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ABSTRACT
SCHEDULED MOTORCOACH SERVICE IN NOVA SCOTIA 1822-1880

A Study of the Effects of Government Regulation
on the industry

Robert A. Gillis

April, 1982

This thesis examines scheduled motorcoach service in Nova Scotia between
the years 1922-1830 and the effect of government regulation on the industry. It
examines the relationship between the government as a policy maker through
legislation, the Public Utility Board, whose function was to oversee and regulate by
means of the Motor Camier Act, and the scheduled carriers who provided a service
in a regulated environment.

It examines early stagecoach and rairoad systems and their establishment
with some form of government subsidy. After 1822, it examines the reiationship
of the government, Board, and the carriers to the problems of ilegal operations,
cut-throat competition, a Royal Commission's desire for deregulation, increased
regulation required by government, and the bankruptcy of many camiers. This
thesis examines, after 1985, predatory pricing, unfair competition, and a sense of
direction towards deregulation.



The interrelationships of the three participants grow out of analysis of
various source material. The Annual Reports and company - ies kept by the Board
and the personal papers of George C. Thompson provide much of the primary
source material. These documents narrate the study from 1822 until 1980. As
well, newspaper accounts, learned journals, and personal interviews have been
utitized to give voice to some of the arguments presented.

This thesis makes a contribution to our coflective understanding of
scheduled service in Nova Scotia and the means by which these services were
established and continued to operate without government subsidy. At the same
bme it shows the important relationships between the companies operating these
services and the successful regulation, for the public gocd, of the industry, by the
Public Utility Board.
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INTRODUCTION

This thesis will study the scheduled motorcoach industry in Nova Scotia
from its origins in the early 1820s to the present day. The effects of state
regutation on the industry and the gradual emergence of Acadian Lines as the
major motor carrier after World War il will be its main themes. An examination of
the Motor Carrier Act, the regulations pertaining 1o the Act, and the role of the
Board of Commissioners of Public Utilities in interpreting the Act and regulations
will provide the basis for what follows. This thesis discusses the relationshup of the
scheduled carmiers to the market; the existence of competition (whether fair or not).
and the danger that cut-throat competiton may engulf the contemporary industry
if regulation is not continued.

in order to study the effects of government regulation on the industry | will
provide a short history of transportation beginning with the early stage coaches
which commenced service in 1815, The contribution of the stage coach to the
history of transportation in Nova Scotia was important, as was that of the raifroads
Both of these forms of transportation, however, received government subsidies to
start their respective operations, although the railroads received a much higher
fevel of government support and after 1867 were regulated by federal law. The
stage coaches opserated without regulation, but contracts existed with respect to
their subsidies.

The study of stage coaches and raifways is important for a number of
reasons. The early history of stage coach service, for example. will provide an
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indication of the major transportation routes in the province and why they were
estabiished. The early highway and the initial routes of scheduled mntorcoach
service followed the early stage routes. Railways are equally important, and
gradually spefied the end of stage coach service. The development of the railways
and their artificial growth under the National Policy of 1879, moreover, presented
what some regarded as unfair competition to the stage coaches. A century later,
the cry of unfair competition would be raised by the motorcoach industry with
respect to the passenger service provided by VIA rail. Between 1988 and 1880,
the federal government abandoned its traditional support of the railways and began
1o look at the issue of unfair competition in the transportation industry. The
Federal Government, in January 1880, cut many of VIA's unatonomical routes.
it would no longer subsidize many uneconomical routes which required a subsidy.
in addition, the Provincial Government enacted legisiation in 1988 to kmit any
expansion of highway motorcoach fleets until the issue of charter subsidization of
scheduled sensce was studied. in 1980, the Motor Carrier Act was changed fo
ensure that in future hearings, the Public Utifity Board would consider the sffect of
any expansion of charter motorcoach service on scheduled service.

Over the years, VIA had complained about high fees for track remtal from
Canadian Nationa! (CN} and Canadian Pacific (CP) and about unfair competition
from the passenger car. The Dominion Atiantic Railway (DAR) had also
complained bitterty, during the 1930s, about having to purchase and maintain rai
rights of way, and to pay taxes on their properties while facing so-called “unfair
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compstition” from the private automobile for passenger service. Even though the

rafiroad was regulated by a Federal Act and the motorcoach industry by a
Provincial Act, both forms of transportation faced competition from the private car.

Scheduled motorcoach service began in Nova Scotia in the 1920s and with
it, reguiation under the first Motor Carmrier Act of 1923. This Act permitted the
devetopment of the industry, encouraged the beginning and expansion of tourism
by motorcoach, and provided the legal framework within which Acadian Lines
would emerge. The present Acadian Lines is an amalgamation of companies
purchased during the 1930s and 1940s. Acadian Lines purchased a number of
smaller senvices, nciuding Wagner Tours, which operated between Yarmouth and
Halifax, and the services provided by Michae! Sulivan in Cape Breton. An analysis
of Wagner Tours reveals the entrepreneurial abilties of #s management, the
company's contribution {0 the tourism industry, and how it became one of the
larger carriers in the Province. The expenence of Wagner Tours also reveals the
increasing impact of the motorcoach ndustry on the railroads. Similarly, in Cape
Breton, Michae! Sullivan pioneered a number of routes and the Board permitted
the company’s growth. Routes were abandoned by other carriers, and in a state-
regutated marketplace, Sulivan provided service on them after receiving the
govermnment's blessing. Eventually, Acadian absorbed Sulfivan's business along
with Ocesan View Bus Service owned by Orville and Alden Puilsifer, and the Pender
Bus Company owned by Charles Pender. These latter two companies provided
suburban service in the City of Halifax and surrounding areas.
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in this thesis, the Board of Commissioners of Public Utifities (referred to
variously as the Public Utility Board, P.U.B., or Board) will be analyzed to show
how the relationship between the industry and Board changed over the years. In
the 1920s, entry into the industry was not difficuit and the requirements that
certificate hoiders had to meet were few. By the end of the decade. the Board
began to assert its influence. The number of certificates issued by the Board,
dropped by the early 1830s. During World War i, however, the Board became
more flexible, enabling the scheduled cariers to provirde the best service available
despite the uncertainties of the period. After the war, the Board took a pragmatic
approach to the development of the ingustry. Although it placed increased
emphasis on the financial viability of companies in granting licenses, it permitted
changes in routes so that the few companies which remamned wolild not be driven
out of business. This was generally the case unti the 1980s when, from the
carriers viewpoint, the Board appeared to become too lenient in issuing licenses
for charter service. Because of an outcry by the few remaining scheduted carriers
in Nova Scotia, the Attomsy General of Nova Scotia enacted legisiation beginning
n 1988 to alert the Board to the importance of scheduled service and to wam of
the potential underdevelopment of schedulsd service in the Province & oo many

charter [icenses were granted..



CHAPTER |
STAGE COACHES, RAILROADS, AND PUBLIC CONVEYANCE

1816-1932

From its very inception, the transportation industry in Nova Scotia has relied
upon state support. When Isaigh Smith comm-nced the first stage coach service
(in 1818,) it was with the support of the provincial govemment. "The only
requirement for the £100 subsidy was that the service operate one year and carry
the mails between Halifax and Windsor®' That same year, coach service
commenced between Halifax and Pictou, again with a provincial subsidy and under
the same terms as the service to Windsor. With government support, stage coach
service continued to expand. By 1850 there was service from Halifax to Annapolis
Roya!l three times a week with one tnp traveiling as far as Digby; another line
cperated twice a week to Liverpool and Yarmouth along the South Shore; a third
operated four times & week to Pictou; and 8 fourth on a sem-weekly basis
between Truro and Amhe;st. By the middie of the nineteenth century, albeit with
limited government assistance, the buik of the contemporary motorcoach routes
were being covered by stage coach.

Railroad construction in Nova Scotia developed under different auspices.
Nova Scotians hoped to emudate the British experiment with the rairoad.
Compared to England, however, Nova Scotia had two major problems: a rough
terrain and a sparse population. The noted reform politician, Joseph Howe, first
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promoted the construction of the railroad during the 1830s, writing several

editorials in the Nova Scotian promoting a rail link between Halifax and Windsor.
Howe argued that “the revenue derived would yield an ampile retum to the
investor...[the] price of land would rise...trade would expand...[and] servicing of
constant customers to Halifax...would be secured.”” Howe believed that railroad
stock would be a good investment and would provide a great profit to investors.
In 1836, however, the Nova Scotia House of Assembly refused an application for
a grant of £250 to aid in surveying the land between Halifax and Windsor for
purposes of building < railroad. Soon after that, the first private railroad was buift
by the General Mining Association; this six mile lir.e to connect the coalfields with
the docks in Pictou Harbour opened September 19, 1839.

During the following decade, Howe co~tinued to lobby the Nova Scotia
Assembiy and the British government for help in constructing a railway. But for afl
his pleading he could get the legislature to provide oniy half the money for the
railway fine already surveyed from Halifax to Windsor, none of it 1o be advanceu
until the remainder had been secured through private sources. "Aid me in this
good work,” said Howe in 1850, “and British North America will rise to [have]...al
the prganization and attributes of a nation.”® In the autumn of 1852, Howe was in
Britain investigating railway financing, and sesking 1o elevate his countrymen to
‘something more enabling, exalting and inspiring.** Eventually, after Howe
reminded Britain about loan guarantees that had been granted to the West indies

in 1848, the Brtish govermment agreed to support Nova Scotia’s railway
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development. Britain guaramteed the financing and Nova Scotia borrowed money

for railway construction at 3%%% interest instead of 6% on the open market. This
amounted to a subsidy, even if it was not a direct one.

The railroad was to carry the postage cargo. Control of the service would
be exercised by the Province, not by foreign companies or investors. Howe
opposed extensive invoivement in railway construction, but had o counter
arguments against public works being buit and owned by govemment. His
defence was that to give a company of speculators ertire control over them would
proguce a monopoly that would dominate the assembiymen and wrest from them
every particle of power."® Construction finally commenced in 1854 and "by 1858,
the ninety-three miles from Halifax to Truro was completed at a cost of $49,000 per
mile.”® The construction of the raifroad marked the beginning of state support
for a transportation service which was to compete with the privately operated stage
coach.

The stage coach industry had reached its peak size by Confederation.
Thereafter, the raflroads would exciude stagecoaches of the majority of thesr
passengers angd eventually relegated them o providing service at train stations
similar to a taxi ~2rvice. | the long run, state support for railways sroded the
sourcss of revenue for privately operated coaches.

By the tumn of the century, railways had reduced stage coaches to a feeder
service and new forms of transportation were smerging in urban communities.

While raiiroads were federally regulated, the development of rai and
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streetcar service to commuters remained ocutside the jurisdiction of the federal

government. [n Nova Scotia, the first attempt to regulate this new transportation
service came in 1809 with the passage of an Act establishing the "Board of Public
Utility Commissioners® {commonly known as the P.U.B.). This new Board served
as a watchdog over various utilities, such as water, powsr, and light companies
which also sometimes operated commuter or town transportation systems. The
most important sections of the Act of 1809 demanded that “the charge for any
service shall be reasonable and just..rates would have to be filed with the
Board...and upon a complaint by five persons...the Board couid call for a public
hearing into the matter."” This was the bsginning of a formal regulatory edifice.
The Board has continued to operate since 1808.

One of the first complaints presented to the Board came from the
Motormans’ and Conductors’ Union in 1913, and the Board's decision, rendered
in 1914, established the framework for future regulation of the industry. The Union
feit that tram cars should be fifted with air brakes which would be easier to apply
than the existing manually-applisd hand brake. The hearing was lengthy, and
expert witnesses from Ontario and the United States provided evidence on the
mechaniral and engingering requirements of the strestcar. In ruling in favour of
the tram company, the Board outlined the approach it would take with the
regulated industry. The Board conciuded that “the svidence does not convince
that any greater safsty will be secured by the change proposed...it is an important
consideration, secondary only to safety that the question of the cost of the air

AR Aty i it s
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brake has not been examined ...11 is an important consideration, at first a charge

upon the company, it must ultimately falt upon the patrons of the road.. the Board
recognizes that iis function is reguiation, not management.™ In this decision, the
Board clearly noted its committment to regulation, not management of the industry.
it would concemn itsetf with issuing certificates when “pubfic need and necessity”
required the same and with safety matters. It would not decide on what type of
equipment and options were to be purchased by a company. The Board did not
envisage itseif becoming involved in day to day operations of a company or taking
sides in labour-management disagreements.

Scheduled passenger conveyance by bus, operating on wheels not rails,
commenced service in the early 1820s in Nova Scotia. The Colchester and
Cumberland Bus Company operated in the Parrsboro area; 1.M. Bell provided a
service in Dartmouth; and Charies A. Pender between Halifax and Bedford. The
early history of the industry was chaotic to say the least. Pender and several
others operated on the identical routes with different types of vehicles, schedules,
and rates. There was littis stability in this marketplace for these carriers, some of
whom provided both commister and long distance service. The problem was that
carriers were not governed by the Public Utility Act. The Act covered only utilities;
bus companies feil outside the jurisdiction of its purview.,

Eventually, severe competition between operators resuited in the first Motor
Carrier Act, R.S. N.S. 1823, c.78 This legistation was specifically enacted by the

province 1o regulate motor carmriers, {1.e. carriers on tirés not rails) and to ensure
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the safe conveyance of both passengers and freigit. The Act also gave the P.U.B.

responsibility for carrying out the provisions of the Act. The govemment purposely
placed the reguiation of the industry at arms length and allowed the Board to
operate without interference. As Bill Outhit, & former chairman and member of the
Board, from 1950 to 1880, pointed out, "the government did not teil the Board what
to do. The Board operated within the Act and regulations. If there was something
which the government wanted changed, the Board's reply was that the Act should
be changed.® The government, through the years, has made changes to the Act,
the most important relating to mail carmiers and the character of scheduled servics.

The Motor Carrier Act provided the Board with a framework for regulation
and invested it with the power and authority to carry out its functions. It required
that all changes either to charges for service or routes must receive Board
approval. The Board could aiso require a public hearing on any petition placed
before it. The most important clause in the Act stated that "no motor carrier shall
operate any motor vehicle without first having appéed for, and obtained from the
Board, a certificate dectaring public need and necessity require this operation.”™
This clauss is stili the basis upon which a request for a passengsr service license
is considered by the Board. The requirements for freight ficenses have
changed."’

The first applicant under the 1923 Act, was L.M. Bell of Dartmouth, whose
company continued to operate until the 1970s when purchased by the City of
Dartmouth. In the hearing on Bell's ficensse appication, the Board established the
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guidelines which it would foliow in making future decisions. The Board concluded

that while it was a well established principle of economy that competition stimulated
business, it believed that these principles could not be applied to the public utility
field. "It was in the motor carrer business, [that the P.U.B.] speedily recognized
that the principle of competition which in other lines spelled improved service and
lower nrices, resuft in that form of 'cut-throat’ competition which demoralized
service and landed the motor carrier in the bankruptcy court.”'? Competition
came not only from other motor carriers but from railways who served the same
district. The Board remained sensitive to the raiway, the regulations they were
under, and how other forms of transportation affected their operation. The Motor
Carrier Act required the Board 10 study the effects that granting a centificate would
have on other modes of transportation.

Early on, the Board had to define what it meant by “public convenience and
necessity.” It applied the meaning suggested by Commissioner lrvine of New York,
who said of the phrase that, "it does not mean to require a physical necessity or
an indispensable thing...a public convenience and necessity exists when the
proposed facility will meet a reasonable want of the public and supply a need,
axisting facilities, whils in a sense sufficient, do not adeguately supply that
need.”’* The Board decided, moreover, that it was not tha need of the motor
carrier but the convenience and nscessity of the pubkic which had o be
considered. The Board also found guidance in a California Commission decision

of 1918 affecting the Santa Clara Valiey Auto Line where it was concludsd that,
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“he law fooks not to the operator, but to the convenience and necessity of the

public...Applications of this character shall be decided on the basis of the test
above and not on the basis of the desires or necessities of the operators.”’ This
first application set the requirements or means test which the Board would use in
grant certificates.

The Board, in some situations, permitted more than one operator 1o provide
service in cases where pubic need was justified. The Colchester-Cumberiand Bus
Company Ltd. and Edson Lewis were both given permission o operate over the
same Parrsboro to Truro route. Lewis was a mail carmer who previously supplied
service between Lower Five islands and Great Village, a distance of 28 miles. In
addition to carrying the mails, he carried passengers as an additional source of
revenue. In the application to extend his route, he had airsady made
arrangements 10 have a 12 passenger vehicle built. The Colchester-Cumbsriand
Company was commencing passenger sefvice only and would iater apply for
routes to Amherst and New Glasgow. Many mail carriers supplied passenger
transportation in addition to the carriage of the mafis. Later this would become a
point of contention bscause the mai camisrs feit they were exempt from the
Board's requirement for a certificate.

At first, many appficants for certificates were individuals of little financial
standing. Guy Morshouss, a retumnsd soldier, for example, applied for a certificate
to operate between Digby and East Ferry, a distance of 31 miles. He was granted
a certificate to operate two buses although his total assets amounted to only
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$7,000. Morehouse, a mail carrier, wished to carry more than the two passengers

which mail carriers were permitted to carry withoat requiring a cenificate. The
Board granted his request without the requirement of a public hearing because
there was no opposition to his application. Similarly, Thomas Hutchinson, with
assets of $8,000 was granted a certificate to operate from Yarmouth to Bridgetown
with a 20 passenger Reo.'® Witliam MacDougafl, another mail carrier who wanted
to camy passengers, was granted a certificate to operate between Canso and
Guysboro.’® This service still operates today, connecting with Acadian Lines in
Antigonish and providing local service on the route mentioned above. Thus the
Board granted certificates where public need and necessity was established.

in the 1920s some operators tried to link their services to the newly
emerging tourist industry. Such was the case witn Cyril L. Dauphinee who applied
for a certificate to provide a bi-weekly service between Yarmouth and Halifax with
a stop in Wolfville. All meals and hotel accommodations were to be included in the
ticket price for the proposed service. This service was designed 1o carry tourists
rather than providing local service on the route. But this objective raised the ire
of other carriers who depended upon tourism to meset their expenses. The
Dominion Atlantic Railroad (DAR) compiained that it had been providing passenger
service for & number of ysars and that any additional service would work "an
unnecessary and detrimental compstitive situation which would make serious
inroads upon the inadsquate revenues of the railways.”’ The railways argued
that the Act provided a necessary protection against any detrimental effect a
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highway service would have on other means of transportation. The railway
mentioned that “it had already lost 50% of its traffic during the summer months.
largely because of the private automobile. During Apple Blossom festival in June
1924, for example, 2,800 automobiles camied approximately 11,000 people
compared to 8 mere 100 passengers caried by the railway.”'® By 1924, with
18,234 vehicles registered, the privale automebile was a major competitor to
scheduled passenger service whether rait or road.

Dauphinee’s application was supported by George E. Marsters of Boston
who had been engaged in sending tourists to Nova Scotia for 25 years. “In my
opinion, nothing will help Nova Scotia as a whole, more than increased motor
travel both in privately owned cars and motorcoaches...Competition with the
railway has never come up...the transportation rates by motor are higher and the
get its business from the raiway but a large proportion is absolutely new
business.”'® More than a ha¥f century iater, this same argument would be used
by SMT Eastem Limited in s attempt to obtain additiona! opsrating authority in
Nova Scotia.

The raiway did not offer a responss to the comments of Mr. Marsters. As
a result, the Board ruled in favour of Dauphinee.?’ In its decision, the Board
observed that “the pstitionsr has made out an uncontradicted case to show that
there is a demand for the kind of service he proposes. It appesrs to the Board to
be z service which cannot be fumished by the railway...that public convenience
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calls for it, and again that necessity requires such public convenience should be
served.”?? Over the next decade, the raitway continued to oppose applications.
with mixed results. Although the Board approved some of these applications, in
other cases the raiway proved that a new hcense would be detrimental 10 its
revenue and the Board denied the motor carriers application. Despite the
establishment of a comprehensive reguiatory regime, the industry was plagued by
itega! operators. During the 1920s, inspecters were few and the fines for illegal
operation were minimal. llega! operators were an enduring problem untif the Act
was changed in 1980. From the 1820s, in cases of continuous illegal operation,
the Department of Motor Vehicles could cancel the ficense piates of an offending
vehicle. it was often difficult to convict an offender, however, because of the way
in which the Act was written. Take for example, the case of Thomas E. Fillmore
of Advocate Harbour, a licensed operator, who provided scheduied service
between Advocate Harbour and Parrsborg, commencing at 5:00 am. and finishing
at 7:30 p.m.  On July 6, 1925, Filmore wrote the Board complaining that a Mr.
Harry Allen "should be made to come across with a tax each month the same that
i have to, for he is carrying a greater number of passengers and running a public
conveyance as much as | am, and is able to cut prices for he has the best part of
road to trave! on, no insurance to carry, with a premium of over $200 to pay,
besides a !ax on passengers. This went on af! last summer and is going on this
summer and nothing being done.”” People in the local community also
compiained to both the Board and the Minister of Highways and showed therr
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support for Filmore.”

The Minister of Highways, approached the Board with the following
comment: "l am satisfied” he wrote, "that Filmore has the support of 80 per cent
of the people aiong the routs. | have much sympathy with them in their complaint
that they have not had the support and protection they might reasonably
expect.”® At this point a question of procedure emerged. The Board was
permitted to issue and cancel cerificates and the Minister of Highways
countersigned all operating certificates, but the Board had no real power with
respect to ilega! operators. Instead, the Attomsy General's Department was
required to prosecute offenders through the courts. Although the Motor Vehicle
Act aliowed the Minister of Highways to cancel registrations {and continues to do
so even today) such cancellations are only carmied out if proof has been obtained
that the vehicle has been used in an iflegal activity. But what was iiegal activity?
When Henry Allen was brought before the court, the presiding judge ruled that a
mail carrier traditionafly had ths right to carry two passengers in addition to the
mail as a courtesy and mainly because there was no other passenger service
avaitable. The judge refused to convict Allen afthough he was operating 8
scheduled service in gdirect competition with Fiimore. Thomas Fillmore’s brother,
an elected councitior and doctor, wrote Mr. Biack, the Minister of Highways,
complaining that "if the judge was right and said that a mai carrisr did not require
fo be licensed undsr the Act, then the Board should refund att of Mr. Filimore's
money &s he had paid for a certificate and also paid mileage taxes."”® As we

o
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shall see, this led to a revision of the Act in the 1930s.

The motorcoach industry was particularly unstabie in these early years. At
the end of 1930 there were 11 passenger certificates in force, down from a high
of 31 in 1927. (Table 2 suppies route details). Competition between legal carriers
was intense and also with those operating without a certificate. In addition, as the
public began to purchase private cars,{there were 36,078 regsstrations mn 1830,
more than double that of 1923)7 further pressure was felt by the scheduled
carriers. In this context of instability, the Board permitted amalgamation of routes.
and the disbanding of service where there were not enough passengers to provide
a break-even operation.

By the end of the 19205 then, the motorcoach industry in Nova Scotia
operated under a Motor Carrier Act which regulated the operations of passenger
carners. in an attempt to bring stabilty 0 the industry, the Board provided
relatively easy access while permiting the amalgamation of routes and
abandonment of services when conditions dictated . There were problems,
however. illegal operations were responsible for the demise of some legal carriers,
but the Board could do fittle about the problem because the courts would not fimd
dlegal operations guilty. The reguiations, under which the Act was managed, were
not always clear as to what was deemed legal or ilega! under the Act. Judges
would often interpret reguiations differently.



CHAPTER 1i
AMALGAMATION, CONSOLIDATION, AND
DISBANDMENT OF SERVICE

1932-1952

The 1930s commenced amidst problems the industry and board inherited
from operations in the 1920s. The 1920s had witnessed the mtroduction of the first
Motor Carrier Act. The Act had bsen designed to reguiate the industry both from
a safety perspective as well as the requirements of the travefing public. The Act
required "public nesd and necessity” to be proven before a certificate was issued.
it attempted to reguiate the instability caused by uniicensed opsrators. The Board
hag limited powers under the Motor Carrier Act It could not prosecute directly
and the initiative had to come from the Minister of Highways. However, even with
the Highways Department laying a charge, the courts often found favour with the
mail carriers who traditionally carried passengers in agdition to the mal.

By the late 1830s, the industry was in poor financial shape. Many carriers
experienced tough times and abandoned or sold routes to more stable carriers.
The Board approved many of these changes for fear there would be no schedulsd
service. By the early 1940s, the war placed additional burdsns on both the carriers
and the Beard. During the war, the Board bscame more concerned with the
issuss of overcrowding and mechanical finess of motorcoaches. Often the best
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motorcoach operator and mechanics enlisted, leaving company owners with few

trained staff. The war progressed and with increased rationing, few new units
coming available, and routes being cut, the Board's main concem was in assisting
opsrators to remain in business and providing scheduled service. At the same
time, the Board's power was diminished. Al equipment allocation, parts availability,
and route changes wers required 1o be approved by the Federal Transit Control.
Nevertheless, the Board assisted the stronger camiers and permitted the
amalgamation of routes so that scheduled service would remain in existence.

During the 1930s, numerous smalfl scale camers had abandoned routes.
Many of these routes were eventually taken over by stronger, well established
carriers. The most significant of the carriers during the "Dirty Thirties™ were Albert
Wagner in Yarmouth, Charles Pender in Halifax, Fred Nickerson on the South
Shore. and Mike Suilivan in Cape Breton.

Albert Wagner commengced in the passenger motorcoach industry in 1833
by first operating a taxi service in the town of Yarmouth, simifar to Mike Sufivan of
Sydney who commenced in the sams manner. Wagner became interested in the
tourist industry and spent considerabls time reading tounst publications and
studying the operations of various American tour opsrators. The Board issued him
a certificate to commence scheduled passenger service betwsen Yarmouth and
Hslifax. Charles A. Pendsr, mentioned earlier in regards suburban transportation
in Halifax, formed Pendsr Bus Company in 1833 to operate special charter trips

and sight sesing in Halifax, Thus, the requirement of catering to toursts and the
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traveiing public enabted these operators to petition the Board proving "pubiic need
and necessity” and the Board issued them certificates. In 1934, Fred Nickerson
commenced passenger service between Lockeport and Shelburne. His route was
partly along the main highway and on certain days, also operated on the back
roads which enabled him {0 serve Clyde River, Barrington, and Cape Sable Island.
Ancther route, established by Nickerson, serviced Port Latour, Baccaro, Barrington
to Yarmouth, and twice weekly trips between Clyde River and Yarmouth by the
main highway. Mike Suflivan, in Cape Breton, added a route from Sydney to
Louisbourg in 1933 and two additional routes from Sydney to Margaree Forks, one
via St. Peter’s, and one via Baddeck.

Despite the expansion of the routes serviced by these carriers, the industry
remained in a precarious condition. liegal competition from unlicensed operators,
which was rampant in the 1820s continued into the 1830s. Under pressure from
the approved certificate holders, therefore, the provincial government established
a Roya! Commission in 1932 to study the entire truck and motorcoach industry.
The mandate of the commission was to dscide “what provision, if any, ought to be
made for icensing and reguiating, or further reguiating persons or corporations
transporting passengers by motor vehicle for gain and persons of corporations
transporting goods by motor vehicle whether for gain or not, in order as far as
possible to ensure that first and reasonable service shall be fumnished by such
persons or corporations and to prevent such persons or corporations from unfairy
competing with one another or with other forms of passenger and freight
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transportation.”” The provincial government, through the Royal Commission,
was {0 examine its position on regulation of the scheduled motorcoach service and
the nature of competition within the industry or from other types of scheduled
passenger Services.

Although an Order in Council established the Commission in 1832, the
actual study did not start until 1833. In that year, the Commission held pubtic
hearings throughout the Province and much evidence was submitted by private
companies, motor carriers, wholesalers, {such as those represented by Maritime
Fruit and Vegetable Jobbers Association}, all bus operators in the Province, the
Department of Highways, the railways, and various other associations.”® There
were 18 sittings between August 10, 1833 and May 3, 1934. The end result of
these sittings was the release of the Royal Commission report and a new Motor
Carrter Act in 1838, The question of unfair competition has been an enduring ons.
in 1988, the provincial government of Nova Scotia, cafled tenders and awarded a
contract to a consortium of consulting firms to study the Nova Scotia industry with
particular emphasis upon the sffect charter revenue exerts on the operation of
scheduted service.

The Roya! Commission report was released on January 27, 1936, It stated
that there was a perception of unfar competition between carriers and railways.
The Commission’'s report obssrved that outside of insurance provisions, the
existing Motor Carrier Act did not regudate the carmiers anywhers near the extent

to which the railways were reguiated. in addition, the report concluded that the
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Province was not obtaining encugh revenue from the carriers in order to maintain

the roads in a proper manner. The Commission presented the province with three
main options in regards regulation of the mdustry. The first was that the entire
Province could be considered one total zone open to any legally ficensed carmier
to provide service. The second option was to divide the Province into ssparate
zones or routes with motor carriers receiving an exclusive franchise 1o service a
certain area. The third option was to feave the carrying of goods or passengers
open to unregulated competition.™ The only regulations, in such cases, wouild
be those involing insurance and those statutory controls which ensured that
vehicles were appropriately manufactured and operated in a safe manner to
protect life and limb. It was also recommended that provisions involving hours of
work be introduced for operators of vehicles icensed under the Act.™'

The report recommended that because the motor transport industry was
new and developing rapidiy, the work and resutts of the Roya! Commission shouid
be continued under the direction of a iufl time official working in collaboration with
the Department of Highways. "Only in this way can a sound transportation policy,
which wil adequately meet the needs of the people be developed®,*? said
Commissioner Ira P. MacNab. The Commission wantsd a psrmansnt ligison with
the Department of Highwa, 5 and wishad to repea! ail reguiatory statutes. The
Commission wanted a pofitical structure set up through the department of
highways which would report to the Minister. The analysis and regulation, if any,
of the industry would be done by the elected element of government. The
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Commission did not envisage a Board having any other input than regulating
safety and insurance requirements. Of the three options presented to government,
the Commussion recommended complete deregulation of the ndustry except for
The Angus L. MacDonald government, however, feit that this emerging
industry needed and required direction. Instead of dereguiation, it feit that
increased regulation was necessary in order to control wanton iflegal operations.
The Halifax Mail Star of April 15, 1937, observed that when Highway Minister

Alexander Stiring MacMillan introduced the Act he stated that “rates for
passengers and routes for operation would be decided by the Public Utilities
Commission which can grant franchises to bus owners’ certificates. To the
Highways Minister was given the right to reguiate and supervise the method of
operating such carriers in the relationship between the vehicles and public.**”
The report also considered the importance of tourism to the economy of the
Province. In the mid 1930s, the average tourist travefled 637 miles and spent 11
days in the province. Government did not wish to fose the tourist motorcoach
business. “Tourist transports entering Nova Scotia from other provinces or states
are freed of the necessity of having a permit, but they are prohibited from doing
‘station to station’ business within this part of the country.”> This important
policy has remained in effect to the present day and will be discussed in a later
chapter. Some provinces and many states have succumbed to the wishes of tour

opserators, however, and have pemnitted the dropping off or picking up of tourists
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Commission did not envisage 8 Board having any other input than regulating
safety and insurance requirements. Of the three options presented to government,
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The Angus L MacDonald government, however, felt that this emerging
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Province. In the mid 1830s, the average fourist travefied 837 milss and spent 11
days in the province. Government did not wish to lose the tourist motorcoach
business. “Tourist transports entering Nova Scotia from other provincss or states
are freed of the necessity of having a psrmit, but they are prohibited from doing
'station to station’ business within this part of the country.”> This important
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operators, howsver, and have permitted the dropping off or picking up of tourists
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within their jurisdictions to the dstriment of local motorcoach operators. Scheduled
service operators have traditonally used charter revenue to supplement money
losing scheduled routes.

The new Motor Carrier Act was passed April 17, 1937 and was to take effect
on April 1, 1938. Much of the original Act was rewritten and increased emphasis
was placed on operators who wished to abandon routes.  "No motor carrier, ™ the
Act read, "shall abandon or discontinue any service provided for in its certificate
without an order of the Board which shall be granted only after a hearing upon
such notice as the Board may drect™ The Board accepted applications in
1837 but these were not heard until the ACt took effect in 1938. The new Act also
required ali certificate holders as well as those operators without certificates (those
who entered the business between 1933 -1938) to apply or reapply for licensing,
and the Board studied the applications under the regquirement of “public need and
necessity” which had been an important component of the Act of 1923.

The Canadian National Raitway, in the first hearing under the new Act,
opposed all of the new applicants. The raiway's mamn argument, the same ons
used in its opposition 10 the application of Cyrit L. Dauphines in the mid 1820s,
was that it operated a passenger system on alf routes being applied for. The
raitway argued that it was prepared and eguipped to provide any nesdsd service
and would operate continuously, maintaining service on a ysar round basis, unlike
the applicants who were unabls to do so in the winter and spring because of poor
road conditions. The Board dismissed the raiway’'s arguments and granted
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motorcoach service on all of the routes applied for. Not all applications for

certificates were approved. Often there was more than one applicant for a
particuiar route. Using the same criteria as in 1923, the Board felt that most routes
should be granted to one operator. This would have serious implications for two
carriers, Scofia Motor Transport, owned by K.C. Irving, and Acadia Coach Lines
owned by Nova Scotia native, Fred Manning.

Between the beginning of the Royal Commission hearings in 1934 and the
new Act in 1837, no hearings of the Board had been held. Thus, there was no
reguiation of entry into the industry, fares, or routes travefied. During this hiatus,
K.C. Irving's Scotia Motor Transport Ltd., (SMT), had begun to provide some
service in Nova Scotia and was continuing t0 do so when the new Motor Carrier
Act was proclaimed in 1837. Scotia’s main routes were Halifax-Truro, Truro-
Moncton, and Truro-Sydney. The SMT application filed with the Board, included
fnanciai data as required by the new Act of 1938, showing an operating loss in
1937 over all of these routes (see Tabie 4). SMT argued nonethsless that they had
pioneered the routes available for hire, operated over roads undsr construction at
great expense, and that they had built up connections with existing carriers to
operate coast t0 coast. Distribution of time tables is of importance to the tourist
industry of the province, the SMT brief argued. A new operator couid not match
the timetabie established by Irving by the start of the all important tourism season.
“The routes bstween Sydney, Haffax, and the international Border have been
regarded as one,” said its brief, "and schedules designed to meet the convenience
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of the trave! to and from Nova Scotia.™™ Inving felt that SMT had experience in

training bus operators and ticket agents, and that this should not be ignored when
the Board made its decisions.

Unfortunately for rving, Acadia Coach Lines, one of a number of companies
owned by Nova Scotian entreprenewr, Fred C. Manning, appfied to the Board for
the same routes as Scotia Motor Transport. During the twenties, Manning had
become convinced that Nova Scotia was going to become 2 tourist haven. In
1827, he formed a partnership with Dick Harris of Aylesford and built a canopied
buitding, the first irue service station in Nova Scotia. In addition o service stations,
Manning opened Dodge and Desoto car franchises in Halifax, and Dodge and Ford
franchises in Kentville. Manning's operations were extensive. Mzritime Bus
Corporation, an affiiate of the United Service Corporation, Manning’s holding
company, operated suburban transit n Kentvifle while Capital Transit operated in
Fredericton and St. John's, Newfoundland. The Provincial Oil Company and
Superiine Ol Company (purchased by Fina in 1955) invoived Manning in the
petroleum industry, and Maritime Accessories, an automotive parts distribution
company, supplied parts to Mamning’'s other enterprises. So did his tire
distributorship. [n 1838, R.A. Joudrey, noted Nova Scotia industrialist, became a
partnger, and strengthensd Manning's financia! stature before the Board.

in considering the applications from Manning and irving, the Board had to
decide which appficant could give permanence of service. For this reason, the
United Service Corporation, Manning's holding company, made the application
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rather than Acadia Coach Lines. The Manning application thus showed a much
stronger financial picture than Irving's Scotia Motor Transport, because SMT's
application did not reflect any of the assets of the other Inving companies.
Manning's United Service Corporation obtained the routes Halfifax to New
Brunswick border via Parrsboro (route 2), Amherst to New Glasgow via Sunrise
Trail (route 6), and Halfifax to Sydney, via Truro (route 2 & 4).>” Manning’s
company did not receive the route Halifax to Yarmouth, however. That route was
instead issued to Wagner Tours. A charter authority was also granted to Acadian
Coach Lines, allowing it to make casual charter trips originate in the area served
by the aforesaid route hereunder described.">

The Board's issuance of centificates under the revised Act created many
lengthy routes which only large conglomerates could maintain. As a result, the
industry began to change from one characterized by many smai carriers 10 a few
large coachiines with extensive holdings. These iarge companies provided service
from Halifax to Amherst via Parrsboro; Halifax to Sydney via Truro/New Glasgow;
Amherst to New Glasgow via the Sunrise Trail; Halifax to Yarmouth via the South
Shore. Othsr smaller operators were granted certificates for more tocal services.
Many of these were subsequently purchased by the United Service Corporation
or s successor, Acadian Lines, a situation made possible by the Board's
willingness o permit many small operators to disband service or to transfer their
ceriificates 1o a stable fnancial entily.

Among those smaller operators to recsive certificates was Fred Wilsy
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Nickerson, for the routes from Shelbume to Yarmouth via Clyde River, Wood's

Harbour, Tusket, Yarmouth; a second route from Port Clyde to Yarmouth via
Barrington, Barmrington Passage, Wood's Harbour to Yarmouth; and from, Port
Ciyde to Yarmouth, via Ciyde River, Bamington Passage, points in Cape Istand and
further, Baccaro to Shelbume and retumn. Other licenses included Charles A
Pender, licensed to operate Halifax to Sackville and Halifax to Johnson's Cabins,
St. Margaret's Bay Road route; Michas! D. Sulivan of Sydney who operated routes
Sydney to Littie Bras D'or Bridge, Sydney to Cheticamp via Margaree and also
Sydney to Inverness via St.Peter's; Bernard L. MacKenzie who operated routes
from Bridgewater to Halifax, and Halifax to Peggy's Cove; and Wagner Tours which
operated a route from Bridgewater to Yarmouth and Halifax to Yarmouth. Table
V details the certificate hoiders and their respective routes. With the exception of
routes held by Bemmard L MacKenzie, all were later purchased by the United
Service Corporation or Acadian Lines.

Acadian Lines guickly grew into the dominant bus company in Nova Scotia.
By the end of 1838 it had acquired 4 new white coasches and operated an
approved fist of 12 vehicles seating from 11 to 26 passengers. Their Sydney routs
was expanded by fifteen miles but provided through service only to Glace Bay;
Acadian was restricted from boarding passengers between Sydney and Glace Bay.
This restriction, protected the interest of the iocal commuter opsrator, Cape Breton
Tramway. Acadian aiso disbandsd local service between Truro and Parrsboro and
on the New Glasgow to Halifax route because of a fack of ridership. As George
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Thompson, general manager of Acadian Lines during this period and later
President of the company between 1855-1885, recoflects: it was not aiways easy.
We were starving to death as a new business m the early days. The effects of the
depression were stif feit.*

Many of the previous certificate holders or those operating ilegally were not
issued certificates. But the changss in local service required by certificates often
caused difficutties. One complainant, for exampie, wrote that he couldn't trave!
from Shag Harbour to Yarmouth and return in the same day. The previous
operator had provided this service but the new operator, with a fonger trip, did not.
"This complainant aiso mentioned that the fare was higher and the coach had the
odour of fish."*® Upon inquiry, the Board received an expignation from Fred
Nickerson concerning the fish. it seems that a fisherman in Woods Harbour was
leaving for the fishing grounds at might and had ro one to ship his fish to
Yarmouth the following morning. An accommodating driver loaded a few hundred
pounds of dry pollock in the freight compariment. At the time, Nickerson stated,
it was almost odourless.™' Unfortunately, it was July and no matter how
odouriess, the passengers still smeit the fish. The complainant was not complstely
satisfied with the explanation. In a second letter to the Board he suggested "that
lower fares shouid be providsd by freight carrying vehicles and that the operator
of any small service should be permitted 10 pick up on the main highway™.** The
Board, however, fait that only ons operator, Nickerson, should be permitted to pick
up on the main highway. This operator charged higher rates becauses of increased
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overhead and often used a farger vehicle because of the passenger loads and the

length of the route.

in some circumstances, the Board was willing to grant muitiple camiers
certificates to operate over the same routes. This was the case in 1938 when Fred
Nickerson, Everstt Crowell, and Edmund and Adelbert D’'Eon, &l apptlied for a
certificate to cperate the same route. Nickerson had operated over the route for
four years without a certificate. Crowell also operated over the same portion
between Shag Harbour and Yarmouth, and the D’'Eons between Pubnico Head
and Yarmouth. The rates were between § .01 and § .02 per mile; cne operator
provided service three days a week, another, five d3s a week, and the third six.
Crowsll had operated since 1819, D'Eon since 1926, and Nickerson since 1934,
None of the applicants had previously operated under a cerificate of public
convenience and necessity. The Board noted in its decision that "t is confusion
worse confounded and ...[it] considers that one motor carrier could easily operate
all the routes applied for the by the three herein.“® The Board also considered
“that it would be a hargship at the present time to pick out ong or the other for a
lone certificate which & thinks is all that the fraffic will bear. It also feels that #
would be unfair to efiminate any of them to the exciusion of the other.™*
Aithough the Board was committed in principle to one carrisr over the same route,
it was forced 10 submit at timas to local reafities.

it also had at times 1o respond to pofitical pressure.  Acadian Lines had
bsen scheduled for a hearing early in 1939 and G.T. Purdy, MP for Colchester-
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Hants wrote the Board complaining that Acadian had contacted the R.C.M.P.

regarding Chester Johnson, the mail driver, who operated betwsen Londonderry-
Parrsboro and was camying passengers in addition to the mails. Purdy noted that
mail drivers had traditionally caried passengers and that the Acadian Lines
schedule did nct comespond to local needs. Acadian had been granted long
distance routes in 1838. Mr. Johnson, the affected mai carrier, wrote both the
Board and the Attomey General {{o whom the Board reported), pointing out that
for ten years he had provided daily service with a five passenger car and trailer.
it was to the advantage of the travelling public that he carry the public to the trains
because the bus company didn't go closer than 4% miles to the Londonderry
station. He also observed or stated that in the spring, with the roads in poor
condition, only his light car was permitted to travel the roads. When conditions
were extremsly bad, he hitched his horses and steigh and provided mai and public
transport service. Johnson also mentioned that i 1837 no buses had opsrated
from March 17 to May 1 and in 1838 none operatsd during the entire menth of
April. He even had picked up the local doctor when his vehicle had a mechanical
problem and there was no other servics avaiiabls. Johnson sppeaied to the Board
as a small operator who provided an essential public service. "I am a retumsd
soldier,” he wrote. ’I spent two years in France and | am trying to make an honest
living for my family, which [ do not think ought to be interfered with by some
inexperienced bus driver, who knows nothing about hardship or privations as we
returned soidiers know it and went through and suffered £**°  He was permitted
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to carry passengers. Fortunately for Johnson the Motor Carrier Act was not clear

on the lsgitimacy of mail carriers providing passenger service.

The Board thus remained fiexible in interpreting the regulations, aiways
responding to local conditions that didn’t require the expense of a public hearing
regarding route changes or disbandment. Alden Puisifer of Ocean View Bus
Service requested permission to change its regular Herring Cove service using the
Purcell's Cove Road and the Sandwich Battery route. it informed the Board that
spring thaw arrived and the company was forced to use 5 and 7 passenger cars
instead of coaches. These cars, however, couldn't travel between the Pine Grove
Hotel in Spryfield and Herring Cove because of road conditions. The Board
permitted the change in route routinely Dy letter. This cordial relationship between
the Board and carriers still exists today.

Another stuation that demonstrates the responsiveness of the Board to
local conditions involved operators along the Valley Route. Wagner Tours had
grown steadily and by 1839 was a large and important operator.  In 19339, Wagner
operated routes between Yarmouth and Halfax twice daily and two trips daily
between Yarmouth and Bridgewater. A connection was made in Bridgewater with
MacKenzie Bus Lines Ltd. to Haffax. in December 1938, the certificate Of Mrs.
Marie Comeau's Weymouth-Yarmouth Bus Line was purchased by Wagner Tours.
Mrs. Comeau was a small operatcr and had pstitioned the Board in January of
1938 for an operating certfficate. "She was granted a certificate to provide local
sefvice departing Weymouth B:00 am. amiving Yarmouth 10:30; departing
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Yarmouth 3:30 p.m. and amriving Weymouth 6:00 p.m. at a tariff of $2.00. Her

assets were a bus of $1,800 seating 26 people and a beach wagon of $1,500
seating 12 people.”*® Again, here was an operator of little means providing a
retumn local service, something which the large carriers could not, and the Board
had once more approved a cerificate because pubiic need and necessity had
been shown.

Wagner Tours applied in June, 1838 to commence a daily trip from Halifax
to Kentvilie, but predictably the Dominion Atlantic railway in an 11 page submission
opposed the application.*’ The issues raised by the pstition, however, were so
fundamenta! and the decision arrived at by the Board would nave such far
reaching effects upon transportation - not only within the iimits of the province but
beyond - that the DAR feit they must "be dealt with in a broad way."*® The
railway submitted that rather than a mere request for a schedule changse, the
Board must treat the appfication on the basis that it is a new application for a
certificate of 'public convenience and necessity.’ The railway argued that “the
public convenience and necessity is not the only convenience of the bus-using
public alone, but aiso the pubfic whether using the services of busss, rall or
forry.”*® The railroad further argued “that the bus service was not the only form
of transportation existing in the area and that the appfication must satisfy the Board
that the public convenience of the ussrs of all tfransportation services in the area
required the additional trip." The raiway mentioned in its brief that it was

responsible for all of its costs and the highways were subsidized by the
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government. The opposition lawyers did not bring up the historical origins of the

rafiway and the large and valuable land grants which it had received. b.stead they
pointed out that the railway provided tax revenus, made large capital expenditures,
provided extensive empioyment, and confributed to the maintenance of the
highway system. (The scheduled motorcoach industry of Nova Scotia would use
the same argument in 1888 when a threat to their operation arose from uniair
competition exercised by companies owned cutside the Province.) Finally, the
DAR noted that passenger rail service was down. "As a result of a loss of traffic
to bus and lorry competition, as well as to privately owned and operated vehicies,
the revenue of the railway company has steadily declined and for the past few
years, has operated at a substantial loss.”* The railway operated three through-
trains daily in each direction with passenger compariments providing coach and
buffet service. In addition, there were two daily retumn bus trips and local bus
service provided by the Maritime Bus Corporation, an affiliate owned by Manning,
(the owner of Acadian Lines). in 1888, one train and three bus trips operated
between Halifax ang Middleton. The Board refused the application of Wagner
Tours, concluding that Wagner failed to prove public need and necessily in the
application.

Road conditions continued to play havoc with scheduled service and
influsnced the Board's decisions. in January, 1838, George Thompson, the
Gsneral Manager of Acadian Lines wrote the Board and requested permission 1o

end their Halifax-Sydney service at Muigrave. Acadian lines coud not continue
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from Port Hawkesbury to Sydney because of ice conditions. “ice biocked the Strait

of Canso, and the Department of Highways ferry was unable to operate. Under
certificate #23 we are required to operate two retum trips daily from Halifax to
Glace Bay. We find ourseives now in the position of being unable to carry out this
service due to the fact the highway is carried away™.”' Acadian’s certificate did
not permit them to provide local service betwsen Port Hawkesbury because Mike
Sulfivan held that particular certificate. This winter problem continued until the
Canso Causeway was opened in 1855, but the Board permitted the company to
abandon service for the duration of the winter without a formal hearing.

ilegal competition from private cars, registrations in 1830 now 45,120, also
continued to plague the industry. George Thompson of Acadian Lines wrote the
Board in June, 1840, complaining that a man by the name of Walter Mutch had
placed an ad in the Sydney Past Record offering transportation by car to various
points in Nova Scotia and New Brunswick. In theory, this was a violation of the
Motor Carrier Act. In 1888 the Act would be changed to exempt a vehicle seating
less than seven persons from the Act. The industry required &l the revenue it could
muster. As the war progressed and rationing became the norm, the motorcoach
companies experienced passenger growth, and increased profitabifly. "Mike
Sullivan, in 1539, generated $34,804.85 in revenue and incurred expsnses of
$34,013.75. This ratic between revenus and expenses was quits common in the
industry. The results in 1940 were better; revenue of $47,867.05 and expsenses of
$44.456.25."%7 Increased passsnger loads crested problems, however.
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Responding to a complaint, Charies Pender wrote to the Board that "we provide

extra buses whensever they are required. Drivers are instructed...by telephone for
an extra. We have lost a lot of our drivers and other empiloyees 10 the War.. Now
that the cotd weather is here, it is very difficult to estimate the service required as
many people who ordinarily use their own cars resort to the bus when they are
unable to start and drive them. Overcrowding sometimes occurs today and often
because of an excess of passengers who normally don't use the service.”® The
Board and the carriers worked together during these trying times.

In May of 1941, the Board approved the sale and fransfer of Wagner Tours’
certificate along with its 18 coaches to Acadian Lines. Acadian retained the
Wagner Tours name, at this time, for its route operations. The larger companies
were the only ones in a financial position to afford such a purchase. Albert
Wagner of Wagner Tours became the regional manager of transit contro! for the
Maritime Provinces, a federal position. His position was 10 oversee p gper
utifization of motorcoach equipment during the war effort. By this time, the federal
government now became involved with regulation of the Nova Scotia motorcoach
industry. Transit control becamse invoived with the Nova Scotia industry by
sltocating equipment to specific routes. Transit controt was required to grant final
approval of any route changes, or additions or delstions to the service. Growth
of military bases in Greenwood, Sheibumns, Lockeport, Comwallis,and Tusket,
proyvided a reason for new routes which Wagner Tours initiated. In its 1841 Annual

Report, the Board remarked that motorcoach operalors were expenencing



37
increased growth "due in part to normal anticipated growth, but more especially
to conditions resulting from the war..stil more marked as a result of the
regulations governing rationing of gasoline and rubber.”*

in 1942, the Federal Transit Control imposed new reguiations on the
motorcoach industry. Manufacture of buses in Canada and the United States
stopped. In order to conserve equipment and rubber, and releass buses for the
transportation of workers in essential industriss, the carrying of passengers beyond
fifty miles by motorcoach was prohibited except for areas not serviced by the
raiiways. Motorcoaches were to be used within a fifty mile radius and to carry both
local people and those working for the war effort. It was expected that this traffic
wouid further increase because private cars would cease to operate. These new
Transit Contro! reguiations became effective November 16, 1942, Also a Provincial
Order in Council dated June 25, 1942 exempied & mail carrier from the
requirement of a certficate to carry more than two passengers for hire #f he
operated over a route for which no centificate has besn issued. The Board, in
correspondence with the Minister of Highways, recommended this amendment as
a war measure. Mail carriers wouldn't have to shoulder the expense of obtaining
a certificate and the paperwork and costs which went along with the issuance of
a certificate. This change would enable mall carriers to provids transportation to
persons who couidnt opsrate their private vehicles because of rationing. By
regulation, the mall carriers were now permitted to provide a service which had
previously besn considsred of questionable legafity. The federal government now
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would have 10 approve all applications under the Motor Carrier Act of Nova Scotia

for changes in a certificate. in addition to the above changes, the production
or lack of production of coaches would have an effect on the industry in Nova
Scotia. The indicated production of coaches in 1842 for North America "had been
estimated at 12,000 and because of the war effort and a fack of materials for
coaches only 3,000 were built” Canada received less than fifty percent of its
requirements and these were allocated by Federal Transit Control.

The stage was now set for many of the problems experienced by carriers
and the role the Board exercised in hearing the public complaints as wel as the
response by operators. Coach usage was increasing and the public, to a greater
degree than before, required the flexibility coaches could offer.

in March, 1842, residents of Sackville petitioned the Board to provide bus
service from Sackville to Bedford. The Department of Education wrote the Pubtic
Utility Board explaining that “a new schoo! has been erected at Bedford to which
pupils from surrounding communities are to be conveyed. Charles A, Pender__.is
applying to you for permission to extend the service of the bus...daily as far as
Middie Sackville.”® Transit contro! approved the new route effective September
3, 1842. “Transit control will approve the extensions [alteration] of existing facilities
for ths purposs of serving schoot children, provided no interference in the
transportation of war workers is caused.™ Again, this was a situation in which
the operator and the regulatory bodies worked together for a common goal.

Industrial requirements and the needs of the traveling public permitted Mike
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Sultivan of Sydney to turn a profit.®’ Mike Sufivan's heaith dsteriorated in 1943,
however, and hs sold his company to the United Service Corporation. The United
Service Corporation was one of the few companies which could afford to purchase
his franchise. The Director’'s Report of the United Service Corporation for 1840
noted that “net profits for the year were $147,269.44 after deduction of all charges
including general depreciation on properties and equipment of $84,717.83 and
Dominion Income and Extra Profit Taxes of $54,237.66. Dividends of $40,804.30
were paid on the Preferred Shares of the Corporation in addition to dividends of
$16.500.00 to Preferred Shareholders cof Super Service Stations Limited, a
subsidiary company, leaving a balance of $80,085.14. Net Working Capital was
increased by $58,804 .49 now amounting to $427,493.77 and your corporation has
total assets of $3.007,060.37. Acadian Lines profit before taxes from January to
September was $21,307.74.° The fingncial figures of the United Service
Corporation are impressive considering that thess are in 1840 doflars.

In March of 1944, Ocsan View Bus Service was purchased by a division of
the United Service Corporation. Ocean View provided service to Herring Cove,
Purcell's Cove and Shad Bay, but as the war progresssad, sgquipment and suppiies
had became increasingly scarce and & could not continue these routes. This was
not surprising. The Board’s report of January, 1944 highlightsd a number of
concerns of the industry.

-, .
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The motor carriers have been embarrassed by the numbers demanding
transportation...the gradual wearing out of the tires of private

cars and the difficulty in receiving new tires, together with gasoiine
rationing, has resuited in the laying up of more private automgebies

with an increased demand on the motor camiers. Operators are still
facsd with difficulty in receiving additional equipment...Every effort

has bsen made to enable the motor carriers in this province 10 secure
badly needed squipment... The carriers fear further difficulties in the
wearing out of existing squipment, due to heavy overioading and the long
delays in servicing pars or engines to replace units which have broken
down...Trained mschanics have eniisted or are being called upon whie
others have Isft for more lucrative posts. The public has had to su¥r
nconvenience...but every effort has begn made to use the equipment
available to the best possible advantage. In some cases, it was
necessary to provide that essential workers be guaranteed passage before
other passengers accommodated.™

The Board fully understood the problems of the industry and stated so publicly.
The Board regulated m the public interest.  The Board was concerned with the
compiaints of the public but at the same time attempted to balance the federal
government’s requirements. The government required transportation for those
involved in the war effort {particularly industrial and shipyard workers) who required
priority transportation. At the same time the Board was aware of the problems
encountered by the carriers in obtaining tires and parts required to keep the buses
operating.

In response to a compiaint to the Board, Onville Pulsifer outlined the
difficuities that his company, Ccsan View, experienced because of the War. His
buses were overcrowded even though ail units were being used. The first trip for
the bus used on the Msiville Cove trip was eariier required to take dockyard
workers from Spryfisld to the shipyards as a war priority. The coach then returned

for a second trip and was often heid up by road conditions. “it may be of interest
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that this company is and has been experiencing the most difficult conditions of
nighways and traffic that it ever has since its inception. There are stift existing on
Route 1, areas that are S0 narrow between the banks of ice on either side that it
is impossibie for two heavy vehicles 10 mest and pass. No one reslizes more fully
the necessity and importance of workers arriving at their place of employment ..In
these trying war time days this fact is brought home to us aimost daily through our
own employess not reporting for work.™*

in 1945, the United Service Corporation, the parent of Acadian Lines,
purchased Pender Bus Service Limited. The war was drawirg to a close and the
motorcoach industry was beginning to feel increased hardships caused by the
shortage of parts and increased operatng costs. Pender Bus Service was
operating at a loss at this tims. it incurred expenses of $92,875.08 and revenues
of $84,288.95 during the period August to December 31, 1844.

There was a definite transition from War to peacetime for all of those
connected with the motorcoach industry. Fedsral Transit Control was abolished,
and so was the federal governmsnt's control over the supply and distribution of
coaches. Also, there was no longsr the reguirement for the Board to receive
permission from Ottawa to put its decisions into sffect. Passenger cars becams
available once agein and this once agein affected the number of passengers
prepared to use buses.

The Board scknowledged the hardships of the industry by responding
favourably o requests by operators 1o discontinus certain routes. Wagner Tours
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requested and was permitted to delste the routes from Lockeport to Shelbume,

Liverpool to Caledonia, and Middieton to Annapolis Royal portions of Trip 35 and
36. (These were return Halfax-Yarmouth trips). It is noteworthy that trip 35 and
36 still operate between Middieton and Halifax. George Thompson, General
Manager of Wagner Tours wrote " that traffic in 1946 shows a marked dedine from
the traffic of 1945. This is due somewhat to the decreased traffic in special war
services and also to decreased traffic in non wartime services.”®' The Board
often psrmitted the reduction of services without the necessity of a public hearing.
What was not mentioned in Thompson's letter, moreover, was that the Board and
carriers often met infformally {0 discuss the concerns of the ingustry from a request
by either the operator or Board for such a meeting. This practice is still carried on
today although perhaps on a lesser scale.

The Board was obviously concemed when carriers appiied to cutback or
eliminate route mileage. At the same time, the financial stability of carriers was
important. Without such stabfity there was a danger that scheduled service would
deteriorate. In its 1946 Annus! Report the Board suggested that the public
generally realized the difficulties of the bus operator in providing transportation.
Now that the war was over, it would take some time for the difficulties facing the
industry to be overcome. industry could not switch overnight from a wartime to
peacetime orientation. “The year 1946 has besn one of the most critical the
operators have had o face...the long delays in securing replacement often tiss up
a vehicis for months on end. .1t is now impossible for the larger operators to carry
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parts and wil only be used as the automolive industry gets into ful
production...dsliveries of additional vehicles are set, as far away 8s 1948.°%
Nevertheless, the Board issued an additional nineteen certificates in 1946 mostly
for short routes. A total of eighty-nine carriers heid certificates, incliuding thirteen
for schoot children, compared to the original thirty-one issusd in 1838. Table Vi
and Map 2 includes the routes in operation at the end of 15946.

After the war, Acadian Lines continued to grow, with the Board's support.
In 1847, the Board permitted the certificates of Fred Nickerson to be transferred
to the United Service Corporation. In fact it had littie choice in the matter, given
the difficutties faced by the smaller operators. Ridership had dropped and only the
large, well-financed companies, were able to continue. Acadian Lings appearsd
to be the company best suited to become the stable monopoly regulated by and
watched over by the Board. The Board’'s Annual Report for 1847 stressed the
hardships of smaller carriers. “There has besn a falling off in the number of
passengers camied by the motor camisrs. This decline in the number of
passengers has resufted in falling revenues. Coupled with a dacline in revenuses,
the operators have been faced with sharply rising costs. #t woulkd appsar that
passenger fraffic may decline to what it was in 1840 and 1541.*°° The Board's
report for 1948 reiterated the problems facing the carriers. "The decdling in
passengers has continued snd there is no centainty that it has at yst reached
bottom. The costs of the operators are at their peak; revenues are declining. With
swoilen costs and fafling revenues, operators have been faced with fly by night
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compstition which has been found difficult to control.”™  Once again, atthough
regulations were in place, illegal operations continued to surface. Gasoline was
cheap and pientiful, and automobiles wers, once again, in production. Passenger
car registrations in Nova Scotia now reached 50,188.

The Motor Carrier Act was not an easy Act to enforce. lilegal operators had
to be charged by the Attorney General's department and there was very litle which
could be done to them. The Registrar of Motor Vehicles could revoke a vehicle
registration upon conviction but a conviction was almost impossible due to the
wording of the Act and the precedent existing with respect to mail cariers.
Complaints involving #legal competition usually went nowhere. For example,
George Thompson, a Director of Acadian Lines, complained to the Minister of
Highways and the Board regarding a Mr. Chishoim of Louisbourg camying
passengers on a daily basis from Louisbourg to Sydney with 2 1946 coach. The
passengers’ names were provided whan the complaint was filed. No action was
taken, howsver. Another compiaint nvoived an operator picking passengers up
on Bentinck Street across from the Sydney terminal. Additional evidence of these
flegal carriers was mentioned in a hearing involving Cape Breton Bus and Tran in
December, 1851. Nothing was done to prosecute the offenders.

One result of the iflegal operations was the disbandment of some scheduled
services due to low passenger volumes and loss of revenue. Highiand Lines
discontinued senvice 1o the Edwardsvilie area of Sydney for this reason. The Cape
Breton Tram Company, aiso feced increased costs and a fallen ridership. It was
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permitted a rate increase by the Board in 1952. Although the town of Glace Bay

objected that there was no public hearing, the Chairman of the Board replied that
“I am satisfied there are good and sufficient grounds for the increase in fares and
| fsel...council will agree that the increases were reasonable and just™® Ina
similar vein, the Maritime Bus Corporation wrote the Board in June of 1852, that
"we are centainly finding it most difficult to operate buses today due to the fact that
costs have increased tremendously and our rates are lower today...than in 1935.
We are witnessing considerable competition through taxss, trucks, and hitchhiking,
it is becoming almost impossible 1o operate our smail fieet at a profit."® Kt was
against this backdrop that a strike involving Highland Lines, a suburban and line-
run carrier, in Cape Breton, created new chaflengass for the Board and raised once
again the question of the appropriate relationship of the state to the motorcoach
industry.



CHAPTER iil
THE HIGHLAND LINES STRIKE

AUGUST 19 - NOVEMBER 23, 1952

in the period 193D-1852, the emphasis of the Board changed from merely
approving applications to regulating competition and rendering decisions that
would protect service. In 1852, however, it was drawn for the first time into the
field of labour refatisns. Highiand Lines, a bus company owned by the United
Service Corfporation, went on strike August 18, 1852 The strike lasted unti
November 23, 1852. Aside from anslyzing the nature of the dispute and the
problems the strike created for the traveiling public, this chapter addresses the role
government piayed in mediating disputes. Atthough the provincial government
appeared, on the surface, {0 assume a neutral stance, it worked to force an end
to the disputs. "The Board, on the other hand, did not interfere m the dispute, not
wanting to take the side of either the strikers or the company.*®’

In 1937, the Angus L. Macdonald governmsnt passed the Trade Union Act
which provided the first formal recognition of trade unions for workers under
provincial law. The existing, fedsral lsgislation applisd onty to federal civil servants
and federally regulated industries such as banking, asronautics, and raiways.
There were differences in the new trads union act, howsver. Tha Nova Scotia Act

“while daclari inst discrimination and generaly . ation and
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collective 3rgaining, failed to provige administrative boards to certify the
organization acceptable to the worker and consequently failed to enforce the law
against non-recognition and other unfair practices.™

On February 17, 1944, the federal government prociaimed Privy Council
Order [PC1003] a tempaorary wartime measure which guaranteed labour the right
to organize and bargain collectively, established procedures for cerification and
the compulsory recognition of trade unions. More importantly, “it provided for a
permanent Board to determine the appropriate bargaining unit and to certify the
representatives of the majorty, with or without an election, with whom the employer
must bargam.”™®® The workers' choice of a union could not be dictated, bought,
or unduly influenced by the union leadership. The purpose of PC1003 was to
support collective bargaining where employees desired it. The Board enforced its
orders and compulsory concifiation was required before a strike could take place.

One of the most important clauses ensured that contracts signed would be iegally

emgorceable, something not possible under the federa!l Industrial Disputes and
Investigation Act (IDi#) of 1807. PC1003, a temporary wartime measure, was
eventually repiaced by the Industrial Reletions and Disputes Investigation Act in
Septembsr, 1948.

tabour relations L »ards in Canada, both at the, federal and provincial levels,
generally adi:are to the principle of tri-partism; that is, they included represantatives
of capital, labour.and the state or gsneral public. This creates an iflusion of

neutrality and equal treatment. But, as Kirby Abbott has noted "in attempting to
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control the ireconcilable conflict between capital and labour, the state intervenes

through law to maintain social order and stability and thus reproduces the existing
inequality.””® As tri-partism triumphed, the strike lost its effect as a means to
resoive disputes and was replaced by certification as a means of recognition. The
tripartite nature of the process and the institutionalization of union recognition and
free coliective bargaining were as Chief Justice Rand noted. “devised to adjust,
towards an increased harmony, the interests of capital, labour, and the public in
light of the shift in the balance of class forces that had taken place.”’’ Afthough
the government did not say 5o, the legisiation was not intended to undermine
capital but to maintain capital's dominance. Labour was given recognition but not
at capital's expense.

The strike of Highland Lines was the result of a union rejecting a tripartite
conciligtion board recommendation for settiement of a proposed labour agreement.
Highland Lines, owned by Fred C. Manning, was part of a large, automotive and
commercial empire, the United Service Corporation.  Previously owned by Mike
Suffivan, Highland Lines operated intercity maotorcoaches which provided service
over the main highways on Cape Breton Islang and local service in the suburbs
of Sydney.

The previcus comract betwsen Highland Lines and the Canadian
Brothsrhood of Railway and Other Transport Workers {CBRT) expired March 1,
1852. The CBRT represented the bus drivers and mechanics of Highland Lines.
After prolonged concifiation, xige Kenneth L Crowel released his report during
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the second week of August. The majority report signed by Crowsil and George
Thompson, a Director of Hightand Lines, “recommended a wage increase of ten
cents per hour. The company’s claim that its wage rates were equal to or higher
than those paid by similar bus services in the Martimes was not refuted by the
union.” The minority report signed by union nominee, Henry Harm, Regional
Director of the Canadian Congress of Labour {C.C.L) stated that the company’s
wage program fefl far below the general rate in the area, using the stee! plant's
iabour rate of $1.32% an hour as a measure.”’* Highland Lines were paying 95
cents an hour wage at the commencament of the strike. The union had originally
requested an ncrease of 30 cents an hour and dropped that to 20 cents an hour
in their presentation to the Croweli conciliation board in July. The Company had
originally offered a ten cents per hour increase during negotiations, dropped the
offer in early stages of the concifiation hearings and later renewed the ten cents
per hour offer. Fred Nicoll, general representative of the C.B.R.T. declared that a
stnke date had been chosen bscause "t is use of our only weapon to protest
against substandard wages.””> Last minute tatks during the moming of August
18 were not successful and the strike commsnced at noon. In addition to the
general public and students, workers “fiving in rural and urban areas who use the
Hightand Lines buses for transportation to and from work were denied their normal
means of transit.*’* “it was estimated that 55,000 people in nwa!l Cape Breton
used the service.”™

Just as the Highland Line strike commenced, the workers at Dominion

T Veia, v rbed s o
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Atlantic Steel Company refused a new contract offer. Whie wages were a

problem, the main issue involved job evaluation. The dispute recalled the 1920s
when mine management told the workers how they wished ther jobs done and
dictated the criteria used for measurement. Judge V.J. Pothier, conciliation board
chairman for the DOSCO negotiations, considered it "very, very serious.”” Given
this unsettied labour environment, and the tough stance taken by management,
the striking bus drivers and mechanics initially received the support of sympathetic
fabour unions. Fred Nicho! of the C.B.R.T., visited Sydney and obtained the
support of the United Mine Workers (U.M.W.) locals and the Federation of Labour.
Ten locals of C.B.R.T. in Halifax pledged financial suppon.

The strike continued into September when the school term commenced.
A large number of students depended on the Highland's bus service. "It was
estimated that 55,000 pecple in rural Cape Breton depended on the service.” On
September 15 a large meeting was held by the Westmount Home and School
Association. As a result of this meeting, the Cape Breton Federated Rural and
Village School's executive decided to try and open discussions between the
company and the union. J.P. Bell, Chief Executive Officer of the Nova Scot
Departiment of Labour, amived in Sydney on September 24 for discussion with the
union and management. Don Marks, President of the Federated Rural and Village
Schoois of Cape Breton, met with the Attorney General, M.A. Patterson, the local
member, over the weekend and the Attorney General discussed events on his

retumn to Hafifax with A.H.MacKinnon, 2.C., the Labour Minister. The strike was
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now a month old. Only with the schoo! board pressure did the government begin
to take an active interest in the strike.

In the meantime, Highltand Lines agreed, for the first time since the strike
began to meet with the union. At a public meeting held September 24, howsver,
Marks made public a lstter t0 Highiand’s George Thompson, and Thompson's
reply. Marks was upsst with Thompson’s comments that the Federated Rural and
Village Schoois of Cape Breton “would be placing itself in a very awkward position
in attempting to act as an arbitrator or mediator. it s difficult to see how any
group or organization can be helphd in settiing a lebour dispute after the neutral
channels of the Department of Labour, and a conciliator and a conciliation board
have failed 10 soive the probiem. The company's only major change in its position
is that it is no longer willing to agree to the increase in wage rates being
retroactive. Nor did Marks think it fair that Thompson mentioned that the proposed
rates would be higher than wages paid in other Maritime centres.””’ The union
compared the offer to wage rates in local industry while the company compared
its offer to other bus companies providing the same type of service. At the
meeting of September 24, various views were expressed, but most were
unfavourable to the company. Gerald Brennan of the North Sydney Board of
Trade befieved that “the rates ars an awful ot lowsr than those prevailing in the
area.”’ Mayor Hartigan of Sydney Mines befisved thers “to be more bittemess
in this case than is usugl. It's certainly not the spirit of colisctive bargaining as we
know it."™ Councilior Alex Gis of Sydney Mines, Vice President of the Prince
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Mine Local of the UMW, added that “it's a proven fact that they are not paying a

kving wage. Our duty is 1o try to get somebody to force them to negotiate.”™™
Hartigan also felt that “there should be no increase in the fares uniess it could be
demonstrated that it was required. Councillor Forbes of North Sydney asked if
action could be taken against the company if they refused to negotiate. The
situation was daily growing more serious.” The Cape Breton Communities
Association, an offshoot of the Cape Breton Federated and Rural Schoo! Board
headed by Don Marks, sent telegrams 1o Premier Angus L. MacDonald and J.A.
Hanway, the Public Utifiies Board Chairman, requesting that the franchise of
Highland Lines be cancelled and that the government instruct the board to hold a
hearing in Sydney. “Fifty thousand persons in industrial Cape Breton,” it noted,
“are affected by the tfie-up."®’

After Dosco offered the steel workers an eight cent an hour increase,
bringing wages to a minimum of $1.40% per hour, negotiations resumed in the
Highland Line strike. On October 6, Nichol and Thompson resumed negotiations,
with J.P. Bell of the Labour Department acting as a go-between. In an unrelated
move, the Cape Breton Bus and Tram Company applied to the Public Litilities
Board for a rate increase. That Company also faced increased wage demands
from the C.B.R.T. The company had sxperisnced an eighty-five per cent increase
per passenger mile in costs while fares had only risen twenty-three per cent per
passenger mile. Meanwhile, negotiations between the parties in the Highland Line
dispute continued in Haifax at the Department of Labour offices.
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The Cape Breton Communities Association continued to call for another

meeting between government, labour, and Highland Lines and applied pressure
to that end. On October 16, the Communities Association, for the second time,
advocated cancellation of the Highland Lines franchise. Copies of the telsgram
were forwarded to the Premier, Angus L. MacDonald, the Labour Minister, and the
Attorney General, stating that "t was unanimously decided 10 ask the Nova Scotia
government to use all processes at its disposal t0 bring about an early solution to
the present strike...Also decided that..our group will apply for immediate
cancellation of the Highland Lines franchise.” This second public meeting was
attended by representatives of the Towns of North Sydney, Sydney Mines,
Louisbourg, North Sydney Board of Trade, Sydney Mines Board of Trade, UMA
26, Ltocal 1064 United Steel Workers, Nova Scotia Federation of Labour, among
others. This group represented a broad stratum of the population affected by the
strike. Sid Oram, of the Nova Scotia Federation of Labour, understood that the
union “is willing to cooperate but that the company’s representative Mr. Thompson
ndicated there would be no compromise on any points whatsosver.”®
Unfortunatsly, at the conclusion of the October 17 mestings betwesn Highland
Lines and the Union, under governmsnt intervention, nothing was settied. The
Communtties Association learmed that “severa! leading bus lines in Cape Breton are
willing to take over the franchise."*®

it is interesting 1o note a conversation between the Attorney General, MA.
Patterson, and Don Marks of the Schoo! Board Association on October 28, The
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Association requested that the Public Utility Board cancel the franchise of Highland

Lines. Patterson suggested in turn that the drivers and mechanics man the buses
until a settilement was reached. The original report had suggested that the workers
return to work while the congciliator worked out final terms for a setttement. Marks
replied, "Now, Bisten, do you really figure yourself there is no way of gstting
anything in between to satisfy both parties.”™ Patterson replied, “Do you know,
we have been in session here with Thompson angd aiso representatives of labour.
| attended all mestings, and we did everything in our power to bring them together
but it was impossible.”®’ Marks reported that “so far as general feefing of the
public is concerned, they consider that no honest effort is being made to bring
about a conciliation.”™™ “Just between ourselves,” said Marks, "we were of the
opinion that the feeling of the general public was strong enough and definite
enough that they (union and management) would re-consider their position
because it seemed such a littie step for both sides fo take in ordsr to settle
this."*® Marks asked Patterson if there was a msthod in which the concifiation
board could reconvene in Sydney without Thompson representing Highland Lines.
Marks befisved that “f there was a little more judgement used at afl imes, the
strike would never have been.”™ This conversation was never reported in the
press.

The Public Utility Board's response was contained in a telsgram to the
Association signed by Chairman J.A. Hanway, Q.C., edvising thet "Highland Lines
is not a pubfic utdity" and ¥ the franchise is cancelled, “the public would still be



55
without service "' The Communities Association then requested a third mesting
of the Board in Sydney, before November 1.7

At a union meeting held in Sydney during the first weekend in November
Fred Nichol discussed with members the proposal made by M.A. Patterson that
an inquiry commission be struck with Judge V.J. Pothier as arbitrator.  Over
the same weekend, Highland Lines made ancther offer to the C.B.R.T. through
Donald Marks. By using Marks, the company tumed away from the government
department sst up to mediate disputes in favour of an association of outsiders.
Perhaps Thompson felt that the association, representing the parties most affected
by the dispute, would be abie to convince 1abour 10 accept the proposal. The
company offered 15 cents an hour effective November 1, an eight hour day for
the garage workers and... no discrimination against the 37 employees of the
union®.”> The last part of the offer was in response o & previous suggestion by
Thompson that there would be a 25 percent reduction of staff. The umion
responded with an offer to drop all other demands if the 15 cents per hour was
retroactive to March 1, 1952, but Hightand Lines would not accept the proposal for
“anything less than an honourabls settisment would turn back the clock on iabour
managemsnt relations in the province. The union could not compromise further
on its decision...the Brotherhood could not accept less than ths 15 _ents an hour
refroactive from date of the wakout™®* The union wanted an honourable

ssttlemsnt and sought to sign an agresment that afiowad them to fesl that they
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had won a victory. MacLean apologized to the public but stated that “the union

could not accept anything less than an honourable settiement.” He also expresssd
appreciation t0 varipus groups which have endeavoured to bring about a "just
settlement.”®

The Communities Association met November 6 and reviewed the strike and
the attempts for settliement. The Commitiee looked forward to meeting with the
Minister of Labour the next day and held out hope for a setttement. The
commiitee felt that members should go back 1o work pending negotiation of the
retroactive angle. They felt that “cooperation and consideration should be shown
on ali sides, in order 1o bring out as speedy a settiement as possibie.”®® The
committee also wanted it known that they were not trying 1o tell the tripartite body
how to settle the strike. Instead, they "have continued their activities on behalf of
the general public of the communities affected and are merely trying to give &all help
possible to the question of having the strike ended.*®’ Hope for a settiement was
dashed by the union's response to the meeting with the labour minister. The
retroactive pay issue would be settied by a commission fikely headed by Judge
V.J. Pothier and the union refused o go back 1o work A counter offer from the
union was to settle the retroactive pay issue first and then vote on the offered
wage package.

The Coordinating Committee of the Cape Breton Communities Association
withdrew support of the strikers after the union refused to accept ths last offer of

15 cents an hour increase and settiement of the retroactive issue by a commussicn.
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The Committee publicly reviewed the activities it had undertaken during the strike.

In particular, it mentioned that at the county court house mesting, "Mr. Thompson
left the County Council chamber a different man than when he entered. He saw
a determinged, solid type of Cape Breton citizen ready to isten 1o reason, but, not
for one moment ready to shirk responsibifities to their fellow man, or to the pubfic
in general."”™® At this mesting, the committee realized that the stalemate coud not
be broken and legal counse! would be therefore retaned in an effort to cancel
Highland Ling's franchise by the P.U.B. As a result of this attempt to cancel the
franchise, and the determination of the committee, a new offer of 15 cents per hour
was achieved. The committee felt that after the mesting with the Minister of
Labour, the company's offer of 15 cents per hour, and conciliation by Judge
Pothier on the retroactive issus, a contract shouid have bsen signed. it aiso felt
that “the committee succeeded where negotliators failed. We believe with Mr.
Thompson that the crux of the whole matter is the high employment possibilities
in the Sydney areas, men drawing strike bensfits, working part or full tmse in the
area and an apparent lack of faith and appreciation by the union in the work of this
committes.*

The Committes used the media to tel residents 11s position on the proposed
settisment and why the committes considered it just. Another round of mestings
held in Halifax, November 20 resulted in a ssttiement of the strike. The final terms
were 8 15 cent per hour increase and two months retroactive pay.

The pubtic fared badly as a resuit of the Highland Linss strike. Arguing that
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the increased salaries 0 be paid would further increase its loss position, the
company applied for and received a rate increase late in 1852. This did not
happen without compiaint. W.D. Outhit, Vice Chairman of the Pubfic Utility Board,
received a letter sent the Board by Ralph Vaughan, Executive Assistant to the
Premier. Vaughan informed Quthit that the Deputy Clerk of the Town of Sydney
Mines had compiained to the Premier that Highland Lines was permitted a rate
increase without a public hearing. Political measure was now intruding into a field
supposedly free from political influence. Quthit replied:

Changes are made in their rates, the Board satisfying
itself on each gccasion as to the carriers costs, his
revenue and his net, and approving such rates as appear
to be required for the continuance of the operation...
When the carrier does apply for an increase, he must
supply the Board with af the mformation the Board
requires and in the great majority of cases no public
hearing is heid. Specifically, with regard to Highiand
Lines, bus drivers and garage employees were given an
ncrease of 15 cents an hour, amounting to approximately
$15,000.00 a year. The company, of necessity, increased
the wages of other employees similarly approximately another
$5.000.00. In 1851 Highiand Lines operation resulted in a

loss of approximstely $9,000.00 and the company was in no
position to absorb ancther $20,000.00.'%

in Decembsr of 1854, the Board permitted Highiand Lines to disband the
100 mile route Port Hawkesbury Chsticamp because of faling ndership and heavy
lcsses. in 1951 “the revenue received per bus mile was 27.16 cents and operating
costs 32.25. 1852 revenuss per bus mile was 29.48 cents and costs 36.63 and

in 1953 revenue was 28.37 cents and costs 33.86.7'" One year later, Highland

Lines was permitted {0 abandon the Sydney-Baddeck-Margaree Forks-invermness



59
route, a trip of 107 miles. The revenue per bus mile in 1852 was "27.67 cents,

expenses 36.64 cents; 1953 revenue 27.27 cents, expenses 33.86 cents; 1854
revenue 23.16 cents, expenses 34.22 cents.”’”’ The Board observed that it
“ought not to require an operator to continue service on losing routes until the
losses resulting therein reflect detrimentally in the entire operation. The need and
convenience of the few must be balanced against the needs of the many and the
continuance of a losing service must be weighed sgainst the danger of the
prejudice thereby created to the nseds of the many.”®

The Highland Lines strike had occurred because management and labour
could not agres on the majority conciliator's report. This report did not provide the
union with the wage packags it desired. In another analysis, the strike occurred
in response to labour unrest, the high cost of living, and was the result of social
controls impossd upon the union by the business community and government.

The 1950s was an era of labour unrest which could not be effectively
contained within the legisiative framework enshrined under these acts, each party
to a dispute snjoyed an umpire in the form of a conciliation officer. Traditionally,
managemsnt and kabour had settied their differsnces by themsalves, but now the
concitigtion officer, a professional, employed by the state, aided the partiss to a
dispute.

The Highland Lines strike iflustrated the mits of the tripartite negotiation of
lsbour disputes. The governmsnt imposed mediator was unebie to obtain a
settiement as a result of managemsnt’s refusal to vary their offer and the union's
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refusal to accept the majonty conciiation board's proposal. The strnke occurred

in Cape Breton where strikers traditionally obtained moral and financial support
from the communily. The conciliation report, published so that reason would
prevail, gave further strengths to the strikers and the community of 50,000 strikers
affected. in this context, MacKenzie King's old adage that “the force of public
opinion and reason would persuade them to settie™'” did not apply and the

The Commumities Association, with Donald Marks as Chairman, however,
succeeded where the conciliator failed. The state had lost the support of the
community in the strike and the Communities Asspciation, rather than the
government, became the community representative in the process of tripartite
negotiations. This Association represented the vanous sectors and classes in the
community and had originally supported the strikers. Once the union refused
Highland Lines’ amended offer for a settiement, however, the Association withdrew
support for the strikers. Thereafter, union solidarity held firm and various
neighbouring unions continued to provide support for the strikers. An agreement
was only signed after Harry Chapped, ths Nationa! President of the C.B.R.T., took
part in the negotistions and pressured the !ocal union Isadership to yield.

But what of the role of the Public Utility Board in the Highland Lines strike?
In short, the Board took a "hands off" position arguing that intervention would not
be in the interests of sither of the concemsd parties. In particular, & refused to calf
for & "show cause” hearing requiring Highland Lines to provide evidence why their
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franchise should not be cancelfled. Under the Motor Carrier Act, Section 18, the
Board could "at any time or from time to time, amend or suspend any license or
may, for cause, and after a hearing upon such notice as the Board may direct,
cancel any license.” The Board frequently quoted "pubiic need and necessity” in
the granting of a license; why then, did it not use the same test to0 suspend or cad
for a show cause hearing? For exampie, did the Board make any examination of
the cost to the public of a proposed wage settiement? Highland Lines certainly
knew the effect a wage settiement would have on its bottom line. Was the PUB
hoping that the strike would be settied without its involvement? Perhaps the PUB
faiied to call for a "show cause” hearing, because its invalvement would upset the
tripartite nature of the conciliation process. In addition to iabour, management,
and the concilator, there then would be a fourth body involved. one at arms length
from the government. “in a confidential interview, | have leamed that the PUB feit
that action on its part would be seen as interference in the conciliation process.
They were very concemeg with the situation that so many of the public were
without service but at the same time did not want to interfere with the ftripartite
nrocess.”'°®

The rate increase and disbandment of the two routes in 1854 and 1855, was
approved by the Board. However, despite "the hands off* position of the PUB, the
situation righted itseff. But not without a price.. the community lost over 200 miles
of scheduled service, relations between management and employees at Highland

Lines were at a2 all time iow and the company's financial position worsened.



CHAPTER IV
CONSOLIDATION AND GROWTH

1852 - 1985

This chapter covers the period 1852 -1885, one of signdicant transition and
consolidation. During these years, the Public Utity Board permitted the
companies 1o abandon many routes. Some operations were sold to other
operators. in other cases when routes were abandoned. service was not repiaced.
Growth of the private car continued to underming proftabildy and passenger rail
service cominued to be seen as a subsidized form of transport operated in direct
comp.etition with the scheduled motorcoach industry. Motorcoach cperators could
do little with regards operation of private cars, the Motor Carrier Act exempting
vehicles camrying seven passengers or less from the Act. The VIA Rail situghon
was another matter. The Ontario Motorcoach Association and the Canadian Bus
Association iobbied Ottawa extensively 10 either remove the subsidies provided VIA
or disband any uneconcrical routes.

As this pericd began, there were several applications for reducticn and
abandonment of service by passenger camers. In 1854, Fiestlines suspended
“Bay Road service from Halifax City imits to Johnson's” and "Bedford to Waverisy
on the Oid Truro Highway." Highland Lines ended its service from "Port
Hawkesbury to Cheticamp.® Part of the reason for both Enes suspending service

was the competition fom private cars. “Car regstrations increased to 88,835 by
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1953 The PUB's 1853 report stated that “with the private motor car freely

purchasable on the market, the competition of the private motor cars took traffic
from the carriers with the resuft that revenues did not keep pace with cost of the
carriers.”' "

The Board clearly understood the difficulties faced by the carriers and
permitted route abandonment where iustified. The Board consideret. *he public
needs in the smaller communities but at the same time did not wish {0 place a
burden so heavy on the carriers that there was a danger of them proceeding to
bankruptcy. Large companies as well as smaller companies were forced to
abandon service. In 1954, with Board approval, Acadian Lines discontinued the
Amherst to New Glasgow route over the Sunrise Trail. George Thompson of
Acadian Lines presented an apgication for abandonment of this route citing
increased operating costs and decreasing passenger revenue. in 1951, revenue
from that route was 21.18 cents per mite with operating costs of 35.73 cents per
mile. By 1853, "revenue had dropped to 16.99 cents per mile and operating costs
had increased to 38.03 cents per mile. The company was projecting an $18,000
loss for 1954 on the Sunrise Trafl route alone.” The PUB recognized the hardship
the company was facing and after a public hearing under the Act permitted
abandonment of the route. “To refuse to give relief under the circumstances could
place the entire operation of the applicant in jeopardy.”™® In its 1954 Annual
Report. the Board observed that “the trend downward in the number of passengers
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the result that the Board has bacome apprehensive of many of the motor carrers

being able to continue much longer.”'" (See Tabie VIII for routes abandoned
by carriers in 1854).

The Board did not grant all disbandment applications, however. For
exampie. Acadian Line's apphcations to abandon “the Digby to Yarmouth and
Lockeport to Yarmouth routes were refused.” At a public hearing, a farge number
of peopie spoke against abandoning the service. Losses on these routes
averaged twelve to fourteen cents a mile. The Board remained unconvinced that
such important services shouid be abandoned. “The duty of the Board is primarily
one of regutation within a limited fieid, a field in which public convenience and
necessity is a matter of actual and considerable concern. The need and
convenience of a few must be balancea against the need and convenience of the
many. The services in guestion are established services which have become an
important part of the transportation system in Western Nova Scotia.. they have
been continued because of the recognized need for such services.”™

in September, 1955, however, the Board did approve applications by
Acadian Lines to disband service on these same two feeder routes to Yarmouth.
in support of a new application, Acadian gathered passenger statistics which
gemonstrated limited use of the service and in ight of this new evidence, the
Board reversed its earter decision. "The Board refused o agree to the request of
the applicant in the earlier decision, but did indicate quite clearly that i the public

goes not uss the service and the articipation of the applicant becomes a reality,
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it would be apparent that public necessity did not exist and there would be no

public mconvenisnce to be served.”"'® Operating costs for the complete
Acadian system was 37 68 cents per mile in 1954 and revenue from the Lockeport-
Yarmouth return portion was 20.41 cents per mile and the Digby-Yarmouth refurn
portion was similar. The total loss on two return trips was $20,000 in 1954,

Gradual consoldation of ownership and cuts in service comtinued
throughout the 1850s. In fate December, 1955, Fred Manning sold the operating
motorcoach subsidiaries of United Service Corporation (except for the Maritime
Bus Corporation which provided local service in the Annapolis Valley) to George
C. Thompson, Gordon H. Thompson, and Ralph A. Pepper. The subsidiaries were
consolidated under one company, Acadian Lines. Acadian Lines consolidated
Highland Lines, Fleetlines, and Wagner Tours under one license and the livery of
all units was painted the familiar dark blue and white. (See Table X for the
consolidated routes).

There were additional route abandonments in 1955, in addition to those of
Acadian Lines. Scotia Bus Line Limited abandoned service between Chester and
Kentville after nineteen years of service. After seven years of losses, Doran's Taxi
of Windsor serving Windsor to Hantsport and Windsor 10 St Croix discontinued
service.  Even Manning's remaning bus company, Maritme Bus Corporation,
abandoned its rowutes in the Kentville area. {See Table Xi).

One of the most important hearings which took place May 20, 1855, uphsid
power of the Nova Scotia Board "o regutate under the Motor Carrier Act and the
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Motor Vehicie Transport Act, a federa! statute.””’’ (This Act and the Motor

Vehicle Transport Act of 1587 would agam become an issue in the 1880s when
non-Nova Scotian carriers would attempt to remove charter revenues from Nova
Scotian scheduled carriers, which was used to supplement the scheduled service).
in 1848, the Nova Scotia Board issued a certificate of public convenience and
necessity to isragl Winner of Lewiston. Maine to operate a bus service from the
New Brunswick border into Nova Scotia.  The service originally departed from
Boston. "Winner was permitted to drop off passengers from outside Nova Scota
or pick up passengers in Nova Scotia going outside the Province."'"’ The
icense was transferred several times until purchased by Canadian National
Transportation, doing business as MacKenzie Thru Line. Winner, however, picked
up and dropped off passengers within New Brunswick. The New Brunswick
Supreme Court ruled that the New Brunswick Motor Camier Board did have the
right to place a restriction on Winner's license which prohibiteg picking up and
dropping off of passengers in New Brunswick. However, Winner appealed to the
Supreme Court of Canada, which in a 1851 majority decssion, ruled that “a bus line
consisting of the service of carriage along with the means of organization, may be
an ‘undertaking’ within S82(103 (8 of the B.IN.A. Act”’™ In 1854, the Judicial
Committee of the Privy Council ruled that “the Provincial Regulatory Boards had
no juriscliction over extra-provincial camsers who wished to operate within the
province.”’*  The Privy Council ruled that “such regulation fell within the

jurisdiction of the Parfiament of Canada.”'’® The provncial regulatory agencies
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thuss lost power they previously exercised and this upset the accepted practice
adopted by the Provincial Transport Boards. The Federal Motor Vehicle Transport
Act was passed in response 1o the Privy Council decision coming into effect on
August 1, 1954, The federal government did not have the infrastructure to
admunister the new Act and because of poiitical pressure from the provinces it
“delegated exercise of the federal jurisdiction over interprovincial transport to the
various provincial regulatory bodies.”''®

The Nova Scotia Board issued a license under the Motor Vehicle Transport
Act to MacKenzie Thru Lines which authorized t to trave! and carry passengers
within Nova Scotia. A passenger could be picked up in Nova Scotia but could not
be dropped off in Nova Scotia.”'’’ Similarly, the license permitted MacKenzie
to bring tourists in from outside the Province but not interfere with the regularly
scheduled passenger service revenues. “This Board is empowered to grart in its
dsscretion, ficenses o persons to operate an extra-provincial operation into or
through the province, upon like terms and conditions and in like manner, as i the
extra-provincial  ungdertaking opserated in the province were a local
undertaking."'’® Competing camiers had requested that the Board issue
restrictions conceming the picking up and setting down of passengers within Nova
Scotia by extra provincial carriers. MacKenzie argued, however, that the Board did
not have the power to restrict a license. The Board, in its decision, noted in
reference to the 1854 Nova Scotia Motor Carrisr Act that “after a public hearing or
without public hearing, as the case may be, the Board shalf issug sach certificate
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as applied for, or refuse to issue the same, or issue each certificate for the partial

exercise onty of the privilege apphed for. The Board may attach to the exercise of
the rights granted by the certificate such terms and conditions as in the judgement
of the Board, public convenience and necessity require **'?

The Board clearly believed that it had the power to place restriction on the
license. The Board held a concern that #f not restricted, MacKenzie Thry Lines’
license would create a hardship for Nova Scotian scheguled camers. The Board
further noted in its decision that the application “was a seasonal service designed
to bring tourists into the Province, it operates when bus operators do 50% of ther
yearly business, and it operates over routes in competition with carriers required
to0 operate on a year round basis.”’*" The Board in its fina! summation, noted
that many carriers were performing a public service with very little monetary retum
and any additonal competition for these same passengers would hurt them
financially. “The Board considers it inappropriate to further jecpardize the present
travel services on the routes in the Province travelied by the applicant by an
operation which exists for shightly over two months of the year. Public convenience
and necessity will not be served by extending privileges merely on a seasonal
basis.”’?' The Board was very clear in its reasons for placing restriction on the
license. The main one was the poor economic congdition of Nova Scotian
scheduled carriers.

The Board feit the services of MacKenzie Thru Lines had been providsd for
a number of years and should be continued. it had become a part of the summer
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transit service between the New England States and the Maritimes and back and

was important to the tourist trade. This issue wouid resurface in the late 1980s
when ficenses were issued to outside applicants. (The Motor Carrier Act was
subsequently revised in 1990 allowing the Board to examine very closely the
impact that the granting or expansion of any license would have on scheduled
service).

In ts 1956 annual report, the Board continued to voice concemn about
erosion of service. In 1850 there were 58 certificates in force; this number had
been reduced to 43 by 1856. The Board further stated that declining passenger
loads and continually mereasingly operating costs were the main reasons for the
breakdown in service. In addition, there were many more privately owned cars on
the roads and the sharnng of rides was commonpiace. Registration of cars now
numbered 111,141, lilegal competition by trucks aiso continued. Many canvas
topped trucks were outfitted with benchas and accepted paying passengers. This
erogded the customer base of the scheduled carriers. The number of passengers
available to the scheduled carriers, as customers, was rapidly decining. The
Board noted in a MacKenzie Bus Line Limited hearing that "on one of its routes,
the operating cost was 31 cents per mils and revenue 7 cents per mile.”'? The
Board permitted the discontinuance of service. it understood only too well the
adverse affect losses could have on a company which could force it out of
business.

As a result of the continued precarious finances of many carmiers, the Board
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permitted further abandonment and cutbacks of routes in 1857 and 1958. Some

abandoned routes were consolidated with those of larger carriers. As a resutt of
the Cape Breton Bus and Tram Company filing for bankruptcy, Acadian Lines
picked up its suburban routes and added them to their existing routes. In addition,
the Board approved rate increases for Acadian Lines and MacKenzie's in 1858 and
granted a further increase to MacKenzie's in 1959. The Board permitted these
increases in the hope that remaining carriers would not file for bankruptcy. The
Board was fully aware of the carrier's financial condition because the filing of therr
financial statements was a requirement for rate changes.

in 1960, there was further route abandonment “including one between
Hafifax and Elderbank which had existed for thirty years.>'>* The 1960 Annual
Report of the Board noted that “the carriers continued to be plagued with
passenger-camed operations by private passenger cars, pool cars, and
unauthorized carriers.”’?* Most companies required a pre-tax operating ratio of
ninety per cent of expenses to revenue and few would be in this financial position.
in 1861, Acadian Lines applied to abandon several suburban routes in the Sydney
area and in suppornt of its application supplied the Board with detalled financial
information from 1856-1960.""° The gap between expenses and revenue was
closing and there were not sufficient funds for capital expenditure. The Board
noled in a2 separate rate heaving decision, which was approved, that "it should also
be borne in mind that the applicant will be obliged in the not too distant future to
make large capital expenditures in replacemsnt of eqguipment and terminal faciities.
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Five new buses have been acquired at a cost of $181,000.*'%

in 1884, Acadian Lines applied for the abandonment of service between
Parrsboro and Truro in the moming and a return evening trip. This application was
approved. In 1966, Acadian applied for increased parcel express rates, the first
adjustment since rates were approved Jenuary 1, 1841. Parcel express service
originally was a charge for camying small packages for clients in rural greas.
point 10 point, many more peopie were taking advantage of this means of shipping
freight up to 76 pounds. Further scheduled service rate increases were approved,
the previous adjustment having bsen made in 1961 as well as charter rates, the
first adjustment since 1951. Costs were rising and the sdditional revenue
generated would be used to purchase two additional coaches. Acadian Lines was
operating with extremely narrow profit margins.'?” Acadian’s earned surplus or
retained earnings account “dropped from $30,000.00 at the end of 1963 to
$6,700.00 at the end of 1965.'*

Aithough the Board paid ciose attention to finances of the Nova Scotia
carriers, they were also aware of requirements of the tourist industry. Charter
service revenus assisted the operations of scheduled service. Nevertheless, in
1964, the Board granted "a restricted license to the Bangor and Arrostock Railway
Company (BAR) so they could commence charters at the Halifax International
Airport, tour Nova Scotia, and retum the passengers to the airport.”'?® In this
expanding charter fielg {provided for under the Motor Carrier Act), this was a signal
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to the Nova Scotia carriers that perhaps their squipment should be upgraded

because much of their equipment was older. Although not specifically mentioned
in the decision, the reasons tourist operators such as Tauck Tours, one of the
largest tour operators in the United States and in business since 1925, called for
outside carriers to be licensed was that of lower rates and a better choice of
equipment. The Board. in its decision on the BAR applicaton “felt that the granting
of the license will not - in this particular case - result in facilities in excess of
requirements and that the issuance of the ficense would not have any adverse
effect upon the existing transport services and would be in the public interest.”' ™
Acadian and MacKenzie's opposed the application. In 1965, Airport Transfer
Limited, a local charter carrier since 1841, provided late model equipment to Tauck
and was awarded a contract for the summer. In 1866, Airport Transfer purchased
a new MC! MC5 ccach as a requirement for retaining the Tauck contract.
MacKenzie Bus Line Limited was granted an extra-provincial kcense in 1965,
which permitied #t 0 provide charter service for Horizon Tours. Horizon flew
groups into the Halifax International Airport, toured the Maritimes, and terminated
at the C.N.R. station in Moncton.”*' Although MacKenzie provided charter
sefvice in Nova Scotia, under its Motor Carrier License, this license did not permit
t to operate peyond Nova Scofia. In 19568, aithough opposed by both
MacKenzie's and Acagian Lines, Tralways of Canada was granted a license 1o
commence of terminate charters at the Halifax International Airport on behalf of

Sun Tours.'* The tours would arrive by coach from outsids the Province, tour
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the province, and terminate at the airpart or commence at the airport and terminate
cutside the Province. These licenses were granted because those companies, in
opposition, did not prove that their issuance would hurt existing services and the
Board felt justified in granting the applications. The charter market was siowly
expanding in Nova Scotia and the scheduled operators depended mainly on the
more profitable tine -runs and parcel express sservice to assist more marginal line-
runs. The charter service, at this point in time, did not assist the total operating
situation to the extert it would in later years. The Board, however, with its
knowledge of the industry, should have realized how much this charter revenus
would be required to assist the financial situation of the scheduled service
companes.

In 1870, an important hearing took place which would havs a significant
impact on private non-subsidized carmiers such as Acadian Lines. The City of
Halifax commenced & public transportation system in 1870. it then complained to
the PUB that Acadian Lines was operating ilegally by picking up and dropping off
passengers within the Halifax City limits, which inciuded the newly annsxed,
suburban areas. The City insisted that Acedian Lines should come undsr the
Pubfic Utifity Act and not ths Motor Carrier Act under which & operated since 1938.
George Thompson belisved that Acadian was carrying fess than 10% of its tots!
passengsr fares from point to point in the City of Halfifax including the newly
annexed areas. Traditionally, carriers obtaining more than 10% of its revenus from
point to point service within 8 ¢ty or town were reguiated by the Public Utiity



74
Act.'® The Transit Corporation subpoenaed Acadian Lines for ts compiete

financial data. Acadian refused to comply and the Board agreed that Acadian
should only provide information on suburban Halifax service. Such information was
readily available because the Board, acting under its reguiatory power, required
Acadian to keep track of all revenues and to take passenger origin and destination
counts for its suburban operation in Halifax over a two week pericd. in addition,
Acadian was ordered t0 provide the Board with statistics on total revenue from
passengers oniginating and destined within the City imits and on revenue obtained
from operations outside of the City fimits. "Evidence showed that Acadian Lines
was carrying in excess of ten per cent of its total ridership from point to point
within the City imits, and that perhaps because of annexation of suburban areas
it may have become a public utility under the Act but cannot and will not conclude
that the revenue of Acadian from the operation of motor vehicles for the
conveyance of passengers between points within the City exceeds ten per cent of
the gross revenue of Acadian.=*™

The Board was ambivalent with regards to Acadian Lines. The Board
noted "that # s undesirable and uneconomic for the City that Acadian be permitted
to continue to provide regular public passenger service within the city...but the
Board has heard no svidence...justifying a decision that Acadian’s Motor Carrier
License be amendad to prohibll the carriage of passengers between points within
the City. The Board wifl dismiss the appliication of the City and recommsnd that

legislation...will ciarify the right of the City o provide public passenger service...and
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will make provision for the getermination and payment of reasonabie compensation

10 a passenger oublic utility or motor carnier who suffers financial loss because of
the exercise of such right by the City.”"*® The Board, in 1969, issued the City
a hcense under the Public Utility Act to provide a public transit service. Perhaps
the Board should have foresee:: the potential problem this granting of a license
would create for both the City and Acadian. Annexation of the additional City lands
dic not take place overnight. The City los* its application to the Board. Acatian
and the transit authority were both permitted 10 kegp operating. In the longer
term, however, Acadian could not compete with a subsiazed senvice, and, in 1970,
applied to disband the Halifax-Fairview, Halifax-Purceli’s Cove, and Halifax-Leiblen
Park routes. These routes were only sixteen per cent of Acadian’s total suburban
service. Although the Board recommended compensation be paid to Acadran, it
dhid not have enforcement power and Acadian Lines received no compensation for
the ioss of reven .e ¢ experienced.

As a result of the toss of these suburban routes, Acadian applied in late
1970 for a rate increase in its scheduled, charnter, and parcel express tarffs.
Acadian only generated a profit of $882.00 in 1868 and $2,144 on revenues of
$1.081.232 i 1868 and the company had not used the full depreciation permitted
under the income Tax Act.* The Board noted that "a reasonable profit mus:
be made by the company in order to maintain a reasonable standard of
service."'"’ The Board permitted the increase as requested, fearing that Acadian

without sufficient revenue would not be able to continue operating.



76
The Board was still unabie to stop #egal operation of vehicies, espec.ally

cars, providing service without a license. Car registrations in 1970 were now
228,584 tn Nova Scotia and additional scheduled service routes became
uneconomical. MacKenzie Bus Line Limited was permitted to abandon service
between Lockeport and the junction of Route 3 and 103. Mr. Benedict, a
MacKenzie driver, stated under path, that for "days and days we don't get any
passengers. He drove into the town from route 103 and out again - 27 miles with
no passengers...and such an exp-nence was not uncommon. He agreed with the
evidence of Mr. Parker that an unlicensed person from Lockeport was often
observed on the highway, frequently with local passengers.”'™ In late 1972
Acadian was once agair before the Board, this time to abandon the route between
Halifax-Herring Cove. which was now serviced by Halifax Transd, an expansion of
serv.ce from: Transit's original route structwe. The Board also granted Acadian
charter rates for the first of the new 47 passenger coaches purchased by the
company.

in 1973, the Board permitted MacKenzie's to abandon service on route 333.
the highway between French Village and Peggy's Cove. "The operating costs were
65 cents per mite and revenues 36 cerits per mile. Dunng a 20 day penod, less
than one gerson per day used the service. Many bus passengers were scooped
by private atomobile before tne arrival of the bus.”"> The Board found #t very
dficult 1o police the use of private automobiles carrymg passengers. In

subsequet years, the provisions of the Motor Carrier Act would be amended to



77

exempt vehicles carrying seven passengers of less. By thus changing the Act, a
source of revenue for the scheduied carniers was removed and provided to smatler
vehicles.

in 1975, Acadian was permitted to operate a six hour and ten minute trip
between Halifax and Sydney with only six stops. The trip was aimed at business
travellers and the company supplied a desired service. island Transit, from
Charloftetown, was granted permission t0 operate a1 extra-provincial service
between Chariottetown and New Glasgow over the Wood island-Caribou ferry
system, using the Acadian terminal at New Glasgow as its terminus. Passengers
could leave Halfax at noon and arrive in Chariottetown by suppertime. Island
Transt proved "publc need and necessity” and the Board approved the
application. Acadian Lines permitted Island Transit the use of their terminal in New
Glasgow and sold their tickets as did Isiand sefl Acadian’s tickets in Prince Edward
island.

in 1978, the Metropolitan Authority was established to coordinate municipal
services including transit service throughout Halifax, Dartmouth, and Halfax
County. The Authority applied to the Board and was permitied to provige service
to the Bedford-Sackville area starting March 1, 1978, Acadian Lines, meanwhile,
applied for and was given permission to abandon the Bediord-Sackville suburban
service. The Board permitied the public sector to service areas which private
industry had previously operated without subsidy. Once again, Acadian Lines lost
a source of revenue and was not compensated.
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Partly as a result of the loss of this business, Acadian Lines applied for, and

was granted an mncrease in charer and parcel express rates. The company
approached the Board for a further rate increase in passenger fares which became
effective March 1, 1880. Bank rates were approaching twenty-three per cent and
much of Acatian’s debt was based on a ficating interest rate with the bank. In
addition, the costs of fuel, parts, and payrofl had risen dramatically. In November
of 1880. the company s again granted a one half cent per kilometre increase in
passenger fares to take efiect January 1, 1981. In August. the company once
again appeared before the Board and as pant of its application noted that fue!
costs had increased ninety-eight per cent since 1977. The Board ouserved in s
decision that "it is of the opinion that if the increase s not granted, then, there may
very weil be a reducton i bus service and alsg the bus service may
deteriorate.”*" In 1982, Airport Transfer Limited. Zinck's Bus Company Limited,
and Perry Rand Limited were permitted rate increases because of increasing costs.
reduced ridership. and the operation of private cars.

In 1883, Acadian Lines purchased is first two new vehicles since 1978 This
purchase was followed Dy the addition of two new vehicles each in 1984 and 1985,
in 1885, SMT, the New Brunswick scheduled cammer, once agan commenced a
connecting service departing Amherst to Prince Edward island via Cape
Tormentine. Passengers could now trave! to Prince Edward Island, in summer,

from Halifax, using either the SMT service out of Amherst or the island Transit out

of New Glasgow.
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In a late 1984 article in the Nova Scotian, George Thompson responded 1o

the question "How do you give something up that's been such a major part of your
iife? well, nf course,” Thompson replied, “the company will eventually be sold.”
'*' The company was sold to Brian Gillis and associates in June, 1885. George
Thompson had been connected with what is now called Acadian Lines since 1836
and along with his brother Gordon and Ralph Pepper owned the company since
1955.

By 1985, the Board, under the Motor Carrier Act and regulations, had
permitted the abandonment of many routes, the sale of many companies. and the
consclidation of icenses so that a few large companies were providing scheduled
service. Vans were transporting working people from the same areas as
scheduled carriers and to common gdestinations. Many van services eroded the
passenger levels of these carners. The major carniers were primanly operating
long distance service because of a lack of passengers using the local services.
The Motor Camier Act had been amended to permit vehicles carrying seven
passengers or less exempt from the Act. In this context, ponly large, well financed
companies were in a postion to provide scheduled long drstance service.
Schedule service dropped from an operation by one hundred and two carriers in
the 1940s 1o one by seven carriers in the mid 1880s. (See Tables VII, XXV and
Maps 2 and 4).

After 1985 the difficulties of motorcoach operaters continued. Now the
major issue would be the prospect of underdevelopment of the Nova Scotia
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scheduled and charter industry not by competition from within Nova Scotia, but

from a well financed out-of- Province organization which wanted control of the
Nova Scotia industry, particularly the charter portion.  Irving owned SMT of New
Brunswick, would once again renew its challenge to Nova Scolia carriers as it had

n 1838.



CHAPTER V
CHALLENGES TO THE INDUSTRY

1985

Chatlenges facing the Nova Scotia scheduled carners since 1885, and more
particularly, since 1987, have been almost insurmountable. The Nova Scotia
scheduled carriers encountered major problems with govemment, especially since
the Board appeared to become deregulatory. The scheduled passenger industry
has been in a very precarous postion since the mid 1880s. Any attempt to
address the needs of the industry, therefore, should begin from 1820 to the
present Great care should be exercised before any decisions which could have
a deirimental effect on the industny, in Nova Scotia are taken. In particular.
scheduled service is in danger of being reduced unless the scheduled carriers are
permitted to continue their charter operations without threat caused by outside
carers. For Nova Scota's scheduled camriers, charter service revenues
suppiement those obtained from the scheduled passenger service and parcel
express. By themsehves, the latter are not encugh to insure a break even position.
Charter service operated by outside carriers, on the other hand, erodes the
revenug base of scheduled carriers. What shouid be recognized is that this added
charter revenue for Nova Scotian carriers permits them to opsrate uneconomical
scheduled passenger service in margina! volume areas.

On June 17,1885, Brian Gillis angd Associates of Halifax, purchased Acadian



82
Lines. Although George Thompson, the President of Acadian Lines, had not

pubically offered the company for sale, "he had quietly and privately indicated that
he might be wiling to entertain an offer for its purchase.”'? Thompson,
together with his brother Gordon, and Ralph Pepper had owned the company
since 1855. There had been many suitors. including SMT of New Brunswick, part
of KC. inving’s empire. Irving had been smarting smce he had been refused a
license to operate in Nova Scotia in 1938. Irving had operated two routes without
certificates during the years 1834 and 1337. Thompson did not sell to the irvings
in 1885 because, as he said, "our basic intention was to sell to Nova Scotians and
to sell to young people and that's what we did"'*' Brian Gilis and his
associates were Nova Scotians and the entire investmeni capital was Nova
Scotan.

Withir two days of the sale, by Thompseon to Gillis, "an application was
made by SMT (Eastemn) Limited for an amendment to their extra-provincial charter
license.”"** which would permit them to commence charters anywhere in Nova
Scotiz. Prior to this, SMT was permitted to commence chanters in Amherst only
to points outside of Nova Scotia. Acadian Lines, MacKenzie Bus Line Limited and
Airport Transfer Limited afi opposed the SMT application. "All three companies
argued in their presentations 10 the public utifity board that there were sufhcient
highway motorcoaches avaitable for charter in Nova Scotia. Any srosion of charter
revenues would affect the scheduled services provided by these companies.”'*"

The opposition referred to many “tests” as argued by their counssl. The tests were
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the basis on which the Board would grant or deny an application. These "tests”.
part of Section 11 of the Motor Carrier Act, were discussed in the Board's
gecision.

8. any objection to the application made by any person already providing
transport faciities whether by highway, water, air, or rail, on the
routes between the piaces which the applicant intends to serve, on the
grounds that suitable facikties are, or, if the license were issued,
would be in excess of requirements or on the grounds that any of the
conditions of any other license hsid by the applicant have not been
compilied with.

b. the general affect on other transport services, and any pubiic interest
that may be affected by the ssue, the license or the granting of the
approval.

c. the quality and permanence of the service to be offered by the applicant
and the fitness, willingness, and abiity of the applicant to provide
proper service.

The Board must be satished that there 1s a need for the service which
the applicant proposes to provide.'**

The Board feit that “there had to be a genuine public need for a new charter
camer and not simply a desire on the part of potential users to shop around for
a lower price.”"*’ The Board was mindful of tests formulated in the first hearing
in 1823. In addition, SMT's financial picture was bisak. The comparny had lost
$14,266 m 1883, $78,675 in 1984, and SMT further nformed the Board that its
projected losses for 1885 wouid be greater than those of 1884. The Board did not
approve the application, noting that SMT had not proven “public need and
necessity,”’*® and athering in ths process to the Motor Carrier Acts of 1823 and
1838. The Board fully understond the sffect a loss in charter service revenus
could have on the financial contribution these revenuss sexiend to scheduled
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service. In addition, the companies, in OppOStion to the application, noted in
testimony that they had sufficient equipment available t0 meet supply requirements.

in late 1885, Acadian Lines introduced a new lmited Friday mught trip.
between Halifax and Sydney, with a retum trip on Sunday evening. Acadian was
taking a gambie, increasing route mileage in a declining passenger marketplace.
Prior to this addition, the last trip to Sydney departed Halitax in mid-afternoon and
the existing evening tnp terminated in Antigonish. Public demand for this new trip
increased and Acadian later applied t0 the Board and recewed permission to
operate it on a Sungay to Friday basis. This return trip ceparted both Halifax and
Sydney at 6 pm., arriving at their respective destinations shortly after midnight.
Limited stops and light traffic conditions at this hour of the day, permitted the
shortened travel time. Shippers of parcel express appreciated thrs late day
departure for points east. The Board approved these requests 10 improve pubic
service.

In 18986, the Board cancelied the license of Catherine Goo Goo who
provided scheduled service on the Eskasoni Indian Reserve. Declining passenger
numbers, increased use of the private car, increased opsrating costs forced the
abandonment of routes. Once again, after carefully considering the information in
the hearings to abandon service, the Board permittsd the changes.

in 1986, Acadian Lines infrocduced the first new modei MC! 102A3 coach
into schedulad service. This coach model was six inches wider and all the

increased width was in the passenger seats. The modern coach utilized overhead
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storage racks, similar to an aircraft, as well as a more fuel efficient engine. This

voach cost $249.000. Nova Scotia operators were continuing as in the past, to
upgrade with the latest in equipment and technoiogy to operate the scheduled
Service.

in 1587, the Board approved rate increases in scheduisd, charnter and parcel
express services. Expenses had further increased while ridership continued to
decline. Faced with these difficulties, the only options leRt to the company were
either 10 reduce the number of routes or request a rate increase of the P.UB.
Acadian required the rate adjustment so that it could continue to provide a high
quality service to the travelling public. Once again, the private car was depleting
the passenger numbers from the coaches. Registration for automobiles had now
reached 347,332."*% Passenger volumes, in North America, dropped eight per
cent in 1886 and Acadian experienced a dscline in keeping with continental
figures. This trend continued into 1887 and further route abandonments resuited.
Cyril N. Pike, operating North and South Bus Line Ltd., which provided service on
the Prospect Road was cancelied after a hearing. Passsnger numbers had
declined and ths route could not opsrate on a break even basis.

In 1887 SMT (Eastern) Limited bought out Pictou County Bus Services
Limited, which had provided school bus and local public transit service in the
Pictou-Steliarton area. In addition, Pictou operated charter services using schoo!
bus typs vehicles. Whsn purchased by SMT, Pictou’s charter authority, because
it was denved from an old kcense, was not restricted with respsct to the type of

L]
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vehicle used for the provided service. The charter license for groups departing

from Cape Breton was not restricted, except that Pictou County could not provide
one way charters to another jurisgdiction. Charters, except tour groups, could
make round trip movements from mamnland Nova Scotia. The older charter
licenses did not have equipment restrictions attached 1o the operating authority as
was the case with more recent licenses. During the previous two decades,
applicants for charter authorities were usually restricted to schoo! bus type vehicles
with high-back non reclining seats. These vehicies could be purchased for about
$70,000 - $80,000 compared tc $250.000 for a highway coach. The highway
coach operators normally opposed charter applications unless egquipment
restrictions were placed on the license. The scheduled operators used chaner
revenues 1o help subsidize uneconomical scheduled service routes.  Scheduled
service ang parcel express revenues were not enough to provide a break even
position in most companies. The scheduled carmiers aflso emphasized that there
were sufficient highway coaches available for charter. Applicants would then have
to prove "public need and necessity” before a license would be issued.

After the purchase by SMT, Pictou County Bus Services added eight
highway type coaches to its license. These coaches were owned by various ing
Companies and leased to SMT and Pictou Services. The terms of the lease
required Pictou o pay iease ratss only when the coaches were actually operated.
A serious qusstion emerged. How could these units be added to Pictou County's
license? When Pictou County applied to the Board for eight motor carrier plates,
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an administrative error was made and the sight plates were issued. No one knows

why the application was not checked thoroughly when it would have been noticed
that these eight coaches were not a type of vehicle aiready on the license. Airport
Transfer Limited, MacKenzie Bus Line Limited, and Acadian Lines criticized the
Board for issuing the plates, but only privately and not through the media. The
opponents presented two main arguments to the Board. in the first place, Pictou
Services traditionally operated school bus type units and the new plates were
issued for highway coaches. In addition, operators usually only applied to increase
fieet size by one or two units a year. (See Tables Xlli, XiV, XV.) Tabies Xi-XV
illustrate the gradua! change in the charter and scheduled service fisets. The sight
additional units added to Pictou County’s license increased the available charter
fieet in Nova Scotia by 20%. whereas "tourism had only increased in Nova Scotia
by 3% in 1985.”"% Any charter business lost by the Nova Scotia scheduled
operators would limit the amount of revenue used to support the scheduled seyvice
operated by these companies.

in October 1687, Pictou County Bus Services applied to the Board to add
a further forty-one units to their ficense. If permission were granted, the total
availability of charter coaches in Nova Scotia would increase 125%. In the face of
opposition to Pictou County's application, the Board scheduled a public hearing
on Pictou County's application. Pictou Courty appealed the Board’s decision to
the Supreme Cowt "arguing the Board had not jurisdiction to convene a public
hearing."'*’ The Supreme Court, in a decision rendersd December 23, 1887,
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ruted that the Board, pursuant to Section of the Motor Carrier Act, had jurisdiction

to call a public hearing. Unhappy with the Trial Dwision decision, Pictou County
Bus Services appealed 10 the Appeals Division - an appea! later withdrawn.
While waiting for a decision, Pictou County Bus Services Limited and SMT
(Eastern) Limited, applied to the Board seskinn approval of charter rates for the
highway coaches on the respective licenses. (See Table XVi). The requested rates
were lower - in some cases much lower - than those of the existing scheduled
cammers charter rates. Acadian's, MacKenzie's, 2nd Airport’'s charter service rates
and classification were consistent with those throughout most of Canada and the
United States. The three scheduled carriers offered charter rates for thirty-nine,
forty-one, and forty-seven passenger coaches. The year of manufacture or mode!
number did not determine the rate, only the seating capacity. SMT ang Pictou
County applied for different rates for their forty-seven passenger coaches based
on the model. Their opponents argued that the total cost of operatr.g an older
coach was about the same as a new coach. Although mantenance costs rise as
a ccach ages, new coaches involve highsr finance charges and depreciation rates.
The three highway coach gperators opposed the Pictou Services rate application
arguing that the proposed rates were predatory and unvrealistic based on a normal
operating cost of a charter motorcoach operation. (See Table XVIL} In additicn,
the companies felt that & particular low rate would be quoted for a certain mode!
of forty-seven passenger coach and a8 new model forty-seven passenger coach

substihted at a lower tariff rate, in effect discounting the tariff. Joug Parker of
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MacKenzie Bus argued "their rate of $525 a day is for an MC-9; ours is $575, and

an MC-S is comparable to a SETRA. What can you say as to the proposed rate
with regard the SETRA's at $550 per day?"'*? Carl Heggelin of Airport Transter
observed that “their yearly utilization (ATC) is around 53%. 1 also determined that
our utilization varied...and actually we had what would be considered a peak
season which ran from the 1st of June to mid October and during the peak
season, our utilization was 88%, and that our utifization...what we would consider
the off season was 38%.°"""* Clearly, the Nova Scotia carriers had excess
vehicles and availability. Pictou Services’ low rates, the opponents argued, would
remove their existing charter customer base. Without these charter revenues, the
scheduled carriers would not be able to support the money losing scheduled
services which each operated. In 1587, SMT purchased 13 new units: three
Champion thirty passenger buses: five SETRA highway coaches and five MCI
102A3 highway coaches at a cost of approximatety $3.6 million. Part of the Irving
group of companies, believed to have assets of over $5 billion, SMT was
subsidized by the more profitable hving companies. Mr. Donald Campbst,
manager of SMT, confirmed the analysis (See Table XVII). SMT registered a loss
of $52,858 in 1983, $600,268 in 1985, and $433,334 in 1986. In addition, it showed
a loss in charter service using the propossd rates. (See Tables XVIIl & XiX). In
the end, however, the Board approved the charter rates as applied for by SMT and
Pictou County.

in late 1887, Acadian Lines applied for and received a temporary authority
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for an additional frip to depart Yarmouth early in the moming, arriving in Hafifax
during the noon hour. The trip would then depart Halifax at suppertime and make
the return trip to Yarmouth. The company was attempting to increase ridership
with this tnp and competed with VIA Rail's trip at approximately the same time.
Loads in the morning trip were ight and aithough the evening trip carried higher
passenger volumes, passengers between Halifax and Middleton were displaced
from the local service which operated at the same time. The temporary authority
elapsed and the service was discontinued because of low passenger volumes for
both new trips.

During 1988, Airport Transfer Limited had a rate application approved for
airport service, while Acadian Lines was refused a rate apphcation and in a
subsequent application was permitted only one half of the requested increase. '™
Also, during 1988, the Board permitted abandonment of service in the license
issued to Hansel McEvoy. This operation, known ss Mt. Cabot Bus Service,
provided a daily scheduled retumn servics, on the Cabot Trail, betwesen Bay St
Lawrence and Sydney. ML Cabot had operated for more than 20 years.
Increased operating costs and a dechine in passengser numbers made the service
uneconomical. There was no fonger a "public need and necessity” for the service.
Unfortunately, each time service is reduced there remains an element of ths public
who do not have access to the private car and lose their ability to trave! or have
to hire taxis at a much highsr rate.

The most heated argument by proponents of reguiation took piace in 1988.
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So much interest on the regulation issue had not been seen since the Royal

Commission hearings of 1936 and the subsequent enacting of the Motor Carrier
Act of 1838. Public carriers, both from Nova Scotia and outside the Province, and
politicians took part in the deliberations. it has already been mentioned that Pictou
County Bus Services had motor carrier plates on eight highway coaches and that
the Board could hoid a hearing to decide if additional units could be placed on the
license. The Nova Scotia scheduled carriers, as well as other interests, feft that the
Board had failed the industry and the public. The carriers approached the
Provincial Government with a recommendation that the Motor Carrier Act be
amended to reflect the concerns of scheduled service. The main concem was that
Pictou County Bus Services should not have additional highway units on their
charter license. At this time, once a ficense was issued, freight operators did not
have 1o prove public need and necessity for the number of units to be licensed:
the freight operators lobbied strenuously against the changes and the Bili to
change the Motor camier Act did not go beyond first reading in the House of
Assambly.

As a concession to the scheduled carrers, however, the Govemment
introduced Bill 118, "An Act to Provide for a Moratorium on Additional Highway
Coaches™.'®® Pictou County Bus Services Limited, the three main scheduled
carriers, the press, the public, and the politicians had a field day with the Biil.

in infroducing the Bill, Atorney General Terry Donahos, spoke about the

importanca of the entire passenger industry in Nova Scotia. There had been
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rumours of VIA Rail cuts and he addressed the legislature in the following manner:
We are engaged in debate about the potential closure of rail lines and
the like, and the highway road carriers in this Province...some of them
at least, run highway bus passenger transport business and some of them
again have two elements 1o that industry. The final element is the
scheduled route arrangement whereby small communities in Nova Scotia
scheduled bus route. The passenger transportation system is vitally

important to the province as a whole. The relationship between the
regularly scheduled bus routes as they now exist and have existed in this
province and the charter tours industry and the growth in that industry we
The essence here is for us 10 put a hold on the industry.. to ensure that
there is a legisiative and regulatory regime in place which will protect
afl slements of the industry, but more importantly to ensure there is
protection for the regularly scheduled bus route service in communities
in Nova Scotia so desperately requiring that kind of service.'*®
The Act would allow companies to substitute new eguipment for old but not
increase the fleet size. i an urgent nesd was proved, a ninety day temporary
authority to operate additional units could be approved by the PUB, subject to the
Governor in Council's approval. The Board, when dsaling with temporary
authorities, was to require a second approval, that of Cabinst. Thus, under the
Moratorium Act, the Board would jose some ¢of the decision making power.
James Barkhouse, the Libsral member for the South Shore, spoke in favour
of the bill and its requirement, afthough many felt the Board already i1ad sufficient
power to deal with the situation of the eight plates on the Pictou coaches.
Barkhouse's concern was that the DAR (Dominion Atiantic Railway) would close
the Annapolis Valley rail ling and only motorcoaches would be feft | * service the
Annapolis Valley. "I have great concerns over the future of a dereguiated industry

in which only buses may not be able to survive in a time of economic difficulties.
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The most serious concem is that the PUB is not using the regulatory authority that

is given to it, which is the Act under the Motor Carrier Act.”*® Barkhouse
indicated that in an era of deregulation the Board perhaps required some direction
from government. Vince Maclean, the Liberal opposition leader, spoke agsinst
the Bil, “It is bad legislation,” he argued, “beca.:se it takes away the authority of
the Public Utiity Board."'®® Maclean felt that the countersigning of the
temporary authorties by Cabinet was reducing the Board's authority. Me further
mentioned that tour companies {outside of the Mantimes) were against the Bill.
The tour companies wanted as much competition as possible so that they could
receive the lowest rates.

William Gillis, Liberat member for Antigonish, also spoke against the Bili and
the power of the Board t0 regulate under the Motor Carrier Act. “They would not
aflow a company to register a lot of buses, a company would not have an interest
in serving the transportation needs of the people.””® Yet, this is exactly what
the Board had done in issuing the eight sets of plates to Pictou Services for
highway coaches, increasing charter availability artificially by twenty psrcent.

Guy Brown, Libsral member for Cumberiand, raised concems regarding the
Bill and its effect on tourism. “We have to be totally involved with this Bill and
know exactly what we are doing because what we do here today and tomorrow
and over the naxt few days...will have a bsaring on tourist developmernt in the
years ahead.”'*"We are definitely going to support the Bill to go to the Law
Amendment Committee...! have no hesitation in saying that we support the
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principle of what the government is trying t© do and we recognize a need for
having the regulation put in place. One cannot help being a [ittle bit cynical and
I was just looking at the time that the Bill was introduced and it was tweive o’clock
on Monday evening the 16th, that the governmsnt...introduces a very serious piece
of legislation, at midnight when it should have been introduced weeks ago.”'”

John Hom, of the N.D.P., discussed the effect federal government
gereguiation caused certain industries and the importance of the cross-
subsidization of charter revenues 1o support scheduled service.

The most lucrative area in the bus industry.. the charter

service. It is because they (Charters) are more lucrative than

Nova Scotia bus companies are able to provide some of the unprofitable
short line bus services, | think that we have to make sure that

there is a leve! playing fieid and they cannot use their muscie

{SMT) to eliminate competition. if they are able 1o take over and to
monopolize and to control the charter service, sither the other
companies will go out of business altogether, or they will be applying
to and have no choice...a business in order 10 stay in business had to
break even. | am nct aware of any dollars being subsidized to kesep the
Nova Scotian bus system in operation...So as the cream of the crop are
being drained off, the charter from Nova Scotia industries...the Nova
Scotia businesses are going to become lgss profitable...the first area
they are going to cut is the service. #f {dereguiation) that is to be
followed in Nova Scotia with reigtion to the bus industry would be very
harmid to Nova Scotia.'®?

Although as upset about the late introgduction of the Bill as was Guy Brown,
Hoim saw its virtue. “What the Bill is doing is putting everybody on a leve! playing
fisld. 1t does not matter who you are, SMT, Acadian Lines, MacKenzis,...no new
highway coaches can be obtained unti the whole industry is locked at and [this
Act] will protect and make viable for the future this very important service for Nova
Scotia.”'® Alexa McDonough, the NDP leadsr, commented about the iateness
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[ the legisiative session] of the introduction and the quickness with which the
Government wished the Bill passed. °It is our obligation as members of the
Legisiative Assembly to be fully conversant with the pros and cons and the
implications of passing a bill such as this.”'** Stifl, like Holm, she supported the
Bifl.

When the Bill was intrcduced, Donahoe promised a study to review the
Nova Scotian motorcoach industry. Donahoe emphasized the importance of
scheduled service to thousands of Nova Scotians. He noted that Pictou County
Bus Services, which was essentially inactive, had been purchased by SMT and
without a hearing was issusd piates. "So through inadventure © - erhaps, more
fairly. without any hearing, without any reference 1o the commissioners at the
Board of Public Utilities, eight new licenses came on the market, and they are
charter bus ficenses.”’® The bus industry study would involve discussion with
tour operators, coach operators, government, the Public Utility Board, and
consumers to ensure that further developments would take into consideration the
concerns of each group. The Attorney General summarized the problem. The
Board had acted through misadventure and there was really nothing that could be
done about the issuance of the plates. The Supreme Court ruled that the Board
had the power t0 hold heanngs before any sdditional plates were issued to any
carrier athough they were not absolutely required to hold a hearing. The Bifl was
proclaimed effective as of May 1, 1888, to expire July 31, 1989 enforcing the
moratorium on licensing addiional coaches. All parties supported the Bil,
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approving a moratorium on licenses issued until the matter could be settied. The

Boaid lost some of its power which it exercised under the Motor Carrier Act.
However, the Board would stil maintain its independence from government. As
J.S. Drury, the Chairman, noted, “government can tell us to do anything they fike
through legisiation but on a case by case basis they can't*'®® Thus, the
Government promised a study which would answer the concems of all parties
involved in the industry and at the same time limited additional units being plated.

Even given its poor financial condition, SMT purchased a further five
motorcoaches at an approximate value of $1.6 milion early in 1988. This was in
addition to the ten purchased in 1888 for $3.0 million and the thirteen purchased
in 1987 for 3.6 million. SMT's coach purchases were in excess of $8 million over
a period of less than three years despite the company’s l0ss position as outiined
in Tatde XIX. Thus. the threat to the Nova Scotia motorcoach industry became
more evident. In addition to this new equipment, the Board approved much lower
charter rates which the Nova Scotia companies believed and attempted to prove
were predatory. The lower rates approved for SMT and Pictou Servicss would
remove charter revenue from the Nova Scotia casriers.

Acadian Lines endured a seven and one half week strike in the spring of
1889. The legislature was in session and there was pofitical grandstanding by
some mambers who ware not awars of all ths facts regarding the strike. Some
members of the legislature obssrved that the union reportsd that one of the
company’'s ssnior negotiators was away on vacation. In fact, Jim Gilfis, was
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attending a trave! marketing convention and was soliciting business for the

company. Atthe same time. Guy Brown, requested the government to repeal the
Moratorium Act. Tom Mclinnes, now Attorney General as a resuit of a cabinet
shuffie replied that “the previous Attorney General stated at the time on behalf of
the government that there would be a study to the entire matter of bussing.
passenger, charter, and so on. | am hoping it will be concluded in the not too
distant future, although in honesty, 1t is just gelting underway.”'®’ Brown was
not mollified and further chastised the government for providing Acadian Lines with
a monopoly. “That is the reason we have it [the strike] and the company will not
come to the bargaining table and negotate in good faith with the labour movement
in this Province and try to settie.”'™® Brown was later visited by representatives
of Acadian Lines who presented their side of the case, believing that Acadian had
negotiated in good faith from the beginning. The 1989 strike was similar to the
Highland Line Strike in the 1850s. Wages were the main issue and the PUB did
not imerfere in the strike by calling for a "show cause hearing”. From early on in
the strike a provincial congiiator worked with both parties to no aval. Some time
after the break off of takks, the government appointed an outside arbitrator, lawyer
Bruce Cuthouss who obtained a tentative agreement within twenty four hours of
commencing negotiations. The govermment nor the PUB interfered with the strike
at Acadian Lines. In this sense, nothing had changed n labour matters since
1852.

The motorcoach industry study was not compieted by the end of the 1883



88
legisiative session. The Highway Coach Moratorium Act was extended for a further

one year period or for such time as the Govemnor in Council wished. The clause
requiring the Governor in Council 1o countersign all temporary authorities was
repealed. The Board reverted to the former role of the sC'e decision maker with
regards to the issuance of temporary authorities. Thus, by June of 1889, the
government was reduced to awalting compistion of the motorcoach study.

In late May and June, 1888, Pictou Services applied to the PUB to amend
its charter license.”'® Piclou Services' motor carrier ficense permitted it to
provide unrestricted charter service throughout afl of Nova Scotia.  its extra-
provincial icense (out of province) pemmitied it to offer return charter trips outside
of the province for cadets, clubs, and certain groups, but organized tour groups
only from Cape Breton. Because of restrictions to its icense, Pictou Services
could not offer its services to the many tour operators fiying into Halifax who
wished to operate a Maritime tour. Thsere were other licensed Nova Scotia carriers
who could provide this sefvice, however. In the two previous summsrs, Pictou
Services had “tacked” or joined their operating authority with that of SMT using
Amherst as the connector point for the tour groups traveliing beyond Nova Scotia.
Whaen providing service to tour groups departing Nova Scotia, Pictou Services
would drop the tour group in Amherst or Pictou ferry termingl at either a coffes
break or meal stop and SMT, licenssd to pick up charters, including tour groups,
would then take over the charter and continue as the carrier for the remainder of

the trip. Because SMT was licensed to drop or terminate a charter anywhers in
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Nova Scotia - whether it had originated in Amherst or outside of the Province - it

did not need to make the same connection on the retumn trip.  In the early sprng
of 1988, the Board advised Pictou Services and SMT that it did not consider the
tacking of licenses legal. The intent of the Federal Motor Vehicle Transport Act
was being circumvented. That Act was designed so that camiers departing a
province would have to be licensed under the federal Act and Pictou Services was
“tacking or abutting” their license and SMT's because Pictou Services did not
possess the authority as applied for in their application under the Motor Vehicle
Transport Act. Pictou Services was applying for authonty to transport tour groups
out of the Province from mainiand Nova Scotia and for permission to commence
one way trips. SMT called “eight expert witnesses from the troubled industry to
support its application and its opponents Acadian Lines Limited, MacKenzie Bus
Line Limited, and Airport Transfer Limited six.*'™ Pictou Services main argument
was the desire of tour operators to enjoy the latest equipment, with the many
features available. Pictou Services ieased SMT equipment was alf within two years
old; twenty four highway coaches had been purchased at a cost of $8.2 million
over a thres year period. In support of thsir application, the company also
stressed its attendance at various trads shows and marketing efforts over a two
year psriod.

The parties opposing ths appiication emphasized their operating philosophy
of consistently purchasing some new equipment each year and graduafly repiacing
the oider coachss. {Sse Tables XHi, XIV, XV). No company, they suggested,



100
particularly one in a loss position, could afford to purchase equipmeni uniess it had
assets such as their Irving-owned associated companies. Furthermore, the
companies in opposition, especiglly Airport, for many years advertised and
marketed their services and capabiities through trade shows. SMT attending
many trade shows over a two year period was a catch up attempt to attract charter
business. Airport Transfer had attended some of the trade shows as far back as
1880, and continued to do s0. The opposing carriers aiso suggested that the
drivers, cleanliness, and gquality of & coach wers more important than the make of
year of the motorcoach. The opposing carriers also convinced the Board that they
had iost a large number of charters to Pictou Services through reduced rates in the
marketplace and the "abutting” or “tacking” of license>. In adgition, the cross
subsidization of charter revenue tc support the scheduled passenger service, a
fundamenta! compaonent of the industry’s revenue, was once more pointed out to
the Board. The opposition aiso noted that when Pictou Services, applied for and
was granted an extra-provincial ficense in 1969, Pictou County had not bsen
granted ths right 1o transport one way trips or tour groups as part of their license
becauss of opposition from Airport Transfer Limited. Pictou County also admitted
that # expected to keep thsir units 10 years, so it would not always operate a
totally new fisst.

in its decision, the Board considsred the factors or tests of Section il of the
Motor Carrier Act as noted in the 1885 SMT decision. The Board was required to
consider opposition to the proposed service by cariers pressntly licensed, the
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public interest to be affected by the appication, the quality and permanence of the
service, and is there a genuine public nesd for the service and not simply a desire
on the part of potential users for lower rates.’”

in denying the appfication, the Board applied the same reasoning # had in
the fist application by LM. Bell in 1923. The interpretation of “public need and
necessity” had not changed greatly since the first application before the
Board.'”?

in June, 1989, Pictou Services and SMT applied to the PUB for charter rate
increases and deletions of certain eguipment types from ¢ sir list of approved
vehicies on file with the Board. No longer would there be price differentials by
modet of coach nor would the rates be extremely iow. These were the very things
which the Nova Scotia carriers objected to at the original rate hearing in 1887
when they attempted to prove that the two companies’ rates were predatory. The
rates applied for were greater than those charged by Nova Scotian operators.
Furthermaore, Pictou Senvices now applied for oniy one 47 passenger coach charter
rate. The Board approved the rate application. This rate increasse removed some
of the threat of over-competition in the industry. This was true even in the charter
fisld; but Pictou Services still operated their eight coaches within Nova Scotia.

MacKenzie Bus Line Limited was permitted an increase in passengsr fares
10% effective July 1, 1889 and a further increass of 7% granted effective January
1, 1990 as wel as increasss in parce! express and charter rates. in the fail of
1888, SMT applied to the New Brunswick Motor Carrier Board “to sfiminate route
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mileage, reduce service from the secondary roads to the main ones, and eliminate
direct service to many communities.”’’”® The hearings commenced September
22, adjourned to an in-camera session October 10, and completed October 30th.
A decision was rendered Octobsr 31, 1888.

SMT engaged a management consultant to assist in rgorganizing the
company. As previously noted in Table XIX, SMT had suffered iosses for a
number of years. “Commencing in the 80s, the line run operations have been in
a position of losing money,” read a decision of the New Brunswick Motor Carrier
Board. “These losses have been increasing since 1688 ana at a hearing held in
May of this year, projected line run nperations for the year 1989, even with the
granted fare increase were projected to have a $600,000 lposs. On the 18th of
October, the projections made by the company for losses were increased by SMT
for line run operations to $800,000 for the year 1889.°'7* J.K. Irving also
discussed the possible abandonment of the complete SiAT system.

We are going to try...we would ke to implement the plan (consultant’s

recommendations) and correct the probiem. if we can't rectify the plan,

they you know we shouidn't be in the bus business because tha losses that

this company's had now for a few years are not good and it's serious...
Things are changing. it's not easy but f we're going to have s bus
service in the province and if we're to operate it, then ws are going...
to have to make a profit on it or we can't continue with the losses

that we've got  Iit's just that we have to make some changes...but if
we can't bring it around then we have to look very seriously at what we
should do with the company.'™

SMT attempted to supplement its scheduled passsnger service losses with
revenue obtained from ch.arters previously operated by Nova Scotia camiers. SMT

wanted 1o assist i#s monsy-losing scheduled passenger service in New Brunswick
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with charter revenues obtained in Nova Scotia. There was iittle charter business
available in New Brunswick. irving explained:

we were going into Nova Scotia a few years ago..most of the fiights

coming in for charter business into the maritimes go to Halifax

international Airport and we wers...a lot of the people said that they

had to get picked up in Halifax airport so we bought a company down there

to operate it with the idea that we would be in the charter business, we

would pick up the passengers at the Halffax airport...and we bought some

busses for that purposes.’’™

Needless to say, the majority of charters which would be picked up by SMT
or its affiliated company, Pictou Services, would not be new tourist business.
Irving mentioned the old adage that tourists would bring a !ot of revenue to New
Brunswick and that # would be good business for the Maritimes. But SMT was
bringing little new business to the Maritimes. Most of their business was taken at
the expense of Nova Scotia motorcoaches operators. Irving continued with the
theme of tourism. "1 think it was April whenever it was or May starting up in the
season ang a iot of that (Nova Scotia charter business) we had to give up and we
had to cance! out. It was very unsatisfactory. A lot of that revenue was to come
back through New Brunswick...and without having access o the Halifax arport, the
charter business...it fimits the scope of charter business n the Maritimes...and we
think it imits the tourist business in New Brunswick because without the abiity to
bring these people back to New By 'nswick and Prince Edward Istand, it's denying
the province tourist business and for the viability of the bus busingss in New
Brunswick, we nesd access o that airport in Halfax.*'”’

irving negiected to mention 1o the Board that the Nova Scotia charter
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carriers were permitted to transport tours, picked up at Halifax Intemational Airport,
throughout New Brunswick and Prince Edgward Island. There was no shortage of
highway motorcoaches available for charter. Indeed, the P.U.B. had refused
Pictou Services application for an extension to their icense in June because the
Nova Scotia carriers had proven that equipment was available. Tour operators, not
carriers, decided the itinerary for their groups. Any shorffali m the tourism industry,
as alluded to by Irving, was from a lack of promution by the respective province,
not motorcoach availability. Once again, SMT raised the tourism issue as a red
herring to obscure their real objective of removing the sources of charter revenue
from the Nova Scotia camriers. if Pictou Services were psrmitted to operate extra-
provincial charters at discounted rates commencing at the Hakfax airport, the Nova
Scota camers would lose this revenue and undermine the necessary cross-
subsidization of regular scheduled service.

The federal government, meanwhile, began to comment publicly on the
large deficits accumutated by VIA Rail gach year. VIA continued to operate in the
red and the government sought to reduce overall expenditurss, including VIA
subsidies. VIA cuts appsared an easy method to obtain deficit reduction. Route
abandonment would be fairly easy because many VIA routss were served by
motorcoach. Once Oftawa hinted that routss would be cut, however, an
mmediate vociferous public outcry ensusd. Neediess to say, the outcry emanated
from a much larger percentage of the population than was actually using their

service.
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To silence opposition to VIA cuts, a Standing Committee was appointed by

the federal govemment. This Committee held public hearings throughout Canada
receiving submissions from various groups and individuals, including the Canadian
Bus Association (CBA). For several years the CBA had argued that VIA's
passenger fares were close 10 or the same as the tariffs charged by the bus
companies and were unfair competition tc the bus industry. “Until VIA is
responsible for cost recovery from fares to the same extent as the bus industry,
VIA will continue to provide unfair competition and the bus industry opposed the
continuation of the situation.”'™ The CBA brief stated the example of the
Halifax-Yarmouth route serviced by both VIA and Acadian Lines. The two served
thirty common points.  VIA served another seven communities not served by
Acadian Lines; and Acadian had fifty-two stops not served by VIA. VIA operated
fourteen weekly trips between Halifax and Yarmouth while Acadian Lines made
twenty-eight plus an agditional fourteen betwsen Halifax and Middleton. Acadian
Lines, ke most bus operators, operated without a subsidy. The CBA submission
stated that “except for a very smail number of remote services, there is not a
transportation need to subsidize rall passenger service. In most cases, a wide
range of adsquats, lower cost aftematives are available to the public”'”® The
CBA brief mentioned that successive governments supported the prowision of
uneconomical rail passenger service on grounds of social objectives and nationa!
unity (ie. rail would fink the country). The National Poficy of 1879 had indicated the

importance to Confederation of a coast 10 coast raiway including passenger
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service. Many citizens and pofiticians reminded the government of the promise of
Confederation. In addition, many seniors preferred passenger rail service because
they couid sieep on the train or get up and walk around when they wished to do
so. The CBA argued that “subsidized fares have an adverse effect on private bus
operators on competitive routes and result in insufficient retums for the bus
industry to invest in product and service improvements.”’™ The CBA further
noted that the federa! govermment subsidy 10 VIA was "11.1 cents per passenger
kilometre.®" Turning to environmental concems regarding exhaust emissions
from motorcoaches, the CBA produced evidence “that a LRC (Light Rail Car) -
Dayliner - was only marginly more efficient than the motorcoach on a
seat/kilometre basis.’® The table was completed when the standard seating
for highway coaches was forty-seven passengers and a vehicle forty fest in length.
Prevost, a Quebec motorcoach manufacturer now offers a sixty foot motorcoach
seating seventy-six passengers, which should narrow the gap in fuel cost per
seat/kiometre compared to the LRC.

The CBA concluded "that VIA's subsidies should be cut excspt for certain
isolated areas aliowing trains and buses to compete on a level playing field.”'™
The CBA wanted VIA regulated by reafistic teriffs not pofitical poficy. VIA's fares
shouid fully cover their operating costs. The CBA wanted ViA's predstory or
ciscounted non-cost-recovery pricing siiminated. This concemn over predatory
pricing, of courss, had also been on the minds of Nova Scotia schedulsd camiers
when they attempted to prove that Pictou Service's charter rates wsre not
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established on a cost recovery basis.

Ottawa announced VIA cutbacks sffective January 1880 and disbanded the
House of Commons Standing Committee on Transport before its report could be
made public, accepting the submissions of various groups and concluding that the
government would no longer subsidize uneconomical rail routes which
compounded the federal defict. VIA was to retain the Transcontinental route but
many of the feeder routes were to be abandoned. In Nova Scotig, the Yarmouth-
Halifax and Sydney-Truro routes were eliminated. Trenscontinental service
between Halifax-Montreal and beyond remained. The PUB approved Acadian
Lines’ application to amend the Yarmouth-Halifax and Sydney-Halifax routes to
afford connections with VIA's transcontinental service. Acadian commenced a new
Emited service from Yarmouth which connected with the 1 p.m. VIA departure from
Halifax. This permitted passengers from beyond Middieton to meet the VIA
departure, a service not previously available. The return evening coach trip now
permitted those moming arrivals in Halifax to shop or attend medical appointments
and return the same day to points west of Middiston. Bruce MacKinnon, the
Halifax Herald cartoonist, suggester! that Acadian Lines now had a ficense to print
money. Urnfortunately, nothing was further from the truth. Acadman applied to the
Board to continue the new fimited service between Yarmouth and Halifax and
remove a local service not carrying sufficient passengers. Surplus capacity existed
in the Acadian system. What the public did not know was that the federal

government supplied the motorcoach carriers across Canada with VIA's passenger
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counts on each discontinued route and the boarding and disembarkment figures.

V1A carried only approximately thirty-three per cent of the passenger volume which
Acadian camried and there was excess capacily in the Acadian system. Rowever,
passenger volumes continued 10 decrease in the motorcoach scheduled service.
Acadian Lines presented figures to a PUB hearing in July 1890. showing that its
complete passenger volume between February and July 1880 was down four per
cent from the same period in 1888. Acadian Lines was hardly as well off as Bruce
MacKinnon had suggesied. While the federal govemment permitted the demise
of VIA in Nova Scotia, Acadian Lines did not increase route mileage and carried
fewer passengers than before the VIA cutbacks.

The bus industry study originally promised in 1888 by Attorney General
Donahoe and his successor Tom Mcinnes, was released in sarly January, 1880.
The study had besen awarded to a consortium of three companies: Fento
Shawinigan Enginsering; DPA Group Inc.; and Fiander-Good Associates Ld. The
wide-ranging report canvassed the opinions of the Department of Tourism, the
Public Utility Board, motor carriers, tour operators, and others with an interest in
the industry. The terms of reference had been “to prssent opinions that are
designed to assist the Province in determining the optimum degree and kingd of
reguiation ngsded fo provide a satisfactory level of charter motorcoscn service
without impairing existing passenger service.” %

The study reaffrmsd that regulation heipsed to ensture that unprofitable and
break-even routes would be continusd and cross-subsidized by other routes, by
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parcel express, and by charter services. At the same time, however, charter

service played an important role in the tourism industry of Nova Scotia. Anything
which impacted adversely on this service such as high charter fees, the limited
availability of equipment. or poor qualty coaches, would be unattractive to a
provincial government or to tour operators. The main objective of the Attorney
General's study was to decide f the operation of a protable charter service was
required to subsidize the scheduled passenger service. If this was so, moreover,
was there a continuing obligation to subsidize the scheduled service?

The report discussed several options open 1o the government and. in
keeping with the principle of cross subsidization, recommended that charter
services continue to be seen as a source of revenue that would offset losses on
unprofitable routes. The report stated that “the two forms of service, passenger,
and charter, are closely linked and there is some symbiosis of combining the two
under one operator. By ensuring s ceriain combination of charter service with
passenger service, the Nova Scotia bus mdustry can be operated at the least cost
to the Province while avoiding the loss of competitive edge in the charter service
to the tourism sector.”™ The study also called upon the PUB “to exercise its
jdgements on safety, passenger fares, passenger routes, and guality of service,
the quality of bus available for the charter market*'™ and other items more fully
described in Table XX{. Ths study concludsd “that the moraturium or some form
of control over entry info the charter service market in Nova Scotia is essental.

without such controls, the passenger service sector will be adversely
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affected.”"™’

The Province acted on the study results. The Attorney-General introduced
Motor Carrier Act amendmants in the 1980 legisiative session and the amendments
were prociaimed July 24, 1980. The major changes were the addition of clause
13(ca) “in the case of an application in respect of a public passenger cense, the
impact the issue of the license or the granting of the approval would have on
regular route public passenger service; (d) any other matter that, in the opinion of
the Board, is relevant or material to the appfication.”™ A new Section 27A was
also inserted in the Act which stated “the Board may, on its own motion, and shail,
when requested by the Governor-in-Council, hold a public hearing on any matter
which in the opinion of the Board or the Governor-in-Council, as the case may be,
is necessary to better carry out the intent and purpose of the Act.*"®

Essentially, the study vindicated the Nova Scotia scheduled camiers. it
agresed with their position on the cross-subsidization issue and recognized the
threat posed to the industry by outside camers. The changes to the Motor Carrier
Act placed increased emphasis on scheduled service. The new Act, under clause
27A. now permitted government to request 8 Board hearing under the Act on any
matter which was in the pubfic’'s infsrest. Thsere would now be no qusstion
regarding the powsr of the Board to call & hearing as there had been when Pictou
Services and SMT chaflenged the Board’s authority to cal a hearing over the
issuance of additions! piates. Also, with the addition of Section 27A, Cabinet could
now direct the Board, on an indwidual issus, to call for a public hearing on any
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matter which concemed the govermnment and came under the Act. The

govemment, wished continued legisiation of the motor carrier industry. similar 10
this same requirement after the Roya! Commission Report of 1936. The changes
1o the Motor Carrier Act mandated that the Board take into consideration the effect
any charter application or changs in ficense would have on scheduled service.

The subsidy and cross-subsidization of scheduled passenger service was
an important issue in the late 1880s. in September, 1980 Acadian Lines President,
W. Brian Gillis, in a presentation to the federal Royal Commission on National
Passenger Transportation argued that, "the economic regulation of the bus
industry in Canada has in fact impacted the manner in which the industry and
hence the product is defivered to the travelling public.”’*° Profitable chanter and
scheduled service runs have subsidized operations to some extent within every
operating company in the bus industry. Revenues from bus parce! express also
assist in this cross subsidization of unprofitable routes. Provincial regulatory
bodies, i.e. Public Utility Boards, have been established to ensure that within the
regulated environment, the appropriate service is maintained.”"’

The CBA's presentation to the same Royal Commission stated that "bus
transportation is understandably the least costly form of intercity transportation with
the greatest potential fo adsapt the efficiency requirements. We have bsen
understandably concemsd about past practices of subsidizing higher cost modes
of travel with the resultant iower fares resulting from our competition {Ra#).”'’
Bus deregulation in the United States provided a good example of what could
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happen in Canada. The Bus Regulatory Reform Act of 1882 liberalized entry into

the U.§ system. “in its first year under the BRRA, the bus industry announced
termination or reductions of service in 2,154 commumnities. Over 1,045
communities lost service ang had no alternative intercity transportation. By late
1986, 4,515 communities had lost bus service. Small towns suffered the most.
There were over 3,432 smafl towns under 10,000 population which iost service
between 1982 and 1886. Individuals in the lowest income groups, people living in
rurat areas, and the young and elderly rely more disproportionately upon buses
than they do any other mode of transportation,”’®* and were the obvious victims
of deregulation. The CBA's brief recommended that Canada avoid the serious
problems dereguiation had caused in the United States. “in order to preserve the
vision of a supernor, equitable transportation environment, it is essential that rural
Canada does not lose its only remaining form of public transportation. To retain
this, the currently regulatory environment must be sustained while avoiding

wasteful government subsidy.*'*
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CONCLUSION

This thesis has been concerned with the development of the motorcoach
industry and the role of the state in regulating transportation in Nova Scotia.

The Public Utility Act was signed into faw in 1909, and the Board of
Commissioners of Public Utilities established the same year. This Act set up the
reguiatory infrastructure which would regulate pubfic utifities, many of these utitities
operating tram and streetcar services. In the 1920s the Motor Carrier Act was
passed and this Act was designed to regulate the transportation of passengers
and freight by highway vehicles similar 10 the Pubkhc WUtility Act which was designed
to regulate utilities, many whom operated rad sefvices. The Public Utility Board
was deliberately set up apart from government so that there would not be politicat
interference with the Board's operations.

The ercsion of passengers available to use scheduled service has dropped
considerably due to the growth in numbers of the private car. In 1923 there were
16,104 passenger cars registsred in Nova Scotia. In 1989 this number had grown
to 385,081. The financial requirements for purchasing coaches has increased
greatly. In 1838 & coach cost $8,500; in 1841, $12,000; n 1883, $211,000; and in
1880, $335,000. No longsr may a small bus operator make a profit in schedulsd
service. VYery few operators exist and each year mors go out of busingss. Over
the years, many bus routes have been abandoned. Al the same time, however,

many small communities in Nova Scotia are serviced by motorcoach operators
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who operate these routes at a {oss. Acadian Lines, the largest scheduled carrier

in Nova Scotia, operates many non-profitable routes. This system of cross-
sybsidization of scheduled service by charter revenues exists because the PUB
has been directed to take this factor nto consigeration when an application is
presented to the Board.

The 1836 Roya! Commission Report set the stage for the present regulatory
system. The Angus L. MacDonald Liberal government set the ground rules,
empowering the Public Utility Board to regulste motorcoaches undsr the new
Motor Carrier Act of 1937. Over time, government, the Board, and the operators
peacefully coexisted. But, in 1887, that changed with Pictou Services' application
for piates. The other bus companies feit the Board neglected them in permitting
the eight highway coaches of Pictou Services to be licensed. As the then Attormey
General stated: ‘it was by inadventure..that the piates were issued.”'™
Perhaps as a method of removing pressure from themselves, the government
commissioned an independent stugy of the motorcoach industry in Nova Scotia.
The report, emphasizing ths importance of cross-subsidization, found favour with
the bus operators and owners. The Motor Carrier Act amendments of 1890 sent
a clear signa! 1o the Board setting out the approach the Bosard was 10 taks in the
future on the cross-subsidization issug. The Conservative government of John
Buchanan continusd a commitmsnt to the regulatory system that had initially besn
put in place by MacDonald's fberal govemment in 1937. Then, and now, there
was a recognition that a dereguiated industry would lead to cut-throat competition



115

and the abandonment of scheduled service on unprofitable routes.

Many critics might fault this author’s views because of his own nvolvemnent
in the industry, but the conclusions scho those of studies compieted outside Nova
Scotia on the effects of deregulation. A recent American study has reported that
“the number of communities receiving bus service declined 33 per cent a year from
1975-1982. After the Bus Dersguiation Act, there was an average decline of 92 per
cent from 1982-1883 and 11.4 per cent from 1983-1984."'" In addition, “profits
continue to elude major carriers and smaller carriers have not emerged to pick up
service in small towns.“'*” In addition to cutbacks in service is the worsening
financial situation of camiers. As Jeremy Kahn has noted:

dereguiation of charter and tour operations...has resulted in overcapacity.

lsading to severe price compstition, resulting in a diminution of overall
carer profits. This, coupled with ever increasing costs of operation,
including the staggering cost of the newest intercity motorcoaches,
increased cost of labowr, including benefits, and other operating costs,
nctuding fuel and taxes, has resuited in mere sconomic survival being a
major issue...Many carriers were faced with a close-to-being-unbearable
squeeze on their profits.  In many instances, only new entrants, highly
leveraged, and barsly able to make lsase payments on expensive coaches
enter the charter marketand provide fierce compstition, anxious only in the
short run to mest their lease payment obligations.'*®
Similar trends are observable in Britain which dereguiated its motor carrier ingustry
in the mid 1980s. "The greatest sffect has besn on local service or what we would

call transit fype service compared 1o the long haul market, seid one report.
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Concem has been expressed as to whether the deregulated areas area truly
competitive and are there predatory rates. Predatory practices have not
disappeared. Freeing entry has increased rather than reduced the need for
dereguiatory reform. Prices have not reduced since deregulation and the
incumbent in the system has been strong enocugh to maintain the existing
prices in the face of new competition. The oligopoly analysis is present.

Deregulation appears 10 be bringing about reductions in the cost of all

operators...Prolonged pericds of unsuitable swamping and a number of

dubious competitive practice, have resulted.'™
The British transit and long haul schegduled services were previously operated by
government with built in inefficiencies. In addition, with deregulation, many unions
agreed 10 make contract changes which lowered labour costs, something the
unions in North American would not do.

The Provincial government, in 1980, directed the Public Utifity Board to
consider the importance of scheduled service. One can, at least, take heart that
a policy of government regulation, so necessary to the continued survival of the
industry, had been maintained in the face of cries for the dereguiation of
transportation services.

However, there have been drastic changes in the Nova Scofian
government’s position on deregulation since 1880. in May 1981, the Council of
Maritime Premiers released a study titled "Chalienge and Opportunity” a discussion
paper on Maritime Economic integration. Of particular concern to Nova Scotia bus

operators are suggestions that

Should the federal govermment not de-regulate out-of-province trucking by
1883, the Maritime provinces wifl establish a8 Maritime motor carrisr board
to regulate both intra-provincial and out-of-province trucking. This
Martime board couid consist of representaiives from the three provincial
utility boards acting togsether under a single lsgislative mandate;... the
Maritime provinces pass uniform legisiation 10 regudate scheduled and
charter bus services through a Maritime motor carrisr board. *™®
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Although published as a discussion paper, some aspects of the report appear to

have been concluded already. The report further states that, “the ultimate objective
of the Maritime governments is to eliminate all regulation for trucks and buses
except what is required.””' The Nova Scotia govemment appears to be selling
a well-operated non subsidized industry for cut throat competition and a
requirement for subsidized routes or no public service. The Motor Carrier Act in
Nova Scotia requires the proving of “public need and necessity” before a license
is issued. New Brunswick and Prince Edward Isiand are using the reverse onus
provision which grants a license to an applicant uniess an objector proves the
application is against the public good. In 1889, as previously noted, J.K. Irving,
under oath, testified that SMT required access to the Halifax intemnational Airport
to supplement scheduled service in New Brunswick. SMT would lose in excess
of $800.000 in scheduled service that year. if charter privileges or scheduled
service authority is given to an out of Province company, what is going to
subsidize the scheduled passenger service in Nova Scotia? Many Nova Scotian
politicians appear to have been blinded by those promoting deregulation.

The federa! government’s draft report of the Royal Commission On National
Passenger Transportation “The Scheduled intercity Scheduled Bus industry” notes
that “Greyhound suggested that further deregulation would be a mistake since
existing regulations and poficies have permitted an orderly expansion of sound,
safe, and efficient bus operations. i the reguiatory environment were altered so

that Greyhound iost exciusive opsrating rights on its more lucrative routes, it would
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be forced to reduce or eliminate many services on non profitable routes.”™?

The report further mentioned that “the bus is also the only public mode of transport
linking hundreds of communities and rural areas...with mmor exceptions, the bus
industry is privately owned and generally operates without subsidy."**

The Peat, Marwick, Stevenson and Kellogg report prepared for the Royal
Commission clearly supports the view that regulation has worked in Canada and
permits carriers to meet the socio-economic objectives of reguiation. "This is
refiected in the position papers submitted to the Royal Commission as well as in
our survey of five camers. The impfication is that the benefits enjoyed by the
carriers as a result of regulation continue to outweigh the regulatory costs imposed
by the hearing process in this counfry. Deregulation wouid, according 0 our
sufvey, endure ceriain camers to discontinue a number of marginally profitable
services on their networks.”™*

Scheduled passenger service in Nova Scotia is not financially heaithy.
Cross-subsidization permits the continuance of scheduled passenger service 10
many communities which might otherwise snjoy the benefits of this mode of
transportation. The subsidization of unsconomical routes, however, may only
continue as long as passengers are using the tots! system and motorcoach
companies use parcei express and charer revenues to offset these losses.
Scheduled carriers still suffer from the certificates issusd to Pictou Services in
1887. Private cars compste sirongly with the scheduled service. Ridership
decreases may require abandonment of some additional schedulsd service in the
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Province.

Nova Scotia enjoys one of the best operated systems of scheduled service
in Canada and the rates, for scheduled service, of Acadian Lines and MacKenzie
Bus Line Limited are the lowest per passsnger kilometre east of Manitoba. The
Nova Scotia carriers are providing this service at no expense 10 the taxpayer and
it is not worth losing the system because of a conternporary fascination with
notions of global competitiveness. Enough analysis has been done to prove that
regulation works in the transportation industry.

This thesis proves Nova Scotians enjoy a sound scheduled transportation
system as a result of effective regulation by the Public Utility Board. The
emergence of Acadian Lines as a major provincial camer, has been well
documented and is the resuilt of entreprensurship and the Board agreeing to many

mergers and route consolidations.
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GLOSSARY

BUS

in the past, "bus” was interchangeable with coach. However, bus & usually
referred 10 as the vehicie commondy known as a schoo! bus. This is based onthe
type of construction, and nommatly, this type of vehicle does not have baggage
capacity.

Today's cost of each unit would be $50,000 plus Goods and Services Tax and
Provincial Hospital Tax.

CHARTER SERVICE

A service provided whereas an individual or group have exclusive availability of a
coach.

EXTRA PROVINCIAL LICENSE

The operating authority issued under the Motor Vehicle Transportation Act. The
Board of Commissioners of Public Utilities {Board, PLIB) issues this Federal license
on the same terms and conditions as it issues one under the Provincial Motor
Carrier Act. This license permits ocperations extra-provincial or from one province
to another or a state.

LINE RUN, SCHEDULED SERVICE

Transportation provided to individuals wishing to travel from point Ato B using a
motorcoach operating on a schedule approved by the PUB.

MOTORCOACH

A vehicle used to provide scheduled and charter service. This vehicle is
constructed differently than a schoo! bus and normatlly contains storage capabiity
undsmeath the vehicle. A motorcoach costs approximately $315,000 plus Goods
and Services Tax and Provincial Hospita! Tax.

MOTOR CARRIER ACT
A Provincial Document: The latest documsant was dated 1880, !n addition to the

Act, there are regulations by which the Act is administered. The Act is passed by
the Legisiature; the reguiations, by Ordsr-in-Council.
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MOTOR CARRIER CERTIFICATE

The actual certificate which accompanies a piate which is attached to a vehicle
signifying that it is licensed under the Motor Carrier Act or Motor Vehicle
Transportation Act.

MOTOR CARRIER LICENSE

The operating authority issued under the Motor Carrier Act. It used to be called
Certificates until the wording was changed during the 18680s. This license permits
operation intra-provincial or within a province.
MOTOR VEHICLE TRANSPORTATION ACT

A Federal Act which regulates both bus and trucking between Provinces. The first
Act was passed by parfiament in 1954 and the most recent was in 1987.

PARCEL EXPRESS

Freight carrier by motorcoaches operating on a schedule. This is an important
source of revenue for the carriers.
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TABLE {

MOTOR CARRIER ACT 1923
Certificates were issued to the following:

Lawrence M. Befl - Route, mmswmmhmmmm
No. of busses approved, 2; date of cenificate, June §. 1923.
‘-1
Joseph J. Purcell - Route, Hafifax to Bedford; No. of bussess approved, 3:
date of certificate, Jung 1. 1923,

Charles A. Pender - Route, Bediord to Sackvile; No. of busses approved, 4; date of
certificate, July 13, 1923,

George M. Robinson - Route. Halfax to French Village Station; No. of busses approved, 1;
date of centfficate, June 12, 1923,

Parker Berry - Route, Armdale 1o Memoris! Tower, Joliimore Vitlage: No. of busses approved,
1. date of cerificate. June 12, 1923 i

Dartmouth Garage & Bus Co,, Ltd. - Route, Dartmouth to imperoyal; No. of busses
! approved. 2 date of cenficate, July 24, 1823

Colchester-Cumberiand Bus Co., U1d. - Route, Tatamagouche to Tnuro; Nn. of busses E
approved, 1. date of centificate Juty 24, 1923

Coichester-Cumbaeriand Bus Co. Ltd. - Route, Truro to Stewart's; No. of busses approved, 2,
date of cernificate, October 18, 1923.

!

i Street to Cuffus Street; No. of busses approved. 2; date of certificate, October 18, 1923




TABLE It

SCHEDULE "J”
MOTOR CARRER ACT 1927

Centificates of public convenience and necesslly issuad to the following:

Certificate | Name of Certificate Holder Route
Number
! LM, Bafl, Limited Dartmouth to Imperoyal  x
2 Joseph J. Purcet! Halffax to Bedford X i
3 Charies A Pender Haifax to Bedford & Sackville '
4 George C. Jackson Hai#ax to Bedtord x
5 G.M. Robinson Halfax to French Vilage x
6 Parker Berry Haad of North West Am to
Flemming Park x
7 Dartmouth Garage & Bus Co. Lid Dartmouth to Imperoyal  x
8 Egﬁmﬁ&{:;mbaiam&sm. Truro to Parrsboro
9 CLSMNWMB@CO. Truro to Pugwash
10 Coichester-Cumbertand Bus Co. Tnoo to Stewart's

W
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Certificate | Name of Certificete Hoider Route
Number
16 Nova Scotia Motor Transh Ld. Shubenacedie tp Sheet Harbour
X
37 F.V. Anthony Windsor to Hantspon §
18 Maroid R. DesBarres Canso to Hazel H@ g
19 Thomas E. Filmore Parrsbaro 1o Advocate Harbour
20 Nova Scotia Motor Transit Lid. Hatifax to Yarmouth ’E
2 mcfmmmmmsmm Parrsboro to New Glasgow
22 Frank Peart Guysboro 10 Monastery
23 willlam McDougall Canso to Guysboro
24 James C. Rowdings Haiitax to Sheet Harbowr i
25 Charles A. Pender Hai¥ax to Asburn Club j

x THESE CERTIFICATES WERE, ON APPLICATION, CANCELLED
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TABLE Wl

SCHEDULE "1°
CERTIFICATES OF PUBLIC CONVENIENCE AND NECESSITY
IN EFFECT DECEMBER 31, 1930

JAMeS C. ROWINGS . - .. .o\ oo Halifax to Moser River
Sydney Bus Co. Ltd. ... ........... .. i Sydney to New Waterford
Joseph C. Cash (Freight) .. ..... ... .. ... ........... Sydney to New Waterford |
Alex G. TrabOuSee .. .. .. ... .. i smaaymmmmg
Joseph C. Cash (Frelght) . ........................... Sydnsy to Lite Bras d'Or
Liverpoot Bus Co. Ltd. ... .............. mmmmwmmm
Michael D. Suivan . ........ e Sydney to Litie Bras 'Or |

142



TABLE IV

P.U.B. APPLICATIONS 1938

IN THE MATTER of appiicstions 1o the Boand of Commissioners of Public Litiities of the Province of

Nova Scotia ungler the motor Carrier Act for certificates permiting the following petitionsrs to
operate public vehiclas for the transportation of passengers over public higiways betwesn the

following points:
Maritime Bus Cofporation Kenvilie, NS Halfax -New Brunswick Border
Scotia Motor Transpornt Hafffax-Yarmouth-Route 3 Tngo-New
Giasgow
Hadifax-New Brunswick Border;
Truro-Sycney
Gordon L Beaton Sytney. NS Halitax-Bridgewater
M.D. Sufiivan Sydnay, NS Sydney-Litte Brad d'Cr
Ballett Ensor Ciyde River, NS Shelbume-Yarmouth
Fred W. Nickerson Woods Harbows, NS Shelbume-Yarmouth
Wagnars Touwrs, Registered Haifax-Yarmouth
All points in Nova Scotia
Adetbert L D'Eon Middie West Pubnico, NS Yarmouth-i ower West Pubnico
Coastal Coach Lines Lid. Yarmouth, NS Hatifax-Yarmouth, Route 3
EBard B. irving Pictou, NS Haftax-Pictou
New Glasgow-Ambherst
Bemnamd L. McKenzie Bridgewater, NS Halfax-Bridgewater
United Service Corporation Haldax, NS Halfax-Yarmouth Route 3
Halifax-Truro-Sydney

Halifax-Ambherst
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TABLE V
SCOTIA MOTOR TRANSPORT LIMITED

1937
REVENUE + EXPENSES

e == ——
| Month Truro Truro Truro Sunrise Totals g
i Halifax Moncton Sydney Tradl
January 357.36 824 85 e —
February 38426 82889 - — %
March 267.88 B01.80 — o
April 2931 83.75 -~ — E
May 1043.06 1671.66 693.89 —
June 1189.72 2904 33 1560.66 ——
July 3063 38 3357.31 4950.95 —
Auggust 340769 4533 80 6146.04 676.30 5
§ September 2813.71 2588.23 5841.90 356.31 4
Cctober 3026.72 1826 .07 446907 316.03
Kovember 182026 1277.82 2B4B.62 69.46
December 1735.22 1035.54 2015 61 e
$ 1905260 $ 2187405 ) $ 28526.74 $ 1418.10 $ 70.871.49
EXPENSES
i {spportioned on & psr mile basis)
$ 23.05922 § 28823.18 $ 36,520.286 $ 432044 $82823.20

| SN S .

ANALYSIS OF OPERATING EXPENSES FOR 1837
{caicuiated on s per mile basis)

Transportation % 58.957.47
Traffic Promotion 1.947.55
__Ea'sﬁgim 20385 17 g
Admiristration 1152301
:
| § 92 B32.199




TABLE Vi
SCHEDULE “J"

"MOTOR CARRIER ACT"

LIST OF CERTIFCATES Of PUBLIC CONVENIENCE AND
NECESSITY ISSUED DURING YEAR 1938

Certificate | Neme of holder of certificate Head Office Address Route
Number

1 Bell's Busses, Limlted Dartmouth Dartmouth 1o imperoyal

2 Waveriey Bus Co. Lid. Dartmouth Dartmouth to Waverley

3 Charles A. Pender {td. Halidax Halilax to Sackville
Hai#fax to Johnson's
Cabirs. St Margarel's
Bay Road

4 Eastermn Shore Bus Co. Sheet Harbour Halifax 10 Sherbrooke

5 Norman Dares Eiderbank Middie Musquodoboit
to Halifax, via Gay's
River

6 Ocean View Bus Senvice 18 Sounh Cifion 5t Hafifax 1o Purcedl's

Haliax Cove.

Haifax to Herring Cove,
via Spryfeld

7 Fred Wiey Nickerson Wood's Harbour Shelbume 1o Yarmouth

B Doran's Taxi Ltd. Wintisor Windsor to Hantsport.
Windsor to St Croix
Windsor to Walton

9 Maritime Bus Corp'n L1d. Kentvile Woilvitle 10 Kentville
Aylesford to Kentville.

10 Sydney Bus Company 134 Chariotte St. Sydney 1o New

Sydney Waterford
! 11 Guy Morehouse i Dighy Digby to East Route
| 12 Duncan Waisford McPherson, Florence, Cape Breton North Sydrey to Cape
Msaicolm Dan Ferguson & Edward North & Dingwall
O'Neill

13 Michaet D. Suflivan Sydney Sydney to Little Bras
o'Cr Bridge. Sydney to
Margaree. Sydney 1o
lrverness, via S5t Peters

14 Bemard L MacKerzie Bridgewater Bridgewater to Maffax

———————
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Cartificate Neme of Holder of Cartificate Head Office Address Route
Number
16 Thomas E. F&maore Advocate Harbour Advocate Harbour to Amherst
* 16 George W. Frizzel Dartmouth Dartmouth to Montague Mines
E" 17 Emest Samus! Purced Haffax Halfax to Peggy's Cove
18 J A Edmund LeBlanc Wedgeport Lower Wedgeport to Yarmouth
19 Natinnal Transportation Lid. Moncton Amherst to New Brumswick
Border
20 Edward Donaid Gordon Sydasy Sydney to St. Peter's
Arichat 1o St Pster's
21 Wagner Tours Lid Yarmough Bridgewater to Yarmouth
Halifax to Yarmouth
22 Michael A Musial River Ryan, Cape Breton New Watetford to Glace Bay
23 United Service Comp'n Ltd. Halftax Haltax to Glace Bay
Halfax to New Brunswick border
via Parrsboro
Amherst 1o New Glasgow via
Sunrise Trad
E'"N Marie Marthe Comeau Latle Brook Weymouth to Yarmouth
25 Robert John Melanson Joggins JOggEs 10 New Brunswick
border
26 Adeibert L D'Eon & John E. West Pubnico Lower West Pubnico to
D'Eon Yarmouth
27 Everett Whitfieid Crowel] Shag Harbour Shag Harbour to Yarmouth
g 28 MacKenzis Coach Lines, Inc. Syiney New Brunswick border 1o Glace
Bay
E 28 fra Hale Covey Biangtord Blandford to Halifax
E 30 Susan i. Gould Elmsvale Elmsvale to Truro, via Stewiacke
Valley
31 Roland M. Myers Cook's Cove, Guyshoro Canso to Monastery, via
_ County Guysboro and Boyiston
NOTE * - Exempted under section 7 of reguiations
we - Transterred to Benard 1. MacKsenzie

b2 2 4

- Transfetred to Wagner Tours, Lid.
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"MOTOR CARRIER ACT"

TABLE Vi
SCHEDULE *C”

19486
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LIST OF CERTIFICATES OF PUBLIC CONVENIENCE AND
NECESSITY UNDER MOTOR CARRIER ACT

Certificate Namse of Holder of Head Office Address Route
Number Centificate
1 Bell Busses Lid. 205 Portiand Strest, Dartmouth Ferry 10 Quégiey’s Comer
Dartmouth, NS Dartmouth Ferry to Port Wallis
3 Fleetiines Limiter £50 Robie Strest, From bus station at Grafton Park, Halitax
Halifax. NS {a) via Kempt Road to Oland’'s Corner at

Sackville,

(b} Via the Arm Bridge to Rockingham,
{c) via the Arm Bridge to Johnson's
Cabins on the St. Margare!'s Bay Road
{d} via the Arm Bridge to Goodwood
School on the Prospect Road. thence to
Shad Bay:

{e} via Melville Cove and Jollimare Vilage
to Purcel's Cove

{7} to Spryfieid

{g) via Spryfield to Hesring Cove

Eastem Shore Bus
Company

Sheet Harbowr. Halitax
Co., NS

Halifax 10 Sherbrocke,

Pigasant Point to Mead of Jeddore. via
Ostrea Lake and West Jaeddore;

East Jeddore to Oyster Pord

Norman Andrew Dares

Elderbank to Halifax, via Middie
Musquodobolt and Mitord;
Middle Musgquodoboll, via Dean,
Brooktieid to Trao.

Fred Wisy Nickesson

Woods Harbouwr, NS

Sheiburne to Yarmouth, Port Clyde, Pont
LaTour and Baccare, Baccaro to
Shetburme, wia Port Saxon end Gunning
Cove; Lockeport to Shelbume.

Doran's Taxi Limited

Windsor, NS

Windsor 1o Hantsport; Wingsor 1o St
Croix; Windscr 1o Waiton

Maritime Bus
Corporation Lid.

Kenivitle, NS

Woliville to Kentville; Ayisstard 1o
Kentville, via Berwick; Wollvdle 1o
Canmning

10

Sydney Bus Company
tad.

208 Chariotte St
Sydney, NS

Syrney to Naw Waterford, New Wateford
to New Victoria, via Scotchtown
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Name of Holder of Haad Office Address Route
Certificate
Guy E. Morehouse Digby, NS Digby to East Fermry N
Puncan Weistord 102 George St Sydney, | Sydney to Cape North and Pleasant Bay;
McPherson, Malcotim NS Dingwell to Bay St. Lawrence
Dan Ferguson and
Edward O'Nell
Mike Suflivan Bus 100 Sackville St. Haiffax, swmm&mmamsw@
Service, Ltd NS
. i
SydmyumEdmmmn
and Edwardsville; Louisburg to Sydney
14 Bernard Linton Bridgewater, NS Briigewater 10 Halfax;
MacKenzie Bridgewater to Mahone Bay, via
Lunenburg;
HatHfax to Peggy's Cove, via French ]
Vilage Station;
Bridgewater to New Garmany
18 Percy LeBlanc Waedgeport, NS Lower Wedgeport to Yarmouth
20 Edward Donald Gordon | 26 South Bentingk St Sy&my&kbtmvb&?ﬁer's:?eﬁdeﬁ
Sydney, NS Grat to macintyre Lake, vis West Arichat  §
21A Wagner Tours Ltd. 100 Sackvite 81, Halifax, | Bridgewsater t0 Yarmouth; Haldax to
NS Yarmouth via Annapolis Royal; Liverpool
to Annapolis Royal
i 22 Bertha 1. Musial River Ryan, Cape Breton | New Waterford to Giace Bay ‘
23 United Sesrvice 100 Sackville St. Halifax, Halifax to Glace Bay, Halifax to New
Corporation Lid. NS Brunswick Border via Parrshoro; Amherst
to New Glasgow, via Springhfl and
Oxford, and Sunrise Tral.
Adaibert L D'Eon and Wast Pubnico, NS Lower Wast Pubnico to Yarmouth
John E. DEon
MacKenzie Coach Lines | Sydney, NS New Brumswick Border to Glace Bay via
inc. Pasrrsboror and Truro; via Springhil,
Oxford and Short Line; Truro to Halffax
ira Hale Covay
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Name of Holder of Heagd Office Addrass Rourte

Centificate

Chedabucto Transpornt Guysboro, NS Canso to Monastery, via Guysboro and

Co. Lid. Boyiston, Guysboro via Roman Vatiey
ang St Andrew's 10 Antigonish.

Lawrence Mood Kamptvile, NS Kemnptvilie fo Yarmouth

Frank King 20 Johnston St Sydney, | Sytiney to Litte Namows, via Grand

Namows; Sydney to Christmas Island, via
East Bay ani Eskesoni; Syiney to
Stirfing.

Alexander L Mcintosh Argigonish, NS Coddles Harbour to Antigonish

Nefio A Tomade Donkin, NS Donkin to Glace Bay

Hub Coach Lines Trwo, NS Debent to Truro; Truro, via Coflege Road,

Limfted Fast Court Road, the Main Highway,
Cross Roads. to Valley

Cape Breton Bus & Tram | Sydney, NS Sydney to Glace Bay

Company Ltd. A

Amrport Transfer 81 Popuiar 5t Nova Scotian Hotel, Halifax to Dartmouth

Company by way of the Dartmouth ferry; thence to

Trefry's Bus & Yarmouth, NS Yarmouth to Arcadia

Transponation Limiied

Elamd Bumns frving Pictou, NS Pictou to PEI Ferry, Caribou. Pictou to

New Glasgow

Lawrence C. Messenger

Claric's Harbour, NS

Clark’s Harbor to Stoneyisland, via
Newellton and Centreville (General
Public). Clark’s Harbor to South Sigle and
to the Hawk (School Children}

F

Perley W. Wright (School | Pamrsboro, NS To and from Wharton to the Pamrsboro

bus) Schools’ to and from the Crossroads
Schoo! 10 Pamsboral also to the Prospect
School

Douglas L. James LaHave, NS Crescent Beach to Bridgewaler

Shore Transportation Shetburne, NS Shelbume to LowsT Sandy Point

Frank J. Mombourquette

L'Ardoise West. NS

St Pster's to Lower L'Ardoise and Little
Harbowg, St Peter's to French Cove
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Certificate Nams of Hoider of Heed Office Address Route
Nume Certifi
55 J.W. MacFariane Baddeck, NS Baddeck to Englishitown
{Schoo! Bus)
57 Robert W. Slocum Joggins, NS Joggins 1o Amherst
58 Lawrence M. Durling Bridgetown, NS Bridgetown to West Paradise, Carieton
{Schoo! Bus) Comer, Paradise Schoo!, Inglewood
§ &9 Oscar Louis Pettipas Bich Grove, NS Birch Grove to Glace Bay
E 60 Michael MacDonald Port Morien, NS Port Morien to Glace Bay
; 61 Norman Bethuen Baddeck, NS Baddeck, Hunter's Mountain, Middie
(School Bus) River, Upper Middle River, West Middie
River, Nyanza, inlet.
63 Bruce W. Macdonaid Sherbrooke, NS Sherbrooke to Antiqonish via Stifwater,
Melrose, Aspen. South Lachaber,
Gien Road, Putt Brook and Saft Spring.
) Pictou County Eleciric Steliarton, NS Thorbourn to New Glasgow,
Co.Lid. New Glasgow to Westvile.
66 Amnold Mifls {School Joggins, NS Rigged Reef to Joggins
Bus)
&7 Josegh Hector MacNei | Johnstow, NS Johnstown to Big Pond; Johnstown to
{Schoo! Bus) Soidiar's Cove
70 Hartford 7. Long Liverpogl, NS Srookiyn, Liverpoo! and Miton; Liverpoot
to Bridgewater, via Greenfield and
Cheisea; Liverpool and retum, via
Yestern Haad; Liverpool, vis West Berfin
angd Port Medway, to Charleston
73 Marsden G Anthony Ksnnetcook, NS Kennetoook to Truro, via Nos!, Maltiand
and Shubenacadin
74 Moses Roberts Sydney Mines, NS Post Acond to Sydney Mines
s Angus A. McDonald Scotch Leke, NS Scotch Lake to North Sydney, via Little

Brad d'Or
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Rivarport Bus Service
i,

Certificats Name of Holder of Head Office Address Route
Number Cerntificats
78 Fred T. Boyd {Schog! Wirdsor, NS Windsor to Faimouth
Bus}
7 Gaius S. Boivar Broad Cove, NS Vogler's Cove 1o Bricigewates, via italy
Cross;
Broad Cove to Liverpoal. via Yogler's
Cove.
8D Levi MacDonald Enfield, NS Enfigld to E K. Home's.
{School Bus}
81 John J. Chisholm Glen Road, NS From Glen Road along Antigonish-
{School Bus Sherbrooke Highway 1o West River
Consohdated Scheol
82 Donald W. Zinck Antigonish, NS Antigonish to Pomguet: Antigonish 1o
Bafanmyne's Cove; Antigonish to Lismore
= T pe————
83 Wilbert J. Henderson Seafoam, NS Seafoam 10 Pictou
(Schooi Bus}
84 Augustine VanSnick Advocate Harbous, NS Advocate Harbow to Amnerst via
Parrsboro, Southampion, Maccan
85 Peter L. Muise East Quinan. NS East Quinan 10 Yarmouth
87 Scott C. MacKsen and | Aspen, NS Sherbrooke to New Glasgow, via Aspen
Edison Wilbur
Sutherlang
B8 Theodore R. Hennigar Chester Basin, NS Chester 1o Kentville, via New Ross j
89 John Henry Campbell Kinsac, NS Kinsac to Halifax
90 Alex C. Scherban Tatamagouche, NS Tatamagouche to Truro
a2 Trustess of Jidique Jielique, NS Cregnish 10 Harbows View
Consofidated Migh
Schoaol {School Bus)
93 H. E. Finlsy {Seasonal} [ Springhii, NS Springhfll to Heather Beach
Riverport, NS tunenburg to Bridgewater via Lower

Rose Bay. angd Aiverpont




Centificate Nams Holder of Head Office Address Route
Number Cenificate
g5 Alfreg Woife Grand Desert, NS Sesforth, Grand Desert, West
Chezzetcook to Dartmouth
96 Walter Mamnstte West Chezzetcook, NS West Chezzetcook to Darntmoigh
97 Regis Waolte Grand Desernt, NS Grand Desert t0 Dartmouth
88

Muigrave 10 Boyiston

Orangedsle 10 Baddeck thence via
Englishtown, Tarbot, Sts. Ann's to
Baddeck

Frank H. Beaziey

White's Lake, NS

White's Lake to Prospect

104 D.H. MacLennan Big Bras ¢'Or, NS Boutardarie East to Big Bras d'Or School |
{School Bus) ;
105 Harcid Riprdan Port Wade, Annapolis Co., | Victoria Beach to Annapalis Royal
NS

h
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TABLE viHi

SCHEDULE “C”
MOTOR CARRIER ACT

1954

LIST OF CERTIRCATES OF PUBLIC CONVENIENCE AND
NECESSITY UNDER MOTOR CARRIER ACT

Certificate

Nams and Addrsss of Haolder
of Certificate

Route

Flestiines Limnited
100 Sackviie Street
Halitax, NS

Halifax to Sackville {Junction Lucasville Road) from Terming!
102 Dresden Row, via Sackvilie Street, B Road, Robée
Strest. Kempt Road and Highway No. 1, Hafilax to Heming
Cove from Termina! 102 Drescien Row, via Sachkville Street,
Befl Road, Quinpool Road, Armdale, Spryfield, HammingCove
Road, Haifax to Fairview, from Tesminal 102 Drescen Row,
via Sackville Street, Beff Road. Quinpool Road, Dutch Village
Road; Halfax 1o Puiscell's Cove, from Tesmina!l 102 Dresden
Row. via Sackville Street. Bel Road, Quinpoo! Road and

Armdale, Purcelli's Cove Road.
4 Pender's Bus Co. Lid, Halifax to Sherbrooke
680 Robie Street
Halifax, NS
5 Noma Andrew Dares Elderbank to Halffax, via Middie Musquodobo? ang Miford;
Elderbank, Haltax Co., NS {Upper Musquodobolt, via Dean, to Trro - suspended).
8 Doran's Taxi Limied Windsor to Hantsport, Windsor to 5t Croix

Windsor, Hants Co., NS

Mariime Bus Comp Lid.
Kentville, Kings Co., NS

Kentvile t0 Wollville, Aylesiord to Kentville, via Berwick,
Woilville to Canning

10

Cape Breton Bus and Tram Co.
Lid.. Sydney, Caps Braton Co.,
NS

Sydney to New Waterford. Neav Waterford 1o New Victoria
via Scotchiown; Sydney to LRte Narrows via Grand Narows;
Sydney to Christmas isiand via East Bay, Eskasoni; Sydney
to Sterfing

11

Paul Truman Morehouse
Digby, NS

Digby to East Ferry

12

Giibert W. Cooke, doing
business as Mount Cabot and
National Park Bus, RR#1, North
Sydnay. Cape 8reton Co., NS

Sydney to Dingwall via North Sydney, Sydney Mines,
Florence, Littte Brad d'Or, Big Bras d'Or Ferry. Ross Farry,
South Haven, 8t Anne's North River, etc.

13

Highland Lines Lid.
100 Sackville St Halifax NS

A. Sydney-Sydney Mines (Highway 5)

B. Sydney-Nava! Base (end of present pavement); via
Westmount

C. Intertown Service {North Sydney-Sydnsy Mines)
D. Sydney-West Louisburg (Highway 22}

E. Sydnoyinvemess via Baddeck and Margaree Forks
(Highways 5 and 19)




Name and Address of Holder of
Cantificate

e R T e T it gt

Canada Permanent Trust Company and
Hilda Mary MacKenzie, Executors andt
Trustees of tha Estate of Bernard Linton

Bridgswater to Hallfax; Bridgewater to Mahone Bay, via a
Lunenburg; Halffax to Peggy's Cove, vis French Village
Station; Bridgewater to Riverport; Riverpost to

MacKenzie, Decoased iGngsburg; Riverport to Lunenburg; New Germany to
Percy LeBlanc Lower Werigeport to Yarmouth

Wedgepor, Yamouth Co., NS

Edward Donald Gordon, Gordon's Bus Sydrey to Arichat

Service, Sydney, NS

Acadizn Lines Limited. A. Halifax-Yarmouth via Annapoiis Valley (Highway 1)

100 Sackvile Street, Haifax, NS

B. Bridlewsater-Yarmouth {Highway 3)

Mrs. Bertha L Musial
River Ryan, Cape Breton Co., NS

New Waterford to Glace Bay

United Service Corp. Ltd.

Haf#fax-Glace Bay via Truro, Westville, Steftarton and

100 Sackvilie Streel, Haldax, NS Sydney (Highways 2 and 4}, Malifax-New Brunswick
Border via Tnag, Parrsboro and Aspherst (Highway 2 r‘
Sightseeing within the City of Hallfax over a roite of
approximately 20 miss

Adelbert L D'Eon Lower West Pubnico to Yarmouth

West Pubréco, Yermouth Co., NS

Estate of Kennsth E. Lumsden
Canso, Guysboto Co., NS

Canso to Antigonish, via Guysboro and Boyiston

RUTLT N

Sears and Macintosh Coddles Harbowr to Antigonish
Anticonish. NS
Nafto A Tomada Donkin to Giace Bay

Donkin, Cape Breton Co., NS

Atrpont Transter Company
81 Poplar Street, Halifax, NS

Nova Scotlan Hoted; Halifax to Dartmouth by way of the
Dartmouth Ferry thence 1o the Dominlon Govermment

Airport, Eastern Passage, Halfax County
Eilard B. irving Pictou to PE! Ferry, Caribou; Pictou 10 New Glasgow,
Pictou, NS Pictou Landing Wharf to Naw Glasgow

Lawraence C. Massengey
Newsllton, Shetbume Co., NS

Clari's Harbour to Slonsy island via Naweillon and
Centrevile (Genersl Public); Clark’s Harbour o
Centrevile; Clark’s Harbour to South Sids; Giark's
RHarbour to the Hawk (School chiltiren given priorlty.
Geners! public carriad when space avallable)

51 Peter’s to Lowar L'Ardoise and Little Harbour to
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Namse and Address of Route
i Number Holder of Centificate
57 Robert W. Stocum Joggins to Amherst
Joggins
Cumberiand Co., NS
89 Oscar Louis Pettipas and Gustave Peltipas | Birch Grove to Glace Bay
Birch Grove
Cape Breton, NS
60 Michasi MacDonald Pont Morien to Glace Bay
Pont Morien
Cape Breton Co.. NS
63 Reginal H. Mackinlay and D.D. MacMilan Sherbrocke to Antigonish, via Stitwater, Melrose. i
Sherwrooke North Lockaber, Glen Aipine, Glen Road, Puri Brook
Guysboro Co.. NS and Saflsprings.
73 | Marsden G. Anthony Kenneicook 1o Truro, via Noe!, Maitiand and L
Kennetcook Shubenacadie
Hamts Co.. NS
77 Davod Rpbertspm Sydney Mines to Alder Poimt. via Florence. Florence
Florence Cocliiery, Little Pond and Brad d'Or.
Cape Breton Co, NS
B4 Augustine VanSnick Advocate Harbowr to Amherst, via Parrsboro.
River Heben Souahampton and Maccan.
Cumberland Co.. N§
86 Peter L. Muise East QGuinan to Yarmouth ﬁ
East Quinan
Yarmouth Co., NS
as Scotian Bus Line Limited Chesler to Keniville, via New Ross
Box 672, Armdale, Halfax Co., NS
90 Carl Mantey O'Nefi Tatamagouche to Truro via Route No 11;
Tatamagouche, Coichester Co., NS Tatamagouche 1o Truro via Brude and Earflown
o5 Waiter Mannstte Wast Chezzetcook 10 Dantmouth
Wwest Chezzetcook, Halfax Co.. NS r
o9 Lioyd Bisckiord Tiverton to Freeport
Fresport, Digby Co.. NS
101 Francis John Powes Muigrave 10 Boyiston
Mulgrave, Guysbore Co., NS
108 | Arthur Peter Muise Surette, Siuice Poinl, Amirault's Hfl, Hubbard Poim,

Sluice Point, Yarmouth Co., NS

Tuskst to Yarmouth

N




Name and Address of

Route ;

156

Carntificate
Numbser Huoider of Certificate
119 | Walter V. Scoft Caledonia to Liverpool
Caiedonia, Queens Co, NS
122 Main-a-Dieu Bus Lines Louisbourg to Sydney, via Main-a-disu. Mira Gut and
Batsston, Cape Breton Co., NS Home Road and Main Highway
123 Canadian National Transportation Lim#ed, {a} New Brunswick Border to Giace Bay, via Route

d.b.a. MacKenzie Thur Line, Moncton, N8

No. 4, Wentworth Valley and Truro;

{b} New Brunswick Border to Giace Bay, via roude
No. 2, Parrsboro and Truro;

{c} New Brunswick Border to Giace Bay, via Rowte
No. 6, Pugwash, Wallace Pictou and New Glasgow:;
{d) Trwo to Maiffax

142 Charies Foster Cox Truro to Debert, via Highway No. 2 to Dsbert MiBary
Debert, Coichester Co., NS Road, thence along said Mitkary Road to Debert.

173 Wilfrexi Aucoin Margaree Forks to Cheticamp
Chaticamp, invemsass Co., NS

222 | Cunis C Harris Digby to HM.C.S. Cormwatlis
Digby, NS

258 | Thomas A Weish City of Halftax to White's Lake, Hat¥fax Co.
Hatche! Lake, Halflax Co., NS

268 | Joseph George Aucoin Petit Etang, Belie Marche, Plateau to Cheticamp
Chaticamp, Invemass Co., NS |

274 Margaree Steamship Company Ltd Petit-de-Grat. Arichat, West Arichat, Louisdale,
Sydney, Cape Breton Co., NS Macintryre's Lake

275 QOrval Mason Bailley's Brook via Ardness, Lismore Short Road,

Sutheriand’s River to New Glasgow

Rabac &y Db T ol = 1 o



During the year for these reasons the following carriers have been permitted to abandon
thedr operations:

{1

(@

{3)

{4)

{5)

{6

o

TABLE X

BOARD OF COMMISSIONERS OF PUBLIC UTILITIES
ROUTES ABANDONED 1954

Murray D. Corning, who operated from Kemptvilie to Yarmouth

AT e

Gaius S. Bollivar, who ran from Broad Cove to Briigewater and Liverpoot

Ira H. Covey, operated from Blandiord to Hatlifax

Harold Ricrdan, operated from Annapodis Royal to Port Wade

Fleetiines Limited was obliged o suspend senvice to St Margaret's Bay Road to
Johnson's and from Bedford to Wavertey on the Hafiax 1o Trizo Highway

Highland Lines Limited, which refinquishad the operation from Poit Hawkesbury to
Cheticamp

Acadian Lines were permilted to discontinue the tun trom Amberst to New Glasgow
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TABLE X

P.U.B. ANNUAL REPORY 1855
AMALGAMATED LICENCE ACADIAN LINES LIMITED

{a)

(b)

()

()

{e)

M

a)

iy

{H

)

{k}

ff}

{m)

Halifax-New Brumswick border, via Truro, Parmsboro and Amherst (Highway 2)

Hatitax-Glace Bay: via truro, Westville, Stellarton and Sydney (Highway 2 and 4)

Halifax-Yarmouth. via Annapoiis Valiey {Highway 1}

Bridgewater-Yarmouth {Highway 3)

Halitax-Sackviie {junction of Lucasville Road) {highway)

Haltax-Hermring Cove, via Armdale. Spryfield and Herring Cove Road

Halifax-Fairview, via Armdale and Dutch ViBage Road

Hatifax-Purcell's Cove, via Anvdale and Purcell's Cove Road

Sydney-Sydney Mines {Highway 5)

Sydney-Naval Base. via Westmount

Sydney-Louisbourg (Highway 22)

interiown {North Sydney-Sydney Mines)

{sight-seeing within the cly of Halifax)

——=ﬂ
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TABLE X!

P.U.B. ANNUAL REPORT 1955
LICENCE AND SERVICES CANCELLED

=3

Cenificates Cancefied

No. 8 - Doran's Taxi Limited - Discontinuance of service between Windsor-Hantsport and
Windsor-3t. Croix, and for the cancefiation of said Certificate No. B

No. 9 - Maritime Bus Company Limiled - Discontinuance of service between Kentville-
Wothville and Aylesford-Kentvilie, via Berwick and for the canceflation of said Certificate No
9

No. 88 - Scotian Bus Line Limited - Disgcontinuance of service between Chester-Kentville, via
New Ross, and for the canceliation of said Cenfficale No 88

No. 258 - Thomas A Weish - Discontimuance of setvice between Halifax and the Brookside
Road on the Prospect Road, and for the cancellation of said Certificale No 258

No. 275 - Onval Mason - Discontinuance of service between Balley's Brock and New
Glasgow, and for the canceflation of said Centficate No. 275.

Acadian Lines Uimited - Discominuance of sendce . the routes Digby-Yarmouth and
Lockeport-Yarmouth under Certhicate No 214

Highland Lines Limited - Discontinuaree of service on the route Sydney-inverness, via
Baddeck and Margaree Forks under Certificate No. 13
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TABLE XH

P.U.B. ANNUAL REPORT 1956
LICENCES AND SERVICES CANCELLED, CERTIFICATES TRANSFERRED

—— —
Other carriers’ routes wete effected amd the snnug! report is fusther quoted:

No 90 - Carl Maniey O'Nelll - Discontinuance of service between Tatamagouche and Tngo,
and for the canceflation of Certificate No 90,

No. 276 - John Graham Tumer - Riscontmuance of service between Middleton and ;
Greenwood and for the cancefistion of Cenfficate No. 276.

‘o MC-278 - Hugh Kenneth Harris - Discontinuance of service between Wolfville and
Kentvile, and the canceliation of Certificate No. MC-278.

Cape Breton Bus and Tram Company Limited - Discontinuance of service on the routes
Sydney to Littie Narrows via Grarxd Narmows and Sydney 1o Sterling,

MacKenzie Bus Line Limiled - Discontimmnce of service on the route Petite Riviere to
Brdgewater

Lawrence C Messenger - Discontinuance of sefvice on the route Clark's Harbour to Stoney
Island. via Neweliton and Centrevile (Generad Public).

Centificates Trangforred
No 14 - Canada Permanent Trust Company and Hida Mary MacKenzie, Executors and

Trustees of the Estate of Bermard Linton MacKenzie, Decessed, to James |. Maciaren; and
from James 1. Maciaren o MacKenzie Bus Line Limited.

No. 44 - Airport Transfer Compeny to Airport Transfer Company Ud.
No 77 - David Robertson to Aflan James Macisan

No 173 - Wiltred Aucoin to Helier Merry and Alexander M. Fraser

No MC 281 - Digdon Motors Limited to F.W. Digdon & Sons Limited g
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TABLE Xt

AIRPORT TRANSFER LIMITED
SUMMARY OF VEHICLE LICENSE CHANGES

Addition Dedetion Net Change g
1. 1971 1 1+ ]

1 1+

1 1+

0

1 1+

2 2+

0
3 3= 4

] 1 2

1 1.

2 1 1+

2 2+

13 1983 2 2 2]
14 1984 2 2+ i
15 1885 1 i+ Jg

16. 19856 2 4 2-

NET INCREASE 14
= e =

This Bst doss not include the addftion of non-highway transit coaches used almost exclusively for the arport run and
Louisbourg reguisr sefvices.

For vehicles addad to the license prior to 1970, these were generally purchased new and atided to the license in the
same ysar n which they were manufactured.



TABLE XV

ACADIAN LINES
SUMMARY OF VEHICLE LICENSE CHANGES

{Revisw of Schedules “E")

Tvesr  |Tom# | NetChange | TowiCramge |
Licsnsed |
| Vehicles i
1. 1870 26
2 197 29 3+ é
3. 1972 26 3
4 1973 27 1+
5. 1974 29 2+
6 1975 31 2+ i
| 7. 1976 31 0
8 1877 33 2+ ;
| 9 1978 35 2+ s
10 1579 3R 3 ;
1
11. 1880 32 0
12. 1881 32 0 E
13. 1882 a2 0
14. 1883 34 2+ !
15. 1984 35 2+
16. 1985 35 1-
17. 1986 a7 z+
— —




TABLE XV

MACKENZIE BUS LINE LIMITED
SUMMARY OF VEHICLE LICENSE CHANGES

{Revisw of Schedules "E”)

163

# of Vehicles Added | # of Vehicles deleled | Total # Licensed Vehicles | Net Change Revised Page
1858 11 Q Qriginal
1980 1 0 12 +1 18t 2nd. 3rd
1961 12 0 4th. 5th
1962
1963 1 1 12 0 8th, 7th
1964 1 11 -1 ath
1965 1 D 12 +1 Sth
1966 1 0 13 +1 10th
1967 1 1 13 0 11th, 12th
1968 1 0 14 +1 13th, 14th
1969 0 1 13 -1 15th
1970 0 1 12 -1 16th
197¢
1972 2 3 11 -1 19th
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# of vehicles # of vehicles Jotal # Licensed | Net Chenge Revised Page
i godad deteted Vehicles
L;gm 1 0 12 +1 2oth
1974
g 1975
1976 3 4 11 -1 22nd _
1977 § 1 11 ] 23rg, 24th
1978 1 1 11 +1 25th, 26th
1979 2 2 1 0 27th, 28th
Fgeo 0 ] 11 0 2ath
1981 0 11 0 30th
1882 1 0 12 +9 3ist
1883 0 o 12 0 32nd :
1984 2 1 13 &1 33, 34th
ﬂ 1885 1 1 13 0 35th. 36th, 3Tth  §
Exm o 0 13 0 38th
g 14 6+

The 17th, 1

215! revisions are :



TABLE XVi

COMPARATIVE CHARTER RATES

1987
| r o — ==
Company SPass Daily Rate
Acadian Lines bid. 47 585
Airport Transfar Ltd. 47 590
Canada Coach Lines 47 M-T 665
47 F.§ 695"
Gray Coach 47 M-T 525
F 735 ;
Sat 630
Sun 775
Greyhound 43 /47 600
Pictou County Setra (deiuxe) 550 *Af
MG (deluxe) 850
MCo 525
GM + MC-7 475
Champion 300
Overnight is an extra charge

*The rate assumes 225 m/day, charges are $415/day plus 2 50 per mile for

125 M.

**The rate assumes 225m/day. charges are $445/day plus 2 50 per mile over

125M.

—

185



TABLE Xvii

SMT EASTERN LIMITED
1888 OPERATING PLAN
RECALCULATED COST PER MILE

e

MC-7

MC-10

Champion

Cost per mile - per SMT
i operation Plan

$ 165

§ 216

§ 209

$ 134

ADD:

Financia! depreciation
k adjustment

Increase in ransponation

.14

24

42

4

jexperses
Recalcyulated cost per mile

$ 203

Cost per day

§ 284

s 2%

s 2m

$ 1.74 N

X

$ 59400

ASSUMPTIONS:

$ g1gg§

3 %E

Financiat depreciation was not included in calculation of cost per mie on the
schedule submitted to the Board. Per mife is caiculated by dividing by number of
mies per ysar by bus type.

2 Increase in transportation estimaled on Schedule | (§1,190,000) divided by total
number of mies per year (3.490.000).

3 Cost per day is calcuiated by muftiplying cost per mile by 225 miles per day as
mmm1mmmmmm,

%‘l g
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TABLE XVl

RECALCULATED COST OF LEASED EQUIPMENT MILE -
LEASE TO PICTOU COUNTY BUS SERVICES LIMITED

—_—
MC-7 MC-5 MC-10 Setra Champion

Recaiculated cost per mie $ 203 $264 $275 $278 $1.74

Drivers’ wages B ] 60 B0 60

=8

| Restated costpermie -teaseto |$ 120 |$173 [si® |sis |sie

prerdaw $270 $ 389 $ 432 $ 439 $225
¢ Lease rate 300 325 $ 375 $375 § 140
| Proft foss) por day 52 lg6y FI

ASSUMPTIONS:

1. Recalculated cost per mils is as calculated on Schedude il

2 The costs related fo drivers’ wages and fuel shotdd not be included in SMT's
recalcuiated cost since these would be Pictou's expenses.

3. Cost per day is cost per mile muttiplied by 225 miles per day.




TABLE XIX

SMT EASTERN LIMITED
RESTATED 1988 OPERATING PLAN

168

1983 1984 1885 1985 8 Months 1o Restated 1988
Auggust 1987
% $ % § % $ % $ % s % s Differsnce | 1983 Opersting
Plan ]

Revenue 100.0 | $6.057.438 1000 | $6.603.514 100.0 | $6.401,000 1000 | 315620 1000 | $4.500.248 | 1000 | $8.565.000 [ $ $8.566.000
Expenses:
Transponstion 588 3,535,088 59.7 3,838,823 584 3,654,308 56.4 3,843,104 57.1 2.57.261 564 | 4831000 1,190,000 3,641,000
Maintenance g 1,376,656 25 1,365,241 186 1,209,024 179 1219035 208 936,379 174 1,492,000 - 1,492,000
Genarat and 42 59,573 152 | . S8¥8 187 1281101 223 | 1505565 136 613495 | 348 | 1L.260000 —_ _1.266.G00
Adminiszative

95.6 5,711,667 84.4 6,233,232 97.7 6,344,524 B96.4 | 6.567.024 2.5 4,120,135 836 | 7585000 1,190,000 | 6.399.000

265.771 370,382 146,576 247,796 380,113 877,000 1,190,000 2,167,000

Ingarest and J8.641 243.983 21,881 2R3 109.221 452,000 e 452,000
Exchange 187,130 126,399 {75.305) 22162 21,852 525,000 1,190,000 1,715,000
Depreciation 239.9% 231172 §24.964 455.496 2481 £220.000 P 20000
Income flossy iE2800) 0877 007501 saBny Uk £{435000) | £1300,000 | § 735,000
incoma snd
incoms taxes




168
TABLE XX
MODES AND ENERGY CONSUNMPTION
Ralative Efficiency of Diffsrent Modes of
intar-city Passsnger Trave!

Available Seat-MBes Per Million

) 1000 1 2000 2500

Avaiable Seat-Mies

NOTES:

SOURCE:

o
o]

All estimates made in 1975
The imter clty bus is not expected o improve significantly in fus! economy, hence the 1990

energy efficiency is unchanged from that in 1975,
The compact automobie is tsken 10 have four seats. The vaiues shown are reduced by 75

per cant when the driver carries no addfional passengers, as is frequently the case.
Air refers to short-haul flights by the national carriers
STOL = Short Take Off and Landing abrcraft

Adapted from Transport Csnade, Technology and Productivity in Passengers Transporation
{Montrasal, 1975}

ada Toronto: 1881, McClaliand and

Steward, p. 131.




TABLE XXI

BUS INDUSTRY STUDY
SUMMARY

From this shost review, i is apparent that some version of sirategy (a) applied by means of
contradiing the mumber of buses and Heenses coudd be acceptabla. The essential
mechanisms are in place in the form of the Fublic Wtifitles Board (PUB). However, in
regulating the industry, the PUB must take into account the concems of tourism as wed as
those of passengers service users.

The PUB shouid be cafled upon to exercise #s judgement on the follfowing lssues.

Safety

Passenger tares

Passenger routes and quafity of service

Parcels transportation - only in so far as it may impact the quality of passenger

service. (Carrisrs shouid be afiowed to compete freely in the parcels carriage

marke?, Le. no contro! over rates for parced)

» The quatity of bus 10 be avallable for charter service

» The number of buses licensed to operate for charter

+ The expeditious issuing of temporary licenses to cater to peak demands for charter
busss

» [t should control rates in Nova Scotia for Charter Service during the tourist season, and

» it should give opportunities 1o bus opemtors to compete for charter business during the
off ssason

1 4
»
L 4
4

in exercising #s mandate, the PUB should be made aware of the needs of the public, the
operators, and the tousist industry.  Therefore, 8 is recommentded that both the Department
of Transportation and Communications and the Department of Towrism and Cultyre should
be represenied or have some input info the PUB's decision making process.

The solution provides for a general continuation of the exisling system which has evolved,
and which was operating successfully unti 1687. [, therefore, means that the bus
compsanigs wil be familiar with the forma! of reguiation. From the study team's
Irvestigations, it has been made sware of the operator's concerns for speedy decisions so
the industry. R is recommended that a thisty day turn-sround time betwean the hearing and
the decision releass be an understood requirement of the PUB.

- Two fundamental issues have besn irvestigated:

{1} Is the Chartar Service required to subsidize the route haut service as in today's |

shtuation?
(2] Does the Charter Service have 8 continuing obligation to subsidize route haul?

The answat 0 Issus 1 is unequivocaly YES. The two forms of service - Passenger and
Charter are closely inked and them 5 some symbksls of combining the two undar one
operator.
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TABLE XXil

CANADIAN BUS ASSOCIATION SUBMISSION TO THE ROYAL
COMMISSION ON NATIONAL PASSENGER TRANSPORTATION, OCTOBER 1930

EXECUTIVE SUMMARY

i
g The miercity bus intustry has an important rgde to play in the passenger transportation F
system of Canada The Canadian Bus Association has presented a balance of fact, anafysis
angc vi.ws which we believe should assist the Royal Commission in grriving at comect
recommendations

In essence. our bref has concluded the following

. The tus industry will no doubt be Canada's single most "enabling and strategic
agent” m ensuring that tourism becomes the number one industry in Canada.

» The mudti-modal, inter-modal dream wifl be a reality in the 1990s and beyond with
bus transporntation a pivotal element in thei new. efficient, transport world

. Intercity bus transportation is the most environmentally friendly mode

» Modal selectich wil always be Oriven by the time/cost trade-off and therefore
mcreasing costs will aturally favour the bus mode.

» In order 1o preserve the vision of a superior equitable transportation environment, i

S ts essential that rural Canada does not lose #ts only remaining form of public
transportation.  To retain this. the cufrent reguiatory environment must be sustaned
while avoiding wastefid govermnment subsidy.

The Canadian Bus Association urges the Commission ip bring forth recommendations that
will pave the way for ground rules that are applied fairty 10 afl particppants The curent
uneven subsidy environment with respett to Canadian passenger travel resuits in unfalr
compstition on many domestic travel roules. Unif other modes {e.g passenger rail} are
responsibie for cost recovery from fares to the same exdent as the busy industry. unfair
compelition wil ke g continuing fact of e in Canadian passenger transpontati~n. Thds. in
tum. ultimately harms the choice available to customers.

e ot

The Canadian Bus Associstion had supported previous federal budgetary measures 10

i reduce subsidies such as those appiied to VIA Ral. Huwever, recent tanlffs and rizing
policies afforded the rafl passengsr mode continue the fistorical trend of dumging <xcess
capacily wnilo the intercity travel markets without regard to the principes! of fair competition.
it is rot realistic in the cost-conscious 1990s to continue the trend of supporting & mode
(VIA Raif} where reguiar fares only recover some 20% 10 40% of tolal costs depending upon
the route in question. The inescapable fact remsins that if the current VIA Ra3 subsidy
were turmed over 10 the mtercity bus industry, alf cusrent ViA Rall and sl current
intercity bus passangsrs could be transported for fres.

There are other forms of passenger travel thal must be given the opportunity to reach their
fuil competRive polential. We sugges? that the Cangdian intercity bus industry - with &5
inherent environmental ang social advamtages - be promoted as a sirategic mode for the
1990s.
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TABLE XXill

ACADIAN LINES LIMITED SALES & PROFIT

VEAR SALES PROFIT ]
1942 368,886 28,860 ]
1853 350,965 20,962
1960 1,058,808 2.738
1967 1,000,000 25,338
| 1968 547
1971 705
1972 26.147
1975 30.603 :
| 1976 116.153 %
E 1978 110,074
1979 3,032.000 59,259
1981 35,526
1982 116,772
1983 159,367
1984 5,534,699 169.013




TABLE XXIV
N. S. PUBLIC PASSENGER SERVICES OPERATED IN 197
¢ ——
i Mame of Operator Rowte Remarks Urban or
Non

1 Zinck's Bus Hatfax-Sherbrooke Non )
i 2 MacKenzie Bus Halfax-Brdgewater Non
; 3 MacKenzie Bus Bridgewater-Yarmouth Non
1
1 4 MacKenzie Bus Haifax-French Village Non

Station

5 Acadian Lines Ha!fax-Sydney Non
i 6 Acadian Lines Halifax-Amhaerst Non

7 Acadian Lines Hatifax-Yarmouth Non

8 Acadian Lines Halitax-Sackvile Urban

8 Jerry McLennon Truro-Haldax Non ;

Bus
10 DTS Buses L1d Dartmouth Environs Permission to abandon | Urban
11 Malitax Transit Hallax Environs DTS fink on bridge Urban
Corporation

12 Danmouth Ferry Dartmouth-Hadifax DTS bnk Urban

13 Airpornt Transfer Halifax-Dantmowth-Airport Urban

14 Pe'er Bianchini Reserve-Dominion- Sundays only Non

Bridgeport

15 JR. Fitzagerald Sydney-Dingwall Non
i 16 RR MacPherson Chaticamp-Sydney Non
t 17. NS Kennedy & A. | invemess-Port Hawkesbury Non
§ Fraser

18. C&M Cgach Linss New Waterford-Sydney setvice abandonsd Urban j

1975

E‘ts Alilen Busas Sydney-Sydney Mines Urban B
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——
20 Allen Buses Sydney-Edwandsvile Urban
21. Highland Bus Sydney-Louisbourg abandoned 1175 Non
22. Highiand Bus Sydney-Arichat Non
23 Glace Bay Bus Giace Bay environs Urban
24 (lace Bay Bus Giace Bay-Sydney Urban
i 25 Glace Bay Bus Glace Bay-New Waterford Urban
26 Sydney & Whitney | Sydney environs Urban
Pier Bus Service
27. Briand's Cabs Sydney-Arpon Urban
28 Carl MacEachem Joggins-Amherst No tonger operational Urban
! 26 P.J Thibodeau Weymouth-Yarmouth Non
8 30 Pictou County New Glasgow environs Urban
31. (anadian Nationa Sunneybrae-Tremon Regulated by CTC in Man
lieu of abandoned rad
Service
1 32 Canadian Nationg! | T-uro-Caribou Reguated by CTC. Non
replaces abandoned
rad service
33 Molor Mart Lid Yarmowth-Airport Non
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TABLE XXV
Scheduled Service 1985

Acedian Lines Limited
Halitax-Yarmouth via Amnapolis Valiey
Haiffax-Amherst via Wentworth Valley
Halifax-Amherst via Parrsboro
Hatfax-Sydney via Baddeck i
Halffax-Sydney via St. Peters !

MacKenzie Bus Line Limited
Hglfax-Yarmouth via South Shore

Kennady Fraser

! Port Hawkesbury-inverness

Al's Vans and Cabs j
Canso-Antigonish

1

1 Zinck’s Bus Co. Lid.

Sherbrooke-Haldax
Mount Cabot
Sydney-Ned's Harbour

Transovariand

Cheticamp-Sydney via Invemess
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ViA COST RECOVERY ANALYSIS

TABLE XXVIA

Train Senvice: 1885 1986 1987
Halifax Yarmouth
Statistics: {000}
Passengers 69 54 47
Passenger Miles 8058 6.366 5459
Seat Mies 18.903 17.657 16.452
Train Mies 158 157 153
Car Mies 274 247 234
Revenues {000) o) {000)
Service Revenues 9445 783 68D

Transp & 86 78 66
Accomm 35 b _B

OBS

Other (Towr, Mat,

Bag)
B57 745

Sub Total 1.068
Station Revenues 4] g _B0
Toral Revenues 1.068 867 746
Av s {D00) {000) {G00)
Transpoftation 1.035 1.106 1.039
Equépment 714 843 754
Maindenance
Customer Services

On Train 142 149 150

Of Train 87 123 111
Marketing & Sales 33 14 12
Siation Property 71 124 125
Other 3 -0 -9
Tots! Avpidabie 2,085 2,158 | 2,231
Costs
Shortfall {1,017} {1,292} {1,485}
Recovery Ratios 51.2% 40 2% 33.4%
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TABLE XXVIB
ViA COST RECOVERY ANALYSIS
TRAIN SERVICE: 1985 14986 1287
Halffax-Truro-
Sydney
Statisti
Passengers 170 151 102
i Passenger Miles 20.377 18,918 17.289
Seat Mies 49,627 48,421 43, 864
Train Mies 362 357 334
Car Miles 716 7 642
g Revenyes {000} (000 (800) E
Service Revenues
Transp. & 1.870 1.904 1.673
Accom.
OBS 236 209 176
Other (Towr, Mail 78 24 2B :
Bag)
Sub Tolal 2.184 2137 1.875
Station Revenues ] 4 12
! Yotal Revenues 2,184 2,141 1.887
1 Avoidable Costs (000} (000) {000}
Transportation 2.580 2,680 2932
| Equipment 1,335 1.718 1,647
Maintenance
Customer Services
1 On Tram age 388 331
i Of Train 722 586 702
Marketing & Salss 435 33 34
i Station Property 719 606 322
Other _89 12 g
Tots! Avoidable 6,290 5,122 5,969
Cosls
Shortfall {4,108} 3,981) {4.083)
Recovery Ratics 34.7% 350% 31.6%

177



i

e

i)




MAPS OF NOVA SCOTIA MOTOR COACH ROUTES

Mapi 1838
Map 18486
Map i 1963

Map IV 1988
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