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Abstract 

Scrap metal recycling is a developed industry in southern Canada, however this is not the 

case in northern Canada and particularly northern Manitoba. In this region, scrap metal, and 

particularly end-of-life vehicles (ELVs) accumulates in communities, which results in a serious 

waste management issue for the region. The inaction on scrap metal recycling and reuse in 

northern Manitoba is in fact creating sustainability issues that run counter to Manitoba’s 

Sustainable Development Act. To address this problem, my thesis is focused on developing an 

effective and efficient framework for ELV recycling for northern Manitoba. I conducted 

interviews with 15 community leaders and waste management specialists from communities in 

northern Manitoba, as well as 19 experts in ELV recycling and waste management. In addition to 

the interviews, a document review and a workshop, informed the development of a Framework 

for ELV Recycling in Northern Manitoba. Finally, I suggest the eight most important policy 

initiatives emerging from the research needed in order to implement the Framework.    
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1. INTRODUCTION 

1.1 Background and Context 

 Sustainable development, at its most basic, is defined as ensuring we “meet the needs of 

the present without compromising the ability of future generations to meet their own needs” 

(WCED, 1987, p.16) by better balancing the environmental, social, and economic needs in 

society (IUCN, 1980; Baker, 2006). In 1997, in direct response to the International Union for the 

Conservation of Nature and Natural Resources (IUCN) and World Commission on Environment 

and Development (WCED) conceptualization of sustainable development, the province of 

Manitoba created the Sustainable Development Act to guide policies, programs, and projects in 

the province (Sinclair and Quinn, 2012). The purpose of the Act, is to “create a framework 

through which sustainable development will be implemented in the provincial public sector and 

promoted in private industry and in society generally” (Manitoba Government, 1997). To further 

guide decision-making in the province under the Act, the Manitoba Government created the 

Manitoba Roundtable for Sustainable Development (MRT) (Sinclair and Quinn, 2012).  

 One of the areas of concern regarding sustainability in Manitoba identified in the early 

days of the MRT was waste management (Quinn and Sinclair, 2012). Proper waste management 

is a critical part of sustainable development. Waste management practices have been evolving 

and improving over the last century and are currently regulated by municipal, provincial, and 

federal government policies in Canada (Bharadwaj et al., 2006; Maclaren, 2010). Present day 

waste management practice, or integrated waste management, strives for waste minimization in 

order to conserve raw materials for the future, and views waste as an economic commodity. 

Integrated waste management encourages sustainability through focusing on the 3Rs (reduce, 
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reuse, recycle) and through changing the locus of responsibility from municipalities to producers 

and consumers (Maclaren, 2010; Memon, 2010).  

 While more sustainable waste management practices are more prevalent now in urban 

Canada, waste management in northern, remote, and rural regions continues to be of concern. 

Communities in the north often face different barriers to effective waste management and 

varying waste management needs compared to those of southern communities (Manitoba 

Government, 1999; Haque and Hamberg, 1996). As well, many of the communities in northern 

Manitoba are Indigenous and responsibility for wastes generated within these communities is 

often problematic as provincial and municipal governments regulate and run waste management 

systems, while waste issues in these communities has tended to fall to the Federal government. 

Unfortunately, due to lack of Federal government funding and capacity development these 

communities often have insufficient infrastructure, leaving waste management practices 

underdeveloped (Bharadwaj et al., 2006). Some of the areas of concern identified in 1999 in the 

Final Report of the Regional Waste Management Task Force (RWMTF) for waste management 

in northern Manitoba are tire clean-up, hazardous waste collection, and auto hulks/scrap metal 

recovery (Manitoba Government, 1999).        

 The automotive sector in Canada is large, and important to discussions of waste and 

sustainability, particularly in the north. Automotive recycling has been active in Canada for 

generations and now makes an important contribution to national reuse, recycling, and recovery 

initiatives, while also reducing the effect hazardous substances from vehicles may have on the 

environment. Approximately 94% of end-of-life vehicles are recycled nationally, which accounts 

for 1.2 million vehicles per year (ARC, 2011). End-of-life vehicles are recycled via a system of 

dismantling, crushing and shredding, and remanufacture of usable metals (Sawyer-Beaulieu et 
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al., 2014). In Canada, the Automotive Recyclers of Canada (ARC) formed in 1997 to support the 

automotive recycling industry. This development also spawned a number of regional automotive 

recycler associations, including the Automotive Recyclers of Manitoba (ARM) in Manitoba. The 

ARC strives to find ways to improve automotive recycling and recovery rates, and to ensure 

hazardous substances that cause deleterious effects to the environment are removed before 

vehicle disposal (ARC, 2011). In regard to this last point, a report published by the ARC (2011) 

suspects that two-thirds of vehicles in Canada that are processed for recycling do not have the 

contaminants removed before recycling, which could have environmental and health 

implications.  

 Although scrap metal recycling is a developed industry in southern Canada, this is not the 

case in northern Canada and particularly northern Manitoba. In this region, scrap metal 

accumulates in communities and is a protracted waste management issue (Earthbound 

Environmental Inc., 2003). This is creating sustainability issues in northern Manitoba that run 

counter to Manitoba’s Sustainable Development Act. The Act includes a set of guidelines for 

sustainable development, which contains provisions for “waste minimization and substitution” 

emphasizing that the Act encourages and promotes “reducing, reusing, recycling and recovering 

the products of society” (Manitoba Government, 1997, Schedule B).    

 In 2003, the North Central Community Futures Development Corporation (NCCFDC) 

published a Guide for Recycling Scrap Metal from Northern Manitoba and Nunavut. This guide 

identified a number of barriers to implementing scrap metal recycling in northern communities. 

Despite these reports and others, a system for dealing with end-of-life vehicles in northern 

Manitoba does not yet exist. As a result, vehicles are not being properly decommissioned or 
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recycled, likely resulting in negative effects on human and environmental health and thus 

impeding provincial sustainability goals. 

 

1.2 Purpose and Objectives 

The purpose of my research was to develop an effective and efficient framework for end-of-life 

vehicle (ELV) recycling in northern Manitoba.   

To accomplish this purpose, my specific objectives included the following: 

 i. Document the current state of automotive recycling practices in Manitoba and 

 particularly northern Manitoba;  

 ii. Document the barriers to current automotive recycling initiatives in northern 

 Manitoba; 

 iii. Explore possible recycling strategies from other northern regions of Canada/the 

 world for automobiles and other large bulky waste applicable to Manitoba; 

iv. Develop a framework for effective and efficient automotive recycling in northern 

Manitoba; and  

 v. Make policy recommendations for implementing a new approach to auto recycling in 

 northern Manitoba. 

 

1.3 Research Design and Methods 

 Two research lenses are relevant to this project. The first is the social constructivist 

paradigm, which promotes understanding the world around us and how it works. Second is the 

transformative paradigm, which promotes research that brings about social change (Creswell, 

2014). This research aimed to study an aspect of the world we live in as well as has the potential 
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to make a positive contribution to society, thus the research was carried through the lens of the 

social constructivist and transformative paradigms as explained further in Chapter 3.  

 A qualitative case study strategy of inquiry was used to allow me to achieve my 

objectives while limiting the breadth of the research. My case study focused on the waste issue 

of automotive recycling in northern Manitoba. The specific data collection methods I used 

included document review, personal interviews, personal observation and a workshop. The 

document review helped to establish the current state of automotive recycling practices in 

Manitoba, northern Manitoba, and in other jurisdictions in Canada and potentially abroad. I 

conducted personal interviews with people engaged in waste management issues in northern 

Manitoba or other northern Canadian regions, members of the ARM/ARC, producer 

responsibility organizations (PROs) that handle ELV waste, and policy makers in Manitoba to 

further understand the current state of automotive recycling and to gain insight into practices that 

can be improved. I also interviewed experts in the field of automotive recycling from other 

jurisdictions to get their input on ways to effectively and efficiently recycle vehicles in difficult 

locations. In order to help document the current state of automotive recycling in northern 

Manitoba, I used personal observation in the form photographs, video, and a journal. While 

visiting communities in northern Manitoba I took pictures of waste disposal sites, ELV and scrap 

metal build up, white goods, tires, car batteries, and used oil. Lastly, I held a workshop for 

interview participants and additional northern Manitoba community members to share and 

discuss the ideas and policy directions recommended in the ELV recycling framework discussed 

in Chapter 7. Each of these methods are detailed in Chapter 3.   
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1.4 Contribution to Knowledge 

 Waste management is one of the areas of concern identified by the MRT (Quinn and 

Sinclair, 2012) so through this thesis I aim to contribute to the body of knowledge available for 

waste management decision making in the province. In particular, Manitoba Conservation’s 

RWMTF noted that waste management practices suitable for the north might be different from 

waste management practices developed for southern Manitoba (Manitoba Government, 1999). 

Therefore, I hope to contribute to the literature regarding waste management and ELV recycling 

in northern and remote regions.    

 

1.5 Organization of Thesis   

 This thesis is organized into seven chapters. Following this introduction, Chapter 2, 

synthesizes the current literature relevant to the study including: sustainable development; waste 

management; and end of life vehicle recycling in Canada, northern Canada, and worldwide. 

Chapter 3 lays out the research design and methods, and gives the rationale for using the case 

study strategy of inquiry for this research. In addition, this chapter describes as well as justifies 

the data collection and analysis methods I employed for the study, which include a document 

review, semi-structured interviews, and a workshop. Chapter 4 examines ELV recycling policy 

and programs in other regions of Canada and the world. Chapter 5 describes the study area, 

presents the current state of automotive recycling in northern Manitoba, and discusses the 

barriers to ELV recycling in northern Manitoba. Chapter 6 presents opinions of interview 

participants on various policy instruments, discusses outcomes from the workshop, and presents 

the End-of-life Vehicle Recycling Framework for Northern Manitoba. Finally, Chapter 7 
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synthesizes the results and makes policy recommendations for implementing a new approach to 

auto recycling in northern Manitoba. 
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2. SUSTAINABILITY AND WASTE MANAGEMENT 

This chapter reviews literature relevant to this research project. It covers: sustainable 

development; waste management; and end of life vehicle recycling in Canada, northern Canada, 

and worldwide.  

 

2.1 Sustainable Development 

 Sustainable development is an overarching strategy for managing resources in a way that aims to 

sustain resources over time. Therefore, how we manage waste strongly influences how quickly society 

uses resources. As mentioned above, one of the areas of concern regarding sustainability in 

Manitoba identified in the early days of the MRT was waste management (Quinn and Sinclair, 

2012). Before diving into waste management specifically, I begin with an overview of 

sustainable development and how this concept has been used in government policy in Manitoba.  

 In 1980, a new term, sustainable development, appeared on the world stage (Baker, 

2006). At this time, the IUCN published their World Conservation Strategy, which was subtitled 

Living Resource Conservation for Sustainable Development (Baker, 2006; IUCN, 1980). This 

document defined development as, “the modification of the biosphere and the application of 

human, financial, living and non-living resources to satisfy human needs and improve the quality 

of human life” (p.1). The authors go on to further express that, “for development to be 

sustainable it must take account of social and ecological factors, as well as economic ones; of the 

living and non-living resource base; and of the long term as well as the short-term advantages 

and disadvantages of alternative actions” (p.1). The World Conservation Strategy created a 

strong basis for the concept of sustainable development, which has been built upon and discussed 

for the last 35 years. 
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 Following the IUCN report, sustainable development stayed under the radar until 1987 

when the United Nations (UN) held a WCED, known more popularly as the Brundtland 

commission. The proceedings from this gathering popularized the concept of sustainable 

development and created the most commonly cited definition for the term as stated in Chapter 1, 

“meeting the needs of the present without compromising the ability of future generations to meet 

their own needs” (WCED, 1987, p. 16). 

 The early thinking on sustainable development created an excellent foundation and 

beginning for thinking about implementation. From 1987 onward, an immense body of literature 

developed that grappled with what sustainable development is exactly and how it might be 

achieved, with contributions from the academic, industry, and political spheres (Mebratu, 1998). 

Although the World Conservation Strategy and Our Common Future provide a good basis to 

discuss sustainable development there was danger that the concept would simply be cliché if left 

too vague (Lele, 1991; Daly, 1996). Below, I present some of the ideas that seem integral to what 

sustainable development is in the context of my study.  

 First, I think it is important to see sustainable development as a dynamic and on-going 

process, not an end state to achieve. This dynamic process will look different depending on the 

time and place it is implemented (Baker, 2006). Second, sustainable development emphasizes 

that environmental, social, and economic spheres are fundamentally interconnected when 

working towards a more sustainable world (World Bank, 2004). Sustainable development 

stresses that true development only happens when a holistic view of the problem is considered 

(World Bank, 2004; Baker, 2006).  

 Third, sustainable development is an experimental process that requires creativity and 

taking risks. In the world today, humans strive to meet their basic needs and once the basic needs 
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have been satisfied humans tend to seek development and affluence. Unfortunately, both of these 

human goals will inevitably degrade the environment (Rogers, 2008). There is no doubt that 

changing this cycle of development without environmental consideration will be very difficult 

and require creative thinking. 

 Fourth, planning for sustainable development is a visionary process. The Oxford 

Dictionary defines vision in this sense as “the ability to think or plan the future with imagination 

or wisdom”. In 2012, the UN initiated a conference on sustainable development, Rio+20. One of 

the main publications from this conference was The Future We Want, which resolved to create 

sustainable development goals (SDGs) (United Nations, 2012). In September 2015, the UN 

published, Transforming Our World: The 2030 Agenda for Sustainable Development, containing 

seventeen SDGs that seem hardly attainable; however, the main purpose of these is likely 

aspirational. 

 Finally, sustainable development requires cooperation and collaboration. The 1992 Earth 

Summit UN conference acknowledged the importance of involving stakeholders, and the 2012 

Rio+20 UN conference used a stakeholder approach to develop the agenda and resulting 

documents (Dodds et al., 2014). In Transforming Our World: The 2030 Agenda for Sustainable 

Development, the UN (2015) recognizes that in order to implement the seventeen SDGs it is 

necessary to have a “revitalized and enhanced Global Partnership” (p. 28) with “intensive global 

engagement” (p. 28) by “bringing together Governments, civil society, the private sector, the 

United Nations system and other actors” (p. 28). 

 Sustainable development is not an easy concept to nail down; however, I have tried to 

present the facets of it that academic literature considers integral. Sustainable development is a 

dynamic and on-going creative process, which recognizes the interconnectedness of 
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environment, social and economic spheres, and envisions and collaboratively strives for a better 

future for the earth and humanity.  

2.1.1 Sustainable Development in Manitoba 

 In direct response to IUCN and WCED notions of sustainable development, the Manitoba 

government created its Sustainable Development Act in 1999 (Sinclair and Quinn, 2012). This 

process began in 1988 under the influence of Premier Filmon, who initiated the Manitoba Round 

Table on Environment and Economy (MRTEE). The MRTEE met monthly to discuss and 

implement policy direction toward sustainable development for government and the public. The 

most significant change resulting from MRTEE influence was the creation of Manitoba’s 

Sustainable Development Act. This process began in 1992 when the MRTEE produced the 

document, Towards Institutional Change in the Manitoba Public Sector. In this document, the 

MRTEE recommended creating a Sustainable Development Act “to provide umbrella legislation 

and create a legal duty to fully incorporate the principles of sustainable development into 

government operations, legislation, policies, and programs” (Sinclair and Quinn, p. 38). 

 In 1996, the Manitoba government released the White Paper on the Sustainable 

Development Act, which included a draft of the Act. This draft divided the Act into eight 

sections, of which, the first six applied to workings in the public sector and legally bound the 

government to consider sustainable development principles and guidelines (Sinclair and Quinn, 

2012). Section 7 was intended to replace the environmental assessment process in the Manitoba 

Environment Act by submitting development approvals to the principles and guidelines of 

sustainable development. Section 8 proposed creating a Commission for Sustainable 

Development in order to consolidate the review process for development projects. In the end, 

sections 7 and 8 were left out of the Act because the cabinet was anxious to pass the Act and 
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sections 7 and 8 were the ones with which most people had reservations (Sinclair and Quinn, 

2012).  

 After the “White Paper” was released the government began a “Consultation on 

Sustainable Development Implementation (COSDI)” which proposed “to consider and make 

recommendations to government on how Manitoba can best implement Sustainable Development 

Principles and Guidelines into decision-making, including environmental management, 

licensing, land use planning, and regulatory processes” (Manitoba Government, 1999). The 

Sustainable Development Act passed in 1999 under the Filmon government.   

 The purpose of the Act is “to create a framework through which sustainable development 

will be implemented in the provincial public sector and promoted in private industry and in 

society generally” (Manitoba Government 1997, p. 4). The Act established the MRT, which 

would: i. promote sustainable development in Manitoba and ii. provide advice and 

recommendations to government in accordance with the Act (Manitoba Government, 1997, p. 5). 

The Act consists of eight sections: Definitions and Purpose, Framework for Implementing 

Sustainable Development, Principles and Guidelines, Sustainable Development Strategies, 

Provincial Sustainability Indicators and Reporting, Public Sector Operations, Sustainable 

Development Innovations Fund, and General Provisions. Sinclair and Quinn (2012) point out 

two important activities that the Act required of government. First, the Act required the 

government to create a Sustainable Development Strategy for Manitoba within two years of the 

Act being established. Second, within three years of the Act being established the government 

had to create economic, social, and environmental sustainability indicators for the province. The 

Act also included an influential appendix of principles and guidelines for sustainable 

development.   
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 In addition to the MRTEE and the Sustainable Development Act, under the Filmon 

government there were four significant initiatives implemented to encourage sustainable 

development in the province: the Sustainable Development Coordination Unit, the Sustainable 

Development Committee of Cabinet, the Sustainable Development Awards, and the Sustainable 

Development Innovations Fund (Sinclair and Quinn, 2012, p. 35). The Sustainable Development 

Coordination Unit helped government departments to develop policy toward sustainable 

development. The Sustainable Development Committee of Cabinet consisted of the ministers of 

Agriculture, Environment, Natural Resources, and Rural Development and all who sat on the 

MRTEE. The Sustainable Development Innovations Fund financially supported projects aiming 

to increase sustainability in the province (Sinclair and Quinn, 2012).   

 Although the Act was created under the Filmon government, shortly after the Act passed, 

the Doer government came into power thus, the requirements of the Act were addressed under 

the Doer government. The Sustainable Development Strategy was one of the first documents 

created and remains as the current provincial sustainable development strategy (Sinclair and 

Quinn, 2012). A significant emphasis of this document was the COSDI report, which committed 

to implementing the recommendations laid out in the report (Manitoba Government, 2000). 

Additionally, this document moved the responsibility of coordination from the Sustainable 

Development Coordination Unit to the Environmental Stewardship Division of the Department 

of Conservation (Sinclair and Quinn, 2012). Sinclair and Quinn (2012) note that the result of this 

change was “effectively transferring the management of sustainable development from the 

political to the bureaucratic domain” (p.42).     

 In 2005, the Manitoba government reviewed the Sustainable Development Strategy and 

released a Provincial Sustainability Report (Sinclair and Quinn, 2012). The purpose of the 



 

 

14 

 

Provincial Sustainability Report was to inform Manitobans on sustainability issues by reporting 

on key environmental, social, and economic indicators in the province (Manitoba Government, 

2005). Additionally, the MRT was re-evaluated because the committee had been lacking 

direction and met infrequently. The Minister of Conservation decided to revise the membership 

and change the responsibilities of the MRT (Sinclair and Quinn, 2012). This change renewed the 

motivation of the MRT, which began monitoring the Sustainable Development Act and 

submitting recommendations for enhancing the Act to the government. In 2011, the MRT even 

began to work on sustainability issues with ministers. Unfortunately, there has also been some 

frustration from MRT members due to lack of government communication, and government 

policy not incorporating sustainability guidelines. For the most part, decision-making that 

incorporates sustainability principles has stayed within Manitoba Conservation. This has 

restricted further movement towards sustainable development provincially (Sinclair and Quinn, 

2012).   

 In 2009, the government produced a second Provincial Sustainability Report, which was 

similar in purpose to the report from 2005 (Manitoba Government, 2009). In 2012, the 

government began to change gears slightly and released TomorrowNow-Manitoba’s Green Plan 

(Sinclair and Quinn, 2012). In the same year, the government began public consultation for the 

Green Prosperity Act, which could replace the Sustainable Development Act (Manitoba 

Government, 2014). After receiving public feedback, the government released a second edition 

of the Green Plan in 2014. The Green Plan (Manitoba Government, 2014) is an eight-year 

strategic plan, which proposes to “mobilize Manitobans to work together to protect the 

environment while ensuring a prosperous and environmentally-conscious economy” (p. 6). 

Included in the Green Plan are over 100 initiatives to grow a green economy; mitigate and adapt 
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to climate change; prevent pollution of air, water, and land; nurture the living world; and 

mobilize Manitobans. Additionally, this edition of the Green Plan (Manitoba Government, 2014, 

p. 6) notes that through the Green Prosperity Act “mechanisms will be developed to provide 

guidance and support to departments to ensure annual budgets consider all pillars of sustainable 

development, to report on sustainability achievement, and to oversee implementation of 

TomorrowNow-Manitoba’s Green Plan.” In the Fall of 2017 the Manitoba Government 

published, A Made-in-Manitoba Climate and Green Plan for review (Manitoba Sustainable 

Development, 2017). The vision stated in this plan (p.1) is that “Manitoba will be Canada’s 

cleanest, greenest and most climate resilient province”. This plan briefly touches on waste 

management in the context of greenhouse reduction and includes a few ideas for how the 

province can reduce waste in landfills (Manitoba Sustainable Development, 2017). 

Unfortunately, most of the initiatives in either of these plans do not have a target date for 

completion (Sinclair and Quinn, 2012), which may result in many of them being put aside.  

 In order to emphasize the importance of waste management in sustainability the 2014 

Green Plan included a large section, Recycling and Waste Reduction: A Discussion Paper, 

devoted to the topic. Additionally, in 2005, the MRT identified waste management as one of the 

top five priorities for sustainable development in Manitoba (Manitoba Conservation, 2006). The 

MRT researched and supported composting in the capital region, spearheaded e-waste collection, 

and encouraged extended producer responsibility efforts (Manitoba Conservation, 2007; 

Manitoba Conservation, 2008). I will explore these ideas of waste management further in the 

next section.         
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2.2 Waste Management 

 Present day society values commodification of resources for monetary gain. This focus 

results in a dynamic where consumer items are made for easy disposal with little attention to 

reparability and results in increasing amounts of waste (Haque and Hamberg, 1996). 

Additionally, society has increasingly manufactured more items from synthetic materials. These 

two phenomena make waste management a more complex process and make it harder to 

determine who is responsible for the waste production (Haque and Hamberg, 1996). However, 

concern for the environment and decreasing landfill capacity spurred western society to find new 

methods of waste management in the 1980s (Haque and Hamberg, 1996). 

 Waste can come in many forms. The Environment Act (Manitoba Government, 1987) in 

Manitoba defines waste as including:  

“rubbish, litter, junk, or junked obsolete or derelict motor vehicles, or obsolete or derelict 

equipment, appliances or machinery; debris from construction, renovation and demolition 

projects; slimes, tailings, fumes, waste of domestic, municipal, mining, factory or 

industrial origin; effluent or sewage; human or animal wastes; organic wastes; solid or 

liquid manure; or waste products of any kind whatsoever or the run-off from such wastes 

(p. 7).” 

  

Solid waste is usually divided into three categories depending on its origin: residential waste; 

industrial, commercial, and institutional (ICI) waste; or construction, renovation, and demolition 

(CRD) waste (Manitoba Conservation, 2014). The forms of waste management are generally 

presented as a hierarchy of the 5Rs, from the most desirable to least desirable: Reducing waste at 

the source, reusing items before disposal, recycling materials into another usable form, recovery 

of energy, and residuals management (disposal) (Giroux Environmental Consulting, 2014).        

2.2.1 Integrated Sustainable Waste Management 

 Integrated sustainable waste management (ISWM) is a form of waste management 

developed for low- and middle-income countries (van de Klundert and Anschutsz, 1999; van de 
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Klundert and Anschutsz, 2001; Wilson, Velis, and Rodic, 2013). Since northern Canada is in a 

similar income demographic some of the principles of ISWM are applied to waste management 

in the region. ISWM emphasizes creating waste systems that are appropriate to regional 

conditions in which all stakeholders are participants. Additionally, in ISWM waste treatment 

happens at the household, neighbourhood, and city levels (van de Klundert and Anschutz, 1999). 

One recommended financial principle in this system is the adoption of an “all beneficiaries 

contribute” system rather than a “polluter pays” system because low-income groups may not be 

able to afford tariffs. In this system an industry or commercial company producing waste in a 

community would be charged more than a low-income waste collection user (van de Klundert 

and Anschutz, 1999). ISWM recognizes that waste management problems are often more 

complicated than simply a lack of financial resources or equipment. These additional 

complications may include mindset/behavior of citizens, private enterprises, waste pickers, 

managerial inexperience, social or cultural context, and institutional framework (van de Klundert 

and Anschutsz, 2001). ISWM emphasizes the waste management hierarchy, as discussed above, 

and uses the following four basic principles: 

 1. Equity: all citizens are entitled to an appropriate waste management system for 

 environmental health reasons. 

 2. Effectiveness: the waste management model applied will lead to the safe removal of 

 all waste. 

 3. Efficiency: the management of all waste is done by maximising the benefits, 

 minimising the costs and optimising the use of resources, taking into account equity, 

 effectiveness and sustainability. 

 4. Sustainability: the waste management system is appropriate to the local conditions 

 and feasible from a technical, environmental, social, economic, financial, institutional 

 and political perspective. It can maintain itself over time without exhausting the resources 

 upon which it depends. (van de Klundert and Anschutsz, 2001, p. 11).        
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2.2.2 Extended Producer Responsibility 

 Extended producer responsibility (EPR) is a waste management concept that extends the 

responsibility of producers to the waste produced from the products they sell, and is important in 

relation to the consideration of waste management in the north. In EPR, a producer is responsible 

for the effects of their products during the entirety of the product lifecycle, not just during the 

production process (Sinclair and Fenton, 1997; Quinn, 2004; Quinn and Sinclair, 2006; CCME, 

2009; Giroux Environmental Consulting, 2014). This means that waste build up and 

environmental degradation after the product is purchased are also the responsibility of the 

producer. Additionally, EPR gives consumers a role/responsibility in waste management by 

creating an economic system where the price of a product accurately reflects the cost of proper 

disposal as well as production (Quinn and Sinclair, 2006). Ideally, as a policy approach, EPR 

gives incentives to producers to design products in an environmentally friendly way. However, 

in Canada, this principle has largely translated into supporting waste diversion through recycling 

programs for consumers (Giroux Environmental Consulting, 2014).          

 In 2009, Canada published a Canada-wide Action Plan for Extended Producer 

Responsibility (CAP), which aims to see EPR principles implemented across Canada in a more 

comprehensive way so that the cost of products reflects the entire lifecycle. The CAP 

recommends targeting products in two phases. The first phase, to operate by 2015, includes 

packaging, printed materials, mercury containing lamps, other mercury containing products, 

electronics and electrical products, household hazardous and special wastes, and automotive 

products (CCME, 2009, p. iii). The second phase, to operate by 2017, includes construction 

materials, demolition materials, furniture, textiles and carpet, and appliances (CCME, 2009, p. 
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iii). The CAP noted that a traditional EPR system might not be appropriate for the territories 

(CCME, 2009).  

 Extended producer responsibility can manifest in a few ways. Canadian provinces are 

currently employing four different approaches: Legislated EPR, Voluntary EPR, Shared 

responsibility programs and product stewardship programs (Giroux Environmental Consulting, 

2014). In a legislated EPR program, a brand owner or manufacturer is legislated to fund and 

carry out the EPR program. Voluntary EPR programs are initiated by industry and are usually 

not mandated by government. Brand owners or manufacturers have also self-organized to create 

a collection or recycling program for end-of-life products in a region. In a shared responsibility 

program, the government and industry share program funding. Generally, the local government 

carries out collection and recycling, which is funded in part by producers. In a product 

stewardship program, waste diversion is funded by consumers or taxpayers and is run by public 

agencies; the producer is not directly involved. A product stewardship program can by legislated 

or voluntary (Giroux Environmental Consulting, 2014). Which of these programs is the most 

effective is debatable (Quinn and Sinclair, 2006; Bury, 2013).      

  Currently in Canada, the merit of implementing EPR programs is generally well 

accepted since the CAP in 1999. However, the exact structure to use is up for debate (Quinn and 

Sinclair, 2006; Bury, 2013) and there are three main considerations. First, should EPR programs 

be voluntary or legislated? Industry and government generally favour voluntary programs. For 

industry, it is because voluntary programs are cheaper, and for government, putting 

environmental concerns before economic concerns is a difficult task. The main downfalls of 

voluntary programs are: vague objectives and targets, lack of progress reports, and change 

happens more slowly (Quinn and Sinclair, 2006). Second, should levies in EPR programs be 
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hidden or visible (Quinn and Sinclair, 2006)? A visible levy is added at the time of purchase, 

whereas the producer integrates a hidden levy into the cost of the product. A visible levy makes 

the consumer responsible for disposal costs of a product, whereas a hidden levy shares the 

disposal cost between producer and consumer (Quinn and Sinclair, 2006). Third, what is the 

role/responsibility of government regulators (Bury, 2013)? Governments are hesitant to get too 

involved because of extra monitoring and costs. However, governments are in the best position 

to create and enforce regulations (Bury, 2013). 

2.2.3 Waste Management in Canada  

 In the Canadian context, and despite the stated goal in 1990 of a 50% waste reduction by 

2000, Canada still has a poor record of waste reduction. Canada’s per capita municipal waste 

generation has been continually rising since 1990 with Canada having the poorest performance 

out of 17 countries in the Organisation for Economic Co-operation and Development (OECD) 

(Conference Board of Canada, 2013). In Canada, municipal solid waste is under provincial and 

territorial regulation, and is managed by municipal authorities or waste management industries, 

which earn contracts from municipalities (Giroux Environmental Consulting, 2014). A variety of 

services are provided through the waste management industry: operating hazardous and non-

hazardous waste disposal facilities; treating hazardous waste; operating composting and 

recycling facilities; operating transfer stations; and collecting and transporting to various waste 

treatment facilities (Statistics Canada, 2012a). Nation-wide, 37% of waste is residential and 63% 

of waste is non-residential (Giroux Environmental Consulting, 2014). In 2010, local 

governments nation-wide spent $2.9 billion on waste management (Statistics Canada, 2012a; 

Giroux Environmental Consulting, 2014). The Canadian Government encourages provincial 

governments to use the waste management hierarchy of the 5Rs (reduce, reuse, recycle, recover 
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energy, and residuals management) when making plans and policies related to waste 

management. There are a wide range of policy frameworks employed across the country for 

managing waste including in Manitoba (Giroux Environmental Consulting, 2014). 

 In March 2017, the Environment and Climate Change department of the federal 

government published, Solid Waste Management for Northern and Remote Communities: 

Planning and Technical Guidance Document. This document tries to address some of the 

complex waste management issues faced by northern and remote communities in Canada by 

compiling knowledge from territorial governments, a range of experts, and other key 

stakeholders. The document includes best practices for design, operation, and decommissioning 

of municipal solid waste (MSW) facilities in order to assist regulators, public works departments 

in communities, those developing public education materials, and MSW facility operators 

(Environment and Climate Change Canada, 2017). End-of-life vehicles are considered a 

hazardous and special waste material by this document because of the hazardous waste contained 

in them. Therefore, this document gives high priority to depolluting any ELVs in northern and 

remote communities (Environment and Climate Change Canada, 2017).    

2.2.4 Waste Management in Manitoba 

 In 1989, the Canadian Council of Ministers of the Environment (CCME) committed to a 

50% reduction in waste generation nationally (Hamburg, Haque, and Everitt, 1997). In response, 

Manitoba’s Minister of Environment adopted this goal as well, and in the 1990s the Manitoba 

Government began to take a proactive approach to waste management in the province. Although 

there is no public strategy for integrated waste management in the province, there have been 

steps taken toward such a strategy over the past twenty-five years (Valdivia 2011). As a start, 

Manitoba’s Minister of Environment created a 14-member Manitoba Recycling Action 
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Committee made up of industrial, environmental, and consumer stakeholders (Haque and 

Hamberg, 1996). This committee created an Action Plan: A Waste Minimization Strategy for 

Manitoba in the 1990s, which included 56 recommendations for achieving the waste 

minimization goal (Recycling Action Committee, 1990). The Action Plan created criteria to 

determine which waste items to target first for waste minimization. The criteria included: the 

proportion of the item in the waste stream, level of toxicity, level of public worry, ease of 

reducing the item, and impact on the environment (Recycling Action Committee, 1990). The 

priority materials chosen to target were: tires, batteries and lubricating oils; disposable diapers; 

newspapers; corrugated and commercial waste paper; yard waste; and beverage containers 

(Recycling Action Committee, 1990). Additionally, the Action Plan identified the following key 

ideas that needed to be communicated to the public:  

 1) the need for recycling and waste minimization;  

 2) ways to improve the general situation;  

 3) how to remove certain materials from the waste stream;  

 4) where to recycle; and  

 5) how to begin a waste minimization strategy at an industry, business, or school 

 (Recycling Action Committee, 1990).  

 

The Action Plan also recommended creating larger upgraded waste transfer stations while 

closing some of the smaller landfills in order to increase environmental protection and allow staff 

to keep better track of the waste received at each site (Valdivia, 2011; Recycling Action 

Committee, 1990). Finally, the Action Plan recommended creating a user pay system for waste 

disposal, instead of including the cost in property taxes, to give the public an idea of the actual 

cost of waste management (Valdivia, 2011; Recycling Action Committee, 1990).           

 The Manitoba Government proclaimed the Waste Reduction and Prevention (WRAP) Act 

on August 31, 1990, which officially legislated many of the recommendations (Haque and 

Hamberg, 1996). This Act is based on principles of sustainable development and the 4Rs 
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(reduce, reuse, recycle, and recover). The purpose of the Act (Manitoba Government, 1990, p. 2) 

is “to reduce and prevent the production and disposal of waste in the province.” Additionally, the 

Act encourages “consumers, manufacturers, distributors, retailers, governments, government 

agencies and other persons to develop and adopt practices and programs for the reduction and 

prevention of waste.” These goals are achieved by enhancing “public awareness of the 

detrimental effect of waste on the environment and the natural resources of the province,” and by 

ensuring “the use of resources and the environment today meet the needs of the present without 

compromising the ability of future generations to meet their own needs.” The Act also required a 

“Waste Reduction and Prevention Strategy Report” to be produced within six months and 

annually thereafter, and instituted a WRAP levy in the province (Manitoba Government, 1990).  

 In 1991, the first WRAP Strategy Report was published. This document reported the 

progress made on the 56 recommendations in the Action Plan and attended to key areas for 

developing a WRAP strategy (Manitoba Environment, 1991). The key areas include the 

following: an approach to waste management that coordinates all levels of government, 

businesses, and the public; initiation of distributor responsibility for used oil and tires, 

newspapers and beverage containers; financial support, including the Environmental Innovations 

Fund, for waste minimization projects; establishing a Regional Recycling Network and 

employing two Recycling Outreach Officers to liaise with municipalities and grassroots 

organizations; creating a phone number for recycling information; and developing school 

curriculum materials (Manitoba Environment, 1991). Unfortunately, some of the key 

recommendations were not addressed. For instance, targets for interim and long-term waste 

reduction goals were not set, waste composition data was not collected, a composting strategy 
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was not created, and funding was not provided for local governments to establish waste 

management plans (Valdivia, 2011).    

 In 1996, a second WRAP strategy report was published (Manitoba Environment, 1996). 

This report noted that the key waste management achievements since 1990 were the formation of 

two stewardship programs, the Tire Stewardship Program and the Manitoba Product Stewardship 

Program, and the introduction of EPR to waste management in Manitoba. Additionally, the 

report was able to boast that Manitoba reduced landfill waste by 20% from 1988 to 1994, in 1996 

over 85% of tires were recycled, and multi-material recycling services were available to all 

Manitobans (Manitoba Environment, 1996). In order to increase waste reduction in the province 

further, the 1996 WRAP strategy report identified three strategic directions: expansion of current 

stewardship and recycling programs to the ICI waste sectors; expand stewardship programs to 

include oil, organics, and CRD waste; and minimize waste at the source to prevent pollution 

(Manitoba Environment, 1996).               

 In 1999, the Final Report of the Manitoba Regional Waste Management Task Force 

(RWMTF): Regional Integrated Waste Management Action Plan and Recommendations was 

published (Manitoba Conservation, 1999). This report is the result of a one-year long multi-

stakeholder consultation process that aimed to more thoroughly understand Manitoba’s solid 

waste management system and compare the province’s system with waste management systems 

in other jurisdictions. The objective of the RWMTF was to “propose a vision for a province-wide 

solid waste management system to minimize risk to human health and the environment and to 

support the continued growth of the Manitoba economy” (Manitoba Conservation, 1999, p. 3). In 

1996, Manitoba had the second highest per person waste generation rate in Canada. A major 

focus of the study was further encouragement and development of regional waste management 
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planning. The study found that a “bottom-up”, or community-based, regulatory design, such as 

that envisioned by ISWM, and the necessity of an external body to facilitate regional 

partnerships were high priorities for stakeholders (Manitoba Conservation, 1999). Feedback from 

stakeholders revealed that lack of information, technical assistance, affordable transportation, 

communication, and economic incentives were the main barriers to improved waste management 

practices. Additionally, the study noted that lack of funding prevents solid waste management 

system improvement. Other utilities, such as drinking water, wastewater treatment, and roads, 

are financially supported by cost sharing between different levels of government, the user, and 

private businesses (Manitoba Conservation, 1999). 

 As a result of the study, the RWMTF created a Solid Waste Management Vision for the 

province with three areas of action: high level of environmental protection, integrated waste 

management, and regional coordination (Manitoba Conservation, 1999, p. 30). The study 

included input from northern communities, which highlighted that suitable waste management 

solutions in the north may be different from those suitable for southern Manitoba. The following 

problem issues were identified for northern/remote communities: 

- waste disposal facility development   

 - recyclable material collection and marketing 

- small populations 

- inter-governmental relations and partnership development 

- distance to markets 

- limited information on status of waste disposal facilities 

- limited funds available 

- tire clean-up (coordination/information) 

- hazardous waste collection (oil/gas/batteries) 

- white goods recovery (refrigerant recovery) 

- solid waste incineration at remote communities 

- deposit system for beverage containers (incentives) 

- costing studies needed for northern remote communities 

- fish waste (alternate uses, consistent message) 

- auto hulks/scrap metal recovery 

- information sharing (Manitoba conservation, 1999, p. 24). 
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 In 2014, as part of Tomorrow Now: Manitoba’s Green Plan the provincial government 

published Recycling and Waste Reduction: A Discussion Paper. This plan of action sets a goal of 

reducing per capita waste in Manitoba by 50%, from 840 kg/year to 420 kg/year, by 2020 

(Manitoba Conservation, 2014). The following priorities are identified in the report: organic 

waste, CRD waste, EPR, ICI waste, hard to recycle products, northern and remote areas, and 

landfill transformation (Manitoba Conservation, 2014, p. 6).  

 In 2016, the provincial government enacted a new Waste Management Facilities 

Regulation under the Environment Act. This regulation contains standards for landfill siting and 

operation in Manitoba, provides guidelines for managing animal carcasses, burning solid waste, 

leachate management, asbestos disposal, closing a waste management facility, and converting a 

landfill to a transfer station. Additionally, the regulation requires that all landfills have a certified 

operator by July 1, 2019 (Manitoba Government, 2016).  

 Recycling rates in northern Manitoba are lower than in the rest of the province. This is 

because it is more difficult to transport materials, ELV’s or e-waste in particular, to recycling 

facilities in the south. To act on this problem, this action plan has two recommendations. First, 

strengthening partnerships between jurisdictions (e.g., other provinces and countries) and 

government bodies (e.g., CCME, and Indigenous and Northern Affairs Canada (INAC)) that are 

talking about the same problem. Second, increase accessibility and performance of eco-depots in 

the north, and ensure the PROs prioritize northern/remote communities (Manitoba Conservation, 

2014).  
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Manitoba has had many successes in waste reduction since the 1990s. Waste production 

in the province has decreased by 15% from 1990 levels while experiencing a 14% population 

increase in the same period. The WRAP fund, establishing thirteen EPR programs, and the 

Waste Reduction and Recycling Support Landfill Levy (WRARS) have all contributed to this 

success (Manitoba Conservation, 1998). However, there is still work to do. Manitoba produces 

more waste per capita than most provinces, only ahead of Saskatchewan and Alberta, as shown 

in Figure 1 (Statistics Canada, 2010).     

 

 

 

 

 

 

2.3 End-of-Life Vehicle Recycling in Canada 

 Every year at least 25 million vehicles worldwide reach their end-of-life and enter the 

ELV recycling infrastructure (Jody, Daniels, Duranceau, Pomykala, and Spangenberger, 2010). 

In Canada, approximately 20 million vehicles are registered for use (ARC, 2010) and 1.2 million 

of these vehicles reach the end of their life and enter the recycling system per year (ARC, 2011). 

This accounts for 94% of ELVs in Canada. ELV recyclers generate revenue by selling reusable 

or recyclable parts, and scrap metal (ARC, 2011). 

Figure 1: Per capita waste disposal for Canadian provinces (Statistics Canada, 2010) 
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2.3.1 The ELV Recycling Process 

 The ELV recycling process begins when a motor vehicle is retired because of old age or 

‘write-off’. Old age occurs when the physical and/or mechanical conditions of the vehicle are 

such that the vehicle can no longer pass a safety certification. A ‘write-off’ results from severe 

damage, theft, or dismantling of the vehicle (Sawyer-Beaulieu, Stagner, & Tam, 2014; Sawyer-

Beaulieu and Tam, 2006).  

 Vehicles that enter the recycling process can come from auctions, the public, insurance 

companies, or automotive dealers (Sawyer-Beaulieu et al., 2014). The recycling process starts at 

the dismantler with assessment of the model, year, and physical condition. Special note is taken 

if any particular parts are of high value or in high demand. Then the dismantler removes valuable 

or reusable parts from the ELV and records this information in a database for access by anyone 

wishing to repair vehicles using used parts (Sawyer-Beaulieu et al., 2014). It is common for 

repair shops to rebuild or remanufacture some parts such as starters, alternators, engines, 

transmissions, and brake systems (Jody et al., 2010). Concurrently, the dismantler is to remove 

any hazardous fluids or parts from the vehicle, which includes oil, antifreeze, mercury switches, 

lead, batteries, refrigerants, and tires (ARC, 2011; Summerhill Impact, 2012). When recovered, 

these deleterious substances are reused, recycled, disposed of properly, or recovered for energy 

(Sawyer-Beaulieu et al., 2014).      

 Once the dismantling is complete, the vehicle hulk is transported to one of approximately 

20 shredding facilities in Canada. At the shredding facility the vehicle hulk is broken into 

fragments in the shredder and then air separation uses density to divide the fragments into metals 

and non-metals (shredder residue) (Sawyer-Beaulieu et al., 2014). Then, the metals are further 

divided via a magnet into ferrous metals (iron and steel) and non-ferrous metals (lead, aluminum, 
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nickel, copper, stainless steel, and zinc). The ferrous metal goes to the steel mill and is recycled 

as alternative feedstock. The process for recycling non-ferrous metals is more complex and 

varies depending on the metal (Sawyer-Beaulieu et al., 2014). The shredder residue usually goes 

to a landfill in Canada, or in other jurisdictions will be incinerated and used for energy (Sawyer-

Beaulieu et al., 2014; Bellmann & Khare, 2000).  

2.3.2 Sustainable Development and ELV Recycling 

 When done responsibly and thoroughly the ELV recycling system contributes to the 

environmental, social and economic aspects of sustainable development in Canada. The ARC 

process approximately 400,000 ELVs per year. For instance, there are environmental and social 

health benefits when the vehicles have deleterious substances removed. According to the 

Canadian Auto Recyclers’ Environmental Code (CAREC) (Summerhill Impact, 2012), this 

resulted in proper handling of the following amount of deleterious substances:    

• 3,428,560 litres of oil and lubricants;  

• 1,457,120 litres of antifreeze;  

• 8 million kilograms of lead;  

• 2,000,000 tires;  

• 400,000 litres of windshield washer fluid;  

• 108,000 kilograms of refrigerants equivalent to approximately 137,143 tonnes of carbon 

dioxide; and 40 kilograms of mercury (p. 4,5) 

 

In addition, environmental and social sustainability improve by recycling steel. For every 

50,000 vehicles recycled each year, 125,000 tonnes of carbon dioxide emissions are avoided 

because it uses less energy to create steel products from recycled steel than to generate new steel 

out of iron ore (ARC, 2010). Further economic benefit is gained from ELV recycling by selling 

scrap metals (ferrous and non-ferrous) and by selling used vehicle parts. This dynamic, benefits 

both the seller and the buyer, and generates economic activity in the range of 600 million 



 

 

30 

 

dollars/year. Finally, the recycling industry creates economic and social sustainability through 

the jobs it creates (Summerhill Impact, 2012). 

2.3.3 Regulatory Framework 

 ELV management processes are subject to a number of regulatory mechanisms. These 

mechanisms include provincial and/or national legislation, bylaws and voluntary initiatives (i.e., 

best management practices). In relation to ELVs, most regulations apply to the operating 

practices of recycling businesses and there is little regulation of their handling (Sawyer-Beaulieu 

and Tam, 2006; Sawyer-Beaulieu et al., 2014). A study undertaken by Sawyer-Beaulieu et al. 

(2014) found that the practices under regulation for businesses in the ELV recycling system 

normally include regulation of:    

• emissions of air contaminants, including noise; 

• discharges of waste water (process and/or storm water); 

• waste generation and disposal; 

• site use and materials storage (p. 231). 

In Canada, the federal acts pertinent to the ELV recycling process include the Canadian 

Environmental Protection Act (CEPA), the Transportation of Dangerous Goods (TDG) Act, the 

Fisheries Act, and the Indian Act (Summerhill Impact, 2014). Under CEPA, relevant regulations 

include: federal halocarbon regulations, ozone-depleting substances regulations, interprovincial 

movement of hazardous waste regulations, and export and import of hazardous waste and 

hazardous recyclable material regulations (Summerhill Impact, 2014). Most of the regulations in 

CEPA, the TDG Act, and the Fisheries Act describe which chemicals are environmentally 

hazardous and how to responsibly dispose of and transport these substances. The Indian Act only 

applies to waste management projects on reserves (Summerhill Impact, 2014).   

 In the province of Manitoba, there are six acts applicable to ELV recycling: the 

Environment Act, the WRAP Act, the Workplace Safety and Health Act, the Ozone Depleting 
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Substances Act, the Dangerous Goods Handling and Transportation Act, and the Drivers and 

Vehicles Act. The first five acts mentioned, regulate how to transport and dispose of 

environmentally hazardous substances as well as how to keep workers safe during the recycling 

process (Earthbound Environmental Inc., 2003). All ELV recyclers in Manitoba are required to 

have a waste generator number. 

 The Drivers and Vehicles Act has a Dealers, Salespersons and Recyclers Regulation, 

which requires all ELV recyclers in Manitoba to have a permit and stipulates how to transfer 

ownership when a vehicle becomes an ELV. This regulation also stipulates how complaints from 

the public about ELV recycling businesses should be handled (Manitoba Government, 2006). All 

facilities in Canada in the ELV recycling system require provincial or municipal business 

licenses, which specify how the site can be used (i.e., amount of material storage, site 

accessibility). For ELVs processed in British Columbia, Ontario, and Nova Scotia provincial 

legislation (see Chapter 6) also requires ELV dismantlers to create, follow, and periodically 

update an environmental management plan (Sawyer-Beaulieu et al., 2014; Government of 

Ontario, 2016; Government of Nova Scotia, 1998). Other than these regulations, the main 

guiding force behind ELV recycling in Canada is the market for scrap metal and used parts.

 In addition to legislation, voluntary initiatives are also at play in the ELV recycling 

system and include for example, international and national standards. The international 

Automotive Recyclers Association (ARA) developed a standardized system for recording used 

parts according to a grading guideline that is incorporated into ELV recyclers’ inventory scheme. 

This system acts as a quality control for used vehicle parts (Sawyer-Beaulieu et al., 2014). 

Nationally, the ARC created a National Code of Practice (NCOP) for Environment Canada in 

2008 applying to the ELV recyclers taking part in Canada’s National Vehicle Scrappage 
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Program. The NCOP required the ELV recyclers in the program to de-register vehicle 

identification numbers (VINs) and comply with environmental management practices specified 

by the code (Sawyer-Beaulieu et al., 2014; ARC, 2012a). 

2.3.4 ELV Recycling in Northern Canada/Northern Manitoba 

 Three guides aimed at encouraging ELV/scrap metal recycling in northern Canada have 

been published: Guide for Recycling Scrap Metal from Northern Manitoba and Nunavut (MB 

and Nunavut guide) in 2003 (Earthbound Environmental Inc., 2003), Protecting the Land: A 

Practical Guide to ELV Recycling in the North (Tundra Take-Back) in 2014 (Summerhill 

Impact, 2014), and End-of-life Vehicle Hazardous Materials Recovery Program: Manual for the 

Preparation and Disposal of ELVs in Nunavut (Government of Nunavut, 2011). In addition, one 

major study was done in 2007 on ELV recycling in northern Canada entitled, Scrap Metal 

Recovery and Recycling in Northern Alberta and the Northwest Territories (AB and NWT study) 

that suggested opportunities for the industry (Recycling Council of Alberta, 2007). 

 In Manitoba, two ELV recycling projects have started in northern Manitoba Indigenous 

communities. The first started in St. Theresa Point First Nation, when in 2013 one community 

member put his mind to cleaning up the 5,000 derelict cars in the community. The community 

acquired a car crusher, a used oil burner, and trained staff to remove hazardous wastes. The 

project employs seven community members. So far, about 1500 vehicles have been 

decommissioned and shipped out of the community (CTV News, 2017). The second started in 

the fall of 2016. Three Indigenous communities in the northwest corner of the province; Barren 

Lands, Northlands Dënesųłiné, and Sayisi Dene, with the support of Keewatin Tribal Council 

(KTC) and Boke Consulting, began the process of decommissioning and removing a build up of 

ELVs from their communities (Boke Consulting, 2017). Additionally, the Automotive 
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Recyclers’ Environmental Association (AREA) in British Columbia helps remote and northern 

communities in the province to process and recycle ELVs (AREA, 2015) and Scout 

Environmental, the creators of Tundra-Take Back have completed phase one of pilot projects in 

two hamlets in Nunavut (Summerhill Impact, 2015).  

 Many communities in northern Canada have a build up of ELVs and scrap metal 

(Recycling Council of Alberta, 2007; Earthbound Environmental Inc., 2003; Summerhill Impact, 

2014). According to the AB and NWT study and the MB and Nunavut guide, the main barrier to 

recycling ELVs and scrap metal in northern Canada is transportation costs, which reduces the 

profitability of recycling (Recycling Council of Alberta, 2007; Earthbound Environmental Inc., 

2003). In addition, the MB and Nunavut guide (Earthbound Environmental Inc., 2003, p.4) lists 

additional barriers: lack of sound waste management practices in some communities, concerns 

associated with shipping scrap metals on a backhaul in transportation containers used to ship 

food, and recycling has traditionally been a low priority for many people (Earthbound 

Environmental Inc., 2003, p.4).  

 The MB and Nunavut guide also notes a number of benefits that will result from 

beginning a system of scrap metal recycling: improvement to environmental and ecological 

health in communities; injury prevention for children that play on or near scrap piles; economic 

development through job creation; skill development and experience for workers; potential to 

increase tourism from improved aesthetics in communities; potential backhaul goods on the 

Hudson Bay rail line; and enhanced community waste management practices (Earthbound 

Environmental Inc., 2003). The main recommendations the MB and Nunavut guide makes in 

order to implement ELV/scrap metal recycling are: implementing a system to continually 

centralize, sort, and compact the scrap; taking advantage of existing backhauling by truck, rail, 
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barge, or cat train to reduce transportation costs; taking a regional approach to minimize costs; 

hiring a scrap metal contractor to crush and ship the scrap; and hiring some local staff to train 

and continue the recycling system (Earthbound Environmental Inc., 2003).        

 The northern Alberta and NWT study recommends focusing on three key areas to 

improve recycling in the north: communication/education, governance, and planning (Recycling 

Council of Alberta, 2007). The communication/education recommendations are: encouraging 

communities to budget for scrap metal recycling; standardized scrap metal recycling practices; 

and a program to educate the public and politicians on scrap metal repair, reuse and sorting. The 

governance recommendations are: encouraging product stewardship; cultivating government, 

industry, and local community co-operation; as well as considering possible incentive-based 

approaches (Recycling Council of Alberta, 2007). The planning recommendations are: using a 

regional approach to develop a scrap metal recycling plan; facilitating the plan through regional 

coordinators; taking a two-stage approach by first, cleaning up current scrap piles and second, 

implementing an ongoing plan; phasing the plan in over time by beginning with larger 

communities; creating a fund to cover some recycling plan costs; and pursuing backhauling 

options (Recycling Council of Alberta, 2007). 

 

2.4 Summary  

 In this chapter, I have presented concepts that are important to thinking about how to 

create a sustainable system of ELV/scrap metal recycling for northern Manitoba. Sustainable 

development, ISWM, EPR, and ELV management all make important knowledge and best 

practice contributions to this study. Sustainable development recognizes the need to consider the 

environmental, social, and economic spheres during decision-making and for many individuals 
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to work collaboratively throughout this process. ISWM also emphasizes the need for 

collaboration, in which all stakeholders are participants. Through this research, I have worked 

towards establishing an ELV recycling system that meets the four basic principles of ISWM: 

equity, effectiveness, efficiency, and sustainability. I have accomplished this by incorporating 

knowledge from EPR and best practices for ELV management. Tomorrow Now: Manitoba’s 

Green Plan recognizes that recycling rates for ELVs in northern Manitoba are low and makes 

two recommendations to which I hope to contribute, as noted above. Therefore, through the 

concepts presented in this chapter and the other research methods discussed in Chapter 3 I hope 

to contribute to thinking about how best to recycle ELVs in northern/remote communities.     
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3. Research Design and Methods 

This chapter describes the philosophical worldview guiding the study and discusses the specifics 

of the research design and methods. It explains why the case study strategy of inquiry is used and 

how the chosen data collection and analysis methods worked to fulfill the research objectives. 

The chapter also addresses data validation, ethical considerations, and dissemination of the 

results.       

 

3.1 Worldview and Approach 

 Conceptually speaking, sustainability is central to my research. As established in Chapter 

2, I see sustainability as a dynamic and ongoing process, not an end state. Thus, sustainability 

initiatives look different depending on the time and place they are implemented. Through this 

research, I hope to contribute to the goal of sustainable development in Manitoba, as it is 

expressed in the provincial Sustainable Development Act and the Tomorrow Now visionary 

plan. I am of the opinion that through the project findings sustainability can be “implemented in 

the provincial public sector and promoted in private industry and in society in general” 

(Manitoba Government, 1997, p.4). 

 Considering my views on sustainability and the research objectives for my study as 

described in Chapter 1, two paradigm lenses are relevant to this project. The first is the social 

constructivist paradigm, which promotes understanding the world around us and how it works 

(Creswell, 2014). The goal of social constructivist research is to “rely as much as possible on the 

participants’ views of the situation being studied” (Creswell, 2014, p.8). This central construct is 

critical to my research since it involves people living in a distinct region (the north) and also 

involving Indigenous communities that reside in this region. Hearing their voices through the 
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methods outlined below is critical to understanding the ELV situation and responses to it. Many 

studies contend that solutions for the north have to involve people that live in the north 

(Government of Canada, 2009; Bullock, Kirchhoff, Mauro and Boerchers, 2017).   

Additionally, the transformative paradigm, or lens, provides a focus for approaching my 

work as it promotes research that aims to bring about social change (Creswell, 2014). Generally, 

transformative research “contains an action agenda for reform that may change lives of the 

participants, the institutions in which individuals work or live, and the researcher’s life” 

(Creswell, 2014, p. 9). While these ideals may not be central to my research, it became clear in 

the literature review chapter that action is needed on ELVs and that is what my research is 

directed toward. As well, the literature also shows some of the impacts inaction can have on 

people’s lives and livelihoods, and while health and employment are not a direct consideration of 

my research, action on ELVs could positively impact people’s lives. I began the work from the 

stance that my research project could make a difference through the agenda for ELV 

management that I generate with the help of the people most affected, as outlined in my methods 

below.  

Lastly, my research is aimed at studying an aspect of the world we live in and has the 

potential to make a positive contribution to society, particularly to our collective sustainability, 

so contend that constructivism and transformation provided a sound overarching guide. 

Furthermore, researchers whose worldviews include constructivism and transformation generally 

use a qualitative approach to research (Creswell, 2014). Using a qualitative research approach to 

explore waste management practices, in particular scrap metal recycling in northern Manitoba, 

makes sense as it will allow me to explore the problem from multiple local vantage points, and 

allow various individuals to express their experiences of this phenomenon. Implementing policy 
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approaches to waste management issues dictate at least some attention to working with people to 

design an end product that might actually be implemented (Wilson, Velis and Rodic, 2013).   

 

3.2 Case Study Strategy of Inquiry 

 A case study strategy of inquiry is a popular choice among social scientists (Yin, 2014). 

The literature (Creswell, 2014; Stake, 1995; Yin, 2014) indicates that a case study examines one 

phenomenon, be it a person, event, group, organization, political situation, etc., in detail. I used 

the case study strategy of inquiry to research automotive recycling in northern Manitoba. Time 

and place provide boundaries for case studies (Creswell, 2013), and these are two variables that I 

employed. I have also chosen this strategy of inquiry because as Saldana (2001) writes, “The 

genre serves as a reasonably manageable holistic project for novices to qualitative research to 

learn basic methods of fieldwork, data collection, and analysis” (p.8).   

 Case studies can be exploratory, explanatory or descriptive (Yin, 2014; Berg, 2004). In 

an exploratory case study, the data is often collected before the research question is developed. 

This sort of design is used as a precursor to a larger study. An explanatory case study is used to 

find the cause of a situation or event in a complex research subject such as a community or 

organization. In a descriptive case study, the researcher starts with a theoretical framework and 

then articulates his/her research questions (Berg, 2004). This research fits best in the explanatory 

type of case study because I worked with a complex problem that impacts communities. I 

developed my research objectives before beginning the study and part of my purpose is to 

discover why recycling is not prevalent in northern Manitoba.    

 Furthermore, case studies can be intrinsic or instrumental (Stake, 1995). A case that is 

unique and is studied to further understand that unique aspect is intrinsic. A case or cases studied 
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to understand a particular problem are instrumental (Stake, 1995). The case study for this 

research fits into both categories. The lack of recycling bulk goods and ELVs in northern 

Manitoba is unique to that region of the province, and the information gained from studying this 

problem can potentially be applied to other regions of northern Canada. 

 I selected automotive/bulk goods recycling in northern Manitoba as my case. Northern 

communities in Canada face a number of waste management challenges such as: lack of waste 

collection, transport, and disposal; lack of engineered landfills; difficult access to recycling 

facilities; build-up of white goods and ELVs; and lack of training and expertise in waste 

management (Bharadwaj, 2006). I chose to study automotive/bulk goods recycling as my case 

from among these other issues since, as outlined above, ELV management has been identified as 

important by northern communities and the provincial government, and because of the challenge 

of this aspect of waste management due to bulk and distance to recycling markets. Consequently, 

there are dual problems of dealing with the accumulated waste on the landscape and developing 

a system to ensure this does not happen again. The study is defined by geography, everything 

north of the 53rd parallel, and time, focused on one current waste issue (ELVs). This case is also 

interesting because other jurisdictions (e.g., Nunavut, NWT, northern Alberta, and northern B.C) 

are in the midst of tackling similar issues.  

 

3.3 Data Collection Methods 

 A case study requires multiple data sources, which helps to validate the research data 

collected (Yin 2014). In addition, having multiple data sources allows the researcher to 

determine which data is corroborated between research methods and participants, and which data 

reveals discrepancies (Yin 2014; Creswell 2013). The specific data collection methods I have 
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used are a document review, semi-structured personal interviews, personal observation and a 

workshop. 

3.3.1 Document Review 

 I carried out a document review to help establish the current state of automotive recycling 

practices in Manitoba, northern Manitoba, northern and remote areas of other jurisdictions in 

Canada, and in northern or remote communities abroad. This required an understanding of the 

meaning behind the words in the documents and helped me to develop data sets from the 

collection of information I deemed meaningful (Bowen 2009). One main advantage of document 

review, is that text was recorded without bias from the current researcher and can be used to 

support and refute data collected. Documents can include a wide range of materials (Bowen 

2009) in the study the review included considering: academic writing, government legislation, 

websites, institutional reports, and public education materials. Chapter 4 relies heavily on 

documents and reviews ELV recycling policies and programs across Canada, in the European 

Union, Japan, and China.  

 3.3.2 Semi-Structured Interviews 

 I carried out personal interviews with people knowledgeable about waste management 

issues in northern Manitoba using the semi-structured interview style. This provided some 

direction to the interview, but to also allowed for some freedom if the interviewee took the 

interview in a direction that added to the research in an unanticipated way (Foddy 1993; 

Lichtman 2014). Additionally, the semi-structured interview style allowed me to bring the 

interview back on topic if the interviewee strayed off topic (Hay 2010; Bryman, Bell & Teevan 

2012). The interview guides used are attached in appendix A and were generated through themes 

explored in Chapter 2 such as: waste management and scrap metal recycling practices in northern 
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Manitoba, barriers to scrap metal recycling in northern Manitoba, and ideas for implementing a 

sustainable system of scrap metal in the region. The interviews lasted anywhere from 15 minutes 

to 90 minutes, with an average time of 45 minutes, and I recorded the interviews with a handheld 

recording device. I carried out a test interview before using the schedule in the field.  

 In the fall of 2016 and winter of 2017, I visited 13 Manitoba communities (see Figure 2 

below) north of the 53rd parallel to observe and document ELV waste issues and conducted  

 

Figure 2: Map of northern Manitoba showing communities visited during case study research 

(adapted from Manitoba Government, 2018a) 
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interviews with community members involved with waste management or ELV/scrap metal 

recycling in 7 of these communities. The selected communities are over a broad geographic 

range. In order to conduct in-person interviews and see first-hand the situation regarding derelict 

automobiles in communities I flew to two of the communities (Churchill and St. Theresa Point) 

and drove to the other 11 communities. I conducted interviews in four rural municipalities 

(Thompson, Churchill, Lynn Lake, and The Pas), and three Indigenous communities (St. Theresa 

Point, Cross Lake and Opaskwayak Cree Nation) in order to get perspectives on ELV recycling 

from different types of communities in northern Manitoba.  

In each community, I interviewed community leaders and waste management specialists, 

which amounted to 10 community interviews with 15 participants, 6 from the Indigenous 

communities and 9 from the rural municipalities (see Table 1). In addition to community 

interviews, I interviewed individuals with knowledge of ELVs and ELV management (experts) 

from in and out of province, including the provincial and federal government, non-government  

organizations (NGOs), members of the ARC and ARM, PROs, and consultants. I conducted 19 

expert interviews, including 5 northern Manitoba experts, 9 southern Manitoba experts, and 5 

out-of-province experts (see Table 2). 

Community Participants # of people 

From rural municipalities 9 

From Indigenous communities 6 

Total 15 

Expert Participants # of people 

From northern Manitoba 5 

From southern Manitoba 9 

From out-of-province 5 

Total 19 

Table 2: Expert participants 

Table 1: Community participants 
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3.3.3 Personal Observation 

 Personal observation is a research method where the researcher immerses her/him self in the 

midst of the research subject. The researcher can take one of three different roles during participant 

observation: i. complete participant, ii. participant observer, and iii. complete observer (Bernard, 2006). A 

complete participant becomes a part of a group without letting the group know you are a researcher. A 

complete observer records the behavior of the research subject with little interaction with the subject. A 

participant observer is somewhere in between (Bernard, 2006).  

During this research I took the role of participant observer in order to help document the current 

status of automotive recycling in northern Manitoba. I documented my personal observation in 

the form of photos, videos, and a journal. After visiting a community and speaking to those 

involved in waste management I would take field notes. I also took photos and videos of waste 

disposal sites, ELV and scrap metal build up, white goods, tires, batteries, and used oil. Some of 

these are included in the thesis and capture well the context I am describing. 

 

3.3.4 Recruitment and Sampling 

 For this research, I used purposive sampling. This is a common data collection strategy 

for qualitative research, which uses a small sample size so that each sample can be in-depth and 

information rich (Hay 2010, Patton 2002). This sampling strategy helped me to get an in-depth 

picture of the current waste management practices for ELV and bulk goods in northern Manitoba 

as well as gain an understanding of the challenges to improving these practices.      

 The specific type of purposive sampling I employed is maximum variation sampling.   

 Maximum variation sampling aims to collect data from participants that have a broad view of 

the research case (Patton 2002). Using maximum variation sampling allowed inclusion of a 

broad range of participants. I recruited participants in Manitoba who are members of the ARM, 
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municipal leaders and waste managers in key communities in northern Manitoba, federal and 

provincial government employees who work with communities on waste management, and waste 

management policy developers from Sustainable Development Manitoba, to understand the 

current state of automotive recycling and gain insight into practices that can be improved in the 

north. I also interviewed experts in the field of automotive recycling and waste management 

from other jurisdictions in Canada, including Nunavut, British Columbia, and Ontario. To find 

participants for my study I contacted individuals from each of these groups directly by email or 

telephone.    

3.3.5 Workshop   

 In order to bring together many of the people I interviewed, as well as those from 

northern communities I had not interviewed, a facilitated workshop was held to share findings 

and discuss ideas and policy directions, and ultimately to contribute to the development of a 

framework for recycling ELV and bulk goods from northern Manitoba. In total 28 people 

attended the workshop. Of these 28 attendees, 14 were from northern Indigenous communities 

and 2 were from northern Manitoba municipalities. There was also representation from 3 PROs, 

the ARM, KTC, INAC, Scout Environmental, the provincial Indigenous and Municipal Relations 

department, Boke Consulting, and Manitoba Keewatinowi Okimakanak (MKO).  

The workshop was held in Thompson, Manitoba on June 6, 2017. A professional 

facilitator was hired to run the workshop. Data was collected via notes and flip chart recordings 

by having the working groups write down their responses to different topics. In addition, I had a 

short response form for participants to fill out at the end of the workshop. The meeting was from 

11am until 4pm (see Agenda in Appendix B) with a lunch and afternoon coffee break. To begin 

the workshop, I presented a summary of my research up to that date and some preliminary data 
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analysis. After lunch, I presented a draft Framework for ELV Recycling in Northern Manitoba 

(see Chapter 7). After these presentations, workshop participants broke into groups to discuss the 

key components, key responsibilities, and steps for implementation recommended in the 

framework. The dialogue from the workshop contributed to developing a revised version of the 

framework.   

 

3.4 Data Analysis 

 To begin analyzing my case study I started by describing the case in detail. This meant 

describing the setting, a chronology of events, and any individuals important to the study, as 

established in Chapter 4 (Creswell 2013). Following this, I created coding themes grounded in 

the document reviews and transcribed interviews by employing four data analysis strategies as 

suggested by Stake (1995): categorical aggregation, direct interpretation, drawing out patterns, 

and naturalistic generalizations. Using categorical aggregation, I was able to extract issue-

relevant information from the data. Using direct interpretation, allowed me to garner as much 

meaning as I could get from a single instance of data collection without comparison to other 

data. I looked for data under the themes of sustainability, ISWM, environmental policy tools, 

waste management in northern regions, barriers to ELV recycling in remote regions that I 

explored in Chapter 2 as well as direction for future approaches to ELV recycling in the north. 

To draw out patterns I looked for themes in the data. Finally, I made some generalizations (see 

Chapter 8) by applying my case study results to other cases so the wider population can learn 

from the case (Stake 1995). When analyzing my data, I draw most heavily on categorical 

aggregation and drawing out patterns. To organize my data, I used the NVivo computer software 

for qualitative data analysis.  
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3.5 Validating the data 

 Rigorous qualitative research must be trustworthy, or authentic and credible (Creswell, 

2013). When doing qualitative research that relies on human experience, ensuring that data is 

trustworthy can be challenging. However, by using triangulation from multiple data sources a 

researcher can corroborate evidence (Creswell, 2013). Triangulation is the process of looking at 

a research problem from many angles and trying to ensure the quality of the data (Stake 2010). 

Using multiple data sources will reveal supporting and contradictory data, which will reveal the 

credibility of a piece of information (Creswell, 2013). I made every effort to accomplish this by 

using different techniques of data collection (document review, interviews, observation and the 

workshop) as outlined above – looking for similarities in the data from each source. Using 

numerous document sources for my document review also helps to corroborate my research 

findings. Furthermore, once I transcribed the interviews I did member-checking by asking the 

interviewee respondents to review the transcribed interviews. This helped confirm that the data I 

obtained was accurate, and also helped to ensure authenticity. Even where there is not harmony 

among the data, triangulation gives useful evidence because it points to where more research is 

needed (Stake 2010).   

 

3.6 Ethics 

 Before I interviewed any participants, or held my workshop, I gained approval for this 

study from University of Manitoba Joint Ethics Review Board. Participation in the study was 

voluntary as required by ethics. Each prospective participant was briefed about the study and 

asked to be part of the research. I required each participant to sign a consent form, which 

formally shows that the person agreed to participate and understood the intended research, to 
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have a recorded interview, and to be quoted anonymously in the thesis and any subsequent 

publications. Any participant could refuse answering a question, cut the interview short, or pull 

out of the study at any point. Each interview is confidential. The consent forms are kept in a 

locked office at the Natural Resources Institute and the interview recordings and transcripts are 

on a password-protected computer. The interview data and consent forms will be destroyed in 

five years. For confidentiality reasons respondents are referred to in the thesis by participant 

number unless they specifically wanted their name used. 

 

3.7 Dissemination 

 This thesis includes the results and findings of the study, discussion and conclusions 

related to them, and is publicly available. I intend to create a briefing note and a poster based on 

my findings for Sustainable Development Manitoba, each community I visited and automotive 

recyclers that participated in the study. I may also use the poster to present at a conference on 

waste management or sustainability. Lastly, I will submit my findings for publication in a waste 

management journal. 
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4. End-of-Life Vehicle Recycling Policies and Programs 

 There are different policies, strategies and initiatives for ELV recycling in different 

regions of Canada, and in other countries of the world. This section describes some approaches 

to ELV recycling and discusses some successes and shortcomings of the different approaches. 

The first section explores approaches within Canada and the second section explores 

international approaches.  

 

4.1 Overview of Policy Instruments 

 Policy instruments are to help carry out policy objectives. Thoughtful selection of policy 

instruments increases the success of policies. In general, policy instruments can be economic or 

incentive based, regulatory or directive-based, and informative or education-based. Additionally, 

these three instruments can be mandatory or voluntary (Kim, 2002). 

 Government often uses mandatory approaches to enforce legislation in environmental 

policies. Mandatory approaches generally provide clear performance guidelines for industry to 

follow and provide a measuring stick for government when evaluating performance. When 

establishing a mandatory approach, it is critical to consider whether there is capacity in 

government to enforce the legislation, otherwise it is unlikely that industry will follow the 

legislation (Kim, 2002). 

 A voluntary policy instrument can be structured a number of ways, with government or 

industry taking the lead. For instance, an industry association might make a commitment to hold 

each other accountable, industry and government might make an agreement on good faith, or 

polluters might be pressured by public to change practices (Kim, 2002). These types of 

instruments are becoming more popular with a growing trend toward corporate social 
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responsibility. The benefits of voluntary approaches are that it encourages industry to be pro-

active, come up with cost-effective and creative solutions, saves government money for 

enforcement, and industry can often adopt changes faster than government can change and 

enforce policy. The main risk of a voluntary approach is that if there are no direct consequences 

or incentives industry may not have the impetus to change practices (Kim, 2002).   

 Economic instruments are used to incentivize industry to carry out certain practices. In 

sustainable waste policy, economic instruments can adjust the value of a waste product or 

process to fully reflect social costs by internalising any external benefits or costs. This could be 

in the form of taxes or levies, tax reductions or subsidies, deposit-refunds for consumers, or 

rights to trade pollution production. When using economic instruments, choosing a dollar amount 

that is reasonable and effective, not too high or too low, is critical (Kim, 2002). Regulatory 

instruments require industry to follow certain standards by prohibiting, requiring, or restricting 

certain practices. In the waste management context, this includes: requiring a license; standards 

for production, recovery, or recycling; and bans or restrictions on certain products (Kim, 2002). 

Informative instruments are used to educate or persuade the public or industry in best practices 

and the reasons to follow these practices. Unfortunately, it is difficult to measure and predict the 

effectiveness of these instruments (Kim, 2002). 

 Selecting a policy instrument depends on a number of variables, including: administrative 

laws, industry structure, stage of economic development in the jurisdiction, accessible 

government resources, and current public values. It is also helpful to consider the success of a 

policy instrument in other jurisdictions and learn from those outcomes (OECD, 2000). When 

considering a policy instrument, the OECD (2000) recommends considering the following four 

factors: 
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 1) Appropriate jurisdiction: different levels of government have different responsibilities 

 and this will influence how a policy is implemented; 

 2) Specific objectives: if predictable compliance is the objective then a regulatory 

 instrument is need, whereas, if ingenuity is the objective then a voluntary instrument is 

 needed;              

 3) The broader context: in the case of waste prevention, a policy instrument needs to be 

 considered in the context of the entire life cycle of a product; and 

 4) Final outcomes: external factors such as societal trends or communication barriers can 

 influence how well a policy instrument will work (OECD, 2000).   

 

Additionally, it is useful to have a system of analyzing policy once one is set. Kim (2002) 

analyzes the ELV recycling policy of five European Union countries; Sweden, The Netherlands, 

Germany, France, and the United Kingdom; using four criteria: environmental effectiveness, 

economic efficiency, monitoring, and stimulation of innovation. Measures for environmental 

effectiveness can be: 

 1) Waste Prevention, such as, vehicles being designed for recycling and dismantling, or 

 produced with easier to recycle materials or less hazardous waste; 

 2) Higher reuse, recycling, and recovery rates of vehicle wastes, parts, and 

 components; and 

 3) Improved environmental performance at treatment facilities (Kim, 2002). 

 

Measuring economic efficiency is more difficult. Policy makers must consider the costs of 

environmentally responsible production and recycling, innovative research, and a certification 

and inspection system (Kim, 2002). Third, monitoring must be part of a good ELV recycling 

policy so that policy makers can ensure the policy is environmentally effective and the chosen 

economic tool is achieving the desired outcomes. Monitoring allows policy makers to adapt the 

policy if the goals are not being met. Finally, stimulation of innovation can be tricky to measure 

but if positive environmental changes are made by producers, consumers, or treatment facilities 

then the policy is stimulating innovation (Kim, 2002).   
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4.2 Canadian Policy Approaches and Programs for ELV Recycling  

 In most provinces and territories in Canada following best practices for ELV recycling is 

voluntary. However, some provinces have adopted regulations to enforce proper management of 

hazardous wastes removed from vehicles prior to crushing. This chapter begins with describing 

two voluntary approaches to automotive recycling, Canadian Automotive Recyclers 

Environmental Code (CAREC) and Tundra Take Back, then describes the provincially enforced 

regulations for automotive recycling businesses in British Columbia, Ontario, and Nova Scotia.     

4.2.1 Vehicle Retirement in Canada 

 When a vehicle is retired in Canada, it becomes branded, according to the condition that 

it is in, as a vehicle that is only available to be used for parts or a vehicle that can be repaired and 

inspected for re-registration. Vehicle branding categories vary a little depending on the province, 

but generally fall into one of four categories: 

 1) irreparable – a vehicle to that so damaged that it can only be used for parts; 

 2) salvage – a vehicle that may be repaired and inspected for approval to drive on the 

 road or highway; 

 3) rebuilt – a ‘salvage’ vehicle that has been rebuilt, inspected, and licensed for road or 

 highway use; and   

 4) stolen – a temporary brand given by police if a vehicle is reported stolen (Sawyer-

 Beaulieu and Tam, 2006). 

 

These are also the branding categories used in Manitoba by Manitoba Public Insurance 

Corporation (MPIC) (MPI, 2017).  

4.2.2 Automotive Recyclers of Canada 

 The ARC is the national association for automotive recyclers in Canada. Membership in 

this association is voluntary. The association encourages following best practices in business 

operation and waste management for its members through CAREC. This code expects members 

to remove, properly store and dispose of hazardous materials from vehicles, remove parts that 
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can be refurbished or reused, follow spill procedures, and have a business licence in the province 

(Summerhill Impact, 2012). Members are audited every three years to ensure they are working 

toward the best practices described in CAREC. Additionally, the program encourages last 

vehicle owners to recycle their vehicle with a CAREC certified ELV recycler through the Retire 

Your Ride incentive. Through this program a last vehicle owner can have their vehicle picked up 

and the ELV recycler gives a payment based on the type of vehicle (ARC, 2012b).      

 The ARC has recently published a revised version of CAREC for remote communities, 

Recycling End-of-Life Vehicles in Canadian Remote Communities. The purpose of the 

document is to “provide practical direction for the processing and crushing of ELVs in remote 

communities” (McKean, 2014, 1.1). The document defines a remote community as “a 

community where the cost of recycling an ELV is greater than the value of the parts and 

commodities in the ELV” (McKean, 2014, 1.2). Through this document the ARC recognizes that 

remote communities have challenges when recycling ELVs such as destruction by wildlife, 

difficult access, unpredictable weather, damages to ELVs such as burning, limited infrastructure 

and equipment in the community, and less access to specialized training. Additionally, the 

document includes two strategies for remote communities when beginning to recycle a build up 

of ELVs (McKean, 2014). The first strategy McKean (2004, 3.1) suggests is a three-phase 

approach:  

 1) inventory the number of ELVs, establish a marshalling area, and start the process of 

 towing the ELVs to the marshalling area,  

 2) determine the best solution to process and remove the ELVs from the community, and 

 3) develop strategies to continually move the ELVs to the marshalling area where they 

 are removed from the community to a qualified automotive recycler. 

 

The second strategy is centralized coordination, in which a coordinator for a region or province 

is responsible for overseeing any processing and crushing of ELVs in remote communities. This 
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document recognizes the challenges faced by remote communities when recycling ELVs, 

however maintains that it is still essential to process ELVs in an environmentally responsible 

manner and comply with all federal and provincial laws (McKean, 2014).   

4.2.3 Tundra Take-Back         

 Scout Environmental (formerly Summerhill Impact), a not-for-profit organization has 

developed a comprehensive approach to ELV recycling for northern Manitoba called Tundra 

Take Back. This program includes a guide, Protecting the Land: A Practical Guide to ELV 

Recycling in the North, for northern communities from Northwest Territories, Yukon, Nunavut, 

Nunavik, and Nunatsiavut (Summerhill Impact, 2014; Scout Environmental, 2016; Scout 

Environmental, 2017a). Tundra Take-Back is a voluntary program with four fundamental 

elements: 

 1) Step-by-step instructions on a decommissioning approach; 

 2) Step-by-step instructions on the safe and environmentally sound handling of each ELV 

 pollutant; 

 3) Guidance about basic, intermediate, and advances levels of ELV decommissioning; 

 and 

 4) An over-arching theme about protecting the natural environment (Summerhill Impact, 

 2015, p. 8). 

 

Along with creating the guide, Scout Environmental began pilot projects working with 

communities in 2014. The first two communities were Arviat and Gjoa Haven in Nunavut. Four 

professional automotive recyclers travelled to these communities in August of 2014 to train and 

mentor individuals from each hamlet (Summerhill Impact, 2015). In 2015/2016 Scout 

Environmental collaborated with the Government of Nunatsiavut to introduce tundra take-back 

to the five Inuit communities in Labrador (Scout Environmental, 2017b) and the Kativik 

Regional Government to introduce tundra take-back to the village of Kangirsuk (Scout 

Environmental, 2017a).                         
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4.2.4 British Columbia Regulation  

 British Columbia has a provincial “Vehicle Dismantling and Recycling Industry 

Environmental Planning Regulation” in the province under the Environmental Management Act 

that governs any operation that “dismantles more than 5 wet vehicles in a calendar year” (B.C 

Government, 2007, 2(1). This regulation requires a dismantling facility to either: 

  (i) have an environmental management plan for waste management, reduction or 

 prevention, or 

 (ii) be a member of an association that has an environmental management plan for waste 

 management, reduction or prevention (B.C. Government, 2007, 2(1)(a)). 

 

This environmental management plan must describe how tires, antifreeze, ozone depleting 

substances, lead and lead acid batteries, mercury switches, oil, fuel, brake fluids, and windshield 

washer fluid will be removed from the vehicle, stored, and disposed of (B.C. Government, 2007). 

Every two years each facility must submit a report written by an experienced professional 

describing: 

 (i) how the wastes described in the plan for the facility were managed, 

 (ii) whether the management of those wastes was in accordance with the plan, and 

 (iii) the effectiveness of the management processes used for minimizing or eliminating 

 the discharge of wastes to the environment (B.C. Government, 2007, 4(2)(b)). 

 

Additionally, every five years the environmental management plan has to be reviewed by a 

qualified professional. This regulation also includes offences and penalties. If a facility does not 

follow the requirements described by the regulation, the facility can be charged up to $200,000.  

 The Automotive Recyclers’ Environmental Association (AREA), an industry-lead non-

profit association in B.C., have lead a few ELV recycling projects in remote communities in the 

province with the Lower Nicola First Nation band, East Kootenay regional district, and Dease 

Lake. These projects were able to clean up ELV build up in regional transfer stations and 

Indigenous communities (AREA, 2015). 
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4.2.5 Ontario Regulation 

 In 2016, under Ontario’s Environmental Protection Act a regulation (Ontario Regulation 

85/16) for managing ELVs came into effect. This regulation defines an end-of-life vehicle and an 

end-of-life vehicle waste disposal site, and prescribes which wastes can be managed and which 

activities can take place at an ELV waste disposal site (Government of Ontario, 2016). The 

regulation stipulates how much noise can be emitted from the property and how hazardous 

fluids, batteries, tires, mercury switches, and lead wheel weights must be handled and stored. 

Additionally, a business must inspect containers and storage areas for leaks and spills once a 

week, and develop and implement a plan to prevent and manage spills. ELV waste disposal site 

employees must receive training in the following areas:  

 i. Waste management legislation, regulations and guidelines that are relevant to the 

 operation of an end-of-life vehicle waste disposal site. 

 ii. Environmental concerns pertaining to a material that may be handled at an end-of-life 

 vehicle waste disposal site. 

 iii. Occupational health and safety concerns pertaining to a material that may be handled 

 at an end-of-life vehicle waste disposal site. 

 iv. The safe use and operation of equipment that may be used or operated at an end-of-

 life vehicle waste disposal site. 

 v. Procedures for responding to emergencies, including fires and explosions, that may 

 occur at an end-of-life vehicle waste disposal site. 

 vi. Procedures for dealing with spills that may occur at an end-of-life vehicle waste 

 disposal site, including clean up, disposal and reporting procedures (Government of 

 Ontario, 2016, 7(11)). 

 

The final section of the regulation stipulates the records an ELV waste disposal site must keep. 

An ELV waste disposal site must keep records of equipment maintenance, inspection, and repair; 

storage area and container inspections; any noise or environmental complaints received; 

employees who have received training; any spill events; vehicle identification numbers of ELVs 

managed at the site; and when any crushing, shredding, or shearing took place (Government of 

Ontario, 2016).        
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4.2.6 Nova Scotia Regulation 

 Since 1998, Nova Scotia has had a “Guideline for Siting and Operation of Salvage 

Yards”, which “describes the requirements for the siting, construction, and operation of facilities 

for the recycling of automobiles and industrial equipment” (Government of Nova Scotia, 1998). 

This guideline stipulates locations one may not site a salvage yard and that one must act in 

accordance with municipal approvals when siting a salvage yard. Additionally, when siting a 

salvage yard, one must submit an application for government approval with a map or photograph 

showing the landscape of the site, and proposed building and crushing area locations and 

installation plans (Government of Nova Scotia, 1998). This application must also describe which 

materials will be accepted and stored, how any collected materials will be disposed of, and 

contain a contingency plan in the case of spills.  

 The Guideline describes how a business must handle lead-acid batteries, automotive 

fluids (fuel, antifreeze, brake fluid, motor oil, ozone-depleting substances, power steering fluid, 

and transmission fluid), oil filters, and tires. Finally, the guideline lists a number of operation 

requirements including: fencing, security, fire protection, signage, monitoring for hazardous 

waste migration, vehicle processing, electrical equipment processing, and crushing (Government 

of Nova Scotia, 1998). This guideline does not stipulate how to handle mercury switches, or lead 

wheel weights.   

 

4.3 International Approaches to ELV Recycling 

 

4.3.1 Europe 

A. European Union ELV Directive 
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 In 2000, the European Union adopted an End-of-life Vehicles Directive (EU ELV 

Directive) which aimed to harmonize the regulations different European Union countries had for 

ELVs in order to reduce the environmental impact of ELVs and to ensure efficient internal 

market operation and limit competition between countries (European Union, 2000). The first 

priority of this Directive is waste reduction and improved environmental performance from all 

those involved in the vehicle life cycle, manufacturers and end-of-life processers. To reduce 

environmental impact across the board the Directive prohibits using mercury, cadmium, lead and 

hexavalent chromium to manufacture vehicles (European Union, 2015). The EU ELV Directive 

set two important targets: 

 1) By January 1, 2006 all member states were to increase their ELV reuse and recovery 

 rate to at least 85% per vehicle per year, and increase their ELV reuse and recycling rate 

 to at least 80% per vehicle per year (with exceptions of 75% and 70% for vehicles 

 manufactured  before January 1, 1980).  

 2) by January 1, 2015 all member states were to increase their ELV reuse and recovery 

 rate to at least 95% per vehicle per year, and increase their ELV reuse and recycling rate 

 to at least 85% per vehicle per year (European Union, 2000).      

 

Additionally, this Directive requires waste treatment facilities to register or obtain a permit and 

sets minimum requirements that sites for storage and treatment of ELVs have to meet. These 

include impermeable surfaces with spillage protection where storage or dismantling will take 

place, equipment for water treatment, suitable storage for reusable parts (impermeable if the part 

contains oil), appropriate storage for batteries, filters, all fluids from ELVs, and PCB/PCT-

containing condensers, and tires (European Union, 2000; European Union, 2015). Under this 

Directive proper vehicle depollution means removing batteries, all fluids from the ELV, liquefied 

gas tanks, any components containing mercury, and neutralising air bags. Additionally, in order 

to encourage recycling catalysts, tires, glass, large plastic components, and components 

containing certain metals (aluminum, copper, and magnesium) must be removed. Finally, 
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components should be handled carefully to avoid damage so that parts can be reused or 

refurbished (European Union, 2000).   

 Since the EU ELV Directive came into force, the Commission of the European 

Communities has published three reports summarizing outcomes of the Directive for the 2002-

2005, 2005-2008, and 2008-2011/2011-2014 time periods. By 2005, 19 of the 28 European 

Union countries had transposed all aspects of the EU ELV Directive into legislation. The other 9 

European Union countries were involved in infringement proceedings with the European 

Commission. However, at this time all Member States had implemented free take-back system 

for last vehicle owners; required permits for ELV treatment facilities; required vehicle 

manufacturers to publish dismantling procedures; adopted the EU ELV Directive recovery and 

recycling targets into legislation; and adopted legislation to restrict the use of lead, cadmium, 

mercury, and hexavalent chromium in vehicle manufacturing (European Commission, 2007). 

This first report concluded that “implementation of this legislation cannot be considered fully 

satisfactory” because of the number of infringements, and that fact that “although the Directive 

has been almost literally transposed into national law, the end-of-life vehicle management 

systems might not be fully operational” (European Commission, 2007). The second report, for 

the 2005-2008 time period noted that there were no significant changes in comparison with the 

previous reporting period. There were 15 infringement cases, and a number of Member States 

had failed to meet the 2006 recycling and recovery targets (European Commission, 2009).    

 During the 2008-2014 period, there were still 15 infringement cases under review. 

Fortunately, by the time the third report was written in 2017 all infringement cases were solved 

and all 28 European Union countries had ELV legislation in conformity with the Directive. 

Additionally, by 2013, all but 1 Member State had reached the 2006 targets for recycling and 
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recovery, and 9 Member States had already attained the 2015 recycling and recovery targets. 

However, despite the success of many European Union countries, the report noted that, 

“achieving the reuse and recovery target of 95% is challenging for several Member States” 

(European Commission, 2017).       

B. The Netherlands 

 To help meet the EU ELV Directive targets the Netherlands created Auto Recycling 

Netherlands (ARN) and as a result has one of the world’s highest ELV recycling rates. The ARN 

is funded by a $60 waste disposal fee that is collected during the vehicle registration process. In 

2008, the Netherlands recycled 85.6% of the total weight of ELVs. To help meet the higher 2015 

targets the country built a post-shredder technology plant to make recovery/recycling of plastics, 

foam, and fabric more efficient. This technology can reduce the cost of recovering/recycling of 

post shredder residue from 20 Euros/10kg to 1 Euro/10kg. To encourage adoption of post 

shredder technology the Holland government banned shredder residue from landfills. The post-

shredder technology means that dismantlers will no longer need to remove foam and plastics, but 

will still need to remove fluids, batteries, gas tanks, oil filters, air conditioning units, seat belt 

fasteners, airbags, and reusable parts (Wordsworth and Miller, 2011).    

C. Germany  

 In 2002, in response to the EU ELV Directive Germany enacted an Ordinance on the 

Transfer, Collection and Environmentally Sound Disposal of End-of-life Vehicles (ELV 

Ordinance), which applies to vehicles and end-of-life vehicles, and all the materials and 

components they are made of. This ELV Ordinance stipulates that, “vehicle manufacturers are 

required to take back all end-of-life vehicles of their brand from the last registered owner” 

(Government of Germany, 2002, 3(1). Vehicle manufacturers must do this free of charge and are 
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responsible for ensuring there is an authorized collection or dismantling facility to receive the 

ELV every not more than 50km from every last registered owner. Once an ELV has been turned 

over to a collection or dismantling facility, that facility is responsible for ensuring the ELV is 

transferred to an authorized shredding facility (Government of Germany, 2002). 

 This ELV Ordinance includes requirements that “acceptance facilities, collection 

facilities, dismantling facilities, shredder facilities and other further treatment facilities” must 

follow (Government of Germany, 2002, 5(2)). Every 18 months, each of these facilities must 

obtain certification from a public appointed, licensed environmental expert that they comply with 

the applicable requirements. If out of compliance, a facility has up to three months to fulfill any 

unfilled requirements. A section on waste prevention in the ELV Ordinance encourages reduced 

use of hazardous materials, use of recycled materials in vehicle production, and design for 

dismantling and recycling. Under this ordinance, as of July 1, 2003 vehicles manufacturers could 

no longer contain mercury, cadmium, lead, or hexavalent chrome. Finally, vehicle manufacturers 

are required to publish on best practices for recovery and recycling of vehicle components, and 

environmentally responsible dismantling and hazardous waste removal (Government of 

Germany, 2002).         

D. Norway 

 In 1978, Norway established a deposit-refund system for ELVs. Under this system car 

owners pay a fee when purchasing a vehicle and receive a refund (a little more than the fee paid) 

when they return the vehicle to a certified treatment plant. Until 2007, the Norwegian Pollution 

Control Authority operated the system and fees were given to car dismantlers for hazardous 

waste removal, crushing, and transportation costs. After 2007, car producers and importers took 

over collection and recycling of ELVs under a producer responsibility system. At present, a 
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deposit-refund and producer responsibility system are operating in tandem depending if the 

vehicle was bought before or after 2007 (Lendhjem, Skjelvik, Eriksson, Fitch, Hansen, 2009). 

4.3.2 The United States of America (USA)  

A. General Regulations 

 Regulation of ELVs in the United States of America is similar to that of Canada with 

Acts that define when a vehicle becomes salvage and how hazardous materials should be handled 

when processing ELVs (Sawyer-Beaulieu and Tam, 2006). In the USA vehicle title, salvage, and 

branding is governed by each state. Each state defines when a vehicle is salvage a little 

differently. However, the Anti Car Theft Act requires that all insurance carriers and salvage 

yards report to the National Motor Vehicle Title Information System each month. This Act 

defines a ‘junk automobile’ as an automobile that is unable to operate on roads or highways and 

is only valuable as a source of parts, and a ‘salvageable automobile’ as an automobile that is 

damaged so much that the cost to repair exceeds to market value of the automobile (Sawyer-

Beaulieu and Tam, 2006; United States, 1992).    

B. Hawaii 

 The transportation system in Hawaii is heavily influenced by tourism. A study done for 

the island of Oahu reports that there are 600,000 cars on the 1,500 km2 island. This study did a 

material flow analysis of waste on Oahu and recommended backhauling as key factor in solving 

waste build up on the island. Even though all of the supply containers arrive to the island full, it 

was estimated that greater than two-thirds leave empty (Eckelman and Chertow, 2009). Hawaii 

has a levy for tires. The waste management system for lead-acid batteries and motor oil is 

voluntary return (County of Hawai’i, 2017).   
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4.3.3 Japan 

A. Japan’s Automobile Recycling Law 

 In January 2005, Japan put into force its automobile recycling law, Law on Recycling 

End-of-life Vehicles. Japan has 1.7 vehicles per person, one of the highest rates in the world, so 

in an effort to conserve landfill space created this Law (Wordsworth and Miller, 2011; GEC, 

2011). The Law aims to stop illegal dumping and maximize reuse and recycling of vehicles. All 

four-wheel vehicles are regulated under the Law. There are five main parts to this law: 

 1) Extended producer responsibility: all automobile manufacturers and importers must 

 take back and recycle airbags, shredder dust from crushed vehicles, and CFCs (to be 

 destroyed),    

 2) Permit system and business registration: businesses that collect ELVs or CFCs must go 

 through a registration system, and ELV crushing or dismantling businesses must obtain a 

 permit to operate legally, 

 3) Advance recycling fee system: car owners must pay recycling fees for the airbags, 

 shredder dust, and CFCs,  

 4) Electronic manifest system: an electronic manifest system will be created to make sure 

 ELV treatment and transfer information is reported. Using this system, the government 

 can verify that businesses properly recycling ELVs (GEC, 2011), and  

 5) Recycling targets: aiming to recycle 50% of shredder residue by 2010 and 70% by 

 2015 (Wordsworth and Miller, 2011). 

 

Each of three types of businesses have different roles and responsibilities under the Law: ELV-

collecting businesses, CFC-collecting businesses, and auto dismantling/shredding businesses. 

ELV-collecting businesses have to register with the government, take-back ELVs from vehicle 

owners, and transmit vehicles to an auto dismantling or CFC-collecting business. CFC-collecting 

businesses must register with the government, properly collect CFCs, and transmit vehicles to a 

car importer or manufacturer. Auto dismantling/shredding businesses must obtain a government 

permit; properly dismantle, crush, and recycling vehicles, and transmit shredder dust and airbags 

to a car importer or manufacturer (GEC, 2011).   
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 The advance recycling fee system stipulates that car manufactures must determine a 

recycling fee based on the vehicle class, whether an air conditioner is present, and the quantity of 

airbags. This fee ranges from 6,000 to 18,000 yen. Car owners must pay an additional capital 

management fee (one upon vehicle purchase and another upon vehicle disposal) and an 

information management fee (GEC, 2011). These fees are meant to encourage manufacturers to 

design more easily recycled vehicles. However, under this system consumers are not likely to 

base purchases on a lower recycling fee. Additionally, the Law does not encourage vehicle 

producers to use less toxic substances, or ELV processes to handle hazardous wastes in any 

particular way (Wordsworth and Miller, 2011).         

B. Work with Southeast Asia 

 Many older vehicles from Japan are imported by the islands of Southeast Asia, like 

Malaysia, Fiji, Micronesia, or Palau (Mitsui and Co., 2017; MAARA, 2013). In 2008, the Japan 

Automotive Recyclers Association (JARA) encouraged a Malaysian man, Mr. Gwee Bok to start 

the Malaysia Automotive Recyclers Association (MAARA). These two associations have kept a 

close partnership (MAARA, 2013). As the Pacific island nations of Fiji, Micronesia, and Palau 

modernize, vehicle ownership is becoming more common, however a system for dealing with 

these vehicles has not yet developed so ELVs end up abandoned in tropical forests or on private 

property (Mitsui and Co., 2017). In 2009, JARA received a grant to investigate current ELV 

disposal practices in these three countries, collaborate with local organizations to audit waste at 

disposal sites and along coastlines, and hold information sessions with domestic organizations 

(Mitsui and Co., 2017).      
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4.4 Summary 

 

 Although there is not one comprehensive system of policies and programs for ELV 

recycling in Canada, some headway is being made in four common areas of evaluation as 

suggested by Kim (2002) above: environmental effectiveness, economic efficiency, monitoring, 

and stimulation of innovation. So far, the official regulations for ELV recycling for B.C., Nova 

Scotia, and Ontario have had the greatest impact on environmental effectiveness and monitoring, 

in relation to the management of vehicles at the end of their life. Additionally, the ARC is 

encouraging environmental effectiveness through their code of practice, innovation through the 

approval of a more flexible code of practice for remote communities, and economic efficiency 

through the Retire Your Ride incentive they offer. Unfortunately, to this date, not much effort 

has been made to encourage any of the four areas of good ELV recycling policy among vehicle 

manufacturers or consumers.  

The EU ELV Directive has taken great strides to improving the environmental 

responsibility, economic efficiency, levels of monitoring, and stimulation of innovation in the 

automotive industry in the last 15 years. Some countries, like Germany or the Netherlands, have 

met the expectation of the Directive fairly easily, while other countries have struggled to meet 

these expectations. From an environmental perspective the EU ELV Directive has made 

significant change. However, I wonder if a standard as broad as this Directive was the best 

approach for all 28 European Union countries considering the length of time some countries 

were out of compliance.  

 Japan has also made great strides to improve the environmental impact of ELVs in their 

own country and southeast Asia. In Japan we see that, regulation is necessary to spur change, as 

seen from the, Law on Recycling End-of-life Vehicles. In addition, JARA has recognized that 
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they have responsibility beyond their country and have used their business connections to extend 

change beyond their borders. A final thought from the situation in Japan is that economic 

incentives need to be considered carefully or you may not get the results you are hoping for, 

because in Japan the current economic incentive does not encourage consumers to buy 

environmentally friendly vehicles.  

 In summary, progress on responsibly managing ELV wastes in Canada has been slow in 

comparison to other jurisdictions. Additionally, it is not clear whether other jurisdictions around 

the world are progressing in regards to ELV management in rural and remote regions since little 

research has been done. However, the experience in other jurisdictions across Canada and 

worldwide shows that strong policies and programs are needed to encourage and ensure action 

on ELV recycling.     
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5. CURRENT ELV AND SCRAP METAL RECYCLING PRACTICES IN 

NORTHERN MANITOBA 

 
 This chapter describes the current waste management practices for ELVs and scrap metal 

in northern Manitoba, the economics behind ELV and scrap metal recycling, the potential 

environmental and human health impacts from the hazardous wastes in ELVs and scrap metal, 

and the barriers to ELV and scrap metal recycling in the study area. I begin by describing the 

case study, then move onto recounting the current waste management practices gleaned from 

personal observation and from the interview participants during the case study. Following this is 

a description of the economics behind ELV and scrap metal recycling in northern Manitoba, and 

a summary of the potential environmental and human health impacts described in the literature. 

Finally, I discuss the barriers observed during field research and mentioned during participant 

interviews.    

 

5.1 Northern Manitoba Case Study 

5.1.1 Case Study Description 

 The case study chosen for this research was the area of Manitoba north of the 53rd parallel 

(northern Manitoba). This region became part of the province in 1912 (Mochoruk, 1996). This 

study area is approximately the same as Manitoba’s census divisions 21, 22 and 23 (see Figure 3) 

so information from the 2016 census is used to describe the area. The area of northern Manitoba 

is 377,812.44 km2, which is 68.4% of the area of Manitoba. The total population of northern 

Manitoba is 73, 119, which is 5.7% of the population of Manitoba and 30.1% of this population 

is under 15. This is higher than the average for the entire province in which 19.1% of the 

population is under 15 (Statistics Canada, 2017).  
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 The economic climate in northern Manitoba also differs from that of the entire province. 

The proportion of the population of Manitoba that earns under $20,000/year is 47.9%, however  

the proportion of the population of northern Manitoba that earns under $20,000/year is 67.8% 

(Statistics Canada, 2017).

 

 
Figure 3: Census divisions for Manitoba (Statistics Canada, 2012) 
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5.1.2 History of Northern Manitoba  

 Through this brief history, I will try to highlight some of the main forces that have shaped 

northern Manitoba, with an emphasis on how the legacy effects of the economic development of 

northern Manitoba by outsiders have strongly contributed to the current economic, social, and 

environmental climate in the region. 

The Cree people settled in the forested area south of Thompson about 2500 years ago and 

about 2000 years ago the Caribou Easter Dene people from the western subarctic moved into the 

region as they followed the migrations of the barren-ground caribou. Then, about 1000 years ago 

the Thule people settled on the shores of Hudson Bay. These different groups of Indigenous 

peoples encountered Europeans in the late 1600s, when Europeans began to explore the region 

(INAC & NEB, 1993). The Cree people were probably the first Indigenous peoples in the region 

to contact a European when Pierre Radisson travelled the Hayes River in the 1680s. The first 

documented contact between Indigenous peoples and Europeans in Manitoba was in 1733 when 

Pierre de la Verendrye arrived (INAC & NEB, 1993). 

 In 1684, the Hudson’s Bay Company (HBC) constructed the York Factory trading post at 

the mouth of the Hayes River and in 1717 HBC constructed Fort Churchill at the mouth of the 

Churchill River. The Cree, Assiniboine, and Dene peoples in the region provided food to the 

trading posts and acted as middlemen in the western Canada fur trade. There was also a group of 

Inuit trading at Fort Churchill in the late 1700s (INAC & NEB, 1993).  

 In the mid 1700s, French trading posts were built in southern Manitoba which brought 

more Europeans into the region and the Assiniboine and Cree were pushed out as middlemen in 

the fur trade, however these Indigenous peoples were still needed to provide food to the trading 

posts. As more Europeans moved into the region, the Métis population of mixed Indigenous and 



 

 

69 

 

European descent grew. One group of Métis settled near Hudson Bay in late 1700s. In 1781-82 

the Assiniboine, Cree, and Dene populations in present day Manitoba were all decimated by a 

small-pox epidemic brought from Europe (INAC & NEB, 1993). During the 1800s Europeans 

were focused on converting Indigenous groups in the region to Christianity. 

 In 1870, the province of Manitoba was created, however the region which is now 

northern Manitoba remained part of the territory of Rupertsland (Tough, 1996). Soon after the 

creation of Manitoba, from 1871 to 1875, treaty numbers 1 to 5 were signed between the 

dominion of Canada and Indigenous groups in the region (INAC & NEB, 1993; TRCM, 2017). 

These treaties pertained to the areas of Manitoba shown on the map (Figure 4) below. Treaty 

numbers 1 to 4 do not pertain to northern Manitoba, however they set a precedent for how 

relationships with Indigenous Peoples would be conducted and this style of relating persisted in 

the north as well (Mochoruk, 1994). 

  As a result of signing these treaties, the Indigenous peoples gave up the rights to land in 

exchange for essentially yearly payments and small reserves of land. According to a quote by 

Lieutenant-Governor Alexander Morris in Tough (1996, p. 81), the Canadian Government saw 

treaty no.5 as necessary to encourage ‘The progress of navigation by steamer on Lake Winnipeg, 

the establishment of Missions and of sawmill enterprises, the discovery of minerals on the shores 

and vicinity of the lake’ and to prevent ‘migration of the Norway House Indians.’ On September 

17, 1875 treaty commissioners Morris and McKay set out on a steamboat with a pre-written 

treaty for four First Nation bands to sign. First Nation bands at Berens River, Norway House, 

Grand Rapids, and The Pas all accepted the treaty terms, however the commissioners allowed 

very little negotiation (Coates & Morrison, 2010). In 1908, Treaty no. 5 was adhered to include 

the northern most part of Manitoba (INAC & NEB, 1993).  
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Figure 4: Map of Manitoba showing treaties created within the province (TRCM, 2017)           
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The late 1800s also saw the development of residential schools that aimed to replace 

traditional Indigenous culture with Euro-Canadian culture (INAC & NEB, 1993). Additionally, 

after the mid-1800s the fur trade began to decline and this had a significant impact on the 

livelihoods of those living in Rupertsland. After 200 hundred years of the fur trade the residents 

of Rupertsland were no longer solely subsistence cultures and depended heavily on the fur trade 

economy (Tough, 1996). The European settlers in the south turned their interest to different 

resources in the north: a water transportation route to the northwest, forestry to supply the 

quickly growing Red River settlement, fishing for consumption and export to the U.S., and 

mining/quarrying (Mochoruk, 1994). The development of these resources grew slowly during the 

1870-1930 period (Gillies, Prystupa, and Wynobel, 1977). In 1881, the Manitoba boundary was 

extended up to near the 53rd parallel (Moore, 1994). 

 In the winter of 1907/08 the northern rail line reached The Pas, and this spurred the 

economic development of the region. In 1910, the Finger Lumber Company began operations in 

The Pas, which became an operation worth upwards of $1,000,000 by 1919 (Mochoruk, 2004). 

Timber was harvested from the surrounding region and transported along rivers or winter roads 

into The Pas (Gillies et al, 1977). This operation could mill one million board feet per day and 

employed a workforce of 400 in the summer and 1,000 in the winter. There were also smaller, 

but still sizable forestry operations at Barrows and Mafeking (Mochoruk, 1994).     

 At first, Indigenous Peoples from the region were critical to the success of the economic 

activities as a source of cheap labour. However, in 1883, when the Manitoba railway collapsed 

and real estate in Winnipeg boomed white labourers were willing to work for cheap and the 

Indigenous employees were forced out of their jobs (Mochoruk, 1994). Additionally, these new 
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industries had a detrimental impact on the traditional uses of these resources because of over 

fishing and harvesting trees with no regard for reserve boundaries.  

 The leaders of the Dominion in Ottawa did not take much stock in the needs and opinions 

of those living in the north when making policy decisions. For instance, when creating the 

eastern boundary of Saskatchewan, the Laurier government disregarded a number of existing 

boundaries and the desires of the people living in the area. When word of the proposed boundary 

reached the north, the electors from The Pas region petitioned the government to have their area 

included in Saskatchewan, but their opinion was not considered (Mochoruk, 1994).  

The Canadian government neglected the north in four critical areas: general governance, 

Aboriginal policy, police presence, and education (Mochoruk, 1994; Mochoruk, 2004). The 

Dominion leaders continued to ignore any needs of the north until the early 1900s when the US 

infringed on Canadian rights to Hudson Bay, whaling and fur trading activities resumed, and the 

Canadian Northern Railway was extended to The Pas (Mochoruk, 1994; Mochoruk, 2004).                                

In 1912, under the Manitoba Boundary 

Extension Act, the Manitoba Government formally 

took jurisdiction over the region north of the 52nd 

parallel, thus creating the province as we know it today 

(Mochoruk, 2004). Unfortunately, as a result of the 

political battle between provincial and federal 

politicians in Manitoba and Ottawa while determining 

the fate of the north, “the people of the Northwest 

Territories and Keewatin had become pawns, and no 

thought was given to their powerlessness or to the 

Figure 5: Changes 

in Manitoba 

provincial 

boundaries 

(Government of 

Manitoba, 2017) 
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problems that Manitoba’s fight with Ottawa was prolonging for them” (Mochoruk, 2004, p. 150). 

The provincial government at the time wanted to take advantage of the economic development 

opportunities northern Manitoba offered (Mochoruk, 1994). This boundary extension more than 

tripled the area of the province (see figure 5) and brought many natural resources into the region. 

This change added a few thousand Cree people to the provincial population (Moore, 1994).     

 In the same year, construction of the Hudson Bay Railway began, which added additional 

economic boom to The Pas as it was the warehousing and employment centre for this project. 

The project also brought economic growth to Whisky Jack Portage and Norway House as sites 

for construction camps. Hudson Bay Railway construction brought prospectors to the area, which 

resulted in mineral discoveries in the area. Marble was discovered at Elbow Lake, copper was 

discovered at Wintering Lake, iron and gold were discovered at Herb Lake, and copper and zinc 

were discovered at Flin Flon (Mochoruk, 1994).  

 The northern port for the Hudson Bay Railway was originally planned at Fort Nelson, but 

unfortunately Fort Nelson was not well suited for a deep-water port. However, political forces at 

the time moved the Port Nelson project ahead without thorough consideration and $6,000,000 

was poured into the project. In 1918, the project was abandoned with the rail line stopping at 

Kettle Rapids. Construction did not resume until 1926 when Prime Minister Mackenzie King 

supported completion of the line. At this time the line was redirected to Churchill where the port 

was declared open in 1931 (Mochoruk, 1994).   

 The ore discovered at Flin Flon Lake turned out to be a lucrative discovery. In the winter 

of 1920/21 mining and food supplies were hauled in, two mine shafts were sunk, and the rail line 

extension from The Pas to Flin Flon was surveyed (Mochoruk, 1994; Gillies et al., 1977). In 

1928 the railway was completed, and in 1930 the processing plant was nearly complete and 



 

 

74 

 

consisted of four main units: the mill, the mine, the electrolytic zinc plant, and the copper 

smelter. Most of the labourers for the Flin Flon mine were newly arrived European immigrants 

from southern Manitoba (Gillies et al., 1977). 

 In the 1930s, the first northern Manitoba bush plane company, Lambair, was incorporated 

by Tom Lamb, a man from Grand Rapids. This company would buy hay, wood, furs, or other 

merchandise and transport them to the southern market. Tom Lamb invested in his business and 

the north by leasing 54,000 acres of wetland from the provincial government to encourage 

muskrat population growth. The result was Cree trappers bringing in only a handful of muskrats 

in 1930 and five years later the same trappers brought in 34,000 muskrats (Shilliday, 1995).        

 During the troubled times of the 1930s, northern Manitoba acted as an economic buffer 

for the southern population. Mining was in its fledgling stages in the 1920s and during the 

depression these mines attracted the unemployed from the south (Gillies et al., 1977; Steinburg, 

2012).     

 After the depression in the 1930s and the World War II in the 1940s, northern Manitoba 

experienced another boom in the 1950s when two new mining operations began. In 1951, a 

nickel-copper mine opened at Lynn Lake and in 1956, nickel was found near the current city of 

Thompson. This nickel discovery lead to the creation of Thompson, a hydro-power generating 

site on the Nelson River at Kelsey Falls, and a spur line from the Hudson Bay Railway 

(Shilliday, 1995). In total 2,500 people were employed to build the mining and smelting facility, 

which opened in 1961. By 1968, this facility employed a workforce of 1,800 and the population 

of Thompson had swelled to 20,000 (Shilliday, 1995).  

 In late 1950, the Royal Canadian Navy established an intelligence station near Churchill. 

This facility monitored military communication such as radio signals from the USSR during the 
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cold war and conducted research on aurora borealis. This base employed about 100 personnel 

and housed their families. In late 1965, the number of personnel was greatly reduced and the 

facility fully closed in 1968. The building was never repurposed and remains vacant to this date 

(Manitoba Historical Society, 2016).  

 In the 1960s and 70s, hydroelectric development took off in northern Manitoba. Four 

generating stations began operating in the region during this time: Kelsey in 1961, Grand Rapids 

in 1968, Kettle in 1974, and Long Spruce in 1979 (Shilliday, 1995; Manitoba Hydro, 2017).  

 Unfortunately, these booms were not without consequence. More people of course meant 

burgeoning waste management issues in the north – dealt with mostly through the development 

of “nuisance grounds” (dumps). Wildlife habitat and migration routes were also disrupted, which 

negatively impacted fisheries, hunting and trapping. As a result, communities such as Oxford 

House, which relied on the fur trade economy were no longer able to make a living from hunting 

and trapping, and their food source was diminished (Shilliday, 1995). Economic opportunities 

elsewhere were scarce, and as a result social and economic conditions in many Indigenous 

communities deteriorated. Additionally, some Indigenous communities were completely 

relocated (Chemawawin) or flooded (South Indian Lake) to allow for hydro development 

(Shilliday, 1995). In 1974, five First Nation bands living along the Nelson River formed the 

Northern Flood Committee to negotiate compensation payments with the provincial government 

and Manitoba Hydro. As of 1989, $180 million had been paid out in compensation (Shilliday, 

1995).    

 During the 1980s recession the resource industry in northern Manitoba took a hit. There 

were major layoffs at Sherritt-Gordon mines (400 workers) which impacted Lynn Lake and Leaf 

Rapids, and at the INCO nickel mine (2,000 employees) which impacted the City of Thompson. 
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The Town of Churchill also took a hit at this time as the last of the military families left, and the 

port needed major infrastructure improvements. The one positive outcome of the closed military 

facility was that Churchill could turn to a tourist economy fueled by tourists from all over the 

world coming to see polar bears (Shilliday, 1995).   

 Unfortunately, the economic situation has not improved. In 2016, the seaport at Churchill 

had to cut 100 positions (MacIntosh, 2016). The rail line to Churchill needs $43.5 million in 

repairs due to flooding in 2017 and has been out of operation for nine months (Kavanagh, 2017). 

Additionally, Thompson will lose 750 jobs in 2018 when the mining company, Vale, shuts down 

its nickel smelter (MacIntosh, 2016). Some jobs have been generated through Manitoba Hydro 

with the newly operational Wuskwatim generating station and the Keeyask generating station 

that is under construction (Manitoba Hydro, 2017). The provincial government recognizes that 

northern Manitoba is important to the economic health of the province, so has begun a ‘Look 

North’ initiative to engage with communities in the region and determine actions for sustainable 

development into the future (Look North Economic Task Force, 2017).  

 Through this brief history, I have tried to highlight some of the main forces that have 

shaped northern Manitoba. The historical context and forces, which have shaped the region, must 

be considered when creating present day policy. It may be necessary to counteract past political 

and economic decisions when putting in place current policies and programs. 

 

5.2 Current ELV Management and Scrap Metal Recycling Practices 

 
 This section describes the current ELV management and scrap metal recycling practices 

in northern Manitoba. As a brief overview, Table 3 shows some basic information about the 

communities visited, rough estimates of the ELV build up in each community, and a basic 



 

 

77 

 

description of quantity and location of other scrap metal. Following this, I will recount the 

current waste management practices gleaned from personal observation, photos from the 13 

communities visited, and descriptions of ELV management and scrap metal recycling from 

interviews with northern community members and experts who work with northern communities.   

 

Table 3: Summary of community information (First Nation populations are taken from INAC, 

2017; R.M and northern affairs community populations are taken from Statistics Canada, 2017) 

 

Communities in northern Manitoba have widely varying waste management systems and 

practices. All the communities I visited had a dedicated waste disposal site (landfill), however 

there was a large variation in the level of organization of the waste being brought to these sites 

between communities. Some communities, like Thompson and The Pas had significant material 

segregation with well-posted signage and eco-centres in their waste disposal sites. Both these 

communities also had separate recycling centres to handle household recyclable goods for 

shipment to Winnipeg. On the other end of the spectrum, communities like Opaskwayak Cree 

Nation and St. Theresa Point had waste disposal sites with very little segregation or signage, and 

had not yet begun collecting household recyclable goods. The other communities were 

somewhere in between.    

Yes No

Churchill ● 899 Fly-in/rail 200 - two locations Alot at scrap metal dump

Cross Lake First Nation ● 6079 gravel road 250 - most at the mechanic some at waste site

Flin Flon ● 4791 paved road no visible build up of ELVs Alot at waste site

Misipawistik Cree Nation ● 1266 paved road 200 at scrap yard Alot at scrap yard

Lynn Lake ● 494 gravel road 400 - three locations some  - in 5 locations

Leaf Rapids ● 582 gravel road no visible build up of ELVs some at waste site

Nisichiwayasikh Cree Nation ● 3017 gravel road 10 at waste site Alot at waste site

Opaskwayak Cree Nation ● 3350 paved road no visible build up of ELVs Alot at waste site

Snow Lake ● 899 paved road no visible build up of ELVs some at waste site

St. Theresa Point First Nation ● 4011 Fly-in/winter road 3500 Alot at waste site

The Pas ● 5368 paved road 150 in one scrap yard Alot at waste site

Thompson ● 12878 paved road 200 scattered around Alot in bales at scrap recycler

Wabowden ● 442 paved road 150 in scrap collection area some in scrap collection area

** These are rough estimates based on field observation/photographs and research trip notes - not an accurate count

Interviews conducted?
Population* Access Estimated number of ELVs** Other scrap?

* On reserve population is used for First Nation communities
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   One expert who lives and works in northern Manitoba described their observations from 

visiting the waste disposal sites in many northern affairs communities in the study area: 

And a lot of these sites, they're older sites, so they're not engineered sites. So, you don't 

have the leachate pond. You just have the garbage pit, and then the vehicles will be in the 

dump in an area, and they're not sorted properly, like the gas isn't taken out, the different 

filters, and everything. And then, white waste will be sitting there, like all the fridges and 

washers. So usually, that will just sit there and it's not an engineered site. ... But usually, 

there's no attendant, so it'll just be kind of a scatter of waste, or it will just pile up for a 

long time. ...it has become an issue that we need to get some of this waste out of these 

communities because it's really piling up and it's an environmental liability (Participant 

16). 

 

The province manages 50 northern affairs communities in the northern region and many of these 

are difficult to access. An expert from the region describes the situation for northern affairs 

communities as follows:  

 Participant 17: We’ve got a mixture of some that are on provincial highways or 

 provincial roads, others that are accessible only by plane, some by charter only and others 

 by rail only. And we  also have winter road access to most communities. Pretty much all 

 of them, except for one.  

 

 Interviewer: And winter roads offers three-month access? 

 

Participant 17: If even, with climate change it is variable. Last winter, I think we had 

about  a month and a half window. Technically, the roads are closed but a pickup truck 

can go, but if we are talking about bringing out heavy truck loads of material, that road 

might not open until the middle of January and be closed by the middle of February. 

    

 In general, I observed that larger communities with car dealerships, a few mechanics, and 

well-maintained roads like The Pas and Thompson had smaller amounts of ELV and scrap metal 

build up. Whereas, communities with smaller populations, one or no mechanics or other capacity 

to deal with older vehicles, remote access or poorly maintained roads like Lynn Lake, 

Wabowden, Churchill or St. Theresa Point has large amounts of ELV and/or scrap metal build up 

as shown in photos below. Comments from an expert who lives and works in northern Manitoba 

supported these observations by saying “Where I see real problems are on reserves and fly-in 
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communities where there is no readily available location for users to take their end-of-life 

vehicle so typically they end up rusting away in someone’s yard or drive way or even at a waste 

disposal ground” (Participant 19).  

 

Figure 6: A portion of the ELV and scrap metal collection in Wabowden 

 

Figure 7: A portion of the scrap metal collection in Churchill 
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Lynn Lake, a small rural municipality in northern Manitoba is in the middle of the road 

as far as waste management in northern communities. The waste disposal site for the community 

is orderly and has separated and well marked areas for waste oil, scrap metal, wood, tires, and 

products with asbestos. The town shop burns waste oil to heat the shop at the town yard. The 

community has yet to do much household recycling, as the town administrator described. 

A recycling program was just started this summer. As of yet, we are basically just storing 

recycling in that old building right there. It is drop off only, other than a couple of places 

like the post office… It is being stored and we need to ship it to Thompson. We have not 

shipped any out yet (Participant 2).  

 

Lynn Lake is struggling with managing their ELV and scrap metal waste stream. I observed three 

areas in and around the community with large collections of ELVs as partially shown in the 

following photos. 

 

 
 

Figure 8: Some of the ELV build up in down town Lynn Lake, Manitoba 
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Figure 9: Some of the ELV build up on the outskirts of Lynn Lake, Manitoba 

   

 ELV recycling in Indigenous communities is at the pilot/experimental stage and is quite 

ad-hoc. A couple of experts from Indigenous and Northern Affairs Canada describe the current 

situation as follows:  

 In my experience there really are no formal strategies for dealing with end-of-life 

 vehicles. From what you have seen at St. Theresa Point, I think [the community] has just 

 created a best practice, or is starting to create a best practice through a lot of trial and 

 error and perseverance. And, as you know, in Northlands, Sayisi Dene, and Lac Brochet, 

 I think it is... they are working with Aki Energy, a consulting group, to create a model, a 

 social enterprise model, for something similar. I don’t know what it looks like right now. 

 Again, it is not a formal strategy, but I think that people are starting to realise that they 

 need to figure this out and formalize it and make a process and a system of it. (Participant 

 24) 

 

Programs or strategies? There is no strategy. Government has no strategy. We are 

reactive, so the only time that we have made an effort to... it has all been ad-hoc soup 

until now there has been no program. We have done some neat things up in St. Theresa 

Point. We are trying to do some things through KTC as a pilot in three winter road 

communities: Brochet, Lac Brochet, and Sayisi Dene. (Participant 30) 
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St. Theresa Point First Nation began an ELV recycling pilot project in 2013. One community 

member worked to procure funding from INAC, Eco Action Canada, and Manitoba’s WRAPP 

grant (Mason, 2016). The community was able to obtain a car crusher and training to 

decommission vehicles. The community has partnered with a number of organizations, including 

Tire Stewardship Manitoba, Manitoba Association for Resource Recovery Corporation 

(MARRC), and Canadian Battery Association to remove stewarded products associated with 

vehicles from the community. MARRC helped the community to procure a used oil burner to 

heat the fire station in the community (Mason, 2016).   

 

 

Figure 10: Crushed cars in St. Theresa Point 
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Figure 11: Used oil burner in the St. Theresa Point fire station 
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Many northern community members find vehicle maintenance and repair very 

challenging. Outside of larger centres there are not many trained mechanics and the road 

conditions and weather can be hard on vehicles. Fortunately, most communities had somewhere 

to take vehicles for minor repairs. If there was not an official mechanic, then most communities 

seemed to have a couple of mechanically inclined individuals that could do some maintenance or 

repairs. However, a lot of cars are old and may not be worth it to repair or the shipping costs for 

parts might be too high. One northern community member described the situation appositely.   

 A lot of people if you are handy... Like Participant 12 was saying, there is two places, the 

 gas station and Gabe next door to them are the two people that are doing the 

 maintenance. But people say that at tundra buggy, and their friends, they will take their 

 vehicles down there to do oil changes or maintenance or things like that on their vehicles. 

 Or the fire hall, same thing. People that are members of the fire hall can use that. Guys 

 from the town can use the town shop. So... It is sometimes a problem getting parts or 

 things like that and of  course, the environment is a little harder on vehicles too. 

 (Participant 13) 

 

The more remote a community, the more difficult vehicle maintenance and repair becomes. A 

participant from a winter road access only community shared, “there are not many people with 

mechanic skills and it is hard to get parts” (Participant 14). Additionally, it is hard to take 

advantage of vehicle warranty. Participant 9 said, “We have some mechanics, and they can do 

basic stuff, but of course none are certified, like for GM or Ford so if you have warranty worked 

in it has to go out of town.”  

 All seven of the communities where I conducted interviews have the capacity, through 

community mechanics or public works employees, to do basic processing of ELVs or white 

goods, such as tire removal, draining the oil, and material segregation. However, the level of 

processing that each community does is different, depending on the level of financial and human 

resources, available equipment and training of the public works employees and/or community 

mechanic. Based on my community visits and interviews, I would say that for decommissioning 
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most communities remove gas, antifreeze, batteries, and some oil from vehicles. However, in 

general, I observed that most communities are not removing mercury switches from vehicles 

because of lack of knowledge about which vehicles contain mercury switches and where to find 

them, or removing refrigerants from vehicles or white goods because special training and 

equipment is required to do this. Workshop participants from a number of communities in 

northern Manitoba expressed that they lack the knowledge to remove parts for reuse or financial 

compensation (e.g. catalytic converter). Since there is not a thorough monitoring process it is 

highly difficult to determine how well different businesses or public works teams are doing in 

this regard. One expert who lives and works in the north is sceptical that much decommissioning 

is happening: “I don’t see them decommissioned properly because you see a lot of the fluids and 

that laying on the ground and the tires are still on them, stuff like that. They are not really 

recycled properly, I don’t think” (Participant 18).      

 There is only one official automotive recycling business in my northern study area: 

Alexanders Auto Ranch in Flin Flon. This business is a member of the ARM and services parts 

of northern Manitoba and northern Saskatchewan. They will tow from as far as Thompson, MB 

or Prince Albert, SK, but the distance they will tow from depends on access as shown on a sheet 

of popular towing kilometers produced by the business. Generally, in the study area parts get 

reused sometimes, but it is not an organized system, and it is happening less often as it becomes 

more common to buy new vehicles, as highlights in the following conversations with two local 

mechanics from different communities:  

 Participant 1:   Some people buy the used parts... 

 Interviewer: Ok. Do you keep track at all of used items that you might be able to sell 

 to people? 

 Participant 1: I haven’t really got an inventory set up...just pretty much... 

 Interviewer: You just try and remember what you have? 
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 Participant 1: Yeah...Yeah... I have a pretty good idea of what I’ve got here. A lot of it is 

 getting out dated, like, nobody seems to be driving their vehicles for that long anymore. 

 And... just the demand isn’t there anymore. Everybody is just buying new vehicles and 

 scrapping the old ones. 

 

 Interviewer: Do you remove any of the parts to fix other vehicles or anything like  that?  

 Participant 7: Yep. Most of the parts are already removed before they come to our 

 shop.  

 Interviewer: Ok. People in town know how to remove them? 

 Participant 7: Yeah, Yep 

 

 Community members and experts expressed a number of main concerns about the build-

up of ELVs and scrap metal in northern Manitoba communities. When asked to discuss their 

main concerns about ELV and scrap metal build up the 15 community members mentioned four 

different issues and the 19 expert participants mentioned similar issues. As shown in the 

following table, the top concerns were the same for both groups of interview participants. 

Concern 
Community 
Participants 

Expert 
Participants 

Total 
Participants % 

Environmental Contamination 5 13 18 52.94 

Items take up valuable space 4 4 8 23.53 

Safety 2 5 7 20.59 

Community aesthetics 2 3 5 14.71 

Unused resources (scrap metal)   3 3 8.82 

Lost value from burning   3 3 8.82 

Inefficient use of tax dollars   1 1 2.94 

 

Table 4: Summary of concerns about ELV and scrap metal build up from participant interviews  

 

5.3 Economic Viability of ELV Recycling in Northern Manitoba 

 

 Scrap steel, which makes up about 70% of an ELV (Wordsworth & Miller, 2011), is a 

global market commodity so the value can change every day and the value of scrap steel in 

Canada is influenced by international market forces. The price one can get for scrap steel 

depends on supply and demand, quality/quantity of the scrap, and location on the globe (ASM 
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Metal Recycling, 2017). Over the last 15 years the price of scrap steel has fluctuated greatly as 

shown by the red line (shredded scrap) in Figure 12. In 2002, the price for scrap steel on the 

American Metal Market (AMM) was under $100/gross ton, then by 2008 the price had risen to 

about $575/gross ton. By the end of 2008, the price plummeted back to just over $100/gross ton 

on the AMM. In the last ten years, the figure shows that the price of scrap steel on the AMM has 

fluctuated between about $125/gross ton and about $450/gross ton, with the price currently at 

$365/gross ton (SteelBenchmarker, 2018).    

 

Figure 12: Scrap steel prices on the American Metal Market from January 2002 – April 2018 

(SteelBenchmarker, 2018, p. 7)  
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The above figure demonstrates the fluctuations that steel prices have gone through, 

however the price does not directly transfer to the price an auto recycler will receive for the 

weight of a car body. Since 2014, Gerdau steel mill in Selkirk, MB has kept record of the price a 

recycler has received per tonne on a car body as shown in Figure 13 below. The lowest car body 

price at Gerdau Steel in Selkirk, MB in the last four years was $75/ton in October, November, 

and December 2015; and the highest car body price in the last four years was $240/ton in April 

2018. At another scrap metal buyer in Manitoba, EVRAZ recycling, the website indicated that on 

November 1, 2017 the price one would get for automotive steel was $150/net tonne and on April 

1, 2018 the price one would get for automotive steel in Winnipeg was $255/net tonne (EVRAZ 

Recycling, 2017). 

  

Figure 13: Historical car body prices at Gerdau Steel in Selkirk, MB from July 1, 2014 – April 

1, 2018 (adapted from an excel spreadsheet provided by Lisa Cipriano at Gerdau in Selkirk, MB) 

 

A study by the United States Environmental Protection Agency (USEPA) (2012) shows 

the average weight of a car body from 1975-2011, as shown in Figure 14 below. This graph 

shows that since 1990 the average vehicle has weighed at least 1600 kilograms, or 1.6 tonnes. 
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The gross vehicle weight allowed on a winter road in Manitoba is about 34,000kg (Manitoba 

Government, 2018b). Since the weight of an empty semi tractor-trailer is between 20,000-26,000 

lbs (US Department of Energy, 2010) or 9,091 – 11,818 kg this allows for approximately 

24,000kg in vehicle hulks. Therefore, a winter road community could ship out a maximum of 

approximately 15 1600kg ELVs. With this information one can estimate the earnings from a load 

of vehicles sent to the steel mill. From these earnings a community would subtract transportation 

costs, labour and equipment costs to determine net earnings. An example of such an analysis 

follows based on a study done in 2003 about removal of scrap metal from Churchill.   

 

Figure 14: Average weight of vehicles produced in the US from 1975-2011 (USEPA, 2012). 

 

In 2003, Earthbound Environmental (Penner, 2003) conducted a pilot study for scrap 

metal removal from Churchill, Gillam, Rankin Inlet, and Coral Harbour. A projected budget was 

prepared for each community and in each case a net loss per ton collected was predicted. This 

estimate was based on receiving $70/ton in revenue for scrap steel (Penner, 2003). This study 

factored in the cost of shipping crushing/baling equipment to each community, wages for paying 

staff, and the cost of transporting the scrap metal and estimated the cost per ton. Then this cost 

per ton was compared to the revenue per ton. The budget to process and ship scrap metal from 
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Churchill (Figure 15) predicted a net cost of $57/tonne so in order to break even on this project 

in 2003 the price received on the scrap metal would have needed to be $127/tonne. Therefore, 

with consideration for increased wages, transportation costs, and equipment costs since 2003, the 

current rate for scrap metal in unlikely to cover the costs of processing and shipping scrap metal 

from Churchill.  

 

Figure 15: Proposed budget from a study on scrap metal removal from Churchill (Penner, 2003).   
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5.3.1 St. Theresa Point 

 As discussed earlier in this chapter (section 5.2), St. Theresa Point First Nation, a winter 

road or fly-in community, began an ELV recycling project in 2013 and started shipping crushed 

vehicle hulks out of the community. As previously mentioned, in order to start this project St. 

Theresa Point First Nation used funding procured from INAC, Eco Action Canada, and 

Manitoba’s WRAPP Grant. Part of this funding went towards buying and shipping a car crasher 

to the community (Mason, 2016). To get this project started one community member volunteered 

his time for a few years. During an Island Lakes regional waste management meeting the ELV 

project coordinator from St. Theresa Point noted that there were about 5000 ELVs when they 

started the project in 2011 and have shipped out about 1500 vehicles so far in flat deck loads of 9 

vehicles per load. The community is backhauling the loads with Cameron Graham transportation 

at a rate of $1,000.00 per load. Therefore, an estimation on earnings per load in April 2018 is:  

(9 vehicles)(1.6 tonnes)($240/tonne) - $1000.00 = $2,456.00.   

However, in October, November and December 2015 when car body prices were only $75/tonne 

the earnings would have been: 

 (9 vehicles)(1.6 tonnes)($75/tonne) - $1000.00 = $80.00      

From these earnings you also have to subtract staff wages, and equipment/supply costs. I was not 

able to obtain the ongoing costs of running the program and through which programs these costs 

are covered, but it is unlikely the price received for the hulks is covering the cost of the program.       

 

5.4 Environmental and Human Health Impacts 

 As mentioned above when ELVs are decommissioned a number of hazardous materials 

should be removed, including oils, lead, batteries, gasoline/diesel, mercury, refrigerants, and 
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antifreeze. When this does not happen, these hazardous substances will likely enter the 

surrounding ecosystem and pollute the soil, water, air, flora, and fauna. Among the study 

participants, environmental contamination was the concern about ELV and scrap metal build up 

mentioned most often. In particular participants mentioned their concern for human and 

environmental health impacts from hazardous material contamination:  

 They fill up usable land, and create safety and environmental risk. Our water is being 

 contaminated (Participant 14). 

  

 I would say it’s a safety concern. Especially some of the stuff that’s not fenced in over 

 there (Participant 2). 

  

 From the environmental side, I think there is concerns about the liquids that are 

 remaining in the ELVs and the impact that is having on the surrounding environment: on 

 the water quality, on the possible food sources. You have traditional food that are being 

 consumed where animals may have been in the landfill site and they are now 

 contaminated so the food quality isn’t good. I think from a health perspective it is a 

 concern as well (Participant 27).  

 

Additionally, as part of my field research I observed and was told that generally these hazardous 

wastes are not being removed from ELVs before they are left to sit in communities. If left to sit 

without the hazardous wastes removed the potential human and environmental health impacts are 

frightening. 

In this section, I will summarize the potential environmental and health impacts of 

pollution from each of the hazardous materials in order to show why developing ELV recycling 

policy and sustainable waste practices is important to both human and environmental health in 

the province.  I have included the LD50 (lethal dose to 50% of the population) and LC50 (lethal 

concentration to 50% of the population) values in rodents for each material as a way to compare 

the hazardousness of the materials. The following figure summarizes this information.    
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Figure 16: Summary of LD50/LC50 values for hazardous wastes in ELVs (Adapted from 

Summerhill Impact, 2014, p. 29).  

 

 

A. Oils 

 Each ELV has about four litres of waste oil (ARC, 2010). Oil left in vehicles could seep 

into surface or groundwater and subsequently contaminate soil or drinking water, and harm 

aquatic flora and fauna (Summerhill Impact, 2012; Summerhill Impact, 2014). Merely one gallon 

of oil will contaminate one million gallons of water (Summerhill Impact, 2014). The LD50 (rat) 

for engine oil is >5,000 mg/kg over a four-hour exposure time and the LC50 (rat) is >5.2mg/l over 

a four-hour exposure time (Petro-Canada, 2017).      
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B. Lead 

 ELVs have three sources of lead, including: battery cable weights, tire weights, and lead-

acid batteries. Unmanaged lead can leach into soil and groundwater, and therefore pollute 

drinking water and the surrounding habitat. Humans may be exposed to lead through inhalation 

of contaminated air or ingestion of contaminated food, water, or soil (Summerhill Impact, 2012). 

No amount of lead exposure is considered safe for humans; it is a cumulative toxicant that 

negatively influences multiple body organs including the liver, bones, kidney, and brain. Lead 

exposure is especially detrimental to young children because they absorb four to five times more 

from an ingested source than adults do, and it can affect the nervous system and brain 

development. Once absorbed by the body, lead is stored in the bones and teeth where it accrues 

over time. Accrued lead is released into the blood during pregnancy, which exposes the 

developing fetus (WHO, 2016). When exposed to low doses of lead over time symptoms include 

headaches, insomnia, appetite loss, fatigue, abdominal pain, constipation, and irritability 

(Summerhill Impact, 2012). High levels of lead exposure cause coma, seizures, and in extreme 

case death resulting from attack on the central nervous system and brain (WHO, 2016). Lead is 

found in all ELVs and should be cause for great concern when considering the human and 

environmental health impacts of ELV build up in northern Manitoba. The LD50 and LC50 values 

are not available for elemental lead.  

C. Batteries 

 Most car batteries are lead-acid batteries, which contain lead, as discussed above, and 

concentrated sulphuric acid. There is about ten pounds of sulphuric acid in a car battery 

(Summerhill Impact, 2014). Sulphuric acid is very corrosive, and will damage tissue if it comes 

into contact with skin or eyes. If ingested or inhaled sulphuric acid will severely irritate the 
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respiratory or digestive tract resulting in trouble breathing, coughing, or choking 

(ScienceLab.com, 2013a). If batteries are broken or missing a cover, sulphuric acid could leak 

out and cause eye or skin damage to children and teens playing on ELVs, or adults removing old 

batteries. The longer a vehicle is left the more likely it is that sulphuric acid will leak out of the 

battery. The LD50 (rat) for sulphuric acid is 2140 mg/kg and the LC50 (guinea pig) for sulphuric 

acid is 510mg/m3 (East Penn Manufacturing Co., Inc, 2013).         

D. Gasoline/Diesel 

 Most vehicles, perhaps all those found in northern Manitoba still run off gasoline or 

diesel so one of these two fuels will likely be found in the gas tank of ELVs. Both of these fuels 

are highly combustible. Humans may be exposed to gasoline and diesel through inhalation, 

absorption, skin contact, eye contact, or ingestion. Gasoline or diesel inhalation will irritate the 

respiratory tract; cause dizziness, headache, or discoordination; and in extreme cases induce 

coma or respiratory arrest. If gasoline or diesel sprays in the eyes it will cause burning, irritation, 

and swollen eyelids. Additionally, if ingested by humans, gasoline or diesel will irritate the 

digestive tract, and cause nausea or vomiting (Ultramar Ltd, 2010). There are a few items of 

significance that are mixed in with gasoline and diesel. Gasoline contains the polycyclic aromatic 

hydrocarbons toluene and benzene, as well as ethanol. Benzene is a known human carcinogen 

(Ultramar Ltd., 2010). Diesel contains fuel oil #2 and kerosene. The LD50 (rat) for gasoline is 

>5,000 mg/kg and the LC50 (rat) is >5,000 mg/m3 over a four-hour exposure time (Imperial Oil, 

2017). The LD50 (rat) for diesel is 7,600 mg/kg and the LC50 (rat) is 4.1 mg/m3 (British 

Petroleum, 2011).    

 

 



 

 

96 

 

E. Mercury 

 In vehicles mercury can be found in anti-lock brake system sensors, tire balancing 

sensors, and light switches under the trunk and hood. The health impacts of mercury depend on 

the time of exposure and the route of exposure. For instance, if a human were to ingest liquid 

mercury the body would absorb very little mercury. Although, if a human were to inhale mercury 

vapours the body would absorb significantly more mercury and this could cause health problems. 

If mercury switches are not removed before crushing the mercury is released and creates air 

quality problems. Human health is affected by as little as 0.07 milligrams of mercury 

(Summerhill Impact, 2012). The LD50 and LC50 values are not available for elemental mercury 

(Waste Management Solutions, 2015). 

 When released into the environment bacteria transform mercury into methylmercury. 

Methylmercury is particularly dangerous because it bioaccumulates in fish and shellfish, and 

biomagnifies when predatory fish prey on smaller fish (WHO, 2017). One mercury switch in a 

vehicle contains one gram of mercury, and this amount of mercury is enough to contaminate 3.8 

million litres of water beyond limits safe for aquatic life, or 0.26 µg mercury/litre or water 

(Summerhill Impact, 2012). The LD50 (rat) for methyl mercury is 29.9mg/kg (Young, 1992).        

 Two populations are most susceptible to methylmercury poisoning (WHO, 2017). The 

first is foetuses, which may be exposed to methylmercury in the womb. Methylmercury can 

negatively affect fetal nervous system and brain development. This results in impaired language, 

memory, cognitive thinking, and fine motor development in children (WHO, 2017). 

 The second population susceptible to mercury poisoning is people groups who are 

routinely exposed to high amounts of mercury through their occupation or reliance on 

subsistence fishing (WHO, 2017). The World Health Organization (WHO) (2017) notes that, 
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“Among selected subsistence fishing populations, between 1.5/1000 and 17/1000 children 

showed cognitive impairment (mild mental retardation) caused by the consumption of fish 

containing mercury” (para. 8). Canada is one of the countries included in this statistic (WHO, 

2017).    

 The presence of mercury in ELVs in northern Manitoba is particularly concerning for a 

couple of reasons. First, much of the ELV build up in northern Manitoba is close to lakes and 

rivers which are in danger of being contaminated by small amounts of mercury. Second, fish is a 

popular food source in northern Manitoba so methylmercury could be building up in the food 

chain and then consumed by humans, which has potential to affect fetal development.  

F. Refrigerants  

 There are two types of refrigerants used in air conditioning units of vehicles: HFC134a 

(1,1,1,2-tetraflouroethane) and CFC-12 (dichlorodifluoromethane). CFC-12 was banned because 

it is a greenhouse gas, which significantly depletes the ozone layer. Although it is no longer 

used, it is commonly found in vehicles made prior to 1996. The stratospheric ozone layer filters 

out ultraviolet light, particularly UVB. Increased UVB radiation is harmful in a number of ways, 

including increased skin cancer risk, and increased ground-level ozone (Summerhill Impact, 

2012). Ground-level ozone is a secondary pollutant, which is produced when nitrogen oxides 

(NOx) and volatile organic compounds (VOCs) react. Ozone has been linked to pre-mature 

mortality and increased asthma symptoms. Ozone also affects fauna; it can decrease crop 

productivity, harm flowers and shrubs, and is likely contributing to general forest decline in 

Canada (Environment Canada, 2016).  

 HFC134a is less harmful than CFC-12 because it does not deplete Earth’s ozone layer, 

however it is a greenhouse gas. One kilogram of CFC-12 is equal to 10.9 tonnes of carbon 
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dioxide and one kilogram of HFC134a is equal to 1.18 tonnes of carbon dioxide (ARC, 2010). 

The LC50 (rat) for CFC-12 is > 760,000 ppm over a four-hour exposure period (National 

Refrigerants, Inc., 2015). The LC50 (rat) for HFC134a is 567,000 ppm (National Refrigerants 

Ltd., 2015). In the case of ELV build up in northern Manitoba, there is likely a large proportion 

of vehicles from before 1996 because they have been building up for a number of years and used 

cars are common. 

G. Antifreeze 

 Antifreeze is found in the radiator of a vehicle. Antifreeze contains ethylene glycol, lead, 

cadmium, and chromium (Summerhill Impact, 2012). Lead and cadmium are two of the metals 

used by industry that are considered most dangerous to humans and the ecosystem in which we 

live. Lead, I have discussed previously. Cadmium is classified as a human carcinogen and has 

toxic effects on the respiratory system, skeletal system, and kidneys. Cadmium can contaminate 

drinking water or bioaccumulate in flora and fauna, such as molluscs, crustaceans, vegetables, or 

starchy roots (WHO, 2010). Humans is northern Manitoba are most likely to experience 

cadmium poisoning if the heavy metal leaches into the water they drink.       

 Ethylene glycol can affect human health through inhalation, ingestion, and eye contact 

(Centres for Disease Control and Prevention, 2014). Humans that inhale or have eye contact with 

ethylene glycol only experience mild effects (Gomes, Litelpo & Meek, 2002). A study with 

twenty male participants, showed that after exposure to 67mg/m3 of ethylene glycol vapour for 

thirty days, only some participants experienced mild health effects, including headache, throat 

irritation, and back pain (Wills et al., 1974). Ethylene glycol only mildly irritates the eyes and 

can be easily rinsed away.  
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 Ingestion of ethylene glycol has the most severe human health impacts. Lethal oral doses 

of ethylene glycol range between 0.4kg/kg of body weight to 1.3g/kg of body weight (Gomes et 

al., 2002). The LD50 (rat) for ethylene glycol is 4,700 mg/kg and the LC50 (rat) is >200 mg/l over 

a four-hour exposure time (Science Lab.com, 2013b). The LD50 (mouse) for cadmium is 890 

mg/kg over a four-hour exposure time and the LC50 (rat) is 229.9 mg/m3 over a four-hour 

exposure time (Science Lab.com, 2013c). 

 Ethylene glycol toxicity occurs in three stages, beginning with central nervous systems 

damage (lethargy, intoxication, seizures, or coma), followed by heart and lung damage 

(tachycardia or hypertension), and finally kidney damage or failure. Additionally, neurological 

impairment (slurred speech, impaired vision, facial paralysis, or diminished motor skills) may be 

seen as much as several weeks after ingestion (Gomes et al, 2002).      

 

5.5 Barriers to ELV and Scrap Metal Recycling in Northern Manitoba 

 
 There are a number of barriers to ELV and scrap metal processing and recycling in 

northern Manitoba that must be considered in developing any type of coordinated response or 

framework for ELV processing and recycling. When interviewed, research participants were 

asked to identify and describe any barriers to ELV and scrap metal recycling and a summary of 

responses from the 34 participants is provided in Table 5 below. As you can see, the three top 

concerns were financial barriers, lack of community capacity and remoteness. A number of these 

barriers were also mentioned at the workshop, especially financial barriers, remoteness, lack of 

community capacity, and the lack of PRO participation in northern Manitoba. In this section, I 

focus on the comments participants made about these three barriers, and then highlight some key 

points brought up about the other barriers.   
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Barrier Community 
Participants 

% Expert 
Participants 

% Total 
Participants 

% 

Financial 10 66.67 17 89.47 27 79.41 

Lack of community capacity 8 53.33 14 73.68 22 64.71 

Access/remoteness 4 26.67 9 47.37 13 38.24 

Lack of program or 
coordination 4 26.67 8 42.11 12 35.29 

Legislation 5 33.33 4 21.05 9 26.47 

Other community priorities 1 6.67 7 36.84 8 23.53 

Difficulty accessing Gov't or 
PRO programs 

1 6.67 5 26.32 6 17.65 

Community politics 0 0.00 6 31.58 6 17.65 

 

Table 5: Summary of the barriers to ELV recycling mentioned by interview participants. 

5.5.1 Financial Barriers 

 The most common financial barrier mentioned by community participants was 

transportation cost. This financial barrier was brought up by 27 participants. Here are some 

thoughts from community participants: 

  I talked to one of the local ... uh... trucking outfits to see if maybe they could haul a load 

 down and see what it would be worth but I figured out that with what they could haul and 

 the price of scrap it would end up costing money to actually do it so I’ve just been piling 

 it up for now (Participant 1).  

 

 I think transportation costs are probably the biggest hurdle (Participant 10). 

 

 It’s finance, it’s money, because it costs so much to actually take the material from here 

 and load it on a railcar and ship it out (Participant 13).  

 

 The cost of transportation is the biggest thing. ...a couple of years back you got $250 per 

 tonne of material that you hauled to Winnipeg. Well, if you take a truck it can haul one 

 tonne. $250 is not getting that truck to Winnipeg. You might get it to Grand Rapids if you 

 are living here. It is a big cost to communities that aren’t really funded for stuff like that 

 (Participant 18).  

 

Community participants also expressed that lack of community capital to hire enough staff is 

preventing the processing and recycling of ELVs and scrap metal. For instance:  
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 And if you are doing this off the side of your desk it is going to slip and... Then you go, 

 okay, I will pull that backup later. And it is important but we don’t have the resources to 

 commit one person to dealing with all of these organizations and filling out all of the 

 paperwork (Participant 12). 

 

 Participant 9: We’re all tied up, and overworked. Like, P8 is running around... 

 Participant 8: Yep. 

 Participant 9: ...and I don’t have time to work at it. People don’t. 

 

There is a lot of equipment and time needed to properly process ELVs and smaller communities 

are quite limited in the number of waste management staff they can hire, and the equipment they 

can purchase. Sharing equipment of course makes sense, but this requires coordination and 

issues of remoteness often limit the feasibility of this. 

 Respondents also commonly mentioned processing costs along with transportation as 

being a significant financial barrier as captured in the in the following comments.  

 In the north we have...I am sure you know this...We have greater issues in that the cost of 

 transportation will eat up some form of profit or some form of benefit that you wouldn’t 

 necessarily face down south. So definitely, it is an uphill battle up here and an even 

 greater one when you are on a winter road (Participant 19). 

 

 ... most pilot projects that we have started have been stalled around the funding and the 

 shipping infrastructure (Participant 25). 

 

 Another one is the transportation of the goods from remote communities. And the third 

 one is probably the value of the goods once the processing has been done (Participant 

 22). 

 

 It is the cost of doing the actual metals recycling versus the amount of vehicles and white 

 goods that are up there. The equation doesn’t make sense until you start getting closer 

 and closer to population. Therefore, it just becomes that reverse logistics. You can get 

 them up there but nobody is interested in getting them out again (Participant 32). 

 

A scrap metal buyer from Gerdau Steel summarized the situation well:  

 

 It is an area that would require a very high scrap price in order to justify the freight, 

 because the truck would have to come from Lynn Lake down and it is going to be a full 

 day down, at least, and a full day back. So, you are only going to get two loads a week, at 

 the most. In order to have a piece of equipment up there loading the material you would 

 need like fifteen trucks going all the time. Otherwise you are going to do one load and 



 

 

102 

 

 then wait for another two days for another truck to come and that piece of equipment and 

 operator is $1000 or $2000 a day (Participant 28).  

 

5.5.2 Lack of Community Capacity 

 Lack of community capacity was recurrently mentioned by most community participants; 

the experts interviewed, especially those from the provincial and federal government; and PROs 

who have worked directly with communities. Participants mentioned lack of equipment, staff, 

waste management knowledge, training, and equipment within communities in northern 

Manitoba.  

 Yeah, we don't have the capacity really to do much, so it's sometimes an issue. So, our 

 public works sometimes is the guy that will be running the water treatment plant. He’ll 

 also be taking care of the lagoon. He'll also be trying to manage the waste disposal site. 

 He might be doing everything in the community, so things get dropped. And, it seems 

 like with the northern communities, it's usually the dumps that are not in compliant 

 because we're working on other things. And the issues of not having proper equipment... 

 (Participant 16). 

 

 Also, the communities don’t have crushers and the equipment to do that either. Some of 

 them don’t even have the heavy equipment to move them around. So, if it’s dropped off 

 at the dump, there might not necessarily be a tractor to move it around (Participant 17). 

 

 Some communities really don’t see the importance of it and they see the dump as end-of-

 life grounds for appliances or cars, but they don’t understand the risks and they don’t 

 understand their license, the regulations, and that this waste should actually be coming 

 out of the sites (Participant 16).  

 

One participant mentioned how lack of capacity contributes to the build up of these wastes 

initially: 

 The other problem in these remote communities is there is very little ability to repair 

 vehicles, so when they take a vehicle out to the remote community, when it breaks down, 

 there is really virtually no way to fix it. The other problem, is that many of the First 

 Nation communities unfortunately are impoverished, and of course they don’t buy a very 

 good car when they take it out, so the cars have a habit of making their way out to these 

 communities and that is where they stay (Participant 31). 

 

Among community participants lack of training was commonly mentioned. 
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…that is probably the biggest hurdle, is someone who can… who is local or at least within 

an hour who can actually deal with hazardous waste (Participant 10). 

 

I don’t think we have anybody on our staff technically qualified to remove Freon so it just 

sits in a holding pattern there (Participant 12). 

 

Additionally, a number of community participants mentioned a lack of public education when it 

comes to proper waste management practices.  

 ...education, definitely. General knowledge about what can be done, that there can be 

 things done to have less of an impact on the environment. Whether it is properly 

 decommissioning them, or repurposing different things (Participant 12). 

 

 Yep, that’s right. The only thing is that, like [participant 12] was talking about earlier, it’s 

 the education in the community even now, a lot of people will… We used to have 

 recycling beside the shop and we got rid of it because it just became too time-consuming 

 because people will pull up and they’ll go dump: furniture, chair, table... Oh while I’m 

 here... Car battery, garbage bag... And so we have, you’ll see, when we go for a ride, at 

 the scrap metal dump there is a massive pile of scrap there, but in there is also wood and 

 plastic, and whatever just because people will go there (Participant 13). 

 

 And, I think that a lot of times that the easiest way that people think is just to dump it 

 somewhere and they don’t have to deal with it. But, that could be an issue because there 

 is an education that those items are hazardous waste that are bad for the environment. So, 

 education would probably be another one (Participant 10). 

 

Unfortunately, in northern Manitoba communities, many residents have not been educated in the 

consequences of improper waste management. 

Therefore, with this combination of lack of knowledge, staff, equipment, and training it is 

difficult to put infrastructure and programs in place to begin habit changes in communities. 

5.5.3 Remoteness 

 A third barrier to ELV and scrap metal recycling in northern Manitoba most mentioned 

during interviews was remoteness. When asked what is preventing the community from 

recycling more ELVs participant 14 responded, “The remoteness and the length of time the 

winter road is open.” Participant 10 noted that because of location it would be a risk for an 
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automotive recycling business to operate in the region: “I think that appeal for a company is 

definitely a barrier for us up here, but is definitely also a business opportunity probably.”  

 A few Manitoba government employees, who work with northern affairs communities 

and live in northern Manitoba, described how difficult it can be to remove waste from a 

community: 

 Sometimes we have to wait for the winter road to open over the lakes. So that gives you 

 about a month or two to get equipment or semis into the community if we were going to 

 haul out the waste. So there's different challenges with that. And if you were to haul 

 something on the train, it's thousands and thousands of dollars (Participant 16). 

 

 The remoteness. It’s the access, for a lot of the communities, especially the ones that are 

 on the train or winter road only. Some of the winter roads, are up to 12 hours drive, just 

 to get to the community from here [Thompson], let alone Winnipeg (Participant 17). 

 

 Any transportation that happens on Highway 280, just in case anyone is listening out 

 there. Anything that is happening on PR 280 is definitely a challenge. I don’t know if you 

 are aware of that road. It goes from Thompson to Split Lake and to Gillam. This road has 

 had heavy traffic from the Hydro development on it and it is just horrendous (Participant 

 19).  

 

When a community is so remote that there is fly-in or winter road access only, the challenges are 

even greater for timing and organization within the community as clearly evidenced by the ELV 

recycling project in St. Theresa point:  

 Participant 21: The whole scenario changes significantly when it’s not only remote, but 

 remote, by only access of winter road.  

 

 Interviewer: Right. 

 

 Participant 21: The main limitation is basically, the 6-week window, what I mean is for 

 transportation. In fact, probably 2 years ago it was only 4 weeks, because of a lot of 

 warmer weather and so that means the rest of the business has to take place 

 throughout the year so they’re ready when time hits. Because truckers, when they arrive 

 on scene to pick up the load that has been crushed, they don’t want to spend any time 

 there. They just want to get in and get out because otherwise the meter will tick. 
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5.5.4 Additional Barriers 

 As noted above, a number of other barriers were mentioned during interviews and at the 

workshop. Some of them are worth further emphasis such as lack of program of coordination, 

legislation, other community priorities, difficulty accessing PRO programs, and lack of public 

education.  

5.5.4.1 Lack of Program or Coordination  

 Another barrier to ELV and scrap metal recycling is a lack of programs and/or 

coordination within communities, or from waste organizations and government. Programs that 

do exist are often not active in the north. A number of community members expressed this 

concern along the following lines: 

I think having a regular service provider to remove the vehicles from the community. 

That’s a barrier for us right now. If we had one that was...could say I am going to be in 

once a month and then I think you’d have more proactiveness in the community in 

regards to, you know...there’s somebody coming and they have a place to take the vehicle 

without doing “x” amount of things to it prior (Participant 3). 

 

 Lack of any program. Lack of knowledge of any particular program would be a barrier 

 (Participant 2). 

 

 So... there’s some sort of start up, and then, where’s the depot, where do we take them. 

 And then we need trucking, right. So, everything from start to finish (Participant 9). 

 

Since there is no particular program for ELV or scrap metal removal in the province, other than 

through the private sector that is not operating in the north, communities are at a loss on how to 

start. The interview data and workshop discussions underscore that participants feel there are so 

many steps to the ELV recycling and waste removal process that community members are 

overwhelmed and do not feel there is much support from the PROs or higher levels of 

government for processing and removal of these wastes. A number of experts interviewed shared 

similar sentiments: 
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 there is also I think a barrier of... there is no coordination of this [ELV recycling] in the 

 province and so every community is held to do their own thing and figure out how they 

 are going to do that. Not everybody has a crusher and not everybody has the money for 

 the crusher so there is funding... If you are going to be talking about end-of-life vehicles 

 and hauling them out, first you need a crusher to deal with that. You need to know how to 

 decommission, you need health and safety regulators, you need people that are certified 

 to do that. The communities don’t have the infrastructure in place to be able to manage it 

 themselves, so only the ones that are absolutely wanting to do this, and through hell or 

 high water are going to get it done... (Participant 29). 

 

An expert participant from government shared some thoughts on the lack of government 

strategies for handling these wastes:  

 We have no program. We don’t even recycle, let alone recycle white goods and end-of-

 life vehicles. We have no way of removing the CFCs and other refrigerants. It is the wild 

 west, essentially. Where do you start, you know? (Participant 30)  

 

Lack of coordination is also preventing the most efficient removal of wastes from communities. 

An expert, from a PRO in the province, has seen this in the case of missed backhaul 

opportunities. He said, “Truckers would be ready to leave a community but the load wasn’t ready 

so they would leave because the value in their time is hauling freight to the north. If they can get 

a backhaul, great, and if not then it isn’t worth them wasting their time” (Participant 28). 

 This lack of coordination also results in ELVs and scrap metal waste being spread out 

around the community. Participant 31 notes, “unfortunately in some of these communities that I 

have been to, when the car dies or the white good is done, they just abandon it where it died or 

they kick it out the door and it is very sad.”   

5.5.4.2 Legislation 

 Community participants frequently mentioned that government legislation or rules 

imposed on them by waste organizations are difficult to comply with, and thus are barriers to 

ELV and scrap metal removal. Participant 12 said, “There is a lot of red tape to try to do the right 

thing a lot of the time. I find that it is a lot more challenging than it should be to get these things 
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going.” Participant 18 expressed that, “my feeling anyway, from living up north all my life, is 

that the province has to get away from the perimeter thinking. Which is, anything inside the 

perimeter is great, everything outside doesn’t exist really unless there is a problem.” One 

participant expressed frustration about the rules required by PROs: ...we have got this small 

population of less than 800 so to fill up a railcar to send things out separated takes a lot of time 

(Participant 12).  

5.5.4.3 Other community priorities 

 My data also indicates that northern Manitoba communities face many challenges and 

often find it hard to justify putting resources to environmental initiatives such as ELV recycling. 

The situation is sometimes bleak, for instance: 

 ...some of these communities have other much more pressing issues that they have to deal 

 with. Not discounting the importance of a clean environment, but when you have got kids 

 committing suicide left and right, or if you have got a waste water treatment plant that is 

 discharging raw sewage into the river and lake that they fish out of all the time and take 

 their water from, it would fall back in the list of priorities (Participant 19). 

 

One community participant captures nicely a picture of some of the difficult decisions 

community governments face:  

 Other greater priorities would be a barrier. We have so many priorities: town 

 development, water, just general infrastructure ... to name three things that are quite large 

 and encompassing that would be a priority before any more eco-y and recycle-y type 

 things. I mean...even the recycling program wasn’t a demand by the community. That 

 was something that we did and kind of found a creative way to do it at a fairly affordable 

 rate, but that’s the only way it was going to happen (Participant 2). 

 

 I don’t think the disposal of end-of-life vehicles is the number one priority of people in 

 the community. We have a boil water advisory, for example. If we get a million dollars, 

 where do you think people would rather put it? Setting up a vehicle recycling/better scrap 

 yard or getting better water? (Participant 2). 

 

Provincial and federal government representatives also need to choose what to prioritize when 

helping communities. For example: 
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 But again, sometimes water will come before waste in what we need to take care of 

 (Participant 16). 

 

 First Nation priorities is housing, social assistance, and education. Everything else takes a 

 lower priority, especially the environment and garbage and stuff like that (Participant 30). 

 
  Then, in some of the communities they are still sorting out... again, it is priorities, they 

 are still sorting out do they have adequate housing or fresh drinking water or sewage. A 

 derelict vehicle might be somewhat down the list, as are tires or any other waste 

 (Participant 34). 

 

5.5.4.4 Difficulty accessing PRO programs 

 

 Manitoba has 12 PRO programs and 3 of them are responsible for hazardous wastes in 

vehicles: tires, batteries, and waste oil/antifreeze. In general, the interview and workshop data 

indicate that northern communities feel neglected by these organizations or are not even aware 

that they exist. An administrator from one of the communities shared some feelings of 

frustration: 

 We have reached out to couple different agencies, including Green Manitoba and some of 

 the stewardship agencies, but it is really challenging. It is like a full-time job to hound 

 after these people to figure out what you need to do (Participant 12). 

 

Government employees that support communities with waste management planning shared 

similar sentiments: 

 I have to agree with them [northern communities]. It is very confusing and it is hard with 

 the different programs and because they are not meant to overlap (Participant 24). 

 

 Certainly, the PROs can do a better job in terms of making their services available and 

 getting them established. There is something there (Participant 26).  

 

 That is really frustrating, because the PROs that have the obligation to get their products 

 out are really not doing a good job of working together and telling INAC what they need 

 as far as a building and area and how to actually get it out so that you remove those 

 barriers. We have to make it as simple as possible, and they are not making it simple at 

 all. Also, the province is partly to blame on that because they have the ability under their 

 act to change things and make these guys all work together rather than as 20 separate 

 silos (Participant 30). 
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 ...for a First Nation to have to phone around and get different people to pick up tires 

 versus  batteries versus white metal versus whatever is a challenge, especially in these 

 winter  road communities, these remote communities (Participant 30).  

 

 

5.5 Summary 

 My field research and the workshop firmly establish that ELVs and scrap metal continue 

to be a protracted waste management issue in northern Manitoba, especially in smaller and/or 

more remote communities. I observed large collections of these wastes, as shown in the pictures 

above, and research participants expressed concern about the build-up of these wastes in their 

communities. Before St. Theresa Point began to decommission, crush and ship vehicles they 

counted approximately 5000 vehicles in the community. As of March 2017, when I visited St. 

Theresa Point, approximately 1500 of these vehicles had been sent to Gerdau Steel in Selkirk for 

recycling.      

In addition, vehicles contain many hazardous substances that may be harming the soil and 

water quality in and near northern Manitoba communities. For this reason, community members 

and experts that work with northern communities are concerned about the human and 

environmental health impacts of ELVs. Unfortunately, it also became clear that the waste 

management knowledge and general capacity of northern communities for ELV recycling in 

particular is such that communities cannot tackle removal of these wastes on their own. 

Additionally, the economic investment and risk to recycle ELVs and scrap metal is often seen as 

too much for communities to bear on their own, especially in the face of other issues like clean 

water and economic development. As a result, participants clearly saw the need for the 

development of a coordinated plan of action for ELV and scrap metal recycling in the north. 

Many also noted that this was not the first time such an outcome had been recommended. 
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 Despite having concerns about ELV and scrap metal build up in northern Manitoba 

communities little has been done to date due to the barriers mentioned by research participants.   

Economics was by far the most mentioned barrier during the interviews and workshop, which is 

backed up by a study regarding scrap metal removal from Churchill (Penner, 2003). Remoteness, 

the barrier mentioned second most often, is closely linked to economics, as is community 

capacity because training staff and acquiring equipment uses capital. With all of these barriers, it 

makes proper processing and removal of scrap metal wastes from individual communities in 

northern Manitoba very challenging. Considering this, for communities to begin processing and 

removing these wastes without outside support is very unlikely. Just to overcome the most 

mentioned barriers of finances, remoteness, and lack of program or coordination is very 

overwhelming, not to mention the additional barriers of legislation, lack of community capacity, 

other community priorities, difficulty accessing PRO programs, and lack of public education. All 

of this points to the need for a framework, the implementation of which helps to ensure the 

sustainable removal and recycling of ELVs from northern Manitoba. 
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6. Developing a Framework for End-of-Life Vehicle Recycling in Northern 

Manitoba 
 

 As a result of the literature reviewed, field observations and participant interviews, a 

Framework for ELV Recycling in Northern Manitoba was developed and presented at a one-day 

workshop in Thompson for stakeholder feedback. This chapter shares some interview data that 

informed the framework along with the literature and my observations, then presents the original 

version of the framework provided to workshop participants. This is followed by the outcomes of 

the workshop and a summary of the changes that were made to the framework based on 

stakeholder feedback at the workshop. The final version of the framework can be found in 

Appendix C.  

 

6.1 Moving Forward with ELV and Scrap Metal Recycling in Northern 

Manitoba 

 
 When asked for ideas to solve the barriers to ELV and scrap metal recycling community 

participants came up with some excellent suggestions. The most common idea among 

community participants for solving barriers is financial assistance from the government. This 

idea was mentioned by five community participants, for example:  

 Well, I think that there has to be a serious outlook through the province and other 

 organizations. That is the only way that a remote community like Tadoule Lake or 

 Shamattawa will ever have their stuff taken out (Participant 13). 

 

 I am not a person that wants to say the government needs to do this, the government 

 needs to do that, that’s not personally how I am. But I don’t see a lot of options or ideas 

 for dealing with something like scrap metal recycling that do not involve a higher level of 

 government having to bear the cost (Participant 2). 

 

In addition, four different community participants mentioned the need for public education:  

 ...education, definitely. General knowledge about what can be done, that there can be 

 things done to have less of an impact on the environment, whether it be properly 



 

 

112 

 

 decommissioning them or repurposing different things. I have noticed a huge change in 

 people, particularly in Churchill, realizing the importance of the environment and 

 recycling (Participant 12). 

 

 If the government is serious, if people are serious about making it happen, and if like 

 yourself, if you are interested in this kind of stuff in northern Manitoba, it has to be a 

 program that has no cost for people up here. And, I think even then there would still need 

 to be an education campaign around why it’s good and why it’s important (Participant 2). 

 

Community participants also mentioned the idea of a regional approach a couple of times.    

  

 So, we’re at the brink of trying to get going I guess. We’ve been in discussions with 

 INAC, even for a regional waste management site, like between Cross Lake and Norway 

 House, two big communities (Participant 9). 

 

 I know in some of the regions we look after they are looking at different...like a regional 

 site. If a regional site was funded enough to get all what they get to down south where 

 everything is recycled. I think it would be a cost savings for the communities because 

 they wouldn’t have to transport so far and things could just get delivered here but then 

 you would have to have the funding to pay for itself to actually get all the stuff down 

 (Participant 18). 

 

As well as ideas for making collection and transportation more efficient: 

 

 I know in Thompson, and I know hydro just puts containers in their landfill and takes 

 their waste down south. They are just starting to do that though. But we can start doing 

 something like that just for the white goods because they do just build up (Participant 7). 

 

 To me use of the rail would be an idea. Is to actually have cars sitting...most of the 

 communities have the sides where you can actually leave a train car...which to me would 

 be a good idea because the railway has the loaders and stuff like that that travel on rails 

 also. To me it would be more like a transfer station in the communities where they could 

 stockpile everything for a year and then haul basically everything out. Whether it be one 

 train that comes from Churchill to Winnipeg or coming into Thompson (Participant 18). 

 

A white goods recycling business in Thompson emphasized a couple of times that more storage 

would be helpful. Participant 15 said, “Open up land for storage until prices increase” and “More 

storage, there is the capability and equipment here, but not storage.”  

 When asked for ideas to solve the barriers to ELV and scrap metal recycling expert 

participants came up with a wealth of suggestions. Public education and a regional coordinated 
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approach were the two ideas mentioned most often. Expert participants noted that public 

education needs to happen locally, right in the community: 

 I guess at the community level there is leaders that could, whether it be through posters 

 or brochures, to have the community more... To raise the awareness and have them buy 

 into programs (Participant 22). 

 

 When we did the CCME project, there was some really cool education that was done and 

 that is something that really needs to be done locally. For example, in a lot of these 

 communities there may be multiple languages that we need to deal with so that is not 

 something that we are going to just take an education program from down here and 

 transplant it. That is something that does need to be designed for the local community, I 

 think (Participant 23). 

 

 Not only continuing to work with chief and council and leadership, but I think we have 

 to get into the households and the schools still as well with that. So, understanding the 

 impacts of having these materials in your community. I think you get a tipping point of 

 an awareness, then communities will want to shift and shift with leadership hopefully 

 doing that. I think building education materials for community members and leadership 

 can help (Participant 24). 

 

 I think it is really just talking to people about waste, like what happens to it. People don’t 

 realize that a plastic bag takes x number of months to biodegrade. It is part of that. Or 

 maybe they do realize and they just really need a system in place to be able to recycle 

 their goods. I think a lot of it is teaching and a lot of it is listening (Participant 27). 

 

An expert participant from INAC mentioned that community-based public education is part of 

the waste management program that is beginning in a few KTC communities. Participant 30 said, 

“There is going to be training of the people who actually operate the equipment, but there is also 

going to be a public exercise through schools and through public community forums to raise 

awareness.”   

 As mentioned above, a second major theme among expert participant ideas for improving 

ELV and scrap metal recycling for northern Manitoba is a regional-coordinated approach so that 

multiple communities could work together, and different PROs and levels of government could 

work together.  
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The ones that I have seen be successful, are the ones where there is an operator going 

around the province, almost on a milk run. If we could plan it with them, if we knew 

when they were coming, we might be able to work with them, to get things ready, or at 

least get the community a heads-up. …if we know what their circuit is then we can help 

plan it out (Participant 17).  

 

 ... we need to look at it from a regional or a muti-stakeholder... It is not cost effective just 

 to do one First Nation at a time we have to look at multiple First Nations and grouping 

 them together (Participant 30). 

 

… because some of the items that come out of a car are stewarded it doesn’t make sense 

to have the silos of, I am a tire guy, I’m a battery guy, I’m an oil guy. It is all coming out 

of the same place (Participant 32).  

 

I think part of the equation to is better organization and better information flow so that 

when the opportunity arises, when there is a trucking company that routinely backhauls 

empty vehicles … then when the price of scrap metal spikes … a better organized system, 

would facilitate the movement of the  material at those particular times. …whereas I get 

the impression when they arise now there really isn’t, first of all, the knowledge out there 

in the communities and the organized communication that you really need to act on 

things in a fairly short period of time… (Participant 33). 

 

Additionally, 10 of the 19 expert participants mentioned that the PROs need to work more 

consistently with northern Manitoba communities.  

 I think the PROs also can assist in that, in figuring out how to bring all the goods out at 

 once, which they have been trying to do at St. Theresa Point. So, it is not always just 

 having a load of tires come out, but how do we make it work on a flatbed or a semi or any 

 other transportation means. Getting a variety of goods out so you get a whole backhaul 

 full (Participant 24). 

 

We are in the process, right now, of reviewing all of their [the PROs] plans… Part of the 

conditions of that renewal is that we are now wanting to have them articulate and say 

how they are going to assist First Nations and northern communities in their work. … 

They need to have a plan and a budget set aside… They can’t just work in the urban 

centres where it is easy to do the work. They have to go out (Participant 29). 

 

 One of the things that I have already said is, PROs get your shit together and have a one 

 stop shop. There have been meetings where I have asked them as we were building these 

 transfer stations, “Tell us what you want. Give us an idea. How big of a building?” You 

 know, make it easier logistically for First Nations to pick up this stuff (Participant 30).  

 

 Well, I am a big supporter of the notion of having a remote community coordinator for all 

 the PROs (Participant 31). 
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There was also a strong emphasis on the need for developing consistent, honest, and respectful 

communication (‘relationships first’) and a community–based approach among the expert 

participants, for example:  

 I use a saying ‘Get your rubber boots on and get out there with them.’ If you are trying to 

 think about how you can solve their problem up there from an ivory tower back here in 

 Winnipeg, you can’t do that because you have no appreciation until you go, you see it 

 physically (Participant 21).  

 

I know our department is looking at our regulatory regime. So, they are looking at a 

variety of different things, but I think... In building our regulatory regime it cannot just be 

one-size fits all, obviously. It is going to have to allow regions to assist communities to 

adapt. …we need to have a couple of different options in how we go forward with our 

regulatory regime. Maybe allow some communities to do that or build their own suite of 

by-laws or regulations or standards to follow. I think it is going to have to be broad and 

fairly flexible (Participant 24). 

 

 ... community engagement and being a bit more flexible with the communities as to how 

 to deal with their waste. That seems to have worked so far. From what I have been 

 involved in, that is what I have seen has been working (Participant 25). 

 

 Yes! Talk to the communities in the north! [laughter] Right. And figure out why it 

 doesn’t make sense and then maybe revise the legislation (Participant 27).  

 

Additionally, 8 expert participants expressed that it would be difficult to recycle ELVs and scrap 

metal without some kind of financial subsidy to communities. For instance, 

If it could be community led, I think it would have to be subsidized, to overcome the cost 

barriers. There just isn’t the incentive, at the moment, to make it happen (Participant 17). 

 

 Some form of a funding pot linked to vehicles is an appropriate mechanism. Whether it is 

 all vehicles or just vehicles registered in the north that is an issue that I am hoping you 

 will find some resolution on (Participant 26). 

 

I think the systems that you have in place and the organizations are all there. If you solve 

the funding issue, using a social enterprise or something like that then the system will 

work. … The only reason why they [ELVs] don’t get processed properly in remote 

communities is because they are a liability, they are not an asset. You just have to tip the 

tables. You don’t have to make a vehicle in  northern Manitoba an asset, but you just 

have to take away the liability (Participant 31). 

 

 I was hired under a six-month contract to put together a program to recover scrap cars 

 around the province, including northern Manitoba and anywhere they were in the 
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 province. We put together a program, well, it was a subsidy. A straight subsidy to provide 

 an incentive for haulers to go and get these vehicles and bring them into the processing 

 centre here in Winnipeg. We based the subsidy on... It was quite simple actually and 

 probably the same formula could work today (Participant 33). 

 

 

6.2 Participant Policy Ideas for ELV Recycling 

6.2.1 Community Participant Policy Ideas 

 When community participants were asked if a Levy or EPR system could help with ELV 

and scrap metal recycling in northern Manitoba a couple thought a consumer levy might help.  

Yes. It would. Not only that, but the other products, like, plastic beverage bottles 

containers. Like that program they have in Saskatchewan. … I think 

refunding...refunding after the lifecycle of the vehicle, or any product. You know, I am 

sure that somebody, if you said to somebody...here, I have 50 dollars for you if you bring 

your fridge here, your used fridge. It would end up there. … Or...I got 100 dollars for 

your used vehicle (Participant 11).  

 

 Yes, there should be a similar system to TVs and tires (Participant 15). 

 

However, most were not convinced that it would work and did not want to see higher prices 

passed on to consumers. In general, community participants did not have a good sense of how an 

EPR system would work or how it is different from a levy system, and thought that neither 

should be focused specifically on northerners.    

 these programs are challenging, these issues are challenging because on the one hand, 

 you have the argument that could be made that you would have the manufacturers 

 become responsible for this. That is just going to lead to an increase in the cost of tires, so 

 ultimately, it’s the consumer that’s responsible for it (Participant 2). 

 

Like the levy stuff...everyone I know of has their doubts on it. Like, you go to a store and 

you buy a TV and then you have got to pay the fees on that or anything else you buy like 

tires, and nobody has a clue on where the funding goes. It is like, ok, are we just paying 

this extra? ... When I was living in Wabowden, they had a recycling trailer for plastics 

and for cardboard and paper, stuff like that. It was a fair-sized trailer and they hauled it 

once to Thompson. The money they got for hauling all this recycling to Thompson, I 

think, was a dollar and twenty something they got. … So, after that, when the recycling 

trailer got full they hauled it to the garbage dump and put it in the landfill. So, the levy 



 

 

117 

 

idea is...nobody knows where it actually goes or who gets it. So that is a big issue 

(Participant 18). 

 

 When you hear people talk about the fridges and that, and TVs they said, “Well, when I 

 bought it a Sears I already paid a fee”, right, and basically so they assume they’ve paid 

 and its, that should be taken care of. The Association of Manitoba Municipalities over 

 that last couple years that we’ve been on council and that, they’ve actually got a working 

 group investigating the recycling and you know, the grounds and that (Participant 5). 

  

6.2.2 Expert Participant Policy Ideas 

 Expert participants were asked their thoughts on a number of different policy 

suggestions, including:  

• in what way the federal/provincial government should be involved and whether there 

should be a regulation,  

• whether an EPR or levy system would be helpful to manage ELVs and scrap metal,  

• whether a community run/social enterprise would work,  

• how vehicle manufacturers could be involved, and  

• how Manitoba Public Insurance could be involved.  

 

First, I will highlight some expert participant thoughts on whether government should be 

involved and how government should be involved in managing ELV build up in northern 

Manitoba. Almost all the expert participants thought that the government needs to be involved 

somehow. To summarize, most participants thought the government should be involved in 

creating and enforcing a regulation for ELV and scrap metal wastes, and financially supporting 

removal of these wastes. A levy was a commonly suggested tool. Additionally, participants 

thought the government should make a system/program to ensure the waste materials would flow 

out of the communities, but allow communities to figure out the day-to-day details of preparing 

the wastes for removal.       

 The government has to be involved because the government has to set the rules. I would 

 say, ideally, the government will set the rules and then impose whatever regulatory 

 regime has to be in place to actually make it happen. ... It is much better if they are not 

 actually involved in the operation of the system, but rather just setting the rules and 

 enforcing the rules (Participant 23). 
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 Yes, we [government] should. In providing supports and developing a policy or strategy, 

 like this is what you need to do in developing program whether it is an EPR or a levy 

 system program and in support to communities to enable them to reach that. But I don’t 

 think we need to be in the fine tuning and the tinkering. We don’t need to tell 

 communities what to do, we just need to build the supports, and the systems, and the 

 programs. Then I think they can figure it out from there. The less we are involved in that, 

 the better, because that is not the government’s role, to dictate people’s lives (Participant 

 24).  

 

 It is all about economics and I think the government should be involved with respect to 

 ensuring that there is a levy of some kind that is dedicated to the transportation and the 

 management issues related to getting the cars out of the north. Government shouldn’t be 

 directly involved. They don’t have to do anything they just have to make sure the 

 economics work (Participant 31). 

 

I think it has to be involved if this is recognized as a problem that needs to be solved. I 

don’t think the communities on their own are going to be able to solve it. … I think there 

are a variety of ways open to the province to get involved. It doesn’t have to be looked at 

as the province should subsidize or we want a payment for this. It doesn’t have to be like 

that. As we talked about before, education and making people aware of opportunities and 

best practices and so on can go a long way. So, I absolutely think the province ought to 

be more actively involved and with a little ingenuity can be involved in ways that aren’t 

going to be seen as building some huge bureaucracy or costing a lot of money 

(Participant 33). 

 

 In terms of expert participant thoughts on whether there should be a government 

legislated ELV recycling regulation, most were quite hesitant about the idea of an ELV recycling 

regulation. Expert participants weren’t sure what kind of legislation would be best and were 

concerned that a legislation that is too harsh would put communities unnecessarily out of 

compliance.  

I would worry about that. I could see it creating a situation where people are completely 

out of compliance. If it becomes something chargeable then you have immediately put 

everybody into the... They already have the disadvantage of being so remote that you put 

people into the position where now they are chargeable. … I could see regulation would 

work only if all the other parts are in place to support it, to assist the communities. … If 

everything else was set up, and it could run on its own then why not regulate it, but if it is 

just a regulation with no resources or dollars put with it then I see that turning into a 

nightmare (Participant 17). 

 

I am not sure. I will say yes because it can provide the push and pull, the carrot and the 

stick, to do certain things. But quite often legislation is very inflexible and it doesn’t 
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allow for the nuances of communities… I think it would be a good start to set the 

direction. I think something like that would be helpful. Maybe not a piece of legislation, 

but just a policy or some kind of guidance document on it would certainly be helpful 

(Participant 24). 

 

 Usually you have a regulation for business, industry, and others that refuse to do the right 

 thing. That is really the purpose of regulation. In this case, these communities aren’t 

 refusing to do the right thing. They have barriers that are real, logistic, economic, and 

 environmental that cause them not to do it. So, until you have the infrastructure and a 

 proper way of getting it out of there and recycling it I don’t propose that we regulate 

 because what is the point (Participant 29).  

 

A couple of participants that belong to automotive recycling associations think that the 

government should develop government legislated ELV recycling practices not just for northern 

Manitoba, but for the entire province like other provinces have already done (see Chapter 6).   

 I think, yes, but it wouldn’t be just related to the north. It would apply to all of Manitoba. 

 The industry has a voluntary guideline on how vehicles are supposed to be properly 

 managed. They have other concerns that are quite different than the communities 

 (Participant 26). 

 

 We believe that government legislated ELV recycling practices are good everywhere. To 

 do it solely for the north and remote then, no it wouldn’t make sense because you would 

 want to do it on a provincial basis (Participant 32).  

 

Additionally, an employee of the Government of Nunavut thought an ELV recycling regulation 

would likely be helpful in his jurisdiction, where there is a build up of ELVs in communities 

much like northern Manitoba. 

Yes. Currently, with no legislation in place there is no incentive for people to properly 

dispose of their vehicles. So that is key. We really need that. … Sometimes that cost can 

be a big barrier for people and if they just leave the car and don’t take it to the dump there 

is no recourse to make them take it to the dump. So, having that legislative incentive and 

having fines or something around that would definitely help (Participant 25). 

 

 Expert participants were also asked if they thought vehicle manufacturers could be 

involved in helping to recycle ELVs in northern Manitoba. Most expert participants thought 

vehicle manufacturers should be somehow responsible for ELV recycling, but many were 
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skeptical that it would ever happen in Canada. The following highlights the essence of those 

responses. 

 I would like to say yes, but I think they are so far removed from that, that it wouldn’t be 

 doable. I think it would only be through the EPR system. If you look at the EPR with the 

 existing PROs the manufacturers are still very removed. I would love to have them be 

 more accountable for the products that they produce, but I don’t know how to do that. 

 They are so untouchable, it seems (Participant 24).  

 

 Given the vehicle manufacturers position on stewardship across Canada I would say they 

 are not particularly interested in the issue (Participant 26). 

 

 I guess the simple answer is, personally I don’t see any useful way to involve the 

 manufacturers. I think that the part of the vehicle sales cycle that might be useful to 

 involve is the dealership. It is the dealers that are close at hand, the manufacturers are 

 somewhere else, they are not here (Participant 33). 

 

Other participants were more optimistic about vehicle manufacturer involvement and thought 

manufacturers might have creative ideas for involvement. Participants noted that vehicle 

manufacturers don’t like the idea of EPR so they have been involved through funding vehicle 

scrappage programs. For instance:     

Maybe they would have creative or interesting ways for how they would want to be 

involved. Maybe there is a kick back for the vehicle manufacturers or maybe there is 

some sort of incentive to the community members that if they return a vehicle and when 

the scrap goes to the manufacturers that there is some sort of rebate like there is on 

fridges (Participant 27). 

 

I think there is an indirect way to include the vehicle manufacturers. And I think it can be 

done in a way that will enhance auto recycling, the auto recyclers and meet the needs of 

the vehicle manufacturers. Vehicle manufacturers are not in favour of EPR, however they 

do come out with vehicle scrappage programs. For example, General Motors came up 

with Scrap It or Retire your Ride, that’s Ford (Participant 31).   

 

… it is in their shared interest to make sure that the product is handled properly so that 

people don’t come back to them and say, let’s do EPR for the entire country just for the 

3% of the vehicles that are up there, we are going to make you do the same thing with the 

other 97%. They are smart enough to know to be a little bit  proactive (Participant 32). 

 

 Another policy idea expert participants were asked about, is if they think there is any way 

of involving public insurance programs, like Manitoba Public Insurance, in the process of 
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recycling ELVs in northern Manitoba. Five expert participants thought that the best way to 

collect a ELV recycling levy was through MPIC, as the following captures. 

 I think that would be the natural point to put a levy on. That’s how I see it at least. In 

 terms of insuring, no. But that’s the natural collection point... (Participant 17). 

 

 One of the things they could do is say, your 2000 dollars for your car insurance now 

 going to be 2100 and take the 100 and put it in to helping run that. That money, I think 

 could help. ...they would just be a funneling source. They would send the money, they 

 wouldn’t get involved with running it or managing it, and frankly I wouldn’t want them 

 to be because they don’t know the business (Participant 21).  

 

I think in Manitoba, Saskatchewan, and British Columbia because we have government 

public insurance that this could actually have some traction. The notion is that you buy 

abandonment insurance or there is a nominal fee put on your registration, your annual 

registration on your vehicle. We are talking in the order of around 25 cents a year. … I 

recognize that this is difficult from a public policy perspective, but 25 cents a year would 

generate 250,000 dollars in Manitoba (Participant 31). 

 

Four participants mentioned that MPIC might need to take more responsibility for the fate of 

vehicles after they are sold at public auction or an accident happens in a remote community. 

 So, from an overall provincial perspective I think they have a huge role to play and it 

 sounds like they have just taken almost no role at all. SGI and ICBC are certainly more 

 active than MPI. MPI runs public salvage auctions and it is just unconscionable that they 

 can do that. But, for them to do something specific to the north... The bigger problem 

 they can help with is in the south. Just get the base in place and then it makes it easier to 

 implement in the north (Participant 32). 

 

 Yes. I do see a role. But their role is basically to get cars that have been in accidents out 

 of the system. So, I don’t even know what happens... In Winnipeg if you have an accident 

 it is taken to a compound, it is written off by MPI and it is gone. I don’t have to do 

 anything, per say. Hopefully, I get enough money back for the vehicle. I don’t even know 

 if there is a system like that in northern Manitoba. Maybe in Thompson, but I don’t know 

 about beyond there. That is what I mean. What happens... What does MPI recover?

 (Participant 26). 

 

 I can’t remember all the people we were talking to on this conference call and I can’t 

 remember if MPI was there, but people were explaining the MPI system. So, MPI will 

 sell off... I can’t remember, it was an astounding number, almost 500 end-of-life vehicles, 

 not end-of-life vehicles, but uninsured vehicles almost every day or every week in 

 Manitoba. I was surprised at the number, it is a crazy amount. They will auction them off, 

 so people will buy them for parts and things like that, but quite often that is where First 
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 Nation members will buy them and drive them up the winter road because they are cheap. 

 They don’t always ensure them, from what we understand so that is where they end up... 

So, working with MPI and understanding how that all works would be a benefit and how 

to try to control that somehow. (Participant 24). 

 

A few participants did not see the value of involving MPI or see any practical way to involve the 

corporation.  

 That is a good question. I don’t know. I don’t know about that one because it is an 

 insurance and you are insuring people to drive the vehicles so to what extent... Do you 

 have an incentive if they fix their vehicle? I am not sure how it would work (Participant 

 29). 

 

 I think there is a place for it I just don’t know how that would work (Participant 25). 

 

 When asked whether a community run or social enterprise system would work to help 

communities clean up ELV and scrap metal build up in northern Manitoba experts participants 

generally thought this sort of system could work if tailored to each community. A social 

enterprise adds economic benefits to a community and can operate outside of internal community 

politics.    

Yes, I think so. It might not be for every northern and remote community, but I think 

certainly for the smaller ones because there is certainly a lot of gains through a social 

enterprise or a community run system. People are trained, they get some new skills from 

it… Through a community run system I think there could be a lot of benefits, and there is 

a lot of ingenuity and innovation that happens when it is done that way. They figure it out 

for their local context (Participant 24). 

 

 Yes. Absolutely, yes, because a social enterprise is... You have a human development 

 charity on one hand and a business on the other and they don’t have to make a profit. Any 

 profits that they can make they can invest so they can do some training in terms of parts 

 and mechanics to take all of the good parts out of the vehicle and then use the excess to 

 get scrap to get money to then put back into the business and so on. Yeah, that would be 

 an interesting solution that could definitely work (Participant 29). 

 

...a social enterprise takes the decision making out of chief and council which can be very 

political and puts it into the community that votes the board members into place. So, the 

board members are not chief and council, and that is important in my experience. Yet, it 

is still responsive and  accountable back to the community as a whole... (Participant 30). 

 



 

 

123 

 

One participant thought there could be potential for northern Manitoba communities to 

collaborate and mitigate the financial burden of ELV recycling by forming a northern Manitoba 

scrap metal co-op.  

 

A northern communities scrap metal co-op, for example, or social enterprise where 

people become members... The co-op model is where all communities would buy into the 

co-op and the co-op owns a scrap metal crusher or baler and some trucks and the system 

is designed to share the risks and costs and revenues of the system. Yes, something like 

that, whether it would be in just one community or a group of communities. (Participant 

26). 

 

However, there was some hesitation that communities may not have the capacity to initiate or 

maintain this sort of system.     

I think it would in some cases, because there is the community’s own ownership of it. 

There is already local interest in the programs. ... It is just, the way our communities are 

funded and their tax bases are so small, do they have the personnel that are trained up and 

available to do the work. …For some of the communities, they might not be able to run it 

themselves. They might need assistance like a subcontractor or a circuit rider of some 

sort (Participant 17). 

 

 I think it could work, but I think it would be difficult to initiate simply because of what 

 we talked about before, the lack of capacity in a lot of these communities. If there was 

 some central program that municipalities or local governments could take advantage of I 

 think it could work (Participant 33). 

 

 Lastly, expert participants were asked whether an EPR or levy system would work to 

help communities clean up ELV and scrap metal build up in northern Manitoba. Some 

participants thought a levy system would help if it was implemented in the right way, such as 

through a province-wide, mandatory levy that would involve the ELV recycling industry.  

 Yes, I think it would absolutely make for a better retrieval of this material. I would say I 

 would call it a consumer responsibility system in some form of levy. I think if you can do 

 something voluntarily that is better, but, frankly, I think in this particular waste stream I 

 don’t think it would work. Probably it would require something that is mandatory, but 

 mandatory in a way... I don’t think it has to be heavy handed (Participant 33). 

 

Levies do work in a lot of places. Thompson certainly would be a place where a levy 

would work, but the levy has to take into account remote communities. If they expect it to 
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work in northern Manitoba, then realistically, any levy applied would probably be 

province wide. …the extra difficulties that exist in northern Manitoba especially in the 

remote areas would have to be taken into account and be very carefully counted for in 

order to get something that worked up here (Participant 19).  

 

 The auto recycling industry, who are prepared to do the majority of the work if the 

 economics are there, don’t support EPR because in Europe when EPR was brought in for 

 vehicles it put the auto recyclers out of business. So, the auto recyclers are prepared to 

 help and to guide the end-of-life vehicles in northern communities. I like to use the term 

 industry stewardship, which is similar to product stewardship, but it is the recycling 

 industry that is prepared to take responsibility for end-of-life vehicles in northern 

 communities because we can provide the technical expertise, we know the logistics, and 

 we know all the other aspects (Participant 31). 

 

Six expert participants did not like the idea of EPR or a levy as a waste management policy 

instrument for ELVs or scrap metal because northern communities are not able to take advantage 

of this kind of system, communities are not seeing benefits from the levies they are currently 

paying, or it would be unfair to those who have to pay the levy where ELV management is not an 

issue. For example:    

 The trouble is that even though there are carrots out there, First Nations, generally 

speaking, are not taking advantage of the carrots. So, having these levies and everything 

else is good from a larger societal/provincial perspective, but I think right now the way 

things are at I don’t think it is going to be effective either way in First Nations. ... First 

Nations, when it comes to waste management have no system and until they actually 

have a system they can’t plug into whatever the province does as far as carrots and sticks 

(Participant 30). 

 

See the problem with levies right now with the dumps that we have. They pay levies 

twice a year but communities don’t recycle so even if they were to recycle they don’t 

really... It doesn’t benefit them at all. It is again, a southern thing, I think. … They do pay 

the levies but I don’t see any improvement in recycling or getting them in a different 

direction than what they are in. A lot of them, if they do try and recycle up here they are 

actually paying more money than...they are losing out on money with recycling 

(Participant 16). 

 

 Why would I pay for vehicles going up north? Like, as much as my son would say, ‘that 

 sounds like a you problem, not a me problem’. Really, in the end, people are going to say, 

 it is not my problem. My vehicle is being managed just fine. The people who live up 

 there maybe they should... (Participant 34). 
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A couple of participants thought a levy system might work for ELVs, but were unsure if it was 

necessary because so many of the wastes from vehicles already have levies and they were not 

sure how the levy would be structured.   

 I don’t understand all the nuances of EPR versus the levy to say. Especially since there is 

 programs for a lot of the materials that come off of the ELV this might be a bit of a 

 replication of that. But I wonder if you could actually tie them all up as one. That would 

 be very confusing. I think it would be confusing. That is a great question, though, I never 

 thought of them as one program (Participant 24). 

 

 I think it can, however the... Again, is it a specifically northern fee or is it on all vehicles 

 that is intended to support northern issues? Is it one the car itself? Is it on... we already 

 have levies on tires and oil, batteries... Is it on the insurance and then that is to help 

 remove vehicles that come off of registration, out of the system. ... So, basically, I think it 

 would work. The mechanisms of it are a bit different than what exists and we don’t really 

 have any idea how much money we need. I would think that we probably don’t need as 

 much money as we do for some of the commodities. It might just be an annual 

 investment of x-amount to keep moving and starting to organize the source of the 

 material (Participant 26). 

 

6.3 Draft Framework for End-of-Life Vehicle Recycling in Northern 

Manitoba 

 
Important ideas and principles from the literature about sustainable development and 

sustainable and integrated sustainable waste management (ISWM) along with data analysis from 

the participant interviews (as described above) were foundational to the framework presented 

below. For example, in the Manitoba context one has to consider the Government’s commitment 

to sustainability as revealed through the Sustainable Development Act, passed in 1999. The 

purpose of the Act is “to create a framework through which sustainable development will be 

implemented in the provincial public sector and promoted in private industry and in society 

generally” (Manitoba Government 1997, p. 4). The most common definition for sustainable 

development, which came out of the United Nations World Commission on Environment and 

Development in 1987 is “meeting the needs of the present without compromising the ability of 
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future generations to meet their own needs.” As expressed in Chapter 2, I like to expand on this 

definition by adding that, sustainable development is a dynamic and on-going creative process, 

which recognizes the interconnectedness of environment, social and economic spheres, and 

envisions and collaboratively strives for a better future for the earth and humanity. One area 

where notions of sustainable development have driven action is waste management.  

Also, when considering the development of the framework I have drawn upon the following 

four principles from ISWM literature:  

1. Equity: all citizens are entitled to an appropriate waste management system for 

environmental health reasons.  

2. Effectiveness: the waste management model applied will lead to the safe removal of all 

waste.  

3. Efficiency: the management of all waste is done by maximising the benefits, minimising 

the costs and optimising the use of resources, taking into account equity, effectiveness 

and sustainability.  

4. Sustainability: the waste management system is appropriate to the local conditions and 

feasible from a technical, environmental, social, economic, financial, institutional and 

political perspective. It can maintain itself over time without exhausting the resources 

upon which it depends (van de Klundert and Anschutsz, 2001, p. 11).  

 

Additionally, my research revealed that municipalities, Indigenous communities and community 

councils in northern Manitoba are all struggling to efficiently and continuously recycle ELVs 

and scrap metal in the region. The cost of transportation is often greater than the amount of 

money made from the scrap steel. Additionally, lack of capacity and remoteness make it difficult 

for communities to tackle this waste management problem on their own. It is important to note 

and understand though, that a number of institutions including federal and provincial 

government, industry, northern communities, and non-governmental organizations are already at 

working on ELV recycling and need to be included in future activities. In fact, these institutions 

will have to work together to successfully remove the current build-up of ELVs and create a 
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system that will prevent these wastes from building up in the future. My research reveals that so 

far, the work of these organizations has been fairly ad-hoc and disjointed.  

With these considerations in mind, the following proposed Framework for End-of-life 

Vehicle Recycling in Northern Manitoba describes the key components, the institutions 

responsible for action, and implementation steps to ensure a successful ELV recycling system in 

all parts of northern Manitoba. 

6.3.1 Draft Framework for End-of-life Vehicle Recycling in Northern 

Manitoba 

 

KEY COMPONENTS  

 

I envision the ELV recycling framework having the following key components:  

 

➢ ELV recycling coordinator:  

 - supports northern municipalities, Indigenous communities, and community councils in 

 ELV/scrap metal removal by working with communities to determine the best approach 

 to tackle ELV build up  

 - helps communities understand and follow regulations for ELV decommissioning and 

 waste material storage  

 - helps northern communities in close proximity to work together to efficiently remove 

 ELV hulks and the wastes removed from them  

 - helps the Producer Responsibility Organizations (PROs) determine where to focus their 

 programs for northern Manitoba and how best to implement  

 

➢ Establishment of an ELV inventory:  

 - determine the locations and actual amount of ELV build-up to assist planning  

 

➢ Active and prepared ELV recycling industry:  

 - active decommissioning and retrieval of ELVs in the north by the Automotive 

 Recyclers Association of Manitoba (ARM)  

 - partnership between Gerdau rolling mill in Selkirk and ARM or an NGO(s) active in 

 ELV recycling in northern Manitoba  

 

➢ Active and prepared PRO’s:  

 - Tire Stewardship Manitoba (collects vehicle tires)  

 - Manitoba Association for Resource Recovery Corporation (collects oil and antifreeze)  

 - Canadian Battery Association (collects lead-acid batteries)   

 

➢ Development and implementation of an ELV recycling industry regulation:  
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 - this will hold businesses or organizations involved in decommission/recycling ELVs 

 legally responsible for environmental practices  

 

➢ Establishment of a transportation cost subsidy program that:  

 - encourages industry to collect and recycle ELVs  

 - supports community-based scrap metal recycling businesses  

 - is based on distance from the community to steel mills and other recyclers  

 - varies depending on the price of scrap  

 - is funded through an environmental levy collected during yearly vehicle registration or 

 when a vehicle is first bought  

 

➢ Development and implementation of a regulation that requires registration of vehicles sold at 

auction  

 

➢ Establishment of a soil and water quality testing program for existing ELV sites  

 

 

 

KEY INSTITUTIONS AND RESPONSIBILITIES 

  

I envision a variety of government and non-government institutions and organizations working 

together to implement the key components outlined.  

 

GOVERNMENT  

 

Federal  

 

Partially fund a provincial ELV recycling coordinator position.  

 

Conduct an inventory of ELV build up in northern Manitoba, along with the provincial 

government:  

 - initial inventory carried out by the provincial coordinator and a summer student  

 - conduct an inventory once every five years  

 

Begin soil and water quality testing in First Nation communities through Health Canada/INAC 

for ELV build up/collection sites and bodies of water near ELV storage sites.  

 

Provincial  

 

Create, partially fund and house a joint provincial/federal/industry ELV recycling coordinator.  

 

Conduct an inventory of ELV build up in northern Manitoba, along with the federal government:  

 - initial inventory carried out by the provincial coordinator and a summer student  

 - conduct an inventory once every five years.  
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Develop an ELV recycling industry regulation (e.g., BC Vehicle Dismantling and Recycling 

Industry Environmental Planning Regulation):  

 - regulation to require businesses or organizations involved in decommission/recycling at 

 least 10 ELVs per year to create an environmental management plan; and  

 - regulation also will include decommissioning requirements, environmental reporting 

 requirements, and penalties if requirements are not followed.  

 

Regulate and enforce PRO involvement in ELV recycling activities in the north:  

 - require a plan including targets for PRO product diversion from the north.  

 

Create transportation cost subsidy as described above.  

 

Conduct soil and water quality testing in municipalities and northern affairs communities in 

areas with large amounts of scrap metal build up to determine whether remediation is needed.  

 

Municipal/Community Council/Band Council  

 

Give rough estimates of the amount of ELV/scrap metal build up in the community that needs 

recycling and report to the provincial coordinator.  

 

Work with the provincial coordinator to determine best approach to ELV recycling for the 

community, including the following options:  

 - hire an automotive recycler to process ELVs for shipping;  

 - train waste management employees to decommission ELVs and prepare them for 

 shipping;  

 - ship a small number of unprocessed ELVs to an automotive recycler for processing 

 upon arrival.  

 

Learn and comply with (or get help to comply with) the requirements for collecting, storing, and 

shipping wastes covered by PROs.  

 

Connect with other communities in the region interested in ELV recycling.  

 

Require registrations of vehicles brought into the community.  

 

Manitoba Public Insurance  

 

Collect the environmental levy prescribed in the regulation and remit to the province:  

 - Hold this money in a designated fund earmarked for northern Manitoba ELV recycling  

 

Ensure vehicles sold at auction are registered.   
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INDUSTRY 

  

➢ Participate in the implementation of this northern ELV recycling framework.  

 

Automotive Recyclers of Canada  

 

Promote benefits of membership so that more automotive recyclers in the country will join and 

follow the environmental code required by membership.  

 

Support provincial automotive recycling association in working with government and other 

industry groups in the province for removal of ELV build up and prevention of future ELV build 

up.  

 

 

Automotive Recyclers of Manitoba  

 

Promote benefits of membership so that more automotive recyclers in the province will join and 

follow the environmental code required by membership.  

 

Commit to decommissioning and shipping out 2000 vehicles in remote communities each year 

for five years, if capacity is available for recycling:  

 - organize the locations with the provincial coordinator.  

 

Relevant Producer Responsibility Organizations 

  

Start aggressively implementing their existing programs in northern Manitoba.  

 

Create and implement a plan and program for collection from the north.  

 

Partially fund provincial ELV recycling coordinator position.  

 

Coordinate with multiple PROs for the shipping of products they are responsible for in order to 

create better economies of scale:  

 - this should reduce transportation cost and allow for more frequent removal of wastes by 

 shipping multiple products at once.  

 

Actively work with northern communities in the process of storing and shipping the products that 

PROs take responsibility for collecting and recycling.  

 - subsidize the cost of regionally accessible hazardous waste storage facilities  

 

Steel Recyclers (sole recycler in MB - Gerdau Steel)  

 

Use their existing social responsibility budget to start transporting and recycling ELVs in 

northern Manitoba:  

 - The Gerdau steel mill in Whitby, Ontario and Scout Environmental have created a 

 partnership in order to remove ELVs from Arviat, Nunavut.  
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 - https://www.gerdau.com/northamerica/en/environment-and-social-responsibility/social- 

 responsibility/communities-in-north-america  

 

Educate the public about the opportunities and benefits of steel recycling;  

 – raise awareness of the steel recycling work done in the province, and the environmental 

 and economic benefits that result from this work  

 

CONSUMER  

 

Pay an environmental fee/levy for use of a vehicle once a year through vehicle registration or as 

a fee to the first owner.  

 

Deliver ELVs to authorized recyclers or a designated collection/decommissioning area in a 

community.  

 

Properly decommission vehicles kept on property.  

 

NON-GOVERNMENTAL ORGANIZATIONS/NON-PROFIT  

 

This includes Aki Energy/Teen Challenge, Scout Environmental, and the Centre for Indigenous 

and Environmental Resources.  

 

These groups are available to communities for environmental consultation, business advice or 

training.  

 

 

STEPS FOR IMPLEMENTATION 

  

1. All key institutions continue to encourage and work with communities that are involved in 

ELV recycling initiatives, and those that would like to, thereby creating new capacity in the 

north (ongoing).  

 

2. All key institutions, lead by the Province and INAC meet to implement the framework, the 

parameters of next steps, and create an advisory board to guide the coordinator and overall 

implementation (immediate):  

• Federal Government – Indigenous and Northern Affairs Canada;  

• Provincial Government – Sustainable Development Manitoba;  

• First Nation Communities – representation from Keewatin Tribal Council and Island 

Lake Tribal Council;  

• Association of Manitoba Municipalities – Northern District;  

• Automotive Recyclers Association of Manitoba;  

• Producer Responsibility Organizations; and  

• Gerdau Steel.  

 



 

 

132 

 

3. The Province, INAC and the PROs collaborate to implement the ELV coordinator position and 

work together to establish the inventory of ELV’s in the north (6 months).   

 

4. The Province and key stakeholders craft and implement a levy structure for transportation 

subsidy and the criteria for when such subsidies would be used (1 year). 

  

5. MPIC and INAC ensure a workable vehicle registration system for vehicles sold at auction (1 

Year). 

  

6. The Province develops and implements regulations for ELV recycling sector to create a level 

playing field (18 months).  

 

7. Province, municipalities, First Nation communities, and community councils develop capacity 

for and begin soil and water testing and consequent remediation as necessary at ELV disposal 

and decommissioning sites in the north (2 years).  

 

8. The Advisory Board and ELV Recycling Coordinator regularly review progress and adjust the 

activities contained in the framework as necessary (every 6 months). 

 

6.4 Reactions to the Framework  

 After the draft framework was produced I wanted to give the chance for research 

participants to give their thoughts on the proposed framework. This was mainly done through 

holding a one-day workshop in Thompson where research participants were told about the 

research up to that date, were presented the draft framework and then had the chance to discuss 

the framework among each other and share their thoughts with the group. Additionally, at the 

end of the day workshop participants had the chance to fill out a response form. You will find the 

agenda for the day and response form in Appendix B.  

 The workshop was very well attended, with 28 attendees. Of these 28 attendees, 14 were 

from northern Indigenous communities and 2 were from northern Manitoba municipalities. There 

was also representation from 3 PROs, the ARM, KTC, INAC, Scout Environmental, the 

provincial Indigenous and Municipal Relations department, Boke Consulting, and Manitoba 

Keewatinowi Okimakanak (MKO).   
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 The need for a community-based approach to ELV recycling with a strong emphasis on 

‘relationships first’, or consistent, honest, and respectful communication, was brought up 

repeatedly at the workshop. Three of the men who were instrumental in beginning an ELV 

processing and recycling strategy in the remote community of St. Theresa Point attended the 

workshop. The presence of these three, provided encouragement to other communities that 

overcoming the obstacles to removing ELV and scrap metal waste is possible at a community 

level. They also acknowledged that there is still work to be done, but know that change can 

happen. One workshop participant said, “The thing that is so important, so important about St. 

Theresa is they did the work. They control the money, they control their own destiny and it is a 

thing that can have momentum now.” This sentiment was shared by many at the workshop. One 

workshop participant summed up this sentiment by saying:      

 We need to think carefully about what the goal is. It is easy to say that the goal is to get 

 junk out of communities. From my perspective that is a means to a goal. The goal in my 

 mind is for First Nations communities to have control over their own life, their own 

 environment, and their own ability to thrive. One of the means to that is to get the junk 

 out and to reuse everything possible that can be reused inside that community. That has 

 significant implications on policy and how we implement this. 

 

Although this person speaks specifically about Indigenous communities this philosophy is 

applicable to all northern Manitoba communities, which struggle to have enough capacity to take 

action and feel ostracized from the southern part of the province. 

 On a whole, the workshop was very successful and generated a lot of discussion among 

participants. Besides discussing the framework, the workshop allowed community members 

from all over northern Manitoba to meet and share about a common problem. The interest 

generated by the workshop shows that ELV and scrap metal clean up is a challenge that 

communities are interested in tackling. We did not come up with all the answers that day at the 

workshop, but as one workshop participant reminded us all, 
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 We are breaking ground that has never been broken before. It may seem like we have got 

 a lot of questions. And I agree, there is a lot of things that we have got to figure out. But 

 my point would be, let’s just get on and start and do it and build the road as we go 

 because if we can start to build momentum then other communities are going to start to 

 get involved. ... We are not going to solve all of the problems. I am a big believer in 

 learning by doing. You are at the vanguard of issues that other provinces are dealing with 

 because it is not a Manitoba problem, this is a Canadian problem. 

  

 

6.5 Summary of revisions to the Framework for End-of-Life Vehicle Recycling 

in Northern Manitoba 

 

Workshop participants requested some important changes to the framework as outlined 

below and you will find the final revised framework in Appendix C. Indigenous participants 

wanted to have a heading of First Nations government in the framework, instead of band council. 

Second, it was recommended that soil and water quality testing be done before remediation. 

Third, participants felt that the timeline for the implementation steps is too ambitious. Fourth, as 

mentioned above, participants wished to include an emphasis on community empowerment and 

‘relationships first.’ Lastly, a number of people felt that northern Manitoba communities are not 

ready to adhere to an ELV regulation so recommended that a guideline should be implemented 

first, which could help with the development of a regulation. In Appendix C you will find a 

revised Framework for End-of-Life Vehicle Recycling in Northern Manitoba that integrates these 

recommendations. 

Taking this input into account, what follows are the changes that I made to each section 

of the Framework to reflect the desires of the workshop participants. I made the following 6 

changes under the ‘key components’ section: 

1. I divided the key components into three sections: stakeholder involvement, 

environmental and human health, and financial feasibility 

2. I added that the ELV recycling coordinator should be “a position lasting 10 years so that 

relationships can be built with communities and lasting change can occur.” 
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3. I changed the ELV recycling regulation to a guideline for northern Manitoba because as 

expressed at the workshop “most northern Manitoba communities do not presently have 

the capacity to adhere to a regulation” 

4. The idea of creating a northern Manitoba ELV recycling co-operative was added with the 

following suggestions: 

o this organization will be run by a board made up of northern 

communities/organizations interested in the ELV recycling business 

o possible co-operative members: Keewatin Tribal Council, Island Lake Tribal 

Council, Association of Manitoba Municipalities – Northern District, Hudson Bay 

Regional Roundtable, Northern Association of Community Councils, and 

Northwest Community Futures 

o a co-operative will allow for community-based decision making while enabling 

communities to pool resources and minimize risks especially if the provincial 

government is not in favour of cost subsidy program 

5. I clarified that the implementation of a regulation for vehicles sold at auction should be 

done “upon consultation with Manitoba Public Insurance.” 

6.  I clarified that remediation should be done if necessary once soil and water quality have 

been tested surrounding sites of ELV build up. 

 

I made the following 9 changes under the ‘key institutions and responsibilities’ section: 

 

1. I clarified that remediation should be done, if necessary, after soil and water quality 

testing. 

2. I revised the provincial government implementation of a regulation for northern Manitoba 

to a guideline and clarified what the guideline should entail 

3. I changed Band Council to First Nations Government as requested by workshop 

participants. 

4. I added that local communities or regions should “acquire equipment to decommission, 

move, crush, and load ELVs.” 

5. I added that local communities should “follow the ELV recycling guideline for northern 

Manitoba when implemented” 

6. I added that local communities should “consider becoming a member of the northern 

Manitoba ELV recycling co-operative.” 

7. I clarified that Manitoba Public Insurance should “ensure that vehicles sold at auction are 

registered or tracked to prevent multitudes of nearly derelict vehicles ending up in northern 

remote communities.” 

8. I added that the ARM should “help the provincial government to create an ELV recycling 

guideline and work toward a province-wide regulation.” 

9. I changed the suggested way that the ARM should assist with ELV recycling in northern 

Manitoba.  

 

Finally, I made following 4 changes to the ‘steps for implementation’ section: 

 

1. An additional step was added stating that “northern Manitoba communities or 

organizations create a Northern Manitoba ELV Recycling Cooperative 
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2. As a result of change #1, the ELV recycling co-op was added as one of the groups 

collaborating to implement the ELV coordinator position 

3. Consideration for starting with a guideline was incorporated 

4. As emphasized by numerous participants in the stakeholder workshop, an emphasis on 

‘relationships first’ must go before any actions or implementation. Therefore, a note was 

added at the end of the implementation section stating: 

Admittedly, these timelines are optimistic and aggressive, especially when ‘relationships 

first’ and stakeholder consultation are taken seriously. However, simply because 

experience says it will take longer is not sufficient reason to accept a more stretched-out 

timeline. Changes can happen quickly if political will decides they should. 

 

Additionally, I added some preamble to the framework to clarify the intention behind the ideas 

presented. I stated that 

This framework contains many concrete suggestions for action and implementation, 

however these are not meant to usurp the ideas and needs of individual communities. The 

intention of this framework is to give structure to the parties who already have a stake in 

and have started to take action toward ELV recycling in northern Manitoba. This 

framework aims to encourage what has already begun.  

 

6.6 Summary  

 Some of the ideas in the Framework for End-of-Life Vehicle Recycling in Northern 

Manitoba are specific to this province such as the suggestion to create a northern Manitoba ELV 

recycling co-op, and the emphasis on ‘relationships first.’ In addition, some of the ideas have 

been borrowed from other programs or jurisdictions in Canada. The provinces of B.C., Ontario, 

and Nova Scotia all have legislation specific to ELV recycling, so one of the recommendations in 

the framework is that Manitoba adopt a regulation and guideline for ELV recycling. The ideas 

suggested in the framework in this regard are similar to the BC Vehicle Dismantling and 

Recycling Industry Environmental Planning Regulation. Also, some of the intentions behind the 

framework can be seen in the Tundra Take Back initiative which trains in the community in 

order to start where the community is at and build community capacity.   
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7. Conclusions and Recommendations 

 

7.1 Introduction 

 Although scrap metal recycling is a developed industry in southern Canada, this is not the 

case in many parts of northern Canada and particularly northern Manitoba. In this region, scrap 

metal accumulates in communities and is a protracted waste management issue as the data 

presented in this thesis revealed and as captured in the literature (e.g., Earthbound Environmental 

Inc., 2003). This situation creates sustainability issues in northern Manitoba that run counter to 

Manitoba’s Sustainable Development Act. In response to this, the purpose of my research was to 

develop an effective and efficient framework for end-of-life vehicle recycling in northern 

Manitoba. I set out to address this purpose by satisfying the flowing objectives: i. Establish the 

current state of automotive recycling practices in Manitoba and particularly northern Manitoba; 

ii. Document the barriers to current automotive recycling initiatives in northern Manitoba; iii. 

Explore possible recycling strategies from other northern regions of Canada/the world for 

automobiles and other large bulky waste applicable to Manitoba; iv. Develop a framework for 

effective and efficient automotive recycling in northern Manitoba; and, v. Make policy 

recommendations for implementing a new approach to auto recycling in northern Manitoba. I 

used a case study strategy of inquiry and collected data through visits to northern Manitoba 

communities, personal interviews, document review, and a workshop in order to accomplish 

specific objectives related to the purpose. Objectives i-iv were addressed in chapters 4-7 and I 

will touch on each of these objectives again in this chapter to draw out some the most important 

ideas and to draw conclusions for each. Following this, I have made some policy 

recommendations in relation to objective v.  
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7.2 Current State of Automotive Recycling in Northern Manitoba 

 As the data shows, the current state of ELV decommissioning and recycling in northern 

Manitoba can best be described as weak, with most ELVs remaining on the landscape. This 

outcome in part reflects the lack of resources and capacity in most northern Manitoba 

communities for properly dealing with waste, including ELVs and scrap metal, especially in 

relation to many of the other pressing issues that they face.   

 Only the larger municipalities, like The Pas and Thompson, have been able to reduce the 

ELV build up in their communities. These communities have car dealerships and multiple 

mechanics, which make it easier to service vehicles regularly, order replacement parts, and 

decommission a vehicle at the end of its life. Smaller and/or more remote communities, like 

Lynn Lake, St. Theresa Point, Wabowden, or Churchill, have significant amounts of ELV and 

scrap metal build up as the images in this thesis reveal. These communities have lower capacity 

and few mechanics, if any and the road or weather conditions are much harder on vehicles 

meaning they become derelict more quickly. These climate, demographic, socio-economic and 

capacity issues are echoed in the Solid Waste Management for Northern and Remote 

Communities: Planning and Technical Guidance Document (Environment and Climate Change, 

2017).  

 The larger communities are also able to implement at least some of the best practices (as 

described in Chapter 2.3.1) for decommissioning, take required training for handling hazardous 

substances, acquire specialized equipment, and acquire dismantling knowledge that can change 

depending on the vehicle make. As established in chapter 4, most communities have the 

knowledge to remove oil, gas, antifreeze, and batteries from vehicles. However, smaller 

communities engaged in ELV recycling are not removing mercury switches or refrigerants from 
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ELVs or refrigerants from white goods. Unfortunately, even if people in these communities do 

understand the risk, they lacked the funding and staff to dedicate to these activities. Despite lack 

of action, the community participants interviewed were aware of the negative consequences of 

ELV and scrap metal build up and identified environmental contamination, loss of valuable 

space in the community or waste disposal site, safety, and community aesthetics as areas of 

concern. All of these concerns were mentioned in previous studies (Penner, 2003 and 

Earthbound Environmental Inc., 2003) except for loss of valuable space in the community.  

 

7.3 Barriers to Automotive recycling in Northern Manitoba 

 Determining the most prevalent barriers to ELV and scrap metal recycling in northern 

Manitoba was helpful for determining which environmental policy instruments or recycling 

strategies in other regions might work best. The three most commonly mentioned barriers among 

all interview participants, both community and expert, were finances, lack of community 

capacity, and remoteness. Mention of financial barriers was significant, with most participants 

mentioning this in some way. Even the barrier of remoteness is fiscal in many ways because the 

more remote a community is the higher the scrap metal price needs to be to pay for 

transportation costs to get material out. This is supported by the literature (Recycling Council of 

Alberta, 2007; Earthbound Environmental Inc., 2003), which notes that the main barrier to 

recycling ELVs and scrap metal in northern Canada is transportation costs. 

Additionally, many northern Manitoba communities are remote because of fly-in/winter 

road only access and do not have the ability to wait for good scrap metal prices; they have to sell 

scrap metal when the winter road is open. This is linked to another frequently discussed barrier, 

lack of program or coordination. If communities, waste organizations and government do not 



 

 

140 

 

have a coordinated program for northern Manitoba getting materials shipped out during the 4 to 

6-week winter road window is unlikely. Furthermore, the barrier of community capacity, 

mentioned often by participants, is linked to financial barriers and remoteness. This means that 

many of the barriers are closely linked and need to be solved in tandem with each other. 

Focusing on one barrier will not solve the problem of ELV and scrap metal build up.                     

The additional barriers mentioned in the literature (Earthbound Environmental Inc., 

2003); lack of sound waste management practices in some communities, concerns associated 

with shipping scrap metals on a backhaul in transportation containers used to ship food, and that 

traditionally recycling has been a low priority for many people; came up less often in my 

research data. 

 

7.4 Recycling Strategies from Other Regions 

 Most of the current ELV recycling policies and programs in Canada are voluntary. The 

ARC requires its members to follow an environmental code, CAREC. However, it is not a 

requirement to be a member of the ARC to have an ELV recycling business in the country. 

Additionally, Scout Environmental, in collaboration with ARC, has begun a voluntary, 

community-based approach to encourage ELV processing and recycling in northern regions of 

Canada. 

 There are three Canadian provinces, B.C., Ontario, and Nova Scotia, with regulations that 

vehicle dismantling and recycling business must follow. Although these regulations differ 

somewhat, they all have mandatory guidelines for hazardous materials management, site safety, 

and site operation. Mandatory approaches are often necessary to enforce environmental best 

practices so that industry has clear performance guidelines and government has evaluation 
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criteria (Kim, 2002). It is an unfortunate oversight that other provinces, including Manitoba, do 

not have standards or regular inspections for vehicle dismantling and recycling businesses. If 

there was, environmental contamination could be prevented.      

 Since the year 2000, all 28 European Union member states were required to adopt an EU 

ELV Directive in their government policy. This Directive included reuse and recovery, and reuse 

and recycling targets; operation requirements for treatment facilities; and requirement for vehicle 

manufacturers. This Directive encouraged great strides in reducing waste build up and 

environmental contamination in EU countries and seems to have pushed other jurisdictions to 

follow suit since other regions of the world; like Japan (Wordsworth and Miller, 2011) and China 

(Wang and Chen, 2013), and some Canadian provinces. A broad regulation is likely not the best 

approach for Manitoba as supported by participant comments that a one-size fits all approach 

likely will not work in Manitoba/northern Manitoba. Having said that, there is support for a 

framework that includes certain types of regulation.            

 

7.5 Framework for End-of-life Vehicle Recycling in Northern Manitoba 

 The Framework for End-of-life Vehicle Recycling in Northern Manitoba was created 

from ideas generated by the literature review, participant interviews, analysis of ELV recycling 

policies and programs in other jurisdictions, and a workshop for stakeholder input. Through this 

framework, I have tried to synthesize the ideas most emphasized in the data revealed through this 

research. 

 In conclusion, I would like to underscore two aspects of the framework: the emphasis on 

‘relationships first’ and the ‘timing of specific targets for action’ in the steps for implementation. 

The workshop participants emphasized the idea of ‘relationships first’ so strongly that it deserves 
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prominence. Building relationships allows ELV recycling in northern communities to 

accomplish a bigger goal of building community capacity and autonomy, something participants 

felt vitally critical to success. Second, although the timeline targets in the steps for 

implementation are aggressive and may need to be managed to ensure the opportunity to build 

‘relationships first’ into the process it is important to have targets to strive towards. Sinclair and 

Quinn (2012) surmised that the lack of target dates in Tomorrow Now – Manitoba’s Green Plan 

may result in many of the ideas being put aside, so the timeline targets in the steps for 

implementation aims prevent this outcome from repeating and provides a rough guide for 

determining the performance of program implementation.                

 

7.6 Policy Recommendations  

 The policy directions I am recommending are focused on the implementation of the 

Framework for End-of-Life Vehicle Recycling in Northern Manitoba that I developed. I feel the 

following eight policy recommendations are the most important in terms of ensuring ELV and 

scrap metal build up in northern Manitoba is dealt with in a sustainable and lasting way. These 

policy directions are aimed toward the Advisory Board mentioned in the Framework, with some 

of the recommendations also requiring specific action by the province. An ELV recycling policy 

as established by the Advisory Board and the Provincial Government should include the 

following eight directives.     

7.6.1 Establishment of a transportation cost subsidy program and the 

creation of a northern Manitoba ELV recycling co-operative 

 

The barrier mentioned most often by research participants was economics. Therefore, any 

general policy for ELV recycling in northern Manitoba needs to establish a method of easing the 
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financial burden to communities for managing ELVs and other scrap metal. Two policy 

directions include the establishment of a transportation cost subsidy program and the creation of 

a northern Manitoba ELV recycling co-operative, which could be adopted separately or in 

conjunction.     

7.6.2 A province-wide ELV environmental fee to be used mainly for 

funding a transportation cost subsidy program 

 

ELV and scrap metal build up are part of the legacy effects of the irresponsible economic 

development of northern Manitoba by outsiders. Through my case study description (section 

4.1.1) and the history of northern Manitoba (section 4.1.2) I have tried to show that the influence 

of outsiders on northern Manitoba has created economic, social, and environmental legacy 

effects. For this reason, I suggest that adopting a province-wide ELV recycling policy for that 

places some responsibility for cleaning up ELV wastes in northern Manitoba on the province’s 

southern population.  

7.6.3 Incorporate existing ELV and scrap metal recycling businesses, 

associations, and programs into the implementation 

 

Many communities and organizations are already trying to tackle the ELV and scrap metal 

waste issue and policy should encourage collaboration between these entities. Although the ELV 

recycling initiatives in northern Manitoba thus far have been ad-hoc the communities and 

organizations involved have learned lessons and developed relationships along the way. For this 

reason, it is important to include these organizations in any future policy decisions for ELV 

recycling so that we can build off this knowledge base and ensure their good work is not harmed.    
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7.6.4 Mixture of bottom-up and top-down regulatory design  

Community-based decision making on how to handle the waste with available top-down 

financial assistance is going to be important for achieving sustainable outcomes for ELV 

recycling in the north. Such an approach to the design and implementation of the ELV program 

will allow each community to determine which waste processing and removal strategy works 

best for their location and level of capacity. There are various options for removing ELVs from 

communities, like starting a social enterprise or hiring a contractor to process and remove the 

waste, so a community-based approach allows northern Manitoba communities to use a strategy 

that best meets the needs of the community.   

7.6.5 Implement an ELV recycling guideline for northern Manitoba 

 

 In order to effectively implement the Framework for End-of-life Vehicle Recycling in 

Northern Manitoba an ELV recycling guideline for northern Manitoba is needed. There are a 

large number of regulations pertinent to ELV recycling as established in Chapter 2, so a key role 

of the guideline would be to compile this information in one place making it much easier for 

northern communities to follow the existing provincial and federal regulations. The guideline 

would establish critical practice for ELV recycling, such as the development of an environmental 

management plan to guide operations and appropriate standards for the monitoring of ELV 

recycling operations. Workshop participants promoted the idea of a guideline for northern 

Manitoba because most northern Manitoba communities would be out of compliance with a 

regulation developed in this regard and presently lack the capacity to solve those issues. 

Manitoba is in fact behind three other provinces, all 28 European Union countries, China, 

and Japan in regard to the regulation of ELV recycling activities. Manitoba is specifically 

lacking in the monitoring of automotive recyclers. Although the hazardous materials that ELV 



 

 

145 

 

recyclers handle are provincially and federally regulated, the fact that there is no regulatory 

requirement for the inspection of these operations creates the conditions for an unlevel playing 

field. These businesses handle large quantities of hazardous wastes so the potential to limit 

environmental impact through effective monitoring of the ELV recycling industry seems like an 

obvious choice. As mentioned on p. 119, two expert participants that belong to automotive 

recycling associations think that there should be province-wide government legislated ELV 

recycling practices. Acting in the north through the development of a guideline for best practice 

in ELV recycling could also provide the impetus for the development of new regulation to 

achieve the same outcomes in the south. 

7.6.6 Establish the position of northern ELV recycling coordinator to 

help build community capacity for ELV recycling 

 
Among interview participants, the most frequently mentioned ways for improving ELV 

and scrap metal recycling in northern Manitoba included: financial assistance, public education, 

and a regional coordinated approach. A number of expert participants mentioned that public 

education needs to happen locally, right in the community. They established that a northern 

Manitoba ELV recycling coordinator could carry out public education and encourage a regional 

coordinated approach by: 

 -supporting communities in choosing the best approach to begin ELV processing and 

 removal  

 - helping communities understand and follow relevant regulations  

 -  helping northern communities to work together to ELV hulks and the wastes from 

 decommissioning 

 - helping the PROs determine where to focus their programs for northern Manitoba and 

 educating communities in how these programs work 
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7.6.7 Require through existing regulation the increased involvement of 

the PROs stewarding ELVs waste products in northern communities 

 

PROs are responsible for working with communities to remove wastes throughout the 

province, not just in the south. Residents of northern communities are paying levies and eco-fees 

just like residents of southern Manitoba, however very little waste is being removed from the 

north for recycling by PROs. PROs need to take action on educating residents on the harmfulness 

of these ELV waste in the region, how to properly handle the wastes, and the financial incentives 

a community can receive from a PRO program. Additionally, PRO programs need to think 

beyond the traditional strategies of handling these wastes to strategies that will work better for 

remote communities. An example of this is the option for an in-community waste oil burner 

through the oil and antifreeze PRO program currently operating in the St. Theresa Point fire 

station.   

7.6.8 Include steps for implementation with a target timeline for action 

 As discussed in section 8.5, a target timeline for action will help prevent action items 

from being put aside. I have suggested a timeline for action at the end of my framework and this 

should be adopted in formal policy. 

 

7.7 Opportunities for Future Research 

An important area of future research that has emerged as a result of my study is the 

intersection between reconciliation with Indigenous peoples and the management of waste in 

northern Canada, where many Indigenous peoples live. There is no specific mention of waste 

management in the calls to action put forth by the Truth and Reconciliation Commission of 
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Canada, however recommendation 43 states: “We call upon federal, provincial, territorial, and 

municipal governments to fully adopt and implement the United Nations Declaration on the 

Rights of Indigenous Peoples as the framework for reconciliation” (Truth and Reconciliation 

Commission of Canada, 2015). The United Nations Declaration on the Rights of Indigenous 

Peoples has two articles that relate to use of Indigenous lands and the management of wastes on 

those lands. Article 25 states that:  

Indigenous peoples have the right to maintain and strengthen their distinctive spiritual 

relationship with their traditionally owned or otherwise occupied and used lands, 

territories, waters and coastal seas and other resources and to uphold their responsibilities 

to future generations in this regard (United Nations, 2008). 

 

Additionally, Article 29 states that: 

 

1. Indigenous peoples have the right to the conservation and protection of the 

environment and the productive capacity of their lands or territories and resources. States 

shall establish and implement assistance programmes for Indigenous peoples for such 

conservation and protection, without discrimination. 

2. States shall take effective measures to ensure that no storage or disposal of hazardous 

materials shall take place in the lands or territories of Indigenous peoples without their 

free, prior and informed consent. 

3. States shall also take effective measures to ensure, as needed, that programmes for 

monitoring, maintaining and restoring the health of Indigenous peoples, as developed and 

implemented by the peoples affected by such materials, are duly implemented (United 

Nations, 2008). 

 

Considering the history of resource extraction in northern Manitoba as described in section 5.1.2, 

the need for proper decommissioning and remediation of old resource extraction sites, the fact 

that all ELVs and most other products that are of concern in the north come from southern 

manufacturers, and the needed implementation of new waste policies that include actions led by 

and including Indigenous people, it seems reasonable that we need to find ways to ensure 

reconciliation can become part of waste policy development and management discussions across 

Canada.   
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 Additionally, my framework establishes other areas in need of data such as: a more exact 

amount of accumulated ELVs and scrap metal in northern Manitoba; the amount and type of 

remediation needed as a result of non-decommissioned ELVs; the role MPI has to play in 

limiting ELV build up in northern Manitoba; and what role locally-lead initiatives, such as a 

northern Manitoba ELV recycling cooperative or social enterprise, have to play in the removal of 

ELVs and scrap metal from the region.     

 

7.8 Concluding Comments  

 Solving the problem of ELV build up in northern Manitoba is a complex problem with 

many players and multiple barriers. With the outcomes of my research, it is my view that the 

way forward will be a multi-faceted approach that involves the existing players and allows for 

community-based decision making with some government-funded support as the implementation 

of the Framework through the policies above would allow. ELVs and scrap metal have been 

building up in northern Manitoba for many years and it will likely take a long-term policy 

solution and continuous relationship building between northern communities and southern waste 

organizations to create a lasting solution to this waste removal problem. 
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APPENDIX A 

 
Interview Schedule 1 

Community Interviews 

 

End-of-Life Vehicle Recycling in Northern Manitoba 

 

 

Opening: Hi, my name is Amy Smith. I am glad you were able to meet with me today. I am a 

researcher from the University of Manitoba doing a study on end-of-life vehicle (ELV) recycling 

in northern Manitoba. Through my research, I am hoping to discover the main barriers to 

ELV/scrap metal recycling and what might be done to overcome these barriers. 

 

Purpose: During this interview, I will ask questions about your community, waste management 

and ELV recycling practices in the community, and barriers to ELV recycling in your 

community/northern Manitoba.  

 

Motivation: Your participation in this interview will help us to find ways to improve scrap 

recycling in this community and northern Manitoba.  

 

Time line: This interview will take about an hour of your time. Do you have the time? Before 

we being I have a consent form to read through with you and have you sign. [read through 

transcript with interviewee and sign]. Would you allow me to record the interview with this 

recording device? I will use the recording to type a transcript, which will be kept confidential 

and I will use as data for this study. 

 

Transition: To begin, I will ask a few introductory questions about your role in waste 

management in the community 

 

 

1) Introduction/Community Information 

a) How long have you lived in the community? 

 i) How long have you lived in northern Manitoba? 

 ii) Are you from here originally? 

b) What is your role in waste management? 

 i) How long have you been working in waste management? 

 ii) What is your previous experience in waste management?  

c) Where do most people in the community go to buy a vehicle? 

 i) Are most vehicles new or used? 

 ii) Is it easy to maintain a vehicle in the community?  

 iii) Where is the nearest mechanic?  

 

Transition: Next, I would like to get an idea of how waste management works in your 

community. 

 

2) Waste Management in the Community 
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a) Does your community have a waste management plan? 

 i) If not, can you describe the waste management system for your community? 

 ii) Do you have garbage/recycling pick up? 

 iii) What do people do with goods containing contaminants such as oil, gasoline, 

 mercury, and antifreeze? 

b) What items (eg. paper, plastics, beverage containers, e-waste, HHW) are recycled in 

 your community? 

 i) Do community members reuse or salvage items in different ways than an official 

 recycling system? 

c)  Are there any volunteers/community groups involved in waste 

 management/recycling? 

 

Transition: Next, I would like to ask some questions about ELV/scrap metal recycling in your 

community/northern Manitoba. 

 

3) ELV/Scrap Metal Recycling 

a) What happens to vehicles when they reach the end of their useful life? What do 

community members do with the hulk? What does the community’s waste 

management sector do with the hulk? 

 i) Are the ELV’s salvaged or reused in any way? 

 ii) Are the items decommissioned and/or sent for recycling? 

 iii) Are the items sorted from other types of waste? 

b) What happens to white goods (ie. refrigerators, freezers, washers, and dryers) when 

 they reach the end of their useful life? What do community members do with the 

 items? What does the community’s waste management sector do with the items? 

 i) Are the white goods salvaged or reused in any way? 

 ii) Are the items decommissioned and/or sent for recycling? 

 iii) Are the items sorted from other types of waste? 

c) How many ELVs do you estimate are in the landfill or around the community? 

 i) How many of these are in a central location vs. a person’s yard or property? 

d) How many white goods do you estimate are in the landfill or around the 

community? 

 i) How much of this waste stream is at the landfill vs. a person’s yard?   

e) Are you aware of the Guide for recycling scrap metal from northern Manitoba and 

Nunavut (2003)? 

 i) Did you find it helpful? Why/why not? 

 ii) What was the most helpful part?  

 iii) What was the least helpful part? 

e) Have any other organizations (eg. government, auto recyclers, and auto 

manufacturers, environmental groups) ever collaborated with the community to tackle 

the build up of ELVs/scrap metal? 

 

Transition: Next, I would like to discuss the barriers to scrap metal recycling in northern 

Manitoba. 

  

4) Barriers to Vehicle Recycling 
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a) Is this community interested in recycling ELVs? 

 i) Have any attempts been made? 

 ii) Why?/Why not? 

b) What is preventing your community from recycling ELVs? 

 i) Which barrier is the most significant? 

c) Is your community interested in recycling more scrap metal from white goods? 

 i) Have any attempts been made? 

 ii) Why?/Why not? 

d) What is preventing your community from recycling white goods? 

 i) Which barrier is the most significant? 

 

Transition: Finally, I will ask some questions about improving scrap metal recycling in northern 

Manitoba. 

  

5) Improving Scrap Metal Recycling 

a) Do you have ideas for solving any of the barriers to ELVs and white goods 

 recycling you have noted? 

 i) Which idea do you think is the most viable? 

 ii) Can you think of any strategies to make the cost more manageable? 

b) What most concerns you about the build up of ELVs and white goods in northern 

 Manitoba/this community? 

 i) Why? 

c) What have you learned from previous efforts to recycle scrap metal?  

d) Has the community ever brought in a crusher or baler? 

 i)  If yes, was this strategy helpful? 

 ii) If no, why not? 

e) Have you ever transported scrap metal out of the community? 

 i) What transport method did you use? 

 ii) What worked well when you did this? 

 iii) What didn’t work well when you did this? 

 iv) If no, why not? 

f) Do you think an extended producer responsibility or levy system would work for 

recycling ELVs and white goods in your community? 

 i) Why?/Why not?1 

 

 

 

 

 

 

 

                                                      
1 As indicated in the methods above, I plan on revising and updating the interview guides after I 

complete more of the document review to make sure all the themes and issues I want to discuss 

are included and will share these with the committee. 



 

 

165 

 

Draft Interview Schedule 2 

In Province Waste Management Experts 

 

End-of-Life Vehicle Recycling in Northern Manitoba 

 

 

Opening: Hi, my name is Amy Smith. I am glad you were able to meet with me today. I am a 

researcher from the University of Manitoba doing a study on end-of-life vehicle (ELV) recycling 

in northern Manitoba. Through my research, I am hoping to discover the main barriers to ELV 

recycling and what might be done to overcome these barriers. 

 

Purpose: During this interview, I will ask questions about your knowledge of waste 

management and ELV recycling practices in northern Manitoba.  

 

Motivation: Your participation in this interview will help us to find ways to improve scrap metal 

recycling in northern Manitoba.  

 

Time line: This interview will take about an hour of your time. Do you have the time? Before 

we being I have a consent form to read through with you and have you sign. [read through 

transcript with interviewee and sign]. Would you allow me to record the interview with this 

recording device? I will use the recording to type a transcript, which will be kept confidential 

and I will use as data for this study. 

 

Transition: To begin, I will ask a few introductory questions about your role in waste 

management. 

 

Jurisdiction 

1) Introduction 

a) What is your experience/role in waste management? 

 i) How long have you been working in waste management?  

b) What is your experience with waste management in northern or remote regions?  

 

Transition: Next, I would like to get a picture of the waste management system in your region.  

 

2) Management of ELVs in your Region 

a) In your experience, what are the main waste management strategies for ELVs? 

 i) Which strategies have been the most successful and why? 

 ii) Which strategies have been the least successful and why? 

b) What most concerns you about the build up of ELVs and white goods in northern 

regions? 

 i) Why? 

 

 

Transition: Next, I would like to ask you more specifically about the barriers to scrap metal 

recycling in northern regions 
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3) Barriers to Vehicle Recycling 

a) What is preventing ELV recycling in northern regions? 

 i) Which barrier is the most significant? 

b) What is preventing white goods recycling in northern regions? 

 i) Which barrier is the most significant? 

c) What attempts do you know of to encourage the recycling scrap metal in northern 

regions (white goods and ELV’s)? 

 i) What has been successful about these attempts? 

 ii) What were the major challenges? 

 

Transition: Next, I will ask some questions about improving ELV and scrap metal recycling in 

northern regions. 

4) Improving Scrap Metal Recycling 

a) Do you have ideas for solving any of the barriers to ELV and white goods 

 recycling you have noted? 

 i) Which idea do you think is the most viable? 

 ii) Can you think of any strategies to make the cost more manageable? 

b) What have you learned from previous efforts to recycle scrap metal in northern 

regions that would be helpful to know in transitioning to a new system?  

c) Are you familiar with any of the existing scrap metal recycling education (eg. 

Tundra Take Back or The Guide for Recycling Scrap Metal from Northern Manitoba 

and Nunavut) programs for northern regions? 

 i) What do you think is helpful about this program? 

 ii) What needs to be improved about this program? 

 

Transition: The documents I have read make several suggestions for improving scrap metal 

recycling in northern Canada. I would like to ask your thoughts on some of these suggestions. 
 

5) Suggestions for Scrap Metal Recycling 

The Guide for Recycling Scrap Metal from Northern Manitoba and Nunavut (2003) 

makes the following recommendations to improve ELV/scrap metal recycling in the region.  

1) Implementing a system to continually centralize, sort, and compact the scrap 

2) Taking advantage of existing backhauling by truck, rail, barge, or train 

3) Using a regional approach to minimize costs 

4) Hiring a scrap metal contractor to crush and ship the scrap 

5) Hiring and training local staff to continue the recycling system  

  

What are your thoughts on the feasibility each of these recommendations?   

 

Transition: Finally, I would like to ask your thoughts on which ELV recycling policies would 

be helpful for improving ELV recycling in northern or remote regions.  

6) End-of-life Vehicle Recycling Policy for Northern/Remote Regions 

a) Do you think government legislated ELV recycling practices could improve ELV 

recycling in northern/remote regions? 

 i) Why/why not? 
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b) Do you think an EPR or levy system could improve ELV recycling in northern/remote 

regions? 

 i) Why/why not? 

 ii) If yes, do you think this system should be voluntary or mandatory? Why? 

c) For and EPR/levy system which of the following do you think would work best: first 

owner pays, last owners pays, or pay upon vehicle registration? 

 i) Why?  

d) Do you think a community run system would work to encourage ELV recycling in 

northern/remote regions?  

 i) Why/why not? 

e) Do you think the provincial or federal government should be involved in ELV 

recycling in northern/remote regions? 

 i) Why/why not? 

 ii) In what way shout the government be involved?  

f) Do you think there is a way of involving vehicle manufacturers in the ELV recycling 

process that would improve ELV recycling in northern/remote regions?  

 i) Why/why not? 

g) Do you think there is a way of involving public insurance programs in the ELV 

recycling process that would improve ELV recycling in northern/remote regions? 

 i) Why/why not? 
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Draft Interview Schedule 3 

Out-of-province Waste Management Experts 

 

End-of-Life Vehicle Recycling in Northern Manitoba 

 

 

Opening: Hi, my name is Amy Smith. I am glad you were able to meet with me today. I am a 

researcher from the University of Manitoba doing a study on end-of-life vehicle (ELV) recycling 

in northern Manitoba. Through my research, I am hoping to discover the main barriers to ELV 

recycling and what might be done to overcome these barriers. 

 

Purpose: During this interview, I will ask questions about your knowledge of waste 

management and ELV recycling practices in northern Manitoba.  

 

Motivation: Your participation in this interview will help us to find ways to improve scrap metal 

recycling in northern Manitoba.  

 

Time line: This interview will take about an hour of your time. Do you have the time? Before 

we being I have a consent form to read through with you and have you sign. [read through 

transcript with interviewee and sign]. Would you allow me to record the interview with this 

recording device? I will use the recording to type a transcript, which will be kept confidential 

and I will use as data for this study. 

 

Transition: To begin, I will ask a few introductory questions about your role in waste 

management. 

 

Jurisdiction 

1) Introduction 

a) What is your experience/role in waste management? 

 i) How long have you been working in waste management?  

b) What is your experience with waste management in northern or remote regions?  

 

Transition: Next, I would like to get a picture of the waste management system in your region.  

 

2) Management of ELV in your Region 

a) In your experience, what are the main waste management strategies for ELVs? 

 i) Which strategies have been the most successful and why? 

 ii) Which strategies have been the least successful and why? 

b) What most concerns you about the build up of ELVs and white goods in northern 

regions? 

 i) Why? 

 

 

Transition: Next, I would like to ask you more specifically about the barriers to scrap metal 

recycling in northern regions 

 



 

 

169 

 

 

3) Barriers to Vehicle Recycling 

a) What is preventing ELV recycling in northern regions? 

 i) Which barrier is the most significant? 

b) What is preventing white goods recycling in northern regions? 

 i) Which barrier is the most significant? 

c) What attempts do you know of to encourage the recycling scrap metal in northern 

regions (white goods and ELV’s)? 

 i) What has been successful about these attempts? 

 ii) What were the major challenges? 

 

Transition: Next, I will ask some questions about improving ELV and scrap metal recycling in 

northern regions. 

4) Improving Scrap Metal Recycling 

a) Do you have ideas for solving any of the barriers to ELV and white goods 

 recycling you have noted? 

 i) Which idea do you think is the most viable? 

 ii) Can you think of any strategies to make the cost more manageable? 

b) What have you learned from previous efforts to recycle scrap metal in northern 

regions that would be helpful to know in transitioning to a new system?  

c) Are you familiar with any existing scrap metal recycling education programs for 

northern regions? 

 i) What do you think is helpful about this program? 

 ii) What needs to be improved about this program? 

 

Transition: The documents I have read make several suggestions for improving scrap metal 

recycling in northern Canada. I would like to ask your thoughts on some of these suggestions. 
 

5) Suggestions for Scrap Metal Recycling 

In 2003, a Guide for Recycling Scrap Metal from Northern Manitoba and Nunavut was 

published. This document makes the following recommendations to improve ELV/scrap 

metal recycling in the region.  

1) Implementing a system to continually centralize, sort, and compact the scrap 

2) Taking advantage of existing backhauling by truck, rail, barge, or train 

3) Using a regional approach to minimize costs 

4) Hiring a scrap metal contractor to crush and ship the scrap 

5) Hiring and training local staff to continue the recycling system  

  

a) Have you found any of these recommendations helpful for ELV/scrap metal recycling in your 

region? 

b) Can you think of any other recommendations from your experience in waste management that 

might be helpful for ELV/scrap metal recycling in northern Manitoba? 
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Transition: Finally, I would like to ask your thoughts on which ELV recycling policies would 

be helpful for improving ELV recycling in northern or remote regions.  

 

6) End-of-life Vehicle Recycling Policy for Northern/Remote Regions 

a) Do you think government legislated ELV recycling practices could improve ELV 

recycling in northern/remote regions? 

 i) Why/why not? 

b) Do you think an EPR or levy system could improve ELV recycling in northern/remote 

regions? 

 i) Why/why not? 

 ii) If yes, do you think this system should be voluntary or mandatory? Why? 

c) For an EPR/levy system which of the following do you think would work best: first 

owner pays, last owners pays, or pay upon vehicle registration? 

 i) Why?  

d) Do you think a community run system would work to encourage ELV recycling in 

northern/remote regions?  

 i) Why/why not? 

e) Do you think the provincial or federal government should be involved in ELV 

recycling in northern/remote regions? 

 i) Why/why not? 

 ii) In what way shout the government be involved?  

f) Do you think there is a way of involving vehicle manufacturers in the ELV recycling 

process that would improve ELV recycling in northern/remote regions?  

 i) Why/why not? 

g) Do you think there is a way of involving public insurance programs in the ELV 

recycling process that would improve ELV recycling in northern/remote regions? 

 i) Why/why not? 
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APPENDIX B 

 

 

Options for ELV Recycling in Northern Manitoba Workshop 

June 6, 2017 

 

 

Agenda 

 

11:00am Arrival/Ethics 

 

11:15am Welcome/Introductions 

 

11:30am Summary of Research findings 

 

12:00pm Questions of clarification 

 

12:15pm Lunch 

 

1:00pm A framework for ELV recycling in Northern Manitoba 

 

1:30pm Divide into 3 or 4 groups to discuss the framework 

   - key components and key responsibilities 

 

2:00pm Large group discussion 

 

2:30pm Coffee Break 

 

2:45pm In groups: discuss steps for implementation 

 

3:15pm Large group discussion 

 

3:45pm Final remarks/response form 
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Options for ELV Recycling in Northern Manitoba Workshop 

June 6, 2017 

 

Response Form 

 

In terms of implementing a sustainable system for recycling ELV’s in northern MB, what issue(s) 

discussed today was the most important to moving forward? 

 

 

 

 

 

 

 

 

Describe one thing from today’s workshop that could help immediately in recycling ELVs in your 

community/northern Manitoba. 

 

 

 

 

 

 

 

 

What do you see as the most significant barrier preventing effective ELV recycling in northern MB?  

 

 

 

 

 

 

 

 

Is there something we did not talk about today that is important for future discussions about ELV 

recycling in northern Manitoba?   

 

 

 

 

 

 

 

 

Thank You for your time! 
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APPENDIX C 

 

Framework for End-of-life Vehicle Recycling in Northern Manitoba 
 

 

This end-of-life (ELV) recycling framework was generated based on research carried out as part 

of a Master’s thesis for the Natural Resource Institute, University of Manitoba. A draft of this 

framework was presented to stakeholders on June 6, 2017 in Thompson, Manitoba where 

stakeholders had the chance to discuss the framework and recommend revisions. The aim of this 

framework is to give various levels of Government and all other stakeholders a model to work 

from with ideas for action and implementation. 

   

This framework contains many concrete suggestions for action and implementation, however 

these are not meant to usurp the ideas and needs of individual communities. As emphasized by 

numerous participants in the stakeholder workshop, an emphasis on ‘relationships first’, or 

consistent, honest, and respectful communication must go before any actions or implementation. 

The intention of this framework is to give structure to the parties who already have a stake in, 

and have started to take action toward ELV recycling in northern Manitoba. This framework 

aims to encourage what has already begun.  

 

The following End-of-life Vehicle Recycling Framework for Northern Manitoba describes the 

key components, the institutions responsible for action, and implementation steps to ensure a 

successful and sustainable ELV recycling system in all parts of northern Manitoba.  

 

 

 

KEY COMPONENTS 

 

This ELV recycling framework has the following key components based on the three pillars 

(social, ecological, and economic) of sustainable development developed by the IUCN (1980). 

This section outlines each key component and then expands on what each component entails.  

 

Stakeholder Involvement (SOCIAL) 

 

➢ ELV recycling coordinator:   

o a position lasting for 10 years, which will allow relationships to be built with 

communities, and lasting change to occur 

o supports northern municipalities, Indigenous communities, and community councils 

in ELV/scrap metal removal by working with communities to determine the best 

approach to tackle ELV build up 

o helps communities understand and follow best practices for ELV decommissioning, 

waste material storage, and parts reuse 

o helps northern communities in close proximity to work together to efficiently remove 

ELV hulks and the wastes removed from them 

o helps the Producer Responsibility Organizations (PROs) determine where to focus 

their programs for northern Manitoba and how best to implement 
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➢ Active and prepared ELV recycling industry: 

o active decommissioning and retrieval of ELVs in the north by the Automotive 

Recyclers Association of Manitoba (ARM) 

o partnership between Gerdau rolling mill in Selkirk and ARM or an NGO in ELV 

recycling in northern Manitoba 

o engage other potential partners or markets that may come up in the future (e.g. 

EVRAZ in Regina) 

 

➢ Active and prepared PRO’s, including: 

o Tire Stewardship Manitoba (collects and recycles vehicle tires) 

o Manitoba Association for Resource Recovery Corporation (collects and recycles oil 

and antifreeze 

o Canadian Battery Association (collects and recycles lead-acid batteries) 

 

➢ Development and implementation of a regulation that requires registration of vehicles sold at 

auction upon consultation with Manitoba Public Insurance 

 

Environmental and Human Health (ECOLOGICAL) 

 

➢ Development and implementation of an ELV recycling industry guideline for northern 

Manitoba: 

o to guide businesses or organizations involved in decommission/recycling ELVs in 

following existing regulations and establish critical practice for ELV recycling 

including appropriate monitoring and environmental management plan development 

o most northern Manitoba communities do not presently have the capacity to adhere to 

a regulation so a guideline is suggested for northern Manitoba 

 

➢ Establishment of a soil and water quality testing program for existing ELV sites with 

remediation if necessary. 

 

Financial Feasibility (ECONOMIC) 

 

➢ Establishment of an ELV inventory: 

o determine the locations and actual amount of ELV build up to assist with regional 

planning 

 

➢ Creation of a northern Manitoba ELV recycling co-operative 

o this organization will be run by a board made up of northern 

communities/organizations interested in the ELV recycling business 

o possible co-operative members: Keewatin Tribal Council, Island Lake Tribal Council, 

Association of Manitoba Municipalities – Northern District, Hudson Bay Regional 

Roundtable, Northern Association of Community Councils, and Northwest 

Community Futures 
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o a co-operative will allow for community-based decision making while enabling 

communities to pool resources and minimize risks especially if the provincial 

government is not in favour of cost subsidy program 

 

➢ Establishment of a transportation cost subsidy program that: 

o encourages industry to collect and recycle ELVs 

o supports community-based scrap metal recycling businesses 

o is based on distance from the community to steel mills and other recyclers  

o varies depending on the price of scrap  

o is funded through an environmental levy collected during yearly vehicle registration 

or when a vehicle is first bought 

 

 

 

 

KEY INSTITUTIONS AND RESPONSIBILITIES 

 

A variety of government and non-government institutions and organizations need to work 

together to implement the key components outlined. This section delegates the responsibilities of 

the key components to stakeholders in ELV recycling from government, industry, consumers, 

and non-government/non-profit organizations.   

 

GOVERNMENT 

 

Federal 

 

➢ Partially fund a provincial ELV recycling coordinator position. 

 

➢ Conduct an inventory of ELV build up in northern Manitoba, along with the provincial 

government: 

o initial inventory carried out by the provincial coordinator and a summer student  

o conduct an inventory once every five years 

 

➢ Begin soil and water quality testing in First Nation communities through Health 

Canada/INAC for ELV build up/collection sites and bodies of water near ELV storage 

sites. Remediate if necessary.  

 

Provincial 

 

➢ Create, partially fund and house a joint provincial/federal/industry ELV recycling 

coordinator.  

 

➢ Conduct an inventory of ELV build up in northern Manitoba, along with the federal 

government: 

o initial inventory carried out by the provincial coordinator and a summer student  

o conduct an inventory once every five years. 
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➢ Develop an ELV recycling industry guideline for northern Manitoba (e.g., BC Vehicle 

Dismantling and Recycling Industry Environmental Planning Regulation): 

o this guideline will establish critical practice for ELV recycling;   

o this guideline will include decommissioning requirements, environmental 

reporting requirements, appropriate monitoring and environmental management 

plan development  

o this guideline could be introduced as a province-wide regulation in the future  

 

➢ Regulate and enforce PRO involvement in ELV recycling activities in the north: 

o require a plan including targets for PRO product diversion from the north. 

 

➢ Create transportation cost subsidy as described above. 

 

➢ Conduct soil and water quality testing in municipalities and northern affairs communities 

in areas with large amounts of scrap metal build up. Remediate if necessary. 

 

First Nations Government/Municipal Government/Community Council 

 

➢ Give rough estimates of the amount of ELV/scrap metal build up in the community that 

needs recycling and report to the provincial coordinator.  

 

➢ Acquire equipment to decommission, move, crush, and load ELVs (individually or in 

regions) 

 

➢ Work with the provincial coordinator to determine best approach to ELV recycling for 

the community, including the following options: 

o hire an automotive recycler to process ELVs for shipping; 

o train waste management employees to decommission ELVs and prepare them for 

shipping;  

o ship a small number of unprocessed ELVs to an automotive recycler for 

processing upon arrival. 

 

➢ Learn and comply with (or get help to comply with) the requirements for collecting, 

storing, and shipping wastes covered by PROs. 

 

➢ Follow the ELV recycling guideline for northern Manitoba when implemented 

 

➢ Connect with other communities in the region interested in ELV recycling. 

o consider becoming a member of the northern Manitoba ELV recycling co-

operative 

 

➢ Require registrations of vehicles brought into the community. 
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Manitoba Public Insurance 

 

➢ Collect the environmental levy prescribed in the regulation and remit to the province: 

o Hold this money in a designated fund earmarked for northern Manitoba ELV 

recycling 

 

➢ Ensure that vehicles sold at auction are registered or tracked to prevent multitudes of 

nearly derelict vehicles ending up in northern remote communities. 

 

 

INDUSTRY 

 

Automotive Recyclers of Canada 

 

➢ Promote benefits of membership so that more automotive recyclers in the country will 

join and follow the environmental code required by membership. 

 

➢ Support provincial automotive recycling association in working with government and 

other industry groups in the province for removal of ELV build up and prevention of 

future ELV build up. 

 

Automotive Recyclers of Manitoba 

 

➢ Promote benefits of membership so that more automotive recyclers in the province will 

join and follow the environmental code required by membership.   

 

➢ Help the provincial government create an northern Manitoba ELV recycling industry 

guideline and work toward a province-wide regulation 

 

➢ Commit to helping with ELV removal from remote communities. This could take a 

couple of different forms: 

o decommissioning and shipping out vehicles in remote communities that have no 

interest in doing their own ELV recycling as determined by the provincial 

coordinator 

o training community members that wish to learn how to properly or more 

efficiently recycling ELVs 

 

Relevant Producer Responsibility Organizations 

 

➢ Start aggressively implementing their existing programs in northern Manitoba. 

 

➢ Create and implement a plan and program for collection from the north. 

 

➢ Partially fund provincial ELV recycling coordinator position. 

 

➢ Coordination between multiple PROs for shipping the products they are responsible for: 
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o this will reduce transportation cost and allow for more frequent removal of wastes 

by shipping multiple products at once. 

 

➢ Actively work with northern communities in the process of storing and shipping the 

products that PROs take responsibility for collecting and recycling. 

o subsidize the cost of regionally accessible hazardous waste storage facilities  

 

Steel Recyclers (sole recycler in MB - Gerdau Steel)  

 

➢ Use their existing social responsibility budget to transport and recycle ELVs in northern 

Manitoba 

o For instance, the Gerdau steel mill in Whitby, Ontario and Scout Environmental 

have created a partnership in order to remove ELVs from Arviat, Nunavut as 

evidenced on the following web page: 

https://www.gerdau.com/northamerica/en/environment-and-social-

responsibility/social-responsibility/communities-in-north-america 

 

➢ Educate the public about the opportunities and benefits of steel recycling; 

o raise awareness of the steel recycling work done in the province, and the 

environmental and economic benefits that result from this work 

 

 

CONSUMER 

 

➢ Pay an environmental fee/levy for use of a vehicle once a year through vehicle 

registration or as a fee to the first owner. 

 

➢ Deliver ELVs to authorized recyclers or a designated collection/decommissioning area in 

a community. 

 

➢ Properly decommission vehicles kept on property. 

 

 

NON-GOVERNMENTAL ORGANIZATIONS/NON-PROFIT 

 

➢ This includes Aki Energy/Teen Challenge, Scout Environmental, and the Centre for 

Indigenous and Environmental Resources.  

 

➢ These groups are available to communities for environmental consultation, business 

advice or training.  
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STEPS FOR IMPLEMENTATION 

This section outlines the steps needed to implement the key components of this 

framework. After each step a suggested time to completion is included. Admittedly, these 

timelines are optimistic and aggressive, especially when ‘relationships first’ and stakeholder 

consultation are taken seriously. However, simply because experience says it will take longer is 

not sufficient reason to accept a more stretched-out timeline. Changes can happen quickly if 

political will decides they should. 

 

1. All key institutions continue to encourage and work with communities that are involved in 

ELV recycling initiatives and those that would like to, thereby creating new capacity in the north 

(ongoing). 

 

2. All key institutions, lead by the Province and INAC meet to implement the framework, the 

parameters of next steps, and create an advisory board to guide the coordinator and overall 

implementation (immediate): 

• Federal Government – Indigenous and Northern Affairs Canada; 

• Provincial Government – Sustainable Development Manitoba; 

• First Nation Communities – representation from Keewatin Tribal Council and Island 

Lake Tribal Council; 

• Association of Manitoba Municipalities – Northern District; 

• Automotive Recyclers Association of Manitoba; 

• Producer Responsibility Organizations; and 

• Gerdau Steel.  

 

3. The Province, INAC, northern ELV recycling co-op and the PROs collaborate to implement 

the ELV coordinator position and work together to establish the inventory of ELV’s in the north 

(6 months).  

 

4. Northern Manitoba communities or organizations create a Northern Manitoba ELV Recycling 

Cooperative (6 months).    

 

5. The Province and key stakeholders craft and implement a levy structure for transportation 

subsidy and the criteria for when such subsidies would be used (1 year). 

 

6. MPIC and INAC ensure a workable vehicle registration or tracking system for vehicles sold at 

auction (1 year). 

 

7. The Province develops and implements a northern Manitoba ELV recycling guideline to 

ensure a level playing field and considers whether a province-wide regulation is needed. (18 

months). 

 

8. Province and federal government, municipalities, First Nation communities, and community 

councils develop capacity for and begin soil and water testing and consequent remediation as 

necessary at ELV disposal and decommissioning sites in the north (2 years). 
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9. The Advisory Board and ELV Recycling Coordinator regularly review progress and adjust the 

activities contained in the framework as necessary (every 6 months). 

 

SUMMARY 

By implementing the key components described in this framework, in a timely fashion through 

the aforementioned stakeholders, ELV recycling in northern Manitoba can become a sustainable 

system that balances social, ecological, and economic factors. This framework combines a 

bottom-up and top-down approach that aims to enable communities to draw on available 

community capacity while also acquiring any needed assistance from government and ELV 

recycling institutions to manage their ELVs.   

 


