place. |

3. Markets will function better with mbrelinfofmation than
less. |

4. Buyers and sellers should be gqually, and uniformly
informed. |

5. tIf'grédeé, standards, weights, wéighing proéedures, etc.
are. carefully defined, pricing and physical handling
will be_mo%e'efficient.

6. Freedom from excessive government interference ié
neéessary° ‘

7. The rules of the game are explicit and enforced.
Using-the above conditions, found in Williams énd'

Stout, it could be said that many of the above conditions

are violated in a regulated industry, which might indicate

‘* Williams, W., and Stout, T. p. 146. Cited by Hawkins,
M.H., Alternate Methods of Marketing -Livestock, (Paper
prepared for presentation at the CAES Annual Meeting,
-Saskatoon, Saskatchewan, 1969), p. 4-5.
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that rice is not béing established chpetitiyeiy. For
example, with re&Frence-to criteria number HWO, the barfierg
to entry criteria% barrigrs to entry and exit are jthé
standard sipuatién in the majority of regulated industries.
These legally sanctioned rights may allow protected
industries to be relatively inefficient, with very little
stimule to innovaté,'és'compared'to the more <%mpetitive
. ‘ ~

industries.

In the case of market information the users of trucking

services in the livestock industry have little information '

on competitive pricing. An example of reduced market

information would be the cessation of the publishing of

suggested rates for hauling l;veStock by . the' ﬁklbefta‘

Truckers Assoéiation.

The sixth criteria may also be QioLated, possibly
resulting in the further erosion of;priéing efficiency. Many
of the gquestionnaire respondents stated that they were 1in
favour ”of trucking deregulation with goVérnment involvement
-kept to a minimum. However, government involvement with
regard to safety ‘énd hours of operation is acceptable to
1ndustry individuals. \

With regard to the rules of the game being explicit and
enforced, evidence presented in Chapter Il shows that the
procedures for granting operating authority are far from

explicit. and enforcement  of the conditions of the

authorities 1s somewhat lacking. By and large, the present’

regulatory system and the lack of homogeneity withid and



between provinces, with regard . to interpretation of
procedures, 'céntrﬁbutes to an fncrease in the pricing
inefficiencies in the Canadian trucking industry.

With the above considerations in mind the current
transportation system for hogs in Alberta does not meet all
of the necessary standards for an efficiént marketing
system. Future changes 1in fhe regulatory system, as fecently
‘announced, may remove many of the regulations which increcse
cost and redpce pricing efficiency. The effects of these
changes over a period of time should be the subject of

future studies.

C. Objectives of the Study
The four objectives in this study, can be classified
under the two areas of market efficiency, namely pricing and
operatiocnal efficiency. The first objective deals with
pricing - efficiency while the second, third and fourth
objectives are primarily concernéd' with operational
efficiency.
The specifié objectives were to:
1. evaluate the major regulations which affept the trucking

1ndustry. ‘

§

2. document current transpoptation rates and volumes of
shipments from selected supply nodes.
3. prepare an inventory opﬁ the numbers of vehicles,

capacity and type w§§é v are available for hog
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4. study the cost (rates x number of hogs) of hog

transportation for Alberta.

-D. Data Sources

Data on hog production for the study were taken from
the producers records kept by the Alberta Pork Prbducers
Marketing Board. The data wefe obtained by counties, special
areas. and improvement districts by using a computer program
that grouped producers by their postal codes. The summary
data on hog production were used to establish nodes in the
linear programming model. .

The central core area (see map in Appendix I) of hog
supply represents approximately 84% *ﬂﬁ Aiberta's hog
production. In te:ms of- census diJ?sions the above core
would include numbers 2, 3, 5, 6, 8, 10, 11, 13 and exclude
1, 4, 7, 9{ 12, 14 and 15.

Transportation rates were established\from APPMB data
and from conversations with individualé in the t;ucking_
industry. On the demand side, volume from the major packing
centers were employed. This data includes out of province
shipments to South Dagota, British Columbia (B.C.) and
Northern California. Additional data = obtained from
Statistics Canada, Agriculture Canada, Alberta Agriculture
and the APPMB. Data on regulation were found in several
working papers and Economic Council of Canada Studies

. . Q
referenced 1n this text.



E. Analytical Procedures
In order to meet the stated objectives of the study the
following pro;edures were used:

t. The documentation of current transportation rates and
volumeg of shipments from selected supply areas,
necessitates the use of (confidential) information from
the APPMB for trucking rates as well as volumes. The
necessary information comes from manifesfs which are
submitted by the trucking firms in order to receive
payment from the board.

2. A questionnaire was used to obtain information on
numbers of vehicles, capacity and type.

3. A linear programming model was used to estimate minimum
costs of transporting pigs between supply locations and
demand locations in Alberta. |

4. Supply locations for use in the linear pfogramming mode 1
were established by choosing a point within a specified
area which mipimized transportation in the area.

The actual supply locations or nodes within the census

divisions, which were furtﬁer broken down (where

app}icable) into subdivisions, were chosen to meet the

following criteria:

a. Towns chosen are central to their pespective
subdivisions.

b. All subdivisions represent the existence of well
established sources of hog sUpply. (This is

consistent with the logic employed by Dawson



1971) .

5. The established packing centers 1n  Alberta were
identified as demand nodes. Prior to the closing of the
Burns operation in Caléary in June 1984, the threé
demand centers were Edmonton, Red Deer and Calgary. For

the purposes of this study it was deemed necessary to
retain Calgary as a demand node, given that the demand
tor hogs 1n Calgary wup toc June 1984 exceeded the
shipments to British Columbia for all of'l984. in line
with the current market situation‘the study includes
South Dakota, B.C. and Northern California as the
fourth, fifch and sixth demand centers. 'In 1984

approximately 15% of Alberta's hog production -went to

the U.S.*
A transpoftation matrix was developed, which included
provincial distances, as well as mileage to South Dakota,

‘Northern California and British Columbia.

F. Limitations of the Study

Thé limitations of the study ‘are presented in
individual chapters where necessary. qu’example invChapter
III there 1s an extensive discussioh of the problems
encountered usng a guestionnaire. In Chapﬁer IV isAoutlined

the limitations of the transportation model, and the

* Dawson, J., "Hog Assembly Centre: Alberta Locations
Analysis", (Unpublished M.Sc. thesis, University of Alberta,
Department of Rural Economy, 1971), p. 55.

* Personal communication, Rod Buray, Alberta Pork Producers

Marketing Board.
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s

difficulties associated with estimating actual hog movements

in the province of Alberta.

G. Orgahization of the Thesis

Chapter 11 reviewed recent working papers and Economic
Council of Canada papers (referenced 1in this text), to
provide an overview of the regulations in the truckling
industry. Included in this overview are the historical
roots, vroles of the admghistrators and some estimated costs
of regulation in Canada.

Focllowing this introduction to trucking regulation is a
review of the procedures ~for obtaining an operating
authority as well as the public hearing process in the
province of Alberta.

The results of the questionnaire sent to truckers who
a;é‘ actively hauling hogs for Alberta ©producers are
presented in Chaper I1I. This'list of truckers was obtained
from the APPMB. There were deficiencies in the guestionnaire
which were not revealed in the testing procedure, but which
were pointed out by respondents. Chapter III includes a
discussion of these shortcomings.

Chapter IV contains the ‘description of the linear
programming model used in this study to esgimate the minimum
annual cost of ‘transporting hogs given 1984 éroduction
volumes and calculated 'average' transportation rates.

Currently. within the province individual truckers negotiate

rates “with producers. Data on these rates supplied by the
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APPMB. abd‘ aqté thained from the questionnaire refurned by
tfuckers:sho&gd that hog transportation rates can yéryh
1éepending"on the 'Str&ifure'used by én in&ividuai truckef.
For exémple, charges for‘loading the Hhogs c%s . be chéfged

separately or . included in the 'trahsportation rate.

v
-

Pick-up/assembly charges also wvary a

.

/gfeat deal. = Fof
exampla,r‘yhen }ates are low, pick-up charges teid to be
' high; Rates are influenced by Eactor§ such as utilization

(e{g,"availabil{ty of back ﬁ%uls), distance to market and
 averége size of. loads. inkaddition, the level of competition

in an area affects thé rates charged to producers.

&
v

A summary of results and conclusions from the study
. N : 5 ’ ‘ , \;‘
along with recommendations for further analysis are/included
in Chapter V. T : 4
: . ' . ¢ ’ . . R T\



II. Regulation in the panadian Trueking Industry

//’/
‘ . . /" .
In Canada, both common and contract carriers are

-

subject to Federal and Prov1nc1al regulations. The trucking

A. Introduction

industry ‘has been descrlbed as competitive on a national

level. It has been alleged that, on a regional or district
I
level . the industry 1is not as competitive (see comments in

Chapter v 'and Hirshhorn, p. 50). 1n Canada‘, provinces

regulate  trucking - separately and there is a wide range of

~

regulatlons and application of these regulatlons

"

In order to Understand what is meant by regulation, the
0
Economic Council of Canada (ECC) definition is acknowledged
as a basis for discussion in this study:
» the 1mp051t10n of constraints, backed by government
authority, that are intended to modify the economic
behaviours of 1nd1v1duals in the private sector .
significantly". A '
: . . . R ./
The primary objective of this section is to point out how
the above definition 1mpacts on the trucklng industry. The
dlscu551on 1ncludes a brief history of the deVelopment of

trucking regulatlons and a brlef overview of the roles of

the: admﬂnlstratlve players or government agenc1es

"J(

B. History of Truck1ng Regulatlons o .
. \;’ " FX) .
Follow;ng £ a brief discussion, to - present an

S

understanding -of the’ events, which'over time have shaped

trucking regulatlons. Before the turn of the century trucks

A

14
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were not prominent in the transportation of products in-
i
Canada. The majority of the transporting of goods was in the
hands of firms connected with rail and.yater transportaﬁion.
In the early 1900's the use of trucksﬁﬁz} tfénsporting goods
was confined mostly to the intercity and short haul markets.
This split was due largely to the physical limitations of
the trucks and to the lack of a supportive infrastructure
(i.e., roads and segviae centres). Thus,‘tﬁe railways had ‘a .
cost advantage in transpdrting goods. The early exbansion of
roads and highway sysfems reduced the. physical limitations
of .hauling by truck but the cost advéntage er the railways
was still a formidable barrier to the expansion of the use
of trucks for a considerable ' time. For eiémplg< it was
estimated by John Magee that "As‘late as 1948 the digtance
beyond which the railwgyg possessed a'cést advantage was
éstimated at 35 miles."’ Concurrent with the above mentioned
inﬁrastructure improvements, '.there were complementary
improvements in trucking techndlbgy, (i.e., diesel power and
%etter *mecﬁanjcal systemé)‘ which allowed the trucking
industry to become Fcost< competitive 'with railways over
Ionger distances. Cost competitiveness eventually lead to

the regulation of trucking.

)

There were three primary reasons given -for the
* introduction of trucking regulations in Ontario:

1. "the public nuisance" factor

o

"7 Magee, J., Trans-Canada Trucking, 1960 cited by Purdy,
H.L., Transport in Canada, Competition and Public Policy."

(University of British Columbia, 1972), p. 28.
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2. "the railway" factor
3. the truckers themselves®
The public nuisance factor emerged from the nature of
the trucking industry and the effects it had on the public.
Factors such as noise, horse reaction, road sharing, loading
and unloading brought the industry to the legislators'
attention. The "railway" factor, was simply how the owners
of the railways felt about the trucking industry. Some of
these opinions are reflected in the following.statements.
"They themselves were fegulated (Ottawa established
the Board of Railway Commission in 1904); they
tended to view some of their own difficulties being
caused by the emerging - trucking industry's
increasingly -successful attempt at diverting traffic
from rail to road; and, 'their 'response to this
situation was to lobby for various forms of motor
carrier regulation."*"
Truckers' interest in regulation stemmed from the nature of
~the trucking industry. It was felt that_regulation would be
needed to stabilize an industry characterized by "highly
competitive forces".'® Consequently the regulations desired
by truckers were intended, to form a barrier to entry by only
allowing those with a license to enter the industry.
Provincial interest in trucking regulation intensified
during the late 1920's and early 1930's. This was the time

when the ‘'issue of "destructive competition” was brought to

light as a basis for regulation. The catalyst was the

- ®* Economic Council of Canada, Motor Carrier Regulation:
Institutions and Practices, (Working Paper #E/I'1, prepared
by Nix, F., et al., Ottawa, 1980), pp. 10-12.
* Ibid., p. 11. ,
e Ibid., p. 12.



deprassion in the 1930's, when problems arose due to excess
capacity. Much of the early regulatory legislation (for
example, the 1934 Onfario Public. Commercial Vehicles Act)
| contained. provisions to test "public convenience and

necessity”" as a requisite'td enter the trucking industry.''’
The development of public convenience - and heceasityv came
about asvthe reshlt'of the 1931 Royal Commission (titled the
Duff Commiséions) reccmmendationa. The majority of the
provinces followed Ontafio's lead -adopting' public
convenience and necessity as a basis for the granting of
‘iicenses. |

There were several other Royal Commissions dealing
directly and indirectly with trucking regulations. These are
briefly described below in conjunction “with the kéy
recommendations of each.

The Chevrier Royal Commission was initiated 1in 1937
through pressure exerted by the railway cbmpanies who wera
concerned with ‘unfair competitioﬁ. * This commission
recommended that trucking be regulated, and included certain

rate recommendations.'?

In 1951t the Turgeon Commissionj - which dealt with
railways, commented that since "railways were regulated"
there seemed "to be no wvalid reason” why motor «carriers

"should not be asked to submit to a similar form of

"' Economic Council of Canada, Responsible Regu]atlon
Interim Report, (Ottawa, 1979), p. 21.

"2 Economic Council of Canada, Motor Carrier Regulation:
Institutions and Practices, (Working paper #E/I1, prepared
by Nix, F., et al., Ottawa, 1980), p. 21.
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c htrol."‘“
T The 1961 MacPherson Commission did not  recommend
economic regulation for the ‘trucking industry bﬁ§*ﬂha§
instrumental in the establishment of the National Tréﬁép@?t

Act (1967).'*

. C. Federal and Provincial Roles in Trucking Regulation
Federal jurisdiction over inter—p;ovincial cargiérs,
such as bthe réilways, was granted under fhe British North
America Act (B.N.A. Act). However, as long ?S the fledgling
trhcking industry remained within the provinces it operated
under provincial Jjurisdiction. It was inter-provincial
trucking which brought about a decision by the Privy Council
of England. The 1954 "Winner Decision" was that "federal
government had jufisdiction over extra-provincial motor
carrier operation and that any operation - which had gni
extra-provincial busihess at all was an extra-provincial
business”.'® Key words such as any imply that even if a firm
had .01% of their busipess outside. of tﬁeir provinqe of
origin they would be considered a@; extra4provinc‘ial'carrier.
The federal govérnment was hopposed to dividing 'the
jurisdiction of intra- and inter-provinéial trucking and iﬁ

'® Economic Council of Canada, Motor Carrier Regulation:
Institutions and Practices, (Working paper.#E/I11, prepared
by Nix, F., et al., Ottawa, 1980), p. 22.

'+ Ibid.

"* Schultz, R., The Development of Regulation in Canada, -
Cited by Nix, F., et al., Motor Carrier Regulation:
Institution and Practices, (Working paper #E/I1, Ottawa,
1980), p. 17.
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1954 -péssed the Motor Vehicle Transport Act (MVTA).'* This
act gaQ; each province the right to regulate, via licensing,
inter-provincial  interest both into and through the
provinces. It should be noted tha£ this was an "adoption by
Parliament of the legislation of Provincial -Governments."'’
The above is similar to the 1949 Agriculturali Products Act
which gave provincial marketingﬂboards powers to regulate
inter-pfovincial trade.

By the time the federal government had granted
inter—-provincial regulation rights to the individual
provinces, eéch,province had .developed its own requlations.
The result of individuél action by the provinces was a lack
cf homogeneity in regulations between provinces.

The federal government did make efforts to harmonize
trﬁcking regulation in Canada using inbﬁt from various Royal
Commissions, in particular ﬁhe MacPherson.Commission of 1961
led to the passing of the National Transport Act (N.T.A.) in
1967. | : 7

"Part III of the NTA anticipated,fhe return of the

responsibility to regulate extra-provincial motor

carriers to the federal government or its regulatory
agency, the Canadian Transport Commission."'®

'¢ Economic Council of Canada, Regulation and Performance ih

the Canadian Trucking.Industry, (Technical Report No. 23, :

prepared by McRae, J., and Prescott, D., Ottawa, 1982), p.

9. :

"7 Schultz, R., The Development of Regulation in Canada,
Cited by Nix, F., et al., Motor Carrier Regulation:
Institution and Practices, (Working paper #E/I1, Ottawa,
1980), p. 18.

_'® Economic Council of Canada Motor Carrier Regulation:
Institutions and Practices, (Working paper #E/I1, prepared
by Nix, F.,.et al., Ottawa, 1980), pp. 18. ’
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However as of 1982, Part III of the Act dealing with federal

regulation has not been empowered. What is needed to make

Part III of the act operative is that "the Federal cabinet

must take back the tesponsibiiity for the regulation of

extra-provincial undertakings which  were  previously
delegated bby parliament in 1953 to provincial
authorities.”'" There have been discuésions going on between
provincial and federal governments since 1969,' but as is

typical of situations when there are many parﬁicipants, a
final solution‘is difficult to achieve,

Notwithstanding, an important move by, the federal
government has been their membership into The Canadian
Conference of Motor Transport Administration (CCMTA). A goal
of the CCMTA is to make the proQinCiai regulations -~ more
homogeneous. One must note that Part III of the N.T.A.,
delegated to the Canadian Transport Commission, also had the
goal of "harmonizing the operation of all extra-provincial
motor vehicle transport."?° Thus, the lack of homogeneity in
transportation regulation continues to force‘the analysis of
trucking regulation to take place on a proyince‘by province
basis.

The lack of homégenity is ah ongoing concern to the

Motor Transport Board of Alberta. The Board reports in the

'’ Law Reform Commission of Canada, The. Regulatory Process
of the Canadian Transport Commission, (Prepared by Janisch,
H., Pirie, A., and Charland W., Ottawa, 1978), p. 35.

*® Economic Council of Canada, Regulation and Performance in
the Canadian Trucking Industry, (Technical Report No. 23,
prepared by McRae, J., and Prescott, D., Ottawa, 1982), p.
9.
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1982/83 Annual Report that:

"Board members worked within the Canadian Conference
of Motor Vehicle Administrators (CCMUA) and Roads
and Transportation Association of Canada (RTAC) in a
continuing effort to bring about national uniformity
in regulations and policies for carriers
transporting goods and people."?'

D,’Public Interest

This brief discussion 1incorporates the term "Public
Convenience and Necessity", also used frequently by various
boards in the granting or denying of operating authoritiesl
The terms "Public C7nveniencé and Necessityf and "In The
Public. Interest" .have similar meanings in the regulatory
process. In either case the meaning is unclear and not well
defined by the fegulatory boards. One should bear inhmind
that the term "public interest" is a dynémic concept, which
partially explains why no set definition exists.

There is a body of literature dedicated to explaining
regulation and the public interest issues. The Canadian text
"Transportation Policy: Regqulation, Competition and the
Public Interest" deals extensively with the gquestion of
defining the public interest. The following guote will help
convey the concern regarding the above terms.

"A centraliproblem i1s the inherent diffiéultyh for
reasonable men (not to mention unreasonable ones) to
agree on what 1s in the public 1interest 1in a
particular situation. But the public interest is the
real thrust of public decision-making. To administer
regulations and to make decisions, it is necessary

‘either to have precise rules which leave no room for

—_— e - - —— -

*' Alberta Transportation Annual Report 1982-1983.



administrative interpretations or to rely on the
judgements of reasonably prudent men in positions of
responsibility...

further,

"The inability to provide a precise definition of
the public 1interest stems from a number of causes.
It reflects the limitations of decision making in a
democracy. "It may be impossible to produce a unigue
social objective function when members of society do
not agree on the objectives to pursue nor on their
relative importance,”?®?

Having the public interest guestion raised, as it is in

many public hearing processes, could very well bring forwérd
. )

a lengthy list of concerns why applications should or shduld

not.be granted. Individuals opposed to the granting of an

'

authority wusing the public interest argument could cite for

example: o |

1. reduction in service availability

2. inability of the applicant to provide the intended
service

3. reduction in competition and price discrimination

In the case of trucking regulations in Alberta, members of

the board do not have & precise definition of public

interest.;This intre;ses the possibility of an individual or

group of individuals présenting cases which 1n fact may sway

the board or become 1in essence the public interest in the

decision of board members.

7/

*? Waters, W.G., Public Policy. and Transport Regulation:
Economic Perspective, in Transportation Policy: Regulation,
Competition, and the Public Interest, Ruppenthal, K. and
Stanbury, W., eds., (The Centre for Transportation Studies,
UBC, Vancouver, 1976), p. 29.
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E. Economic and Non-Economic Regulations

Non~ecohomic regulations as defined in the ECC
technical report number 23 would include, for example,
condu;ﬁ of drivers, hours of work and consumer
protection.?’ Table II.1 includes some of the non-economic
regulations which differ fromvprovince to province unless
they fall under federal jurisdiction.

The first major economic regulation to be considered is
entry control. All provinces (see Table 11.2) regulate
extra-provincial trucking. However, intra-provincial
trucking in regard to entry is regulated 1in all provinces
except Alberta. The fequirement of a certificate of "publi¢ 
convenience and necessity" is applied‘differently among the
provinces. It should be noted that the interpretation of
this requirement by the various provincial boards‘ "supports
the view that provincial regulations have constituted a
substantial 1mpediment to entry iﬁto this industry."?** The
main concern of provihciai boards seems to be the impact of
new entrants on the market” Subsequently,'the burden to
prove public convenience and .necessity 1s 1n most cases
placed wupon the applicant. An illustration would be "Tﬁe
British Columbia Motor Carrier Commissions”. This commission
maintained, for example, that "the burden 1is upon the

applicant... to establish by substantial evidence that there

*? McRae,J., and Prescott, D., Regulation and Performance in
the Canadian Trucking Industry, p. 12.

?* Economic Council of Canada, Trucking Regulation in

- Canada: A Review of the Issues, (Working paper No. 26,
Prepared by Hirshhorn, R., Ottawa, 1981), p. 22,
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is a need for this service and that the existing facilities
N-'“

are inadequate to meet such needs."?®* With regard to rates
and public convehience and neceSsity the Ontario board gives
the ffollowing interpretation "that rates are not a faetor
in determ1n1ng publﬁc necessity and convenlence, unless it
is establlshed that the exlsting rates are unreasonably high
ot exorbitant."?¢ F:om the above guotations one could
conc, ude that'considerable effdrt could be exerted by a firm
to receive an }opétatihg license with' no guarantee of
succeSs;'AIf the application’ for a license is refused it is
guite possible the reasons may be unclear. Words sueh‘ as
. unteasonable, substantial ana\'ihadequate are subjective
which éfvesptherproyincial beards considerable” freedom of
interpretation.

In Table II.1, under permit limits 1is listed anothet
type of economlc regulatlon called serv1ce provisions, These
~also differ between prov1nces dge to the powers granted to

mthe prov1nc;al ‘boards- he selectlon and 1mplementation(

of such provisions. At mber o ese regulations- can also-
be found 1in the»'"Regulatlons "Under ' the Publlc‘Service

Vehigle Act" for the Province of Alberta. For example,
conditions ‘under dimensions .are stated at length under

section 1.8.1 of - the P.S.V.A. This states clearly the
** Nix, F.P., and Clayton, A.M. S Notes on Canadian Trucking
Regulation, p 30, cited by Hirsshorn R., Trucking
Regulation in Canada A Review of the Issues, (E.C.C.
Working paper No. 26, Ottawa, 1981), p. 23. :
.*¢ Nix, F.P., and Clayton A.M,, Notes on Canadlan Tnucklng
 Regulation, p. 39, cited by Hirshhorn, R., Trucking

- Regulation . in Canada: A Review of the Issues, (E.C. C.
“Working paper Np. 26, Ottawa, 1981), p. 24.
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maximum width and Qeightﬁtrucks are allowed for operation on
Alberta highways. |
| Exit conrrol should be/an importanr economic regulatron
Qhen‘ one Ebnsiders,tﬁe effort soﬁe boards go to in oraer to
fulfil the condition of public‘ convenience and neEessity
when ruling on applications for entry., It would seem thét
the same‘ronaitions should apply when a fﬁrm wishes to
discontinue its' service to an area. Thariis to say "The
proVinciai regulatory boards should wish to céntrol/exit in
order tO'coﬁtinue the protection of the éublic interest."?’
Exit conrrol 1s difficult'ro administer -and enforce and the
only example of a provincial_board which attempts to enforce
exit requlations 1s Newfoundland.?®
The fiAél'ecqnomic regulation cénsidered is priring.
)Under pricing, the Tariff Bureau 'rs .considered - as - an
important component of pricing. Rate regulatlon 1s just as
variable between provinces as the rest of t%e economlc
regulariohs discussed,”and with the Iexception of Ontarlo,
~all boards"have rhe;powér to regﬁlate rétes. In Ontario's
case, the board requ1res the filing of rates .(by trucking
firms) and it'yis the government department which has the"
authoriry to: app;ﬁng rates.? The ﬂ%lorlty of the other

boards have the power to dpprove, disallow and prescribe

27 Economic Council of Canada, Regulation and Performance in
the Canadian Trucking Industry, (Technical Report No. 23,
Ottawa, 1982), p. 16. :

-2 Ibid.

2* Economic, Council of Canada, Motor Carrier Regulation:
InStltULIONS and Practices, (Working paper #EI'l, prepared by
Nix, F., et al., Ottawa, 1980), p. 39. .
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rates.’® The above deals with intra-provincial rates only.
Quebec and Newféundland deal with extra-provincial rates.?®'
The Province of Alberta only regulates theb rates and
conditions for public transportation within Alberta. The
fact that the majority of the boards having the power to
approve, disallow and prescribe rates may have «contributed
to the <creation of Zhe Tariff Bureau. The Bureau can be
owned by carrier members, operéfed' on"their behalf of
privately owned. The Tariff Bureau primarily function is to
assist- or acﬁual;y file tariffs. before the provincial
boards. *? Othér functions of the TariffwBureau are listed as

follows:

1. Publishing tariffs for carrier members

—,

o
2. A referral service to co-ordinate shippers needs and

carrier abilities
3. Services for interline arrangements
4. Provides a forum fc; the discussion of rates
5. Information éysteh to inform all carriers on rate
changes by“"the competition.?? |
-One could consider @?E@:iff bureau as a type of brokerage
firm in that they provide a link,betweeh,buyers and sellers
of trucking services. The above functions of the vaerus
s Ibid. .

*' Economic Council of Canada, Regulation and Performance in
the Canadian Trucking Industry, (Technical Report Number 23,

Canada: A Review of the Issgies, (Working Paper No. 26,
Prepared by Hirshhorn, R., Ottawa, 1981), p. 57.
*2 Ibid., p. 57. . . :

Ottawa, 1982), p. 17. \
>? Economic Council of Cangzg; Trucking Regulat)on in
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distribution of information, and by iﬁcréasing operational

éfficiency via the referral service and the interline

operations. However, if.trucking requlations have led to theh

creation of the tériff bureau this would 1indicate yet
4

another additional <cost above that of an unregulated

p “."\
trucking ina&@try.

F. Cést of Regulation

Calculations of the cost of reqgulation require that one
estimate both direct and indirect costs. Direct costs deal
with administration and enforcement of requlaticns from the
government side and complianée “costs from the industry.
Direct cost ‘éélculations are more readibly available than
indirgct costs, because indirect costs deal with wvarious
forms of inefficiéncy.J‘ The 1inefficiencies tend to be
~spread over a large area of the economy and over loné time
pefiods. Thus indi;ect costs tend to be relatively greater
than direct costs. Indirect cqQsts are mentioned briefly in
this study but the focus of the work , in this chapter, is
on direct éosts for which dat; are available.

Trucking regulations consist of rulés of conduct levied
againstv thousands‘ of participants in different provinces.
Corresponding public expenditure Qaries between provinces,
depending on‘ the émbunt of regulation and the size of the
tfucking industry within each pfovince. The studies reviewed
indicate the existence of problems in.obtaining‘data on”

'+ Economic .Council of Canada, Responsible Regulation,
(Ottawa, 1979)., p. 34.
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administraﬁive costs due to the carrying out of some
functions by. government agencies (boards, commissions) or
"divisions with broader functional résponsibilities."35 That
is to say, in some cases it becomes an impossibie task to
identify - what 1s spent on administration for a particular
component of a department with diverse respénsibilities.
However, costs  are given as ten million dollars spent in
- 1878/79 by the provinces for adminigtration and
enforcement, ’® The'highest Aéxpeqditure by a province 1is
Quebec at about seven million and the lowest being the
Atl;ntic Proyinces. For example, the regulation agency 1in
New Brunswiék spent under- 50,000 "(less <enfqrcemen£
costs).“’{ |

Costs to the trucking industry are of a greater
magnitude than the .public expenditure. The following is a
list of elements which have a higg cost . of compliancé to
regulations in general:

1. Continuous monitoring of a process to ensure compliance,

v '
4

together with comprehensive record keeping. -

2. Reguilrements to meet a level of compliénce not preééntly
achievable with available technology.

3. Tﬁe need = to acquiré new capital equipment or
significantly modify existing plant or equipment.

4. Compliance with stringent standards even though the

** Economic Council of Canada, Trucking Regulation in
Canada: A Review of the Issues, (Working paper No. 26,
Prepared by Hirshhorn, R., Ottawa, 1981), p. 105.

¢ Ipid., p. 106.

7 Ibid.
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risks have not been adequately aésessed.
5. Frequently changin§ requirements, particularly  when

long—tefm capital fémmitments_are necessary.’*®
Of the above the fifth element would not be as relevant to
~the trucking industry. In trucking, . the long term
commitments woﬁld consist of capital invested in terminal
buildings and equipment whereas capital required to purchase
a fleet of trucks is medium term capital; medium term, being
about five years. This means that medium term capital
investment, could be greatly reduced simply by not replacing
five year old trucks. Another -element in the trucking
industry which carries a large cost is the gxpenditure on
the part of potentially new entrants seeking entry via the
appeals. to obtain an operating authority. If a parﬁicular;
market exhibits excéss profifs there will be expenditure by
esﬁabiished carriers to keep the potential new entrants
out.’’

In dollaf terms there have been studies to estimate the
cost of the regqulatory process but these are“difficulﬁ
studies to undertake. To give an- ideé of the cost of
compliance.it has.been explained that:

"The'directxédministrative cost to the tax payer 1is
only a minor element of total impact. Measuring the

economic impact 'by these costs would be like
estimating the height of a building by measuring the

*® Economics Council of Canada, Responsible Regulation,
(Ottawa, 1979), p. 35.

*° Economic Council of Canada, Trucking Regulation in
Canada: A Review of the Issues, (Working paper No. 26,
Prepared by Hirshhorn, R., Ottawa, 1981), p. 57.
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~height of the entrance to the building."*°

The above short quote incorporates the costs of private
concerns, while 1intimating that indirectvcosts would add
greatly to the "height of the building." Bronson (1980). did
undertake to estimate costs in the "ﬁor hire trucking"
sector. With his sampling technique Bronson discovered that
the cost of entry seeking and fore-stalling activities
‘totalled about 40 million dollars.*' This figure only covers
the cost for the aforementioned two limited ‘activities;
there are other "regulatory-related activities."+*:? ft has
been argued that Bronson's estimates are downward biased and
that the total cost, both private and public, exceeds fifty
million deollars. As such, the corresponding_figures for all

T
of Canada would necessarily far exceed thosé“%or the private
trucking industry. In the United States the private costs in
a 1976 study were estimated at 62.9 billion and the
administration cost to be 3.2 billién dollars.*’

One of the measures of indirect cost which should be
considered 1is operational efficiency.,Thislterm rélates to
how close a firm is to the lowest ’cost‘ for the service,
Regulation may rémove the pressure’to provide the service

with the lowest possible costs. Some of the possible reasons

*°® Loevinger, Lee, The Impacts of Government Regulation: The
History and the Effect, Cited in Economic Council of Canada,
Responsible Regulation,, p. 36.

‘' Economic Council of Canada, Trucking Regulation in
Canada: A Review of the Issues, (Working paper No. 26,
Prepared by Hirshhorn, R., Ottawa, 1981), p. 108,

‘* Ibid.

‘’ Economic Council of Canada, Responsible Regulation,, p.
36. :
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why cost is not as low as possible are entry control, less

_price competition, small numbers of'Competitors, regulated

)

piice structure and.reduced7incentiyes to innovate.** In the
trucking indust(y operational efficiency depends upon the
use of labour and capital to minimize:
1. Combination of linehaul costs.
2. Terminal and pick up costs.
3. Delivery costs to produce a given level and quality of
[ 4

service., *?

Once regulated the objective is no longer to minimize
costs as 1in a competitive market Butv rathery to minimize
costs "subject to the constraints arising from the terms and
conditions of its license."** An interesting obéervationxis
that ‘the mqré restrictive the terms of a license are, tHe
more there exists a tendancy to increase Fhe minimum costs,
'thus' cdnstituting a further impingement on operationa?l

efficiency.*’

G. Allocative Effects

1t

‘Regulations have the effect of "driving a wedge"

between the market price and the costs of production.**® If

prices are above a competitive norm and quantity is
restricted, there 1's bound to exist -an inefficient
“+ Ibid.

45

Economic Council of Canada, Trucking Regulation in
Canada: A Review of the Issues, (Working paper No. 26,
Prepared by Hirshhorn, R., Ottawa, 1981), p. 110.

¢ Ibid. o

‘7 Ibid.

** Economic Council of Canada, Responsible Regulation,, p.
37. ‘ '
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allocation of resources. The resulting losses for consumers
are measured in terms of consumer surplus and for society,
in deadweight loss. The amounts depend on the elasticity of
demand and the extent of regulation. Studies 1indicate that
the demand 1n the for-hire industry 1is sensitive to
rates.*’ An example of this 1s contained in an Imperial Oil
report which shows that the oil company can transport its
goods well below the for-hire rate in Ontario but not in
Alberta. The amounts carried by the firms private fleet‘are

75 and 25% respectively.®®

H. Concentration

This final section will consider concentration in the
‘trucking industry. Using the four firm concentration ratio
(market éctivity of the four largest firms in the industry),
Table II.3 indicates the degree of competition. Applying for
illustrative purposes, Gréens' scale (Figure 1II.1) to
estimate the type of market structure that exists in
Canadian trucking, one £1inds that the 1industry is
characterized by both moderate oligopoly and atomistic
competition.®' The table does not inﬁﬁcate that provinces
which are highly regulated <tend to have concentrated
industries. Hirshhorn (1981)isuggests that due to route and
commodity restrictions, it is more appropriate to examine

*’ Economic Council of Canada, Trucking Regulation in
Canada: A Review of the Lssues, (Working paper No. 26,
Prepared by Hirshhorn, R., Ottawa, 1981), p. 121.

s° Ibid., p. 122. ' A ‘

*' Green, C., Canadian Industrial Organization and Policy, .
(McGraw-Hill Ryerson, Toronto, 1980), p. 45.
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Figure 11.1

*
CR, Description of Level
% | of Concentration
75 - 100 Very high: "tight" oligopoly
50 - 75 High: "tight" oligopoly
25 - 70 ‘Moderate: "loose" oligopoly
below 25 Low: atomistic

source: Green, C. "Canadian Industrial Organization and
Policy." p. 45.

»

-
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competition in specific narrowly defined markets.®:

Table I1.4 shows the breakdown of firms into various
classes by revenue. The following conclusions are drawn from
the study, which indicate the degree of competition. With
respect to small shipments Class I carriers account for 80%
of the revenue earned within Ontario.®’ Interprovincial
small shipments between Quebec and Ontario Class I carriers
had 85% and - in the Alberta, B.C. market Class I carriers
share of revenue was 80%.°* Due to the fact that there are a
large number of Class I carriers in each of the markets
Green's listing showed a competitive industry.A The
information contained in the above E.C.C. papers suggest the
possibility of highly concentrated markets with respect to
small shipments in a narrowly defined geographic area.®®
Research indicates that a highly concentrated situation
exists for some remote rural areas, and that when
incorporating the concept of pricing effi&iency, a review of
the criteria listed would enable one to evaluate whether or

not the price is set competitively.

I. Alberta Livestock Requlations
The above sections on regulation apply to trucks 1in
general. The following section will discuss regulations

specific to livestock. Included in this section will be
°* Economic Council of Canada, Trucking Regulation in
Canada: A Review of the Issues, (Working paper No. 26,
Prepared by Hirshhorn, R., Ottawa, 1981), p. 50.

*2 Ibid.

** Ibid.

>* Ibid., p. 52.
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Table 11.4
Trucking Establishments and Revenue by Class - 1974
Operating % of
: Revenue % of " Operating
Class" of Class Establishment Revenue
Class ! $¢2 million or 1.5 52.1
more
Class 2 $2,500"™00-$1,999,999 4.6 19.3
Class 3 $100,000-%$499,999 18.2 17,2
Class 4 $25,000-$99,999 41.8 ' 9.2
Class 5 less than 34.0 2.3
$25,000

Source: Statistics Canada, Motor Carrier Freight and
Household Goods Movers, Cat. #52-322. Cited by Horshhorn, p.
8. ‘
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several regulations which impact upon the livestock trucking
industry. Under the Alberta Motor Transport Act subsists the
Bill of Lading and Conditions of Carriage Order, which
contains the regulations for the transport and care of
livestock,

Sectiéns of the regulations that affect the livestock
hauling 1ndustzy are deflnltlons relating to:

1. the use cf the livestock un1t heaggh/rengat1on

2. the condition of animals for trans

3. the feed and care of livestock on long hauls,
4., the condition of the livestock hauling units,
5. the space requiremerits for each type of livestock, and

6. the loading and unloading conditions. .

In the case of the uses of livestock units the act states:

No person shall use a public vehicle that has been
used for transporting livestock, poultry or any

offensive —or putrefiable material of any kind
whatsoever for the transportation of foodstuffs for
human consumptlon unless the vehicle has been

thoroughly cleaned and placed in a satisfactory
sanitary condition."®*

The act states that:

o

"No shipper or public vehicle operator shall load
~any animal that by reasopn of infirmity,- illness,
“injury, fatigue or/ any other cause, would

unnecessarily suffer during the journey unless that
animal is to be transported to a veterinary clinic,

to a confinement area or for slaughter."®

In the case of long hauls the regulations require that:

4

*¢ Motor Transport Act Bill of Lading and Conditions of
Carriage Order, (Queen's Printer, Edmonton, 1984), p. 9.
7 Ibid., p. 9.



"A pUbllC Vehlcle operator who transports, by public

vehicle, 1livestock that 1is to be confined for a
period in excess of 36 hours shall have for his yse
along the route all facilities "necessary - for

'loading, wunloading, resting, feeding and inspection:-
of the animals."®*® ’ ‘ '

In regafd'fo the cOndition of the liveSto¢k hauling.ynit:

"No public vehicle operator shall transport any
animal in-a public vehicile that has
a-. insecure flttlngs
b. any ob]ect pr03ect1ng from the body of the
vehicle - that may cause injury to an animal
being transportedL or.
c. any broken, cracked ot damaged Sldlng or -
floor material."so> : : _
¥

Under ‘this order the minimun flobr space to be provided for
each animal  is Specified.' In the case of loaaing and‘
unioading the la;t provides specific width, ‘rail height and>
material that provide safe footing which mustvbg used. Also

'in the loading and unloading process:
""No persoﬁ shall beat or, bygusé of a prod, goad or
other similar instrument, cause injury to an animal

being loaded onto, or wunloaded from, a public
vehicle,"*® o !

: S . i 2
lEj

J. bperating Authorities -

‘This section outlines the proqeauqes fo; the granting
of an'extra—proQinéial opefating“aﬁtbority. Includeé'in the
analysis is an explanation of the major acts involved,

procedures  and requiremgnts} This is followed by a

- * g

discussion of the appeals and Opposition "to operating

authorities as well as emergency prdcedures for a temporary

——————— cTTTTT T , l
., p. 10. ) ?
** Ibid., p. 12.7 |
p. 12. |
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operating authority. The section concludes with a review of
the public hearing process along with some examples of

problems which might arise in the public hearing process.-

Applica n for Extra—-Provincial Operating Authority

Extra-provincial operating authorities are subject to
the provisions of the Motor” Vehicle Transport Act of Cahaaa'
and the relevant acts in thefpfovinceé where application is
being made. InIAlberfa the Pubf%E Service‘Véhicle Act (RSVA)
constitutes -the major piece of legislation. The PSVA covers
all services in which any person or property is. transported
or drawn upon the highway, which includes buses, trailergp
sémi-trailers and §eif ‘propelled maéhines. The other
relevant Act in Alberta is the Motor‘Transbort&Act,

In describing the procedures for an application for
ext:a-provincial operating 'authority‘ (frbﬁ provincial
application fqrms), the same basic“procedures ‘are .uéed to

apply for intra provinciélvOperéting authorify as far as the

- relevant provincial acts are applicable. In applying for
B 8] " [ @) .

extra-provincial operating authoriFy, "~ which will Dbe

referenced as"authority in this text,‘ the . applicant must

" identify himself by his operating ana/or trade name, head
office and type of business. The application has proviéions

for both corporations and non resident carriers.

In the case of éorpor tiens, if- they-are not :egistéred
with the Alberta Comﬂ?é%gg ‘Branch before  receiving an

authority they* will have to register the company, in Alberta.
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‘Non-resident carriers of Canadian origin must file their

latest financial statement and copies of authorization in
»

order to operate public wvehicles in other jurisdictions.

: R [}

U.S. carriers must supply a copy of the Interstate Commerce

Commission (ICC) authority. Applicants are reguired to

% ‘ ‘
@outline the specific commodities, giving origin and

éestinatig#pin tHe state or province._Also, appliéahts must -
list the name of shippers who will be supporting their
applicgtion.'These> shippers ﬁust be pfepared to appear
befof;w the Motor Transport Board at regular or public
~ hearing%gif reduested by thg MTB. Procedures  fqr a public
hearing are described in the Operating Authority Certificate
Formal Pubiic Hearing,ogggr which'is contained iﬁ the Motor
Traqspo:t Act, the relevant portion of which is described in
thevagprdpriate sectign éf this‘gtudy. . |
In the éppl{caﬁion for an authofity the applicant must
‘supply a list of the trucks, trailers and tractors employed
in the operation (both owned and leased). The MTB requests
thaf the list of equiﬁment being leaéed have the names and -
addresses of the owners‘.attached to the form, This
requiremept aSsiéts the Board‘ih identifying‘those which may
be termeé as guestionable (less than arms length) business
dealings andvpossible cross subsidization. The applicant
ﬁust ai;o identify all other owned and/or leased property
alongfwith the type of base operation in Alberta, for
example, ‘aispatch office, administration offiée, service

garage and storage facilities.

A
It
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re%a:e questions dealing with contributions to the

The
Alberta economy in the form of mopthly payroll and/or
commission patd to Alberta residents. This raises gquestions
as to the weighting giveh by the Board to firms which
generate substantial actiQify;in the Alberta economy.. The
powers of the MTB are discuségd in the section dealing with
the Public Hearing Ofder. The next section deals with Form B

'

of the application to receive authority.

The Certificate of Support uof Application 'b for
Extra-Provincial Qperating Authority - |

Each shippér offering support to the application for
authority 'must*'f}ll out fbrm B (see Appendix II for:the
complete Seriés of forms) and ha&e the applicant attach the
form to .hié applicatioén. A few of the qguestions -are
duplicated on }Loth formé and inclgdé’ the 1listing oﬁ
commodities, destinations and equipment required. This
procedure serves.as a cross check for members of the Board
since the applicant must list the names and addresses of
shippers and the services he will be performing for these
shippers. In the application for support the MTB requests
the sﬂippér to list past and present carriers being used and
any complaints the shipper may have with respect to service.
Also the MTB requests the shipper to 1list other <carriers
that they are aware of who have the necessary authority to
pérfofm the services needed. This question is vague in that

any . member ‘of the public can obtain a listing of carriers
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who have extra—provihqial operating authority by commodity.
For example in livestock there are 141 carriers in Alberta
with operating authority to move livestock
extra-provincially. Given the list, a shipper could 1list a
large number of these ~<carriers who <could perform the
required serJicé. In the samé question the MTB . inquires
which of £hese carriers have solicited the shippers business
and why they did not employ them. Following this is a°
conditional. question asking if tHe application is granted,
how will this grénting improve the shippers' business.

The final question deals with the nature of support for
the applicant. This.question inquires 1f support for the
applicant is based on reduced freight rates or because of
the service offered by the applicant. Alberta has no
requirements withv respect to rates.lilf the service 1is
supported on the grounds of reduced‘rates, there appears to
be no provision, without a careful breakdown of costs, as to
what fair and reé;;géhtable rates would be. This makes a
denial of an application'on economic grounds gquestionable.

Thérgi@fé also provisions for an Emefgency Temporary
Authority. fnfprmation required on an application to obtain
a temporary authority deals With length of time the permit
1s needed, the cémmodity and the destination.QThe carrier is
asked if permanent application will be made in the future.

The shipper»mpst‘complete a portion of the épplication

form for an emergency operating authdfity. Questions on the

form are designed to obtain information from the shipper
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regarding the required destination of the commodity, number
\ :

. of trips required and. the nature of the emergency. In
addition the shipper is asked if he will be supporting a
permanent abplication;- |

Shippers’ are also required to 1list the authorized
carriers who had refused or had been unablé to provide ‘the
service .being requested. There are no provisions for a
shipper ﬁo explain why they were refused or why the service
was not provided. . v

The number of emergency permits‘allowed, for example 1in
livestock, are 6 for a company and 3 for an individual per
year, In the case of ‘an individual or company who only
occasionall¥< requests a temporary authority‘the numbers do
not seem too restrictive. However, for individuals or
companies who are §ctivély soliciting to serve a shipper
while waiting for a permanent authority, the number of trips
and the Fime involved in receiving an authority may endanger
the carfi%rs chances to ‘obtain what may be termed as
profitable "longer" term employment. In conversation with
individuals it was reported that the costs of“ these
tempofary authorities are conéidered to be too high on a per
trip basis. |

The Alberta Transportation Annual Report for 1982/83
states that - in . the case of eitra;provincial operating
tempofary authorifies for motor carriers, 493 were approved
and 24 were déclined, :whicH 1s (app;okimately 5% of the

total. These figures may be misleading 1in that once an
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individua% or company has, in their opinion, used their

"quota" of temporary permits, they will not apply for a

temporary authority. The MTB has been given the powers under

the Motor Transport Act to grant the temporary authorities
as the Board deems necessary.

The final form in this series is Form C with the proper

title as follows: "Respondent's Statement in Objection to

Extra-Provincial Application for Operating Authority Before
the Alberta Motor Transport Board". This form requests ﬁame
of applicant carrier, naﬁe of respondent, and the person
(position or capacity with firm) makiné represeﬁtation on
behalf of the.respondent. With regard to the authority being
sought the respondenf must specify the part of the authority

he i1s opposed to. The resbondent must submit copies of his

Alberta Operating Authority and indicate the portion of his

authority which covers that sought by the applicant. The
same applieslfor authorities from other jurisdictions.

The respondent must also list details of the type of
tractors and traileré owned and leased,} and’ type of
equipment ﬁeeded to fulfili the éuthority. This will give

the MTB an indication if the respondent is able to handle

the needs of the shipper with regard to the commodity.

-
o7

Respondents must list the volume. of extra-provincial traffic

{

sought by the applicant which the respondent moved himself
during the previous year. In the same question resbondents
must list the names and addresses of shippers for whom

shipments were moved extra-provincially. Information of this

W | | "

Le)
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‘natﬁre helps the Board 1in deciding whether or not the
opposition is frivolous. In addition, the respondents are
asked if they have been solicited.for traffic from a shipper
of the commodities herein.oppOSed. If the service wa%' not
used by the shipper the respondent is given the opportunity
to resbond as to why they were not used.

‘As  to their capability_pin performing the service,
respondents must describe their abiligy/ to handle the
traffic and the availability of their equipment‘to keep pace
with the volumeé{ This is a question dealing with scheduling
and utilization.f\lelowng this a conditional guestion on
how the grant%ng of the applicati§n will affect the
respondent’'s business ‘both directly and indirectly. The
reépondent 1s asked to explain briéfly what may very well be
an extremely complicated situation.

The next section dealé with the appéals procegs for an

applicant, respondent and intervenor to appeér before a

public hearing.

Appeals and Oppositions to Operating Authorities Found in.
the Operating Authority Certificate( Formal Public Hearing
Order X

In the case of a public hearing, brocedures are found
in the Motor Transport Act) however} before discussing the
hearing procedures several definitions must be presented.

There are several parties involved in a public hearing the

first being the MTB whose typically broad powers are
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described in the Motor Transport Act, Chapﬁer M-20. There 1is
the applicant who 1is the person_applying for an operating
authority. The intervenor is a person "who does not hoid a
valid and subsisting authority" which is in "whole or part
coincidental with the «certificate applied for by the
applicant."*'

An intervenor is also deemed to be a person "who wishes
to make representation to ﬁhe Board on the’matter of the
effect on the public interest®*? represented by /the

application."*

Another participant is the respondent who:

" 1) holds a wvalid and subsisting operating
authority certificate 1issued by the Board that
authorizes the operation of a public vehicle in
whole'- or in part coincidental with the certificate
applied for by the applicant.

1i) whose interests may be affected by the granting
of the application.,"®*

Before an application 1is considered for a publié
hearing there are several requirements which were discussed
earlier in the application forms for extra-provincial
operating authority. Thé' board, once satisfied with the

application and supporting documentation shall:

" (a) specify the exact wording of the appllcatlon
to be considered.

*' Government of the Province of Alberta, Motor Transport
Act; Operating Authority Certificate Formal Public Hearing
Order, Alberta Regulation 192/82, Queen's Printer, Alberta.
*? See reference to public interest for an explanation of
this term.

‘? Government of the Prov1nce of Alberta, Motor Transport
Act; Operating Authority Certificate Formal Public Hearing
Order, Alberta Regulation 192/82, Queen's Printer, Alberta.
¢+ Ibid. :
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.(b) get the date of the formal public hearing and
(c) cause notice of the formal public hering to be
published in: -

i) the "Operating Authority Bulletin" of the Alberta
Trycking Association,

11): the Alberta Gazette, or

111) any other publication designated by the
Board.,"* >

With respect to the objection the Board directs:

An objection shall:

(a) be in & copies;

(b) include .

i) the name and address of the respondent 'and the
address for service on the respondent in Alberta.
11) a clear and concise statement of the grounds on
which the application so opposed, and :

111) a copy of the applicable operating authority
certificates held by the respondent in all
jurisdictions."**

A copy of the objection must be sent to the applicant
15'days prior to the formal public hearing.
In the case of an intervention it shall:

"

(a) be in 4 copies

(b) include

1) the name and address of the intervenor and an
address for service on the intervenor in Alberta,
and '

11) a clear and concise statement of the nature and
purpose of the intervention."*’

A copy of the intervention is. sent to the applicant in
the same fashion as the objection. In the case of an
_objection.and an intervention, the respondent and intervenor
shall deposit $50 with the Board which may be refunded at
the end of the hearing depending on how the Board has

accorded costs.
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"Costs
The Board has the power to assess' costs according to

the following tariff: :
-
" (a) in the case of an applicant, costs of not less
than $25 for each day or partial day of hearing,
payable to each of the respondents and to  the:
Provincial Treasurer; (o
(b) in the case of a respondent, costs of not 1'Les's
than $100 for each day or partial day of hearipg,
payable ,to the applicant, and not less than $25 for
each day of hearing payable to each of the other
respondents and to the Provincial Treasurer;, .

fc? in the case of the intervenor, costs of not less
than $25 for each day or partial day of hearing
payable to each person on whom, in the opinion of
the Board, an adverse effect resulted from the
intervention,"**®

These costs can be ordered paid to the Board 1f it

deems that the:

n

applicant, respondent or iptervenor as the case
may be against whom costs are ordered, has unduly
delayed the hearing, or whose conduct was frivolous
or vexatious, or an abuse of the hearing

. process.,"*’

Having the powers to levy these costs could help 1in
reducing the incidence of frivolous interveﬁtions,
objections and applications. In the <case «f a 1lengthy
hearing the costs could be substantial not only in costs
levied by the board but costs in -terms of time and effort
exerted by the participants. These costs are not explicitly
mentioned in studies due to the difficulty 1in <calculation

reporting the cost of regulation. Bronson's cost estimates

reported earlier give an example of costs both private and
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public in the regulatory process. In cases where a hearing
1s held jointly 'with the regulatory agency of another

province the Board may .l!ter proceedings as follows:

notwithstanding anything in the regqgulation, vary
its procedures at public hearings to be
substantially in compliance with the procedures
applicable to the jurisdiction where the evidence is
heard."’°

In the case of out of province hearings, the 1982/83
Annual Report of Alberta Transportation supported only one
joint hearing with the Saskatchewan Highway Traffic Board.
Also durihé this vyear the Board held 49 regular informal
“hearings and 18 formal public hearings.’' The following will
show how the Board responded in 1982/83 with respect to the
operating authorities discussed in this section.

Pertaining to intra-provincial operating authorities
there were 2,665 new applications, 670 cancellations, and
5,751 renewals. Alberta intra¥provincial' trucking
authorities consist of over 8,000 certificates. This number
does not however translate into over 8,000 units available
in Alberta for the transportagion of commodities which are
regulated. For example, where there is moré than one vehicle
oéerated under the authority of a certifiéaterissued by the
Board, the Public Service Vehicls Act states "a photostatic

copy of the certificate carried 1irn the vehicie shall be

considered as compliance with this section".™?

e Ibid. :

"' Alberta Transportation, Annual Report 1982-1983.
"* Alberta Regulations, Regulations Under the Public
Services Vehicles Act, Queen's Printer.
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With regard to extra-provincial operating authority for
new carriers there were 228 approved, 50 deferred and 15
declined in 1982/83. Amendments to authorities in 1982/83

consisted of 466 approved, 106 deferred, 23 declined and 11

-

tabled. There were also 90 transfers and 169 cancellations,
The  above information can be found in the Alberta

Transportation Annua{ﬁReport 1982/1983.,

A ‘
Other activitilies of the Board in-1982/83 with respect

to operating authorities are as follows:

" 1) issuance of certificates for  a three year
period a's opposed to one.

2) initiation  and simplification of commodity

. description for operating authority issuance.

3) simplication of the requirements to file
complimentary authority documentation for
certificate . review and operating authority
renewals."’?

v

The above changes were 1ntroduced to ‘"streamline
operations”. The wisdom of issuing certificates for a’ thrée
year period as opposed to one is questionable ©on grounds
which are higﬁlighted later in £hisv discussion. Under the

Motof Transport Act:

" 1) No holder of a certificate may, without the
permission of the Board, abandon or discontinue a
service authorized under the certificate except as
provided in the regulations.

2) ‘The Board may from time to time,. review a
certificate granted by it and if it 1is of the
opinion that the authority conferred by the
certificate has not been exercised or has not been
fully exercised within a period of 6 months from the
date of 1ssue of the certificate, or during any
period of ¢12 consecutive months, the Board may

a) cancel the certificate if the authority was not
exercised, or

73 Alberta Transportation, Annual Report 1982/1983, p. 50.



9

b) amend the certificate to accord with the actual
extent of the exercise of the authority."'*

Given the extension of operating authorities to a three
year period and the-provisions of the Act as stated above,
the . Boar@'s review procedures should be changed. The
granting of a right for a three year period may reduce time
on opérational proc;dnres for the Board but may lessen the
incentives to.an individual or companies to adhere to the
authority without proper review procedures. The applicable
section of the Act which states that "the Board -may from
time to time" rgview a certificate, seriously implies that
no rules exist for review unless a violation of an operating
authority is put before the Board. This coulg be interpreted
to mean that an individual could be in violation of the
certificate, under new procedures, for 2 1/2 years unless it
ls brought before the Board. The broad definition for
guthority granted under the certificate c&h be illustrated
in the case of livestock. The definition under the Livestock

.

and Livestock Products Act is as follows:

"

" "livestock™ means horses, ~cattle, sheep, swine,
fur bearing "animals raised 1in «captivity, live
poultry and bees.’®

Given this definition a carrier who historically has dealt
-

with ©cattle only in the past may oppose an application to

haul live bees. There is an 1incentive to oppose such an

7* Motor Transport Act, Chapter M-20 Revised Statutes of
Alberta 1980, Alberta Queen's Printer. :

7* Alberta Government, [jvestock and Livestock Products Act,
Chapter 2-24, Revised Statutes of Alberta, 1980, Queens
Printer. .
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-

appllcatlon on the part of the carrler within a subsisting
'authorlty ‘(one which 1is currentk;*glven the deflnlﬁxon of
'llvestock and knowing full well that once an 1nd1v1dual has
authorlty to haul livestock he too can haul cattle under his
new operating authorlty &hich 1ncludes all, linestock. An
indfvidual w1th a sub51st1ng autho§1ty may fear what may be
termed as greater pompetltlon using the ° frivolous
destructive. competition'h argument  Under the - current
251tuatlon it .is the appllcant(mho must show why he should be
granted authorlty in rg%%t of the opp051tlons put forth by
both re%pondents and'intervenors. Discussions with personnel
~at the MTB have elioited\infgfmation regarding the changyjng
of proceduree to have the respondents and intervenors " show
why an aothority should not be»granted\instead of placing
" the onus on the applicant to show why it should be granted.
In reality this is a "fairer" situation and should speed -up
the granting of authoritﬂes. Given the abové change, when
and’ PE it d0g§ occur, the respondgnts will be the ones
justifying why an applicant ghbuld be excludedr from the
rlghts to operate in a glven area and routes. Referrlng back
to the cattle and bee example the respondent would have to
know ‘how the granting of an authorlty to an appllcant will
affeot hia pfimarily cattle hauiing operation. Having the
respondent show why an applicant should not be granted an
g authority‘would give the'Board an opportunity t?”review the
respondents activities over the past year, and in the case

of the example above could well.rule that'the opposition is

.Y
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frivolous and vexatious based on the hauling pattéﬁﬁs of the

respondent. o

K; Rggent Changes Propoééd and Agreed'Updn in Principle

The above agreeﬁent‘ deals with an effort at the
federél—provincial and  territorial level to ;evisé
regulations and policy toward economic and administrative
aspects of the Canadian itrucking industry.. Basicélly the
various ministers héve agréed ~to uniformity in both
regulations and policies. ‘ | "

" The économic aspects considered 'wouid be entry
conditions, rates and the changing of "public coHvehience
and ‘necessity" to a more measurable method of evaluation.
Aiso the creatﬁon of a Canad§—wide Yisting of exempt
~commodities, These exeﬁpt goodé for which | ;public
convenience and necessity" wpuld-not be used, would bé goods
falling‘ under severalf,criteria. The?‘b criterié would be
based on such things as the nature of the good (if it is
perishable),. seasonality of production and. types of
‘equipment (specialization).

Administrative aspects could be concerned with
Streaml&ning insurance anQ fee payment reguirements. Other

- N ?. _
W es could be related to the length of

administrative,
. granting and oS8 ng authority, probably for an indefinite
period. Overall the_effects of the changes will reduce the

regulatory cost burden and increase the efficiency of the

motor carrier industry.
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L. Summary and Conclusion
From the E.C.C. defi#ition of regulation given earlier

it 1is apparent that regulation affects the majority of

"‘" 0 . . . ' . .
activities 1in the ‘'Canadian economy. The transportation

. v
v

‘sector, is no exception being currently subjected to "26
federal reéulétory statutes and at least twice that ‘number

of pfovintial ones. It is also subject to thousands of pages

of subordinate legislation, i.e. regulations."’*®

o A

When considering regulafions, it is 1important .to
distinguish between econdmjc and non-economic. It is the
ecpnomic'regulationéézﬁich have the greatest impact on the
trucking industryg, T;e majority ofistudies use Alberta as
the céﬁpetitive norm when measuring the economic effects of

t

regulation on the trucking industry. These studies tend to

&

that fegula;ions do have an affect, on the
igsoﬁrces. The costs of'thesé regulatﬁpns have
been inSEitutionaliZed into the regulatory proce%s.‘Entities’
‘such as the‘.Tariff Bureau have been created f%lfeduce~the
cost of compli;;ce to regulation which as shown are still
subétantial inﬂﬁpe trucking industry.

_“The eff&céé of possible derequlation will ,have"to be
studied ovef a pg}{od of time-on a regional level’. There is
a significant diff;rence between major urban centers. and
secluded rural areas with regard to competition. The Calgafy
to Edmontoh coféi@or haé a high volume of trucking actiQity'

in. all areas of trucking. Having tfucking firms free to

7‘K\Economic Council of .Canada, Responsible Regulation, p.»
22|, ) '
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locate in the province of Alberta ahould give&ﬁneentives to
carriers to move. from a highly competitive area "to a less
co@petitive~area.

With regard to the application for an operating
authority it is apparent that there is a need to review the
procedureé The criteria for granting an authorlty relles on
rhe principle "of "in the public 1nterest. ?he public
interest. questlon has not been answered.and therefore it is

unclear as to what contrlbutes public interest.



Il?& Trucking Industry Responses
‘ ' v%
A, Objoctives of the Questionnaire'

The purpose of this chapter is to summarize the results
from a questionnalro which was sent to truckers/assemblers
who are cur;engly or have been recently hauling hogs in
Alberta, B.cC. .and  the U.sS. Thé list of trucker assenblers
was supplied by the APPMB. There were also additional
Questionnaires = sent to both assemblers and various auction
‘markets in the hope of acquiring information relevant to
their individual -operations. Information gained from these
Ooperations could indicate size and capacity of the various
feedlot/assembly yards. '

The questionnaire was designeqd to  identify several
aspects of the trucking industry (see Appendix 111). Each
section of the questionnaire is. discussed separately There
are five sections, each addressing specific concerns,

Section A of the questionnaire was de51gned to elicit
zesponses on, for example, number of trucks, type, capacity
and averdge number of mjles travelled per year. Also in
Scction A the respondents were asked what the average/length
of "hauls were for hogs only. Infogmation from Section A
would allow the construction ot an inventory of‘vehicles and
their capaoities. |

- Section B required the respondents to answer questions

~on the utilization of their vehicles. These questions dealt

with percent of utilization for hauling different types of

59
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ivestock, which would indicate the relative importance. of
hogs in trucking operations. Information on the percent of
hauls at full ioad and the percentAof trips with a back haul
would give an indication of the utilization of livestock
hauling units. Also in this section there was a gquestion
which requested respondents to list the types of goods most
frequently back hauled. This wbuld provide information on
the types of goods for which these units may be used on a
back hgul.

Section C dealt with the types of services brbvided and
the areas served by Alberta tfﬁckers. Information from the
respondents would 1indicate the various types of services
offered ahd the percent of a truckers busiﬁess that ‘provided
these services 1involved. 1In order to cOnétruct a table to
show Qﬁere the majority of the truckers operationé_ took
place there was -also a question in the section concerning
areas of assembly -and destinétion4§or hogs.

h Section D of the questionnaire_requifed responses on
rateé and costs. Information gained frgm this section of the
questionnaire would aid in the construction of a rate
schedﬁle. THis information d%ce catego:ized by census
division would show the variability of rates béfween Census
"divisions. On the cost side, guestions dealt with ru§@;557

: - .y R
cost per mile. ) i et T‘f
[E N

3
'

Section E gave.the respondents an opportunity to off r
comments on the future of their trucking operations a}d

their opinion on the future of trucking regulations.
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The construction of this questionnaire also provided
the reseacher with the opportunity to develop and test a
éuestionnaire, with individuals familiar with guestionnaire
design and experts in the trucking industry, thus developing
addiéional knowledge of structure and conduct in the Alberta:

: 9
hog truck:i : industry.

B. Limitatic . »f the Quéstionnairé

The re.,. .e rate for the questionnaire was low., This
problem was foroeen by individuals at the APPMB and the
probable outcome was ‘openly.. stated in conversations with
individuals in the trucking industry.> It appears that
current contentious issues within the hog industry, with
respect to ;rucking, probably contributed to a reduced
~response rate. The move by the‘APPMB to purchase trailers

and the support of emergency temporary ‘authorities for

codperating truckers was viewed negativéﬁ??by some members
of the trucking industry. Also the recent a nouncement that.
féderal ‘and 'provincial governments are hegopiQEing to have
trucking regulations modified could have led‘éo a refusal by
potential respondents to fill out the queétionnaire 1f they
perceived the APPMB or the government were involved in this
study.’: ;

.By and large, it appeared that respondents were
reluctant to participate in a survey which.identifies*rates,

costs and areas served, even though respondents were assured

that their responses would be kept in strict confidence. One

.
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‘E&Bért in t?e trucking industry revealed that truckers are
reluctant to supply any information which they are ﬁot bound
by ~law to provide. This is especially the case in Alberta
where rates are not regﬁlated and in the case of livestock,
where rateg are negotiated between the t;ucker and the
producer.

There‘were 150 questionnaires sent to bonafide truckers
as well as questionnaires sent to assembly yards and auction
markets. Below are %ﬁ?ﬁed several observations partially
explaining the low response rate.

1. The list included assembly yérds‘ and auction

markets. The majority of these individuals do not
; offer trucking. services  but have individuals
trucking from their yards. |
2. Some of the respondents may have been one time
haulers, or
3. Hogs could haQe compriséd a smal; portion of tHe
truckéfs.qvérall livestock operation.

Individuals who fall iﬁ the 2nd and 3rd category
from the above 5bserva£ions~reported that their‘busineSS'
was *éinly ini hauling béef.- " &‘he responses were
incomplete and offered only a brief note to explain why-
they could not fill out the guestionnaire. Thus, it  is
guite possible that vthere are a nﬁmber of potential
respondents who did not complete the gquestionnaire for
the above reasons. A'follow~up letter failed to elicit

“further responses.-

@
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The survey elicited some strong negative reactions
by respondents, 1in that eight questionnaires were sent
back 1in the self addressed envelope with no
-correspondence whatsoever, The actions of these
individuals may reflect their opinion of  the
questionnaire and the study. |

In defénce of the truckers, there w;ge a number who
were contacted by telephone and the feeling gained Qas
that many of these individuals were busy running their
operations énd had very 1little time to fill out
questionnaires, especially ones which did nét'appear to
have obvious benefits to themselves. In retrospect, for
further studies it is suggested. that 1interviews with
truckers be conducted through personal contact.

ﬁ The 19 responses recéived were 1n most cases
complete and offered many valuable comments which are
reported in the comments section., Thesé 19
guestionnaires represent: 13 percent of .potential
‘respondenté, limiting the .ability to fulfill = the
objectives stated earlier in this chapter. However,
information from the guestionniares, supplemented with
data supplied by the APPMB on trucking operations ;ere

used to fulfill the objéctives.
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C. AlBerta Pork Producers Marketing Board Data Used to
Supplement Questionnaire Results

There are sections of the gquestionnaire which have been
supplemented with APPMB data. For example, areas of assembly
and destinations were derived from the 1list of trucker
assemblers. The home address of the truckers would in the
majority of cases reflect their area of opératdon and the
destinations were recorded with the help of the sales office
of the APPMB. In most cases the destinations of these
truckers were either éed Deer or Edmonton. The number of
extra provincial truckers and their destinations are also
reported. These destinations are primarily B,C., Northern
California or South Dakota which represent the majority of
hogs ieaving the province.

Due to the 'low response rate the guestion dealing with
trucking rates were supplemented with APPMB data. The rates
suéplied by the APPMB were broken down into the respectivé

census divisions and reported in Table III.4.
D. Results From the Questionnaire

Section A - Equipment

This section was designed to give an indication of the

types and numbers of trucks and tractor trailer combinations
. . ¥

used for hauling hogs commercially 1in Alberta. Basically

N

there aﬁé three majorltypes, each of which is further broken

down into subgroups. These subgroups and their capacities’
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"

are listed in Table I1I.1. This table includes information
pertaining to both short and long hauls. These trucks have
different costs per mile and the rates charged for their use
are quite variable. :
It should be noted that approximately 45 pérceht of
producers (those close to plants) haul their own hogs into
plants, terminal vyards and assembly yards. ' The types of
vehicles used by tﬁese producers vary from 1,2 ton trucks to
converted school buses. This study implicitly assumes
movement of hogs via commercial means. The producers who
‘haul their own hegs incur basically the same costs as
commercial operators using tﬁe 'trucks described in Table
ITI.1. There 1is also an opportunity cost of hauling these
hogs into markets, Producefs who haul fheir own hogs would
probably be incurring costs per unit which are higher than
the commercial operators who, via greater utilization have a

lower cost per unit. T

Average Length of Haul for Hoés Only

This qguestion was designed to discover the average
length of haul by trucks and tractor trailer cdmbinations.
It 1s apparent that the lafger units have progressively
longer hauls. These results afe as follows: straight trugks
had average hauls of 45 miles (oner;ay), while Eﬁe tractor
trailer combinations had average hauls of 346 (one way)

"7 Personal communication, Rod Buray, Alberta Pork Producers
Marketing Board.
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Table TII.1 -
Truck and Tractor Trailer Combinations, Alberta, 1984
Box Length Capacity' (Market Hogs)
Type (Feet) Single Double Triple
Straight 12 15
Truck 14 25
16 35
20 45
21 48
22 52
23 55
24 58 105
30 65 110
Tractor 50 120 200
Trailer 54 130 210
Combinations
Possumbelly 45 100 185 220
. 46 110 200 240

50 178 218 265

' Capacities from guestionnaire results and conversation
with industry personnel.



‘Section B - Utilization fui“l\; w0
This section investfgatés' utllrzggqon

involved in hauling hogs in Alberta both xlnt

, the aVerage

and 1nternatlonally

percentage of units Wthh]afv% used £or haullng Hlfferent

types of livestock. Thi ble Shows that hogs are in most

cases secondary to beef f"%s oﬁa the”'unnts available to

transport livestock. I “cdse Sf the ﬁractor traller

,5@3’ pprox1ma¢ely 30 percent of
& * ’

@
-combinations hogs .compd
bl

.
g

overall use for these up ""Thls would reflect the comments

of several respondents 7 ported that hogs compr;se such

a small portion of ~operation1;that they would not

13

complete the questionn: 'th,thmﬁ in mlnd the 30 percent

rate reported could &béi éﬁmewhat hlgh It 1sabeef cattle
L e ! S LT

L comprise the majority < of .limestqck “transported in

61LppeQCent’in Table iII 2 The
: . Sl MR
"other llVeSLOCk’ cate@ory refers e§§;u31vely to sheep

"-f‘

Percent of trips at full load

‘ I 2.
» . u’ (PR

This question was designed to report,”the percent of

hauls at full load as opposed to less than f llfl?ad lIn the$§§§
case of tractor traller combznatlons ; thé* &espondents
reported that in most cases all trlps are, at fuf§ load. Thls
would reflect the APPMB efforts to have these UﬂltS. fully
utilized when they leave the Board terminal yards. The
majority of thesevlarge units operate out of terminal yards

and assembly centers in the province which make greater



A%y
' &i
L » Table 111.2

v

Average Percentage Use for Units Hauling Hogs, Beef and
’ ' Other Livestock, Alberta 1984

Trucks Tractor Trailler
Combinations
_ %
Hogs ' 52 ’ 30
Beef 55 67
Other 3 3

i

Data derived from questionnaire regults.
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utilization possible.

The résponses pertaining to trucks indicate that 67

percent are at full loads. This reflects the fact that the
majorlty of stralght trutks assemblé\hogs by travell1ng from

7farm to farm -

Percent of total trips with back hduls

v'in the case of llvestock hauling unlts the potentlal
for a back haul is reduced due to such restrlctlons as
health_;egulatidns and the limited number of goods for which
a litésgock‘trailerecan be used on a back haul.

Respondents answering this section of the questionnaire

(16) reported between 0 and 7% percent of their trips having

! @ \ R ] . ‘
~a. back haul. The majority of respondents had between 15 ‘and

25 percent of their trips with 'a back haul. The . average -

percent of rips with back hauls Qas 17 percen% Industry

sources report that a back haul rate of 30 percent would be‘

‘considered as reasonable in the livestock hauling industry.

:Wlth the low back haul rate descrlbed above, rates: tend to

be based prlmarlly on the -forward haul In other Qords the
\ ‘ ' '
Qforward haul reflects the round trip rate:,This ‘observation

does take into "account' the . fact .that the'back hagl in

.essence has a marglnal cost . of zero 'due to' the fact that the

‘trucks return whetber~ empty - or full Truckerslcan chargeA-

4, {-';

beck haul rateefgtka percent of the .forward haul or charge a

t

‘rate on _a fdrward haul which compensates'for the lack of a

.;ibacglhaul. . - : ' o o S

5

/
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This i1s the section of the questionnaire which was

pointed out by one extra provincial trucker as being

.potentially misleading. inl the case of extra prdvincial

movements. the majority .of trade moves'horth to south with

little opportunity for a back haul tor carriers in the
livestock‘business. Essentiall?, the nature of the equipment
limits Qhat.lcan be back ‘hauled froﬁ the U.S.. This
particular tarrier,‘ witn both intra and extra provdncial

operations, reported that intrarprovincially the ‘operation

g ¥

“has«ﬁa,‘hbgh ~pertent of Dback hauls (mostly'cattle). Their

‘ . ) . . . :
extra prov1nc4aL (international) operations have virtually a

A

zero bach hatl ‘rate from the U.S.. When one considers the

‘number of mlles intra-provincially as opposed to ~eXtta

prov1nc1ally the extra provincial‘ miles comprise™ the

majorlty of mllé% travelled

it was p01nted out by onevrespondept that American

= .

_carriers in the 'extra provincial hauling of livestock return

: - . ‘ ] ‘ _
Jto the U S with a full load~on their back hauls. The U.S.

carriers deliver livestock or other allowable goods on their :

forward.. hauls to northern states, cross the border,aqd

,.piok—up a full load of’hogsgor peat moss on the back haul.
,These' oarfiets are able to base tates on avfull round trip-
“which translates=idto gteater utilization of the unit. These,
back haul rates‘would be a percent‘of_their forward rates.

This ref&ects &hat was stated earlier in the ‘discussion. of

the marginal oost of a back haul. The.back haul rates would

ol
-~ be flex1ble downward due to- competltlon for these hauls.,
’ '.'ﬁ" % .
l' { Q-\*’ :

A d" &6&” | J
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The immediate concern for the Canadian cartier 1is the
fact that his front haul is the U.S. carriers’ back htul and

there is a llmltegw%pportunlty for a back haul which forces

the Canadian carrler to meet the U.S. carriers' rates.

There were other concergs ‘dealing w1th road tax and the

fuel tax paid by Canadian carriers in the U.S.. One

respondent reported U.S. carriers in Alberta do not pay a

fnel tax. Conyersely,.the tax paid by Canadian carriers in
the U.S. further hlnders their ablllty te compete with .U,S.
carriers, The current exchange rate‘has 1nten51f1ed-this
proplem due to the fact the tax. must be paid in U.S.

currency.

Types of goods.most frequently'hauled back and the percent
7 |

of distribution: ' ,
s}

‘The. types of goods most frequently hauled back by

.respondents was livestock. ‘There were 61 percent of

respondents with back hauls (11‘of' 8): Back hauls consisted

~of 36 percent fat cattle 45 percent feeder cattlecand the

remaining products were feed and feed concentrates This

narrow . group of products (cattle and feed) reflects the

‘limited use of specialized trailers in the livestock hauling

~industry. In addition to the“phySical limitations, health

regulations ‘also restrict the use of these units.
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Part C = Service Provided and Areas Served

- The first, question in this section dealt with the
method of pick—up which is indioe;ive iof ‘where  the
respondents carried out the majorlty of their bu51ness |

In-Alberta hogs are picked wup at several drﬁferent
locations ~;Basical}y thEre‘a:e‘pick-ups by travelling from
farm to. faﬁﬁ assembly vyards, APPME terminal yardsunand

stockyg$as

All of the abovelmen;ioned methods for pick-up were

@

utilized by';;espondents. Therei’nere-s12' respondents who'
5ot .

- .
EeA ;»‘J’ 3 B . Y

reported'thai*fhey pick-up hogs f;oq farm. to farm. The
majority ‘of " these reSpondents answereé that 100 percent of
their opefations consisted of Bhis method. Conseqnently{
farm to farm assembly ranged from 2 percent to 100 percent:
with an average of 64 percent for thlS Eype of collection.

The as%emblyr yard pick-up methop had‘7~respondents.
Respondents reported that from-éd percent‘to’100 percent of
‘their operations were carried out  in this nmanner..The
average"oereent of toeal operations in this‘%ategory was 68
Apercentd ’ v |

There were 2 respondents who reported plck up atrnAPSMB
terminal yards. These 1nd1v1duals report S0 percentvof their
business was conducted fron these‘yardsf

Stockyard pick-up " had' 2 respondents—having an‘averege
of 87i5 percent of their business originating at stockyards.
The!. total number of responoentswin section b of the survey

exceeds the total number'repo:tedlfor the 'sdrvey.?}This is
. \
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dﬁe to the fact that sgverél respondent% carried out more
than one type of pick-up. o E
Pick ups Erom fafm to farm had the greatest number of
respondents with the grgafest variation in percent of
operations in this category. In this case respondents were
using straight trucks which reflect the nature of this type
.
.0f pick-up. ‘
A Other methods of pick-up involJé thg utilizatidn of the

tractor trailer combinations. There Wasfbgglrespondent with

tractor trailer combination who reported he would not pick

up at thé\farm gate unless a full load could be assembled.

This reflecté both the need to have the units fully employed.

and the specialized nature of these units.

) - .
One survey question inguired as to whether or not the

respondents owned or operatea*a hogi asggmbly yard. There

were four respondents who simply reported that they own an

assembly yard and have no trucking - interests. The§e—._

S . \
indiViduals -did not .complete the section on assembly yards

" . .. . v
and therefore, capacities were not recorded. Six.respondents .

i

reported ~owning of operating assembly yards with capécities
'which varied between 140 and 400 hogs. The average capacity
was 228 hogs which constitutes _é full load for tractor
‘frailer combinationé. " Under these conditions, local
prbducérs “deliver hogs to 'éésehbiy yards and once a full
load is assemb;éd the hogs are moved by truck ‘to packing

plants.

Y

i
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In most cases the assembly yard and trucking operation
are complimentary. The trucker/assembler would own both
operations, thus allowing greater ,utilization of the larger

more specialized units..

The main area({s) in Alberta in which the majority of
5‘ - .
respondent's business takes place

Question ™ 2c duey to lack o%gﬁéesponse will_ not be

addressed in the form presented 1in the QUestionnaire.

AlternateL_ a  table will show the number of potential
-truckerS£gp%rat1 ‘taréaf the datav'f udwhich\ was.
‘supplied f“tné., I%'has been p01nted out that in the
majority of bcasesfq the malllng add;ess of " truckers 1is

>

synonymous with thefr place of bu51ness. “The destlnationS‘
wefebrecofded by the APPMB sales.,offrce,‘ 1ndicating where
the ma]orlty of hauls terminate: The table reflects Alberta
‘operations only and in most 1nstances thejgestlnatlons were
Edmonton Red Deer and Lethbrldge. Excra prov1nc1al haulers

assembled at

negotiate with the APPMB and their loads are
the board terminal yards- or large assembly yards.

| Table.IIl.3 mfunctions as an 1nd1cator of 'trucking
‘Services available in an area. The.table does not report the
number of trucks owned by each flrm. However, in’ mosf/ cases
there is a s1ngle owner operator.;The’table.does include one
time haulers and those that haul bbgsA infreéuently. These

. - _ | A
infrequent haulers concentrate . the majority of their

operations in beef hau&lng .

A
&f‘?*“ ‘.
vEA

Ny

A
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truéwers haullng hégs in each census

75

’

Table II1.3 -also reports 'hog production from each

[

census’ division, based on dressed welght settlement and the

number of truckers haullng hogs from these census d1v151ons

" &y

The percentage of trucks in each census division relates to
b
the percent of hogs for that region. Census divisions with

large supplies of hogs are served by relatiyely larger

'

numbers of’.trucking firms, given that truckers are free to

.

operate throughout the prov1nce of Alberta 1f they have an .

v

5census d1v151ons other than those de' g the malllngp-'

fé%s The%%able doeﬁglnd1cate_ the

- o &
5 4 \“1‘),‘

¥
i

‘obé’hﬁing authority ThlS allows tru‘ L TRCA Ol operate "Uh

mhe total number trucks 1n‘a census diviSiOanith'anJ

T

operating authoruty to. haul hogs, are not recorded in thlsf

table. As stated earller llvestock ‘operatlng. authorities

>

in%;ude avl domestlc l1mestock., Therefore all truckers

“1

hauling beef 1n a census d1v151on also are allowed to haul

hogs under thz/ﬁrov1saon of thelr operatlng authorltles

FAr

Census divisions with few reported rates, wh1ch in turn

translates into- few trucks avallable for haul1ng hogs would

tend to exh1b1t llttle in the way of workabb competltxon.

These"areas comprlslng the fewest pptentlal truckers, as

.reported from the llSt prov1ded tended to have the hlghest'

average rates. fﬁf“”addltlon, ' comments recelved from
respondents emphasized the lack ©f cd&pet1t1on, whlch may

provide the p0551b111ty for collu51ve behav1ouf*9Thls would

s @§0 ?’f"
® ,

not reflect a competitive situation and rates would beM set

o

&

' [
. LT
RT S
B
..
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Table I1II1.2

Hog :Trucking Operators by Census Division in Alberta™1984

Number . % of Number of % of

YC.D. ‘ ' Hogs , Hogs, . Operators Total
] “ 23,935 i s o3
2 176,060 11 .15 7
3 18,857 3 3 2
s 24,649 e : 3

5 142,678 9 9 5
6 97,489 6 - SN 6
7 106,094 6. 12 . 7
8. 295,503 18 g 12
g \7 | ‘
10 21%79§&~« 13 25’ - 15
1  188}689 1 17 g 10
12 92,346 6 16 10
13 188,364 o 18 o
4. ~.12,?35 T o2 . - “-' A
15 ;1 52,457, 3 RV 8

. Source: Daté supplied by APPMB.

)
R

ALY ® ) !
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N

at a\level which would discourage truckers frgm other areas
from moving in. Truckers would be reluctant to  travel
numerous dead miles, making the triﬁ%%e“a;different(xn‘wé
division unprofitable. Also, once a 'trueker locates in a
census division with few participants it would be in his
“interest to maintain the status quo. ‘

There were 24 truoggpg firms identified. for extra
provincial trucking, 11 ﬁhlch also transport hogs intra

.%

provincially. - The @ajerity of fheir national and

international hauls o&iginate from Leﬁhbridge and. Calgary
whlch comprise 70 andv20 percent respect1vely The remaining

13 trucking flrms‘ldentlfled for. extra 'pggbincial hauling
’are. based . in B.C.(9) and Saskatchewan (4). Trucking firms:

having U;S. origins were not identified on the list supplied

by the APPMB,

v

Section D - Rates

This sectieon of the Qquestionnaire was aimed at
identifying rates. The trucking rates were supplied ffom a
list which documented trucking rates charged by truckers
hauling hogs for producers and the‘APPMBi These rates, 1in
most cases, werg for hauling a cwt.'dressed and subsequently
converted to a per hog basis. 1{' order to calculate the
length of hauls by the majority of these trucﬁ!@é it was
necessary to use their malllng addresses as the orlglns vahd

destlnatlons were supplled by the sales office of the APPMB

These flgures also allowed for the construction ' of ‘a

.
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schedule which waé employed in the transportation model,

This information was used to group the reported rates into

census divisions. These rates and the frequency for which

the rates appear from the list appear in Table I1I11.4." This
.does not represent the total number of truckers in an area
for two reasons.

1. Not all trﬁékers from the maSter list hauled for
produceré or ﬁhe APPMB over the period covered by the-
rate }ist.

2. Some truckers had more than one rate.

In 'reviewing Table III.4 the rates given would in most
cases be ‘those which apply to the nearest demand node, thus
being consistent with the destinations given by the sales
desk. In this light there are tentative observations which
can be made with regard to competition and rates. The census
divisions for which there are a large number of rates
recorded fend to have lower average rates, as well as being'f
relatively  close to the destination recorded by the APPMB.
For example,’CD's 10, 11, - 12, 13 would be sérving the
Edmonton .market; Aécordingly; average rétes in CD 11 ére
lower than those in CD's 12 and 13, partially reflecting
nearness to market.,

Total césts pe£ running mile/km by truck type

This qhestion elicited 8 responses for the tractor
trailer units andl62;espQ%§es for the'truéks. ggur of the

respondents had both truck and trailer combinations. Several

S
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respondents stated that the costs were eithef not known or
that the data was not available.

The total costs per running mile were yaried 1n the
case of stréightltrucks, a situation whicg s not wunusual,
considering the variety of trucks in this class. The average
for total costs in the straight truck class was 56 cents per
mile. Tbe highest cost reported was 95 cents and the lowest
25 cents. A total cost of 25 cents per running mile, being
lower than the reported average, 1s In most cases not
':ealistig. Tﬁe total running costs per\ttactor trailer units
were less wvariable, averaging 97 cents pér'mile, with the
high rate being $1.32 and the low rate of 6C cents.> Total
runhqu costs of 60 cents per mile should be yiewea és»beiﬁg

lowjggp iri. most cases the reported cost was'$T.OO,per mile;
E. Comments Receilved By Respondents

In this section of the questionnaire respondé@ts Awgte
asked 1f they planned on increas{ng, decreagfng or kegping”
fleet size constant in the near future. Hg:é,'thefe were'-14
respondents, seven of whom stated thatlﬁhey plah tofk¢ep 
" their currenf fleet size constant:f Oﬁly ﬁhree res§§nd§ﬁts

indicated that an lncrease was planned in 1 et sizé, while

‘ v

four respondents anticipated a decrease in#4

t sizé in the’

near future.
, %

Respondents were given an opportuniﬁﬁﬂﬂ%o comment on
: L e _
regulations and other concerns in the trufking ineéustry. In

many cases the responses are related tdﬂg§e subject of fleet

‘v‘k L\
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L]
size. Below the comments are recorded 1n most cases word for
o )
WQFd" . ,\“;

¥

Comments Rece ived

M"No need for further regulation.”

"Remove tax on U.S. built grailers."

"We do not want any more regulationss™”

"We are in favour of deregqulation but done accordinqﬁ@to an

approved plan and in an orderly fashion with participation

anc¢ :mpact from the trucking industry.” A
"There is not a large volume of livestock to haul in this
area.” * )

"Some large companies are gaining a monopoly position in
some areas by losing money in one area and making Qp the
loss 1in another area at the<<¥peﬁsé of the'local trucker."
"Because we are hauling for fé;mers 1 ﬁhink}thére should be
ah discount én fuel prices. I also think the operating
authority we have isn't worth the paper it is written on, it
»SQQU%d,:b? Ehe‘ samév as ‘B;C;. I would like to see tractor
Eréilgﬁ rateg set (this>may std§vs?abbing)."

fThe%é is E‘ definite légﬁﬁéf‘cbmpetifigggin.phis area for

‘trucking companies haufﬁné "livestock and they charge
Py

-

‘ "
“.whatever the;?ieel like."
"We are in favour of total deregulation, So as to let the

trucking industry get on with the business it is supposed to
g

do. With the government getting in on the act, they've ovex
regulated evérything.’ Total = deregulation would aklew the

strong to survive and you know the rest."

)
-



#

malntaln thelr e‘u1pment properly l

F. Summary and Conclu51ons'~\

\\\ - ' . ‘ T 4 : !

"Too " Mmany ‘temporary extra ‘proyincial'ppermits ‘given to
truckers'fto< haul the product we can, These people have to

. ‘ &
cut thelr dates to get -our customers therefore they cannot

AN

N The above compents encompass the’ d1ver51ty‘ ©f concerns

‘

from members of the trucklng 1ndustry Key areas of concern

~ : -

are regulation, both for and agalnst These opinions - p01§¢

to the nece551ty for further studles in deregulatlon once

the current regulaklons are changed as agreed upon between

¢ .

'provinces and the federal gove;nment;

£

| | . L, i ( .
The ,objectlves of Chﬁ%ter: III were modified to také

1nto accoun{ the low response rate. Additiopal data supplled

by ‘the APPMB were used to fulfill these objectlves

b o -
In ithe equ1pment category a table fwas construtted to

show the types and capac1t1es of equipment available- to haul

hogs. There are many subd1v151ons w1th1n dlfferent types " of

trucks and trailers.

The average length of | haul forw the above 'desciibed
units was 45 miles for the stralght trucks and 346 mlles for
the tractor traller combinations. The difference reflects
the specialization of the large tractor traiIer unfts.

In Table III.2 the average use of units for‘ differeht
types of livestock show hogs.in mest caSes are secondary to
beef. The estimates given in Table III.2 underestimate the

percentage for beef  in that oniy truckers hauling for the
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APPMB _were surveyed. There are many truckers rn Alberta’ who-

haul bderOnly.‘ . o
Responses dealing with the utilization of units show

o

that stralght trucks operate; at less than/ﬂpapacity (on
average), while the lafger tractor trailer combinations are
more fully utilized. The APPMEEmakes efforts7to have these.
uhits fplly.uﬂiiized on-hauls ieaving their terminal'yards.

In this'éectlon of Chapter III 1ssue5hbperta1n1hg to back

- hauls t were  raised’ /and statements from truckers ‘were -

] ) {

reported. The back haul for 1ly§stock mnlts 1s limited ~and

this 1is supported by ‘the low back/ haul rates reported by
- b 4

respondents. The average percent of r1p5‘w1th a ba@k~ haul

pwas 17, wh/eh’ls low based on co7versatlon with experts rn

the trucking industry. ;

Reviéwing methods of pick-up show that truckers use
“ :

e

: - : , ot
theit straight trucks in areas ) here the farm to farm method

. . / . : )
~prevails. The other methods/of pick-up use the large, more

N

specialized units, which is Qrectly related to the; volumes

@ -

of hogs available at these locations. For example those

'trucﬁers who owned or oqperated an assembly‘ yard.“would be

able to assemble a full load for,the\large‘tractor trailer

.units. Thus, these assembly yards compliment - the htrucking

\ ;
N !

operation. L o L -

Due to the lack ,0of response it was not-p055i7ée to make

meaningful observations on levels of competition in areas of -

the prov&nce. In order to - fulfill this objective it .was

necessary to use_APPMBAdata which allowed the constructon of



.;£

fglven area. The peroent of truckers in an area ‘was

: ‘\ %, 85

- P

. ~ (
Table 111.3, show1ng thé pOtentlal number of tru@kers in a

' ¢

compared

“to . the percent o hogs produce? from that area, and in ‘the

<

majority of cases.the - percent of truckers veflected the
percent  of 'Kggs» Areas of high-'Hog"»production were

synonymous with a relatiwely targe perfent of pdtential
. : . Y

truckers.

Sectlon D Of the qugstionne.re deqdlt wit@ " rates and
P =
costs.- In the case of costs it was reported by several

’ ' N . ) . ' ' -
respondents that either they did not know the costs for.

3

operating their trucks or that the data was not avqilablgg
N .. Yo o
Straight truck costs averaged 56 cents per mile while

Yractor ‘trailer costs were 97 cents per mlle
Table III -4 deplcts average rates by census division.

In cehsus 9&v151ons<i

ith .a large number of trucking rates

(reported from a”listls pplied by the_ APPMB) :tbe faverage'

N . . N ." .
rate 1s lower than those with few rates reported. These
v k) . + . o
census divisions are the ones closest to the major demand
. N - \ v .

.nodes  in the.prcvince of Alberta, therefore‘Sistance would

©

N “payg a large effect on rates charged within the ;division.

.
o=

TheA rates from/ the census divisioas close'to rhe demand
ﬁedes;show a range from $1.17‘to $1.85 cer cwt for ‘deliyery
to the closest demand rode. | . \

\ In the future and comments sections there hwere

differing opinions on deregulation and other“ concerns

»

ranging from cost of fuel 'to "scabbing” in the trucking

_industry.
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With respect to fléeet size +in the near future the

s b . - 1 ' . . " .
majority of truckers responded that they plan to keep fleet\
size constant. = Those reporting an ihcrease in fleef size
were the truckers 1in favouw of derégulat%dn. The ongs

reﬁbrting constant ~and decreasing -fleet size in the near
_ o s

- future were in most cases against deregulation.
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- IV. Model Results

A ~
A. Introduction '

A\

This chapter introduces linear: programming, the tool

uséd for minimizing hog transportation costs in Albérta, ahd

N

presents the results from the model along with the actual-
hog pranﬁpor%ation costs. This chapter also discusses the’

: . _ R . &
data requirement with respect to supply, demand, routes

s

chosen and the deyélbpment of the rate schedule used in this

stdgy. . =
) r

N
B. The Linear Transportatioh Problem
£
&
~The transportation problem, as a form of the linear

- ‘ . ”~ .
programming -problem, can be solved wusing the lineak

A“pfogramming simplex method.

]

The classical transporﬂhtioh problem determines the -

'optfmal~tscheﬁulé of shipments which have the following
N L , .

'characterisggcs:

"\

a. "originate at sources (supply depots) where
fixed stockpiles  of a commodity are
available ' ’

b. are sent directly to their final

. destinations -(demand depots) where various
fixed amounts are required :

c. exhaust the stockpiles: and fulfill the

" demand, herfce, total demand equals total
- supply, and finally, the cost% must

d. satisfy a linear objective function; that
ls, the cost of each - "shipment is
proportional to the amount shipped, and the
total <cost is the sum -of the individual
costs"7*®

'* Dantzing, ‘G., Linear Programming and Extension,
(Princeton University Press, 1963), p. 299.°

87
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The problem addressed in this study is to minimize
transportaﬁion costs.between fixed demand modes .and a fixed
,ngmber~of supply modes, This will'involve analyzing a shorr
run situation"bver. a one year period: January 1,:1984'
through to December 31, 1984, |
| 'Therei, are :certafhv necessary cqnaitiens which are
_described as follows:
1. Transportatioa rates on average mggg depend on
" d;srance rravelledr This will allow tht,constructlon
of a road‘mileaée matrix which presents costs for
movihgva Hog on a per mile ba;is.

2. Transportation rates used are an- average of'the
commerc1al rates reported by the -APPMB and Alberta
Agriculture Custom Rates Surveyr This was decessary

“since ir-was.not possible to separate the different
types pf trﬁtks”and trailers used for handling hogs.

3. Demand for hogs equals supply.of hogs in the model.
;One‘valid reasQn.fonjthiswrelateswtoﬂthe storage of
hegsawhich‘is not'ﬁraeﬁical for long perieds ef time
(shrink), as'this'impdses costs on producers
woula disruptplheir production process.

The cost function to be qin;mized is as follows:
" Minimize LiL; cij‘xi;

subject to:’ : ———

and le 2 O a . ' .
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a

Where ‘there are n iocations (supply nodes) 1in which
quantities a, (i = 1,2, ..., n) of a hombggneous ;tem (hogsf
are available for‘shipment 'toj-m other locations (demand
nodes) each of which reqguires a‘quantity b, (3 = 1,2, . . .,
m). Note that the total required L, b; 1is :greater thar®
and/or equal to I, a, which is the total available where Ciw

RS

is the cost of -5hipping one wunit from ofigin i, ‘tb
: : |
desfinatidn j.
The minimized transportation costs were calculated via
. LS .
the linear programming. model. The volumes for the supply

nodes have béen calculated using a computer program which
sorted APPMB' settlement number dataiby postal®codes. The
demand at the packiﬁg centers and U.S. destinations is fixed
using .the 1984 figures. The model will éilocaté the hogs

'froﬁ“supply centers to the nearest demand node 5o as to.

minimize the transportation costs.
C. Sources of Data v . . , .

Demand ' v
As mentioned earlier in this study total. hog* demand

r

equals tota hog supply‘less one hog. This is a variation of
the requirments of a traditional Erangpor@ation model.
Having é@pply less\ggii\fiiand by one hog was necessary due
to the requirements of the c6mpute; package uséd' to solve .

the lin€ar programming problem. Thé IBM 360 using the MPS

program, which due to rounding procedures presented an
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;infeasible solution. By having supply less than demand a
;B ‘ . ‘

In this 'study the selected demand nodes are the
establishéd packingf pf&ﬁf/ iniEdmonton, Calgary, Red Deer
and extra‘provinéial shiTments to selected U.S. destinations
(South Daketa and Northern California) and B.C. 'The demand
for Alberta hogs is"presented in Table;IV.1.

Table IV.1 shows demand from the six points chosen as
demand nodes. The production data supplied by the APPMB
shows geetlement numbers (hogs glaughtefed in Alberta) thch.
vary slightly from the numbers deménded. This differenge was
just. slightly 6Vér A percent. It was explained that the
digférence bewween the saies desk and settlement totals are
due “io ,the delivery by producers of more than the totals
phoned previously 1into the sales desk. For exémplel a
producér' will phone. 1in. that he has 10 hogs to sell and
delivers 11. This difference of 54,203 hogs which shows up
on theIVSettlemené-sheet, was pro-rated tQ the Qemandvnédes |
by taking thé befcent_of total for each demand node and

”multiplying that pércent by the 54,203 hogs. For example,
shipments to B.C. represented 1% of total demanded which.
translates into 5963 hogs of éhe 54,203 difference reported.

Table'IV.1.shows ﬁhat Edmonton processors required the
greatest number of h555‘<792,353 or 41% in 1984). The Red
Deer procés§or received 47%,059 hogs or 24% of the 1984
production. Shipment to the U.S. totaled 284,61? hogs which

is 15% of total production. The remaining 21% of 1984 hog
s

%
i3 * u'v’»"‘. K
LI 2T }‘t

¢




Table 1V,
Hog Demand' (1984) for the Six Demand Nodes Used in this
Study, Alberta 1984

Number % of

of Hogs ‘ Total
Edmonton 792,353 4
Red Deer 477,059 " 24
British Columbia' 177,440 9
Northern California . | 56,924 ‘ 3
South Dakota ‘ 227,693 : ‘ 12

Calgary 218,639 11

' Data supplied by the Alberta Pork Producers Marketing
Board records. .
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production was sent to Calgary <and British Columbia

processors which comprised 12% and 9% respectively.
]

[N

» . ) ’

Supply

=,

Suppfy data ‘were obtained from APPMB settlement

-

numbers. The data were éggregated by census divisions and

then segregated by county, municipal districts, special

afeés and improvement districts. | This 1nvolved the
classification of 492 }dentified cities, towns and hamlets
}nto their respective areas. Once coded and then entered
into the computer, the tqtals for each area Qere calculated.
The " totals fof the counties, municipal districts, special
~ateés and improvement districts are preéented in Table IV.2,

L)

Table IV.2 also shows totals for the census divisigns.
The criteria- for choosing the supply locations. were
based on area covered and volumes. In most céses a town was
Vﬂelected if‘it was 1) central, and 2) had a large volume ' of
hogs. This éollows eclosely the ‘methods used by Dawson in
choosing supply nodes.’’ |

»

D. Transportation Matrix

2l

The transportation cost matrix includes the «cost of

¢ \

transporting a live hog between all .origins and all
destinations. To calculate the above costs road mileége

between: all demand and supply {nodes, trucking rates and

fos Dawson, J., "Hog Assembly Centres: Alberta Locatidns

Analysis,"” (unpublished M.Sc. Thesis, University of Alberta,
Department of- Rural Economy, 1S71), p. 50.



93

Table 9.2 {
"Hogs Dressed Weight‘Settlements by Subdivisions', Alberta
. 1984 , . e
Number Number Supply Nodesg
Hogs  Subdivision - Hogs " Chosen
CDF 33,935 CTY B 0,708 Foremost
ID 1 ‘ 5,743 Mediclne Hat
" Medicine Hat 7,484
CD 2 176,060 CTY 4 43,347 Brooks
. 375,293 CTY &5 - 28,165 Warner
CTY 26 ° 47,314 Lethbridge
Lethbridge 217,712 :
(199233)" \
MD 14 38,755 Vauxhall
CD 3 48,857 MD 6 20,519 Cardstion
MD 9 , 3,454 Pincher Creek
MD 26 24,884 Claresholm
CD 4 24,649 SA 2 10,778 Hanna
SA 3 9,591 Oyen:
SA 4 4,280 Consort
CD 5 142,678 CTY 2 22,468 Vulcan
N CTY 16 . 20,639 " Strathmore
\ MD 47 8,528 Morrin’
MD 48 74,291 Threehills
ID 7 16,752 Drumheller -
CD 6 97,458 MD 31 20,619 High River
154413* MD 44 . 25,629 Calgary
T Calgary 14,905
(56924)" : ,
CTY 17 36,336 Didsbury
CD 7 106,094 CTY 6 30,974 Stettler
CTYy 18 14,052 Castor
CTY 29 23,703 Killam
MD '52 11,811 Czar
MD 61 25,554 Wainwright
CDh 8 285,503 1D 10 9,644 Rocky Mtn House
301,195 CTY 3 37,607 - Ponoka
CTY 14 141,570 . Lacombe
CTY 23 75,742 Innisfail
(5,692)" 36,632 Red Deer

Continvned
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Table IV.2 Continued
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Supply Nodes

Number N Number
Hogs Subdivision Hogs Chosen
CD 10 215,936 CTY 9 28,730 Holden
CTYy 2! 18,563 Two Hills
CTY 22 74,956 Camrose
Lloydminster 2,919 Vermilion
CTY 24 45,787, 4 '
CTY 27 23,701 Vegreville
CTY 30 21,280 Lamgnt
Ch 11 . 188,689 - MD 90 & 45,038 Morinville
211,459 CTY 20 15,398 Sherwood Park
CTY 25 35,161 Thorsby
CTY 31 72,141 Edmonton
(22,770)"
CTY 10 43,7217 Wetaskiwin
CD 12 392,346 CTVY, 13 14,433 Smoky Lake
cPv 19 60,513 St. Paul
MD 87 13,440 -Bonnyville
ID 18 3,960 Lac La Biche
CDh 13 188,364 CTY 7 ‘ 9,738 Thorhild
CTY 17 115,014 Barrhead
CTY 12 10,679 Athabasca
CTY 28- 13,980 Sangudo
MD 92 38,953 Westlock |}
CD 14 12,435 1D 14 6,150 Edson
ID 15 6,285 Whitecourt
CD 15 52,457 CTY 1: 17,255 ‘Grande Prairie
' ID 16 9,268 Valley View
ID 17 9,254 High Prairie
ID 19 L4100 Eaglesham
1D 27 1,295 Hines Creek
1D 22 2,299 Manning
ID 23 3,400 High Level
MD 133 1,274 Spirit River
MD 135 1,038 Grimshaw
MD 136 3,274 Fairview
' Numbers 1n brackets represent totals for U.S. shipments.

Data supplied by APPMB and conversations with Rod Buray. .

<« * Census division totals plus U.S.

> Includes CD 9 total of 306.

totals.
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volumes supplied at each supply node were required. Mileages

were calculated from road maps and a mileage matrix supplied

»
L

by Travel Alberta giving mileages to Edmonton from all
) . . . ~

points 1n  Alberta. nother mileage source was the Alberta
Trucking Assoclation D:irectory. Once completed the matrix

results show the cost of sﬁipping‘one hog from the supply

1 1es, to the demand nades,

pee

Routes Chosen
The criteria for épecifyiné the routes for the merment‘

of ﬁogs were as lelowsz'

1. The shortést route In most cases was chosen. This was
done by following primary highways in Alberta.

2. In jsthe case of Edmonton and points North the mileage to
the: demand node in B.C. was calculated via Jasper using

. highway 16 to highway 5 in B.C. Discusgions with several
dispatchers from. Edmonton based firms pointed out that
,th;s route was the shortest and has' fewer towns to pass
t hrbugh. .

3. The mileage from points South of Edmonton was routed viqa
CéT@Ery_to B.C.. ) . ; -

4. The U.S: destination routes were the shortest via
Lethbridge. Border crossing times also affect the routes
taken by the trucks. Giyen the nature of the product a
delay at a border crossing (overnight) 1s not practical.

\ )
5. In the case of Northern California the Edmonkon and

points North were routed through B.C.. Points South were

-~
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moved thrdugh‘Lethbfiagé.

6% In Southern Alberta the route to B.C. was either Calgary
. oul '

via Rogers Pass or. Lethbridge via the Crowsnest Pass.

ﬁate Schedule v . : C .
. !

The rate schedule/~—employed in this,k study  was
constructed by taking the rates for .over 100 carriers
. 8 o T R

(supplied. by the APPMB) ﬁand‘ recording the ‘mikeage and
rates/cwt to Edmonton and Red Deer.- Frequency of rates
: X x red .

"diminished as one moved away from the Centers. That is,

‘fewer carriers were recorded as the distance frqm the center

increased. This ifmplies .the ‘use ofAmore,specialized units as

distance increases. It.was for this reason that a rate of

$2.75 .per loaded mile wasiused (based.on a full load) for

"loads in excess of ‘400 miles. Shorter ﬁfips>used:rates based

on the average fagés for all types of g#rucks and trailer

L. e
by type of -truck from the data supplied by the APPMB.%}_j

combinations. It was not possible ‘to diéﬁggregate the ratgg,

" most cases pick-up charges were "listed separaﬁely 'by the

carriers, ~making the’ calculation of tgf average‘ rates

easier. In ca;és where pick:up assembly: chafges were low,
t;ansportation_ rates tended to be high, although the
oéposite~;aé alsé true in some cases. Witg this in mind one
should be Cautious in the use of the same fateb for shorter
hauls. The longe% hauls‘fefleéﬁ the'charge per_ loaded mile
of §2.75. The rate schedule itself is presentéd in Appéndix

1V.
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E. Limitations oflphefModel

The model used . in this étudy minimizes the
ttransportation costs for hogs prodﬁced iniAlberta and sold
natiqnaily. and ,internationaily. Since the: hogs required at
demand nodes and hogs supplied at subply nodes were defined
in uﬁits of hogs per year, (January 1 - December 3f, 1984)
fthe model results inéorporate.the assumption tﬁét demand and
-suppiy on a daily baéis are uniform err tha‘ngmber of

%

marketing days. For example, if there are 245 marketing days

’

1 a year, each day in the model would represent 1/245 of

|
L ‘ ‘ .
the total yearly marketings. In fact daily occurancés do not

exhibit the even flows which are used in a yearly model. The

results of the model represént the minimum cost of transport

if hog supply could be uniformly scheduled over the year‘anﬁ

matched with a unifofm demand.

The realities of the market meén that.the above igw

impossible. The model does provide a measure of the relative
magnitude of sé%ings in transportation costs available if
strategies were implemented that minimized transport of hogs

" to deménd nodes as shown by the model. Some of the marketing

?

~considerations faced by the °APPMB are reported in this

section. . o 2

o
|

Not having supply managemént powers the APPMB has
N V4

little control over the number of hogs marketed from any oan

supply point on any‘given day. The APPMB must make efforts

/

to accommodate all hogs =~ offered for sale on a particﬂlar

s ,
/

day. On the sales side, the satisfied demand of the pdckers
—_— . ~ . 7

7
/

[
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may.éary,vforcipg tﬁe.AéPMB-to hold these hégs or send them
to ‘a1terng@ive markets. ‘For example, if. the Edmontonaarea
sﬁpply’exceégs'the demandvfrom the Locél plant, this in turn
Qould’ fofce kge APPMB to hold these hQQ§'of move them to an
aléérﬁ§fbxdemand node. In this chse the oﬁtions would be (1)
"to mové the hogs to"Red Deer if they can be absorbed without
disrupting supplies in t@is area; (2) sell the excess hogg
in B.C. or the United S£ates,-§ollowing‘th;s précedure on a 
daily basis, the sales office i would; be * minimizing
trFﬁsportafion costs based on the Eq&alé\pfféfed for sale
‘and total satisfied demand from thé dema;d noégs.

In ofder to show minimum transpogtation cost on a dailx
basis it would be necessafy to have daily.offerings from the
suppig nodes and daily demands from thé'demand nodes. This
déta‘;ould be plaéed.in thé transportation model daily .and

(
/ the results could be used to show how minimum daily

transportation costs could be achieved.

F. Marketing Considerations

The folloying lists seyeral marketing céhsidera!!ons
which impact-on the obération of the APPMB. It will be shown
in,thié‘chapter.that opérationally the APPMB is wvery close
to the model results .which minimize coét."The following
considerations would -exblain a majorA portion of - the
‘differences between the model résults and actual costs.

In the last six months of 1984 Alberta weekly hog

exports were in the order of 10-12 thousand hogs per week,
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which was' in 'exceés of backer demands. The requirement to
move thig volume edualiéd up t§ 60 'loads per(‘yeek. Given
this xolume, coupled with truck.availability as well as'the
locapiqn'of available trucks, was crucial to the sélection
of hogs foxr-the export market.

The U.S. market demands a .heavier hog. In. order to
fu}fill this demand it was necessary to route hogs through
Board terminals to segregate producer's hogs which meet ‘the
Ufé. market specifications. There were attempts to have
assemblers sort hogs for eXPOfE but the.asSemblers failed to
‘szrt consistently the hogs regdired for -export markets. The
légis;ical problem of assémbling hogs for export is }urthér
complicated by the. neédito establish specific wé&ghtsrfor
each prodhcerfwhose hogs are sold inlo Ehe export market,
Hogs sold through private assemblefrs or gruckers and mixed

-with other prfoducer hogs for which there 1is no 1liveweight

A

established on a producer basis are not capable of

settlement on an export basis and,therefore'né&,iexportable.

"o

Mixed loads comihg from privatg assemblers and truckers for
which no such liveweight identification "and determination
exists must ‘be allocated and settled on a rail grade basis
in the domestic market. h

.For the ' purpose Qf settlement én export hogs SOId
lfveyeight,fprodpcers are paid the daily‘Aiberta poof ‘price
on a carcass yigld? o£ 78.5% of the scale weight ugon

delivery to the Board assembly yards or any other; assembly

~yard. authorized by the Board to weigh hogs for export
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settlement. Producers who have sold twen}ymor more hogs an a
raili grade basis in the previoué three months receiQé théir
average index ?Ver this period on their .livew§ight
settlementa préducers who market less than twenty hogs
re¢eﬁve ‘the" Alberta average.index ovar the previous three
month period. \ . |
‘As a result of this‘_policy, it 1is necessary for
producers to periodicéllf market a portion of their hogs to
a Canadian ‘plant. Making allowances for sorting on those
hogs that do QUalffy»for expé}t, a minimum of ten percent of

~

a b{oducer's hogs in an export location would 1ikeﬂy be

compelled to,bé sold in the domestic market.

One final consideration which affectg hog marketing is
sh;ink. The decision between holding a hog-and the cost of
shrink which (occurs may be greagef than moving the hog to

market.

G. Model Results ‘ »

The traﬁspor%ation ﬁodel used in this study  minimized
the tranqurtatidn costs fromithe 62 seleéted supply nodes
,to six demand nodes. The demand nodes are 1ocated in
Edmonton, Red Deer, Calgary, British ’Columbia, Northern
Califérnia and‘Sou£h Dakota. |

Totals for demand and suppl}Awere‘set to- be equal, as
requirea by 9the transportation model, however due  to

rounding procedures used by the computer it was necessary to

have supply exceed demand by one hog to avoid the- outcome of

/
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an ‘infeasible solution. The solution procedure fsed in this
study is for;the dtandard linear programmingiproblem.
This mOéel dékscnot differentiate between hdgé settled‘
,oé a live we¥éét basis and those on the sgttlgment sheets
wHiEh are on a dressed weight basis. Basicaily what 1is
présented is "a hog is a hog" whether"l?ve or dressed. The
dressed weight baéis includes hogs which a}e marketed at the
packipg plants, however, it is still-counted as one hog on
the settlement sheets. This would also be reflected in the
rate schedule which reported.tfansportation costs per hog.
Essentially, the model depicts . the m}nimized
tranépoftapion .costs for all hogs produced ovefr a one year
period from danuary 1, 1984 to December 312 1984. Hogs
,destihed fo; the U.S. yere ;uéplied from four supply nodes,‘
Edmonton (é%),'Red Deer (2%), Calgary (20%), and Lethbridge
(70%). 1t was' not possible to tface the origins ?f these
‘hogs. because they do not show up on the dressed weight
settlement sheets. The percentages showing tgq distﬁibutién
points for these hogs Wefé supplied by the APPMB sales

S

#E¥sts the
il

office, In order to mi%imize total trahsportatfop
computer did not allocate hogs £rom Edmonton, Calgary or Red
Deer to the quted S ates.AHowever there were T9§§23§zhogs
placed in Lethbridgg " iéh comprises ‘70% of the total numbérv

of  hogs destined fdr the U.S. All of these hogs were

allocated to South Dakota which is 87 percent of the hogs
'sent - to South Dakota. Results from the model were reported

by demand node to sHow the least cost transpfrtation methods-
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as allocated Sy the computer.
L

/

'U.S.‘Hog Movements

Hogs destined for the U.S. are sent to Northern
Califormia (20%) Snd South Dakoté (80%). Of the. 284,619
“total live hog exports to the'U.S.,‘56,924 went to Northern-
Califbfnia andn227,695 were‘seﬁt to South Dakdta; .

In the c;Ee of Qorthern California the model minimized
total transportation costs by shipping from the following
supply-nodes: (1) Foremost 4,786, (2) Warner 28fH65, (3) .
Cardston '20,159, {4) Pincher \Créek,3,454. In all but the
first case the figurés repreSent the total production from
tﬂesé "supply nodes. All of éhege points are either souﬁh‘og
southwest of Letﬁbr@dgé. Thése supply nodes were not furthén
considered to éuppiy other demand nodes. There were 227,695
hogs sent to South Dakéta; éomprising 80% of the hogs sent‘
to the U.S. This demand was mét by having‘hogs shipped from
the following Supply nodes: (1).Lethbridge’221)773 and (2)
Foremost 57,922. In meeting the numbe; of hégs sent to South
Dakota the remaining supply fr%h.Foremost was exhéUsted as
well as the majority of hogs available from Letbbridge.

*The minimum;£rénspo:tation cost solutien to meet the
feqﬁirementsb of the‘ U.S. shipments drew heavily from the

supply nodes closest to the U.S. border, which is what would

be expected a pFiOﬁi.' - : ' e
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Canadian Hog Movements
This section begins with British Columbia, which -
received }77,440 Alberta hogs sent for slaughter in 1984:‘In
order to minimize total transportation'costs from the supply
.npdes; the following points were chosen py the cdmputer: (1)
Lethbridge 43,253, (2) vVauxhall 38,755, (3) Claresholm
24,884, (4) vulcan 22,468, (5) Brooks 9,122, (6) Edson
“6,150, (7) Whitecogrt 6,285, (8) Grande Praf;ié 17,255, (9)
.Valleyview 9,268. There were 38,958 hogs allocated to B.cC.
from Northern Alberta which 1is approximétely 20% of the
tqﬁal.
&
Albepta Hog Movements
Démand at Red Deer was met from A4 supply nodes which
are geographically closest to this centre. The following
supply nodes were chosen to fulfill the reqqiremenfs at Red
Deer: (1) Qanna f0,778, (2) Dyen 9,591, x(3)Consort 4,280,
(4) .Morrin 8,528, (5) Three Hills 74f291,’(6) Didsbury
20,617, (7) stettler 30,974, (8) Castor 14,052, (9) Killam
14,052, (10) Czar 2,753, (11) Rocky Mountain House 9,644,
(12) Ponoka 37,607, (13) Laco%be‘ 141,570, (14) Innisfail
75,742, and (15) Red Deer 36,632, ' ‘
Edmonton, which had the greatest number of hogs
demanded in 1984,Awas supplied by 31 supply nodes. Tbe area
used to supply Edmonton’demand is extensive ranging from

north- of Red Deer to northern Alberta. It was not practicalJ

to list these supply nodes separately, ‘therefd}e only the

°
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code numbers are supplied and these can be cross referenéed
with the complete \list of supply nodes 1in Appendix V.
Edmonton was suppli?d\from numbers 23, 24, 25, 31-50, and
55-62., ' y '

EdmoAton had the greatest demand but the high number of

supply nodes reflects the northern Alberta supply nodes
-

which are great in numbers but have relatively low numbers

of hogs to supply.

y

1984 Hog Movements

In order to arrive at a reference éoint fof the
transportation modei it was necessary to reyiew the actual
movement of h§gs in Alberta. This proQided a useful
comparison to the model .r@sults discussed earlier. 'Hog
movements ‘on a per hog basis could not'be calculated, thus,
figures used in this study were Sgépliéd_by Rod Buray of the
APPMB over the course of several interviéws.der each of the
62 supply nodesait was necessary to have the percent of
qévements to each of the six de;and nodes. Therefore, the
figures used for the actual hog movements weke baséd on the
percentage movements related to hauling pattekns of truckers
serving the supply nodes.

Compaer to the model results reported earlier, actual
hog movements varied the greatest in the southern portion of
Alberta. For example, the model allocated a portion of the

hogs to the U.S» from Foremost, Medicine Hat and Brooks,

while the actual movements are primarily to Red Deer. The
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Edmonton, Calgary and’ Red Deer demands were satisfied in

basically the same manner as the modgl. The supply nodes

closest to these demand nodes were utilized in both cases.

Total Costs from the Model

Over the one year perioa chosen the total minimum
transportation costs calculated was $7,408,588.31. This
would be the minimum cost to transport hogs produced in
Alberta to the six demand nodes used in the model. This
total 1s also based on the rate schedule derived from

average truckilng rates.

1984 Costs E%r Alberta Hog Movements

Actual costs were calculated by taking the percentage
of hog movements reported'by the APPMB which were translated
into actual numbers then ﬁdl%ipliéd by the .rate schedule
used in this study. - Total costs for each demgnd node are
ré%orted in Table IV.3 along with the results from the
‘model. In all cases the results from the model show lower
transportation costs than the actual figures. However,
analysig of each demand centre show that the percent
difference between actual and the model results are in many

cases quite close. Table IV.3§ éﬁows.that the difference

between actual costs and the modeiyresultg range from 54 to
\

%o

59% with the overall differencg of 14%. In light of the
marketing difficulties encounter%é% y the APPMB in 1984, the

close to the model
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Table 1V,3

Alberta Transportation Costs: Actual and Model Results, 1984

»

Actual Percent ' Model Dollar

Costs' Difference .Results Difference
Edmonton 1,939,927 15 1,683,66 255,966
‘Red Deer 937,465 3] 711,59} 225,874
British 1,522,127 5 1,449,341 72,786
Columbia
Northern - 857,434 10 779,520 77,914
California : ,
South 2,765,354 . . 2,475,788 289,566
Dakota \ .

. EN
Calgary ) 492,369 . - 59 3%@,688 183,681
) R
Total 8,451,376 14 7,608,589 1,042,787
- -

' Data derived from a) model cost coefficients and b)
. personal communication with Rod Buray (APPMB) to establish
actual trangportation routes.

i
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results. The cost differences, for example, from t he
Edmonton area, could have been eliminated quite effectively
if no hogs were moved to the U.S. from Edmonton, Over the
last 3 months shipments of hogs to the U.S. have changed
drastically, makfng 1t difficult to devise strategies to
reduce the cost of U.S. hog shipments. Ideally there should
be no hogs moving out of the Edmonton area to the U.S.

The 5% difference between the model results and éctual
movements to B.C., translate into $72,000. On a per hog bésis
this would be 40 cents per hog or .2 cents per pound live
welght. The“difference in the Edmonton totals between actual
and model results is $255,966 which is 32 cents per hog or
.2 cents per pound live weight. In the case of Red Deer the
$225,874 difference translaées into 47 cents per hog or .2
cents per pound live weight. Northern California and - South
Dakota difference worked out to 1.36 and 1.27‘per hog. On a
per pound basis the difference is .6 and .5 cents per pound
respectively.

The U.S. destinatinons show the greatest difference

between model and actual results on a per hog basis. Recent
7

<

changes (tariff and health 'fegulation rul{ngs) have greatly
"reduced the shipment of Alberta hogs to the U.S. The other
demand nodes show a difference of 32 and 47 <cents per hog
for Edmonton and Red Deer.

In the case of Calgary, which no longer operﬁtes as a
demand centre, the importance of the 59% difference betweeﬁ

¢

actual and model results would no longer be significant. The
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Calgary area production would be allocated ahong the other
demand nodes which, inh the éasq of Red Deer, could turther
reduce the percentage difference qibeﬁ the éloso proximity
of ?algary to Red Deer. |

Overall, the decision to implement strategies which
would attempt to reduce the difference between - the mode! and
actual results would have to be considered carefully. 1In
aggregate, the difference‘ between the model and.actual
results would be 53 centc per hog. The costs of implement;nq
any strategies to. reduce this difference would have to be
significantly less than the 'benefit. The decision to
implement changes which would impact on the abové woulé have
to‘be made by the APPMB,

There 1s an opportunity for further studies which could

be done aimed at measuring the cost and benefit of

strateqiés to reduce hog transportation costs in Alberta..

xH. Summary of Chapter IV

The procedures 1for the linear transportation problem
were outlined, noting this study used the stangard linear
program package. The characteristics and aééumptions uéed
for the model in this study were 1introduced. 'Data sources
for both the supply and demand nodes weré expanded on
explaining the choice of both supply and\demand nodes.

| The reported minimized transportation costs, over a one
year period, was $7.4 million dollars. This figure 1is bbased

on the rate schedule constructed and shows the cost tc move
\
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4
hogs produced in Alberta by commercial means, As $tated
earlier it was not practical to analyze the transportation
L
costs from the farm gate to the selected supply nodes.

LS

Actual costs which were estimated at 8.45 million dollars
»

present a difference oi 14 percent 1n costs above what was

)

calculated via the model.

. ‘ ra

f/
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V. Conclusions and Recommendations

&

A, Fulfilment of bbjectives \“

v The following will list the objectives-of the study and
report the results. ”Xg

Objective Number One ‘ o "

2

Objective number .ome reviewed Frhe ‘major regulations”

“which  affect the <trucking " industry. The introdugtion

.contains a review of the .historicdal events which brought

. o et o
about = such regulations. Many regulations were precipitated

to a iargehdegree by the railroads who were.xinvolved with
1 e/ L

'the initial proceedings The primary reason for, the cohcern

&

of the rallroads _was that trucklng was beglnnlng to qompete

w1th the railroads. whlch themselves had been.regulated for

l

many years. |

Federal and . provincial roles 1in trucking regulation

‘Qefewfecogdéd'and'the‘lack of * homogeneity in regulations

were’ pointed out. This. lack of homogenelty adds a cost to

“the trucklng 1ndustry due to the fact that extra effort must

by

be 'taken -to adhere to the various provznc1al regulations. A

@

recent_announcement~ by 'both  ‘the federal and provincial

3

governments ~should tend to harmonize regulatlons Wthh will
'

in turn reduce. the cost of compllance

Economic and non-economic regulations were .reviewed and

a
.

the effects of these. regqulations on cost were reported.

Estimates of the cost of regulation were supplied for-direct’

110 o ' ™
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costs which include compliance costs. Indirect costs such as
, /
the cost of inefficiency are difficult to calculate.

/

The final section of this chapter dealt with operating

/
/

(’*éuthorities and the public hearing process. Problems with
the current sysfem were examined such as the placing‘ the
burden of> proof on the applicant aé to why an individual
uéhould‘be allowed an operatiﬁg aﬁthority. The formal pubiic
“hearing order was reviewed as yell as the regulations and
«écts'which affect this hearing process. Reécent Chagées
proposed and agreed upon in principle were reported in
‘coﬁjuthibn with the possible outcomeé of these cﬁanges.

" From the ab&ve~_it would be difficult toféstimate_thé
percentage of costs whith could be attributed .to the
’regulatory parameters iunder which Canadian trucking firms
operate. »n Chapter II it @as pointed out that costs are
minimized> according - to thelconétfaints associated with the
qis§uing of licences, . : -~

HIn. a study conducted.by D.L. McLachlan in 1971, he was
-..able to calculate the priéé efgects of regulation. In ;iis'
study Alberta vwas designated as a less regulated province
~which in _turn was compared' to more highly regdiated
provincesﬂﬁﬁﬁs estimate of the effect of regulation on pfice

was approximéﬁely 30%. In Alberta this figure could be

applied to extra-provincial operations which is regulated as

(,]“r" ] o

&

in other provinces: n the case of intra-provincial

movements this figure would be overestimating the cost due

to the fact that Snce an operating authority 1is granted

[
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truckers are free to operate in all areas of the province of

Alberta. That 1is to say there‘are no entry controls and

a

rates do‘not have to be filed in_Albert%&ﬁHoweverh he also
reported in his study that “Uﬁited States data indiééted
price falls of 33-36%, 12-53% and 16-59% for agricultural.
products~b:ought within the exempt catégory".‘° ‘

Impending changes’ih the regﬁlatdry framework, which
will exempt certain “agricultural . products, could:have aﬁ
effect on the prices charged to ‘haul.,ﬂégs. " The ‘figures
presented above show a broad range of price‘effect§.~The
lower estimaté.of 12-16% 1if applied to thé minimum acgtal
'trénsportation costs found in this stdd& coulg Franslate
into a savings of $888,960 to the hog indgst;; \\§or
Atranspofting . hogs, once the impending changes in regulatiéﬁpn
are implemented. ks

The price effects used in McLachlan's study are based
on estimates from the U.S. trucking industry. In the Aear
future if would be advisable to conduct a study w%ich

: j
investigates price effects, once the proposed deregulation

of the Canadian trucking industry becomes official. (

Objective Number Two
\

Objective - number ‘two was to document current
%

transportation rates and volumes of shipments from selected

supply nodes. The fulfillment of this objective relied on

a

data supplied by the APPMB. The current transportation rates

a
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wére used to construct a rate. schedule on a per mile basié
for hauling hogs; in Alberta, B.C., and the Unitgd States.
%bese}nates were also broken down byl_census division and
reporteaf in Tagle III.4; Theﬁresu&f$fshow a great deal of
variation betweenvénd within census @{Qisions. Observations
: : S
on the level of competition are difficult to make in that
ceASus divisions with a large number véf rates fecorded
‘tended to have lower averagé rates, howéverxié most cases
this wbula.réflect'nearness to market; Comménts ih Chaptér
III allude to the lack of competition in certain areas of
_the pfovince. Volumes of'shipments were recorded fromv APPMB
production data ahd were p;esented ip Table I1I1.2. This

" table showed that census divisions 2, 5, 6, 7, 8, 10, 11 and

13 produce the majority of hogs in Alberta.

. Objective Number Three

fhe thirdc;objective .of this study Qas to compose an
inventhy of the number Qf 'vehicles, Capacityu and types
available for hog transboftatio}} The first part of this
objective, reporﬁihg  the nﬁmbers of vehicles, = was
accompiiéhed using APPMB data. What is presented in Table
III.3 is a listing of the potential number of truckers
available to ‘tfansport hégsvin Alberta. This .data is based
on truckefs who have‘hauled hogs for the APPMB, however,
there are many other livestock héulers who have authofity to
haul hogs under the,térhé of tHeif Qperating authority.’ The

numbers in this table also assume one truck for each mailing
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address. " This would teid to underestimate the number of
trucks available to haul hogs in a pafticular'afea. However,
the majoritf ‘of truckers'aré_owner operatofs with only one
v?hicle available to haui hogs.-

Table III.1 reports the types and capacities of units
availablé to haul hogs. Basically there are two identified
units for hauling‘ hogs (1) straight truck with a box, (2)
tféctor trailer Combinations. As preéentéd in the table each
group has a numbgr of éubgroups by size and capacity of phe
.tpuck box and diff?rent t;ailers. Also, utilization of these
units was documénted” using data from the survéy. Average
trip lengﬁh was also calculated frgm guestionnaire results.
These resulﬁs show that straight t?ucks are used for shorter
hauls while the tractor trailer combinations tendzto be used
for longer hadls.b These results are in harmony w{th the
method of p-ck-up; straight trxucks are used for farm to farm

" pick-up while “‘tractor trailer combinations tend to pick-up

hog5”at assembly yards and APPMB terminal yaraé.

ObjectivewNumber Four

Objective number fodr‘used the linear programming model
as a tool fo minimize transportation costs for hogs produced
in Albefta. This model was Eased on a one year pefiod, thus,
costs were not minimized acc§rdipg to'.day to day changes in
the hog market. The computer #5olution showed the minimum

cost for transporting hogs both nationally and

internationally along with the various supply nodes which
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satisfyvaemand at the demand nodes. This 1in turn was
compared to actual hog movements.
The dollar figure results. from the model show that Q?bf?
7 ‘million dollars were spent tg transport hogs from the;:ﬁ
supply nodes to\the various demand nodes during é one year
'péfiod. In comparison, actual hog transportation costs were
in exce;s of 8 million dollars which is 14% more than the
model results.,
| Résults from a study done by McLachlan 1investigated
péssible‘price effects of reéulation. His results along with
results from studies conducted in the U.S. show a rangeé from
15-56% 1in transportatién price reductions for agricultural

products in the exempt classes, Using the lower estimate

this value was applied to the results on minimum

-
-

transportation costs in this study. A potential reduction of
$890,000 could be expected 1f derequlation were to take
place in the near future. This observation is .relevant, 1in

that it has already been announced that W the very near
- , e ' .

future regulagion in the C/ﬁgdian trué¢king industry will be
greatly reduced. Q@;/////% # ' )

B. Recommendations
The following recommendations have been made based on
observations -from this study.
1. If the presént regulatory framework is to be maintained
rates should be more closely monitored, ana the

necessary infrastructure set up to gauge if rate chaﬁges'

.
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are fair and eguitable. This recommendation 1is counter
to tréﬁds in deregqulation which- have been gaining
momentum over the last 10 yéars.'Also one can visualize
the increased costs which the above would incur.
The recent p;oposed éhanges in trucking reguiation
s
.égreed upon by federal and provincial agencies would
shift the burden of proof from thegapplicant to the
respdndent f?é the granting of operating authorities,
"and is fui?y supported by this study. This proposed
change would make the hearing process more equitable and
t@e incidence of frivolous objections would be grea£ly
reduced. |
In the case of extra and 1intra provincial operating
authorities ‘it~ 1s recommended that the -term domesti;
livestock ?ot be used aﬁd' in its .pléce specific
livestock be listed. For example  an éﬁtbority will
specify the type of 1livestock (hogs) whiéh trucking *
firms may haul!
Hogs, being a primary agricultural goéé should be exempt
from fegulations. The nature of the product requires
that time Edr delivery to market be ét‘a”ﬁinimum. This
would be in 1line with the e*emptions for primary
agricultural gobds in the U.S. -
Under the present regulatory,framework the use of the
term in the public "interest does not  have explicit

interpretations as used by the regulatory boards across

Canada. There is a need to have clear ’guidelihes for
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this term when wused in héarings for operating
authorities. Barring the inability to define public
interest in an equitable manner perhaps it 1is time to
adopt ‘a new set of criteria for granting an ;perating
authority.y .

With regard to surveying individuals in the trucking
industry it 1is recommended that for further‘studies
using guestionnaires, a two stage approach be utilized.

The first being a. general gquestionnaire which would

investigate the effects of requlations, average cost per

mile, and wutilization. The second stage would-+be more
specific dealing exclusively  with the livestock -
industry.

To  increase the quality of data it is ;écommended that
manifests  clearly State pick-up charges and
transportation. rates separately. fhis change would
indicate if pick-up rates are being used to reduce the
transpoftation rates charged in remote areas. |

It is recommended that tfucking rates be monitored by
the APPﬁB and that ‘rates published by area be made
available to pfoducerswquh request. This wouid increase

the information base available to producers. with regard

]

‘to trucking rates. The APPMB provides various market

information which assists producers in their day to day
© ::u i ¢

operations. The proviaing of a listing of trucking rates

in an area would(pot prove a large burden to the Board

and the available infofmation would be wvaluable to
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producers 1in highly competitive areas. The APPMB is not
involved in trucking rate regulation and can only act as
an information‘ medium to 'reporﬁ the rates charged to
producers. This service 1if implemented would be for

intra provincial operations only where there is a great ”

deal of variation in rates within census divisions.

C. Recommendation for FLrther‘Studies

The proposed changes in regulation; which will be
implémented over the next two years will offer‘an excellent
opportunity to conduct a/@tudy which will report the effeécts
of deregulation‘ of trucking 1in the livestock hauling
industryx For example, a study ﬂeaiing exclusively. with

&
pricing efficiency could provide valuable results. -
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TRANSPORTATION Alberta Motor Transpon Board ALBEETA RPOTOR TRANSPORT BOAKD
. ' 403 343 ba3]

NOTE , .
TELE> 036 3250 TWX €10 841 105
- PROVINCIAL BULD'NG
PO BOX:002
4920 . 53 STREET

ALL INFORRIATION BEAR!G ON AN
LEPLICATION OR OBJECTION (EXCLUDING
FINANCHAL STATENMENTS WiLL BE .

) AVAILABLE FOR PUBLIC SCRUTINY KED DEER ALBERTA CANAIA
Tar Eve
-
FORM B‘ , ‘&lﬁ;
CER}TIFICATE OF SUPPORT OF APPLICATION , DATE RECEIVED
FOR EXTRA PROVINCIAL OPERATING AUTHORITY BY BOARD
TO THE ALBERTA MOTOR TRANSPORT-BOARD -~
eOn behalf of
Carrier's Name
Address
1. QUALIFICATIONS OF WITNESS .
Name
Name of firm with which employed _
Position with firm
How long with the firm
How long in present position or capacity
QOutline duties as they relate to transportation
Address A
Phohe Number — .
Address of parent companyor head otice ,
r




2. The service of the applicantis required for the iransportation of the following:

i

ORIGIN

COMMODITY DESTINATION VOLUMES -
State or State or (Average Per Month)
B Province Province

128

3. Please state commodities for which vice-versa on operating authority is required and outline the

reasons why:

‘4. What type of equipment is required to move your commodities?

s (8) Bulkin hoppeﬁr type vehicles?

(b) Bulkin pneumatic vehicles?

~{c)” Bulk in tank type vehicles? .

{d) Reefers or dry vans?

{e) Highboy or lowboy trailers?

(f) Specially designed trailers?
5. Will the service you require be:

{a) L.T.L. shipments?

(b} Truckload lots only?

Specify.

Does the appli;ant have the type of equipment reduired to meet your transportation needs?
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7. How are your goods now being transported?
(a) Percentage by~ rail %
S
(b) Percentage by Motor Carrier — Common Carrier . %
— Own vehicle , | %

8. Name the'Motor Carriers used in the past and those presently being used.

-

NAME i ADDRESS PHONE

In the past:

At the present: : Ay

Have you any complaints with respect to the service of the above carriers?

9. What other carriers are you aware of who can provide the service and have the necessary
Operating Authority?
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Which of these have solicited your business?

NAME  ADDRESS - PHONE

Why did you not employ these carriers?

‘o

70. If rail service is used, please comment briefly on the service as it pertains to your commodities.

A

11. Have you previously used the service of the applicant?

Yes No ' :

12. f the applicant is granted how will it improve your business? ‘

3. Are you supporting this application because of reduced‘frieght rates or because of the service

offered by the applicam?

By signing and submitting this certificate of support the undersigned individual on behalf of the
Corporation, Association or Partnership he represents, certifies to the MOTOR TRANSPORT BOARD of .
the Province of ALBERTA that he, or an &uthorized and qualified representative of the Corporation,
Association or Partnership, will, if required, appear and testify on the applicant's behalf at a regu|.ar

meeting of the Motor Transport Board or at a Public Hearing should the Board rule that a Public
Hearing is necessary. - . '

Should the support for this application or agreement to appear before the Board, if required, be

withdrawn or changed in whole or in part, the yndersigned agrees to immediately inform the MOTOR
‘TRANSPORT BOARD.
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|, the undersigned, hereby declare that | am duly qualified and authorized to make this Certification of

support and furthermore declare that | have to the best of my knowledge, belief and ability supplied
true and correct information, '

DATED: 19

FIRM, CORPORATION, ASSOCIA?['ION, PARTNERSHIP, ETC.

SIGNATURE CTITLE

1

1

ADDRESS
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: - TRAN SPORTAT'ON . Alberia Mmu: Transpart Board 403 343 4260

Teler 036 3250 TWX 610 B4Y 1058
Provincal Building
> PO B 5002
4820 51 Swreen
Rect Drw’ Alberta Canada
TAN 5Y5
Application No

CaTE RECLIVED
By BOARD

FORM C

RESPONDENT'S STATEMENT IN OBJECTION
TO EXTRA-PROVINCIAL APPLICATION FOR OPERATING AUTHORITY
BEFORE THE
ALBERTA MOTOR TRANSPORT BOARD

1 Name of Applicant Carrier

Address

2 Name of Respondent

Address

Telephone Number

3 Name of person making representation on beha!f of respondent

Postion or capacity with firm

Telephone Number ’

How long employed by respondent

4 Specily the part of the authority being sought in the application to which you are opposed
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5 Attach copy of respondent’s Alberta Operating Authonity and INDICATE Yhat porton which covers

that sought by the apphcant

Attach copy of respondent’'s CORRESPONDING authorities from other jurisdictions than Alberta and

INDICATEwhat portion which covers that sought by the apphcant

Attach a hist of respondent’'s equipment giving details of the type of trailers and tractors owned
leased f special equipment 1s necessary for authority in application being opposed. explam

describe equipment (provide photographs if possible )

6 (A) What volume of Extra-Provincial traffic for the commodities sought by the apphcant did

move in the last year?

Number of Shipments

Last year ...

and
and

you

Thus year

(B) List names and addresses of shippers or consignees for whom shipments showh above were

moved (Extra-Provincial traffic only )

-

7 Have you as the respondent been approached or solcned for any traffic from a shipper of the

commcdiies herein opposed? (Indicate names of shippers. dates approached and by whom?)

Was respondent able to provide service? Yes

Was the service used by shapbeﬂ Yes

No

No

If "NO' please comment
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H Outline hoetly the atuhity of respondent 1o handle the commodities being apphed for which you are

Oppotang and how vl fitinto your system mcluding avarlabihity of your eqimpment to handle thes
traf .

9 Explom brefly how the granting of this apphcation will affett vour business erther directly or
indirectly

10 Will g schontor, or representative of your firm attend a regular Board Meeting in support of \our
‘protest? Yes _ . No ___

11 inthe'event the applicaticnisdechnedio the testofaPublic Hearmg willyoube preparedtoappear at,
this Public Hearing?

On e basis of the abovesnformaton Submimted Phereby declare that 1 have tothe bestof my knowledae
belief and atbibity supphed trae and correct information

(PRINT) Name of Representative

Address

Telephone Number

SIGNATURE

Date _. PR . 1

[de]
i
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TRANSPORTATION
Motor Trensport Boerd

un Boor Provncs Buistng MK 3! Sirest %00 Oeer A0ea lanaas TN 8B Phone: (403)

X
1 |

J41-5410 Telex: 238 3252

613-341-1358

QESTIONS TO BE WSWERED BY THE CARRIER:

L.

(¥

)

Name, address, and Telephone Number

Name :

Addrass:

Telechone Number:

Name 2f =he shipper

dumper of Single Trip Permizs used

Zommodizy. Criginslestinaticon

Zcrmcditv ies: s

Trijin:

leztination:

~ength 2f z.ma required for the Temporary Authority

Cezalls of home ;urisdiccion operation authority for non-residen

N

nT carriery

Will permanent applicac:on be made?

Signed

Ticle

Zontinued on raeverse
s1de



o

s

o

oS T BE ANSWERED FY THE SHIPPER:

Yame. address and Telephone Number

lAne:

INFORMAT [N RETY[RED PR EMERGENCY TEMPIRARY ATHRITY

136

\d:&’l!:

-

Telephone Number:

Name of

tha Jarrier

Iommodicy Trigin, Destinatlion

cocmmoditiv-ies:

Cestinat TN

Sroposed date of Zirst movement

Length of

zime required for the Temporary Authority

Numper 3f =ruck loads and zype 3f ecuipment recuired B
£Y
iaz.re °f Tmersency

List of authorized carriers 1o refused or have been unable

z0 2rovide service

Co.: ¥  Person: ?hore:
Zo. Parson: ?hone:
Io. Parson: rhcne:
o) ’ Parson: i Z-one:

An irndizaticn of wnetner -ne snipper will be supporzing & sermanent apglication
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APPLICATION TO THE MOTOR TRANSPORT

BOARD FOR AN INTRA-PROVINCIAL
A MI’G OPERATING AUTHORITY CERTIFICATE
OR CERTIFICATE AMENDMENT

TRANSF’ORTATION Motor Transport Branch

. 41h Floor, Provincial Bldg
4320 - 51 Street

Red Deer, Alberta, Canada

T4N 6K8

NOTE: Answer all questions fully. Mark N/A where not applicable.

incomplete apphcations may be returned or delayed. _ \)
On the basis of information herein submitted, | hereby make applicatioh for (check one w
D a new Operating Authority Certificate )

D an amendment to Operating Authority Certificate Number

Date

Full Name of Apphcant( )

Company or Tfade Name if used

4

Applicant‘s Address

~. Postal Code

Telephone Number
: \

Address of Businéss Premises

Postal Code . Telephone Number

1. Type of Operation (check one)
|
O Single Proprietorship

D Partnership Names and Address of Partners

-

O Limited Company Names and Addresses of Principal Officers and Alberta Manager -
Of Incorporation :

(attach copy of
Certificate of .
Incorporation)
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Y

\ )
2. Check commodities you mtend to transport from pomt to pomt in Alberta.
: D General Merchandlse
' D Cargo Insurance Exempted Commodities (Regulation 3.6.5.) -
D Luvestock
() Petroleum Products
D' Mobile Homes and Half Houses - ' o ‘
O Used Household Goods - - : A ‘ ‘ : ‘
4,’.% T
. Attach a complete and current list of equment operated by you, giving make, year, serial number, type (truck
power unit, semi- -trailer, etc.).” : .
. .
4. ‘Apphcant must attach evidence of a mmlmum bf six months reS|dency in Alberta (not applicable to apphcatron for,
.amendmemnt) , . w
) .
a. Photostatic copres of any two of (1) Alberta Health Caresnsurance Card; (2) Alberta Driver's Licence; (3) Salary
. or Wage Cheque Stubs (4) Rent or Mortgage Receipts (5) Bank Stateménts (confidential).
b If applicantis a student proof from the Institution showmg attendance for the last sn( months is requnred
» s .’:.“., ) ’ . C)*,
6. Valid and subsisting cargo insurance must be mamtamed by the apphcant in such amounts as prowded by the
Regulatnons under the Public Service Vehicle Act. ‘
6. Certification
| hereby cermy to the best of my knowledge, mformatlon and belief, tbat | have supphed true, accurate and complete
information to aII the foregoing questions m this docurrent.
£ S
\ Y
a9 k ‘
~ingle Proprietbrship ‘ i ~Title
nership, - ‘ ’ : S 4
must sign : : - Title
Q- ) . . ) ‘ 9 - ‘
c Title :
Limited Co. or ,
Incorporation : Title L




Appendix I11

139



A. Equipment

Survey 6f the Hog Trucking Industry in Alberta

140

1. 1Inas much detail as possible describe the numbers and stvles of trucks and traijlers used by your
firm to handle livestock. In order to maintain consistency in the description of truck types, would

you please provide specific information (as shown in the first line of the Table

-

Average -

Capatity ‘ Truck®®
Number o - (Numberof Miles/Km Box
Trucks™: Type vB®°  Market Hogs) GV.Wr* Per Year Length
Eg. 4 swaight ruck 38 ~ 2211
B
)
*Please specify lbs. or kgs. - ** Specify if double gr Single deck.
2. What is the average length of hauls by? ‘(for hogs 'only)\ .
. : ‘ - Tractor
- Straight ‘ Lhy Trailer '
Truck Km. v Miles Combination Km. " Miles
(Please specify if units are miles or kilometers).
. B. Utilization
1. What percentage of your.trucks and trailers are used for hauling:
Straight Trucks ' ~ Tractor Trailer Combination
Hogs
Beef

Ocher Livestock
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2. Wha percent of hauls areﬁt”

- Straight Trucks Tractor Trailer Combination

Full load:

3. What percent of total uipé have back hauls?

4. Please list the types of goods most frequently hauled back and the percema'ge of distribution:

Type of Good Percent of Distribution

-

TOTAL 100%

C. Service Provided and Areas Sen'ed

1. This Lable is designed to esmbhsh the methods used'to pick -up hogs and the p°rcem of your
business that these methods comprise.
Pick-up at:

%.of Business
Assembly Yard

Assembly by travelling from farm 1o farm

APPMB Terminal Yards

,'? . ‘
List Location(s): '

Stock Yards
List Location(s):

Ocher '
List Location(s): *

) : . 100%
@7 operate the hog assembly yard? - Yes No

Capacil)' (# of hogs)
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/. '
2. What is the main area(s) in Alberta in which-the mfajority of your business takes place.

e
Area of Assembly ‘ % Dc:stinationh %
. 100% Lo 100%

D. Rates and Costs
1. Do vou have a published rate schedule?

a. I ves, wou]d vou please supply Lhé schedule.

A AND A1SO, would you list pick-up charges separately.

b. If no, would you please supply us with your compan) 's tate schedule (by hog orcwt.) Please
use a separate pxece ofﬂpaper and attach 1o this questionnaire. . )

J

2. 1f you charge by the mile/km, please list for example price‘per mile if constant or iarice per blocks
of mile/km,i.e.1-50, 50-100, etc.

AND ALSO, would you list pick-up charges separately.

A3
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id
3, Wogld you please supply. tqlzJ ‘costs per running mile/km by truck type.

Straight Truck Cost/Mile OR "Cost/}(m
Tractor Trailer Combination
E. Future and Comments ¢

Do vou expecl 10 increase, decrease or keep your ﬂeet size constant in the near future? Please list any

concerns vou may have with respect 10 trucking, for examp]e should the trucking industry be regulated
in tates, entry conditions, etc ; »
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Buray.

Estimated Freight Rates in Alberta $/Hog
Miles Raﬁe Miles Rape
0- 10 .85 751- 800 BLQQ
11- 20 .94 801- 850 S 9.32
21- 30 1,03 851- 900 /. 9.83
31- 50 1.54 901- 850, 10.35
51- 60 2.05 951-1000 J 10.86
61- 80 2.22 1001-1050 ,// 11.37
81-100 / 2.65 1051-1100 11.88
101-120 \\\\\2.74‘ 11011150 12.40
121-140- 282 1151-1200 12,91
141-160 2.91 1201-1250 13.42
161-170 , 2.99 1251-1300 13.94
171-190 3.08 1301-1350 14,45
191-220 3.33  1351-1400 14,96 |
221-250 3.59 1401-1450 15.48
251-270 3.76 14511500 15.99
271-350 4.27 1501-1550 16,50
' 351-400 4.62  1551-1600 17.01
201-450 5.22 1601~ 1650 17.53
451-500 5.73  1651-1700 18.04
501-550 6.24 1701-1750 18.55
551-600 6.75 1751-1800 19.07
601-630 7.27 1801~ 1850 19.58
651-700 7.78  1851-1900 20.09
"701-750 8.29 1901-1930 ( 20.61
.
Soﬁrce:

Data supplied py APPMB and conversations with Rod
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Alberta Supply Nodes
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Formost
Medicine Hat
Brooks
Warner
Lethbridge
Vauxhall
Cardston

. Pincher Creek
.Claresholm

Hanna . '
Oyen

. Consort

Vulcan
Strathmore
Morrin
Three Hills
Drumheller
High River
Calgary
Didsbury
Stettler
Castor
Killam
Czar
Wainwright

Rocky Mountain House

Ponoka
Lacombe
Innisfail
Red Deer

..Holden

32.
33.
34,
35.
36.
37.
38.
39.
40.
41,
42,
43,
44,
45,
46.
47,
48,
43,
50.
51.
52.
53.
54,
55.
56.
57.
58.
59.
60.
61,
62.

Two Hills
Camrose
Vermillion
Vegreville
Lamont
Morinville
Sherwood Park
Thorsby
Edmonton
Westaskiwin
Smoky Lake
St. Paul
Bonnyville
Lac La Biche
Thorhild
Barrhead
Athabasca
Sangudec
Westlock
Edson b
Whitecourt
Grande Prairie
Valleyview
High Prairie
Eaglesham ~
Hines Creek
Manning

High Level
Spirit,River
Grimshaw
Fairview







