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Foreword 

The National Transportation Committee, of which The 
Honorable Calvin Coolidge is Chairman, was organized · 
at the instance of insurance companies and savings. banks 
to study railroad conditions and report to the sponsors 
of the committee its findings and recommendations. 

The other members of the committee are Bernard M. 
Baruch, banker and formerly chairman, War Industries 
Board; Clark Howell, publisher of the Atlanta Consti
tution and a director of The Associated Press; Alexander 
Legge, president of the International Harvester Company; 
Alfred E. Smith, former Governor of New York. 

Responding to an invitation of the committee, the 
National Automobile Chamber of Commerce submitted a 
memorandum of facts and appeared to disGUss with the 
committee the services provided by highway transport, 
the revenue· it produces through taxation, the effect of 
highway transport on rail revenues and how the two facili
ties can best be coordinated. 
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FuaultuncntuiM 

• • • 
Effect ol lllghwuy Trun•J•orl on llull l•'rc•lf!hl 

I. Sub-normnl Hhlpplng by lnduHtry, mining mal lll!l'icultu•·o I~ 
tho prfncfpnl CIIUHO Of low fi'Oil{ht I'OVOilUUH of l'lliii'OIIdH. 

2. Tho most strlnl{unt roHtrlcllona lllwly to bo Hlii(I!CHl!~d fot' 
motor survlcoH whoso lmslncHH 11nd l'lltllH mll{ht bu ll!ljUdl(od 
subject to public rogul11llon would lH·In~r no m11rlwd IncrtliiHO 
In rnll not frulght rovonuus. 

3. It will roquh·o 11 study of not l'llllro11d Olll'llhii{H, rnthor th11n 
tonn111rU, 11nd ntn tlmo whon lll{rlcultu•·o, mlnoH nnd lnduHtry 
nro producing In normnl volumo, to got 11 true plchu·o of 1'1111· 
ro11d conditions IIH nfl'octod by tho HO·CIIIIod motor compotlllon. 

4., No m11torlnl nppronch to tho ronl dilllt~ultloH of tho rnih·ond 
lnduHtry cnn bo found In "loHHos" to motor HorvlcoH Hlnco tho 
m11jor purt of thoHo sot•vlcoa Is for short dlst11ncos th11t would 
produce smull Uno h11ul OUI'Ilings 1111d diHJH'opot•llonnto tor
mlnlll oxponHos. 

Should Motor V chlc•lc•8 Ito "ll"f!Uiutc•cl" 

5. No lncro11so ln public oxpondlturoa for I'UI{Ulntm·y buronua 
should bo conaldorcd unlcHH supported by tho mnHt urgent 
public nocoaHity 11nd convincing ovldonco of tuuglulo roHult. 

6. Tho motor vohlclo Ia n mnjor nnd nocoHHnry 11ddlllon to tho 
trnnsport11tlon sorvlco of tho Unltod St11toa, It Ia not 11 com· 
potltor of tho r111lro11da In tho aonHo of furnishing ldontk11l 
sorvlcos. 

"'7:-Gonorally Its flold of aorvlco IH dlatinct from tho r11il-ho11d to 
r11II·ho11d sorvlco of tho rullro11ds; It Is lndlvldu111 11nd llcxiblo 
In ch11r11ctor, oporlllilllr ut 11ny tlmo from door to door. 

8. Tho public ls prlm11rlly lntoroatod In pollcu rol{ulnllon of 
motor vehicles such liB roglatmllon, aizoa, wolghta, apooda nnd • 
conditions of operation; those fo11turua 11ro within the control 
of each stnto, 11ro beln1r cured for 11ccordlng to loc11l condi
tions nnd are belnr const11ntly perfected. 
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9. The uniform standards for dimensionai control of motor ve
hicle operation set forth by the United States Bureau of 
Public Roads and the American Association of State High
way Officials should be approved by all state Legislatures in 
the interest of efficient transportation. 

10. Any undue restrictions on contract or common carrier trucks 
would create an advantage to competing business served by 
its own trucks. 

11. Regulation of railroads was founded on monopoly and was 
not at once adopted in its present form; any regulatory sug
gestion for motor transport should be approached slowly and 
carefully lest public interest suffer. 

12. Any restrictions on motor transport founded only on an at
tempt to make motor services equal in cost the dissimilar 
rail-head to rail-head services would be unsound and ulti
mately futile; it would repress full development of motor 
transportation and only operate to the eventual disadvantage 
of the shipping public, the consumers, and the railroads as 
well. 

13. Motor vehicle owners today are paying their fair share of 
road costs through special taxes volunteered for highway 
building. In many cases such taxes have been raised to ex
cessive amounts. These taxes generally are fairly divided 
as between different types of vehicles. 

14. The public is entitled to, and will insist on, the fullest possible 
use of its highways, having met the requirements of fair 
taxation and reasonable operation. 

Coordination 

15. Coordination of rail and motor services can make sound 
progress only on an economic basis. 

16. The use of rails has been retired permanently from certain 
short-haul services heretofore termed unremunerative by 
railroad authorities; and therefore to the net ultimate ad
vantage of railroads. 

17. If motor trucks have ventured into services of seemingly too 
long distance, the practice cannot continue if economically un
sound and subject to highway costs equal to other highway 
users and providing also that railway management is fully 
alert and not unduly restricted. 
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18. Time and experience only will determine the extent to which 
some of these longer services may be re-directed to railroads. 
In fact, the tonnage which the motor vehicle has produced, 
and the field it covers, indicate the possibility of large com
pensations for the older carriers both in revenue and out-of
pocket loss from unprofitable operations. 

19. Transportation policies of the future will require a recog
nition by the railroads and the public that motor vehicles 
should be used in many places and in many operations in place 
of existing railroad services. 

Railway Regulation 

20. It is probable that railroad regulatory laws, founded on 
monopoly, should now be reviewed in the light of current 
conditions to determine the possibility of lessening their re
quirements and the costs to the public and the railroads of 
their administration. 

21. Such a study of railroad regulation is a prerequisite of any 
consideration towards applying the present laws to new and 
non-monopolistic services on the public highways. 

22. The public is interested in the most efficient transportation 
of all kinds. It will be better maintained by removal of un
sound railroad regulation than by the addition of burdens 
upon motor transportation. 

(NOTE: Related fundamentals also will be found in the sections de
voted to Taxation and Physical and Business Regulations.) 
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Mr. A. j. Brosseau, Vice President of the 
National Automobile Chamber of Commerce 
and Chairman of its Motor Truck Commillee, 
acting as spokesman for the Chamber, made 
the following opening statement when present-

ing this accompanying data: 

MR. CHAIRMAN AND MEMBERS OF THE COMMITTEE: 

I appear as the representative of the National Automobile 
Chamber of Commerce in response to your invitation of Novem
ber lOth. 

We have at your request filed a Brief which outlines the policy 
of our industry. 

We believe many factors contribute to the so-called "plight of 
the railroads." 

During the last five years there has been a great amount of 
controversy about the motor vehicle and its place in the trans
portation field. This controversy cannot be productive of good 
results unless and until the problem is reduced to its funda
mentals. 

In the old days persons and merchandise moved by horse and 
wagon and dirt roads, or by rail. Today they move by motor ve· 
hicle and improved roads, or by rail. 

In the old days highway transport was confined to very short 
distances-say ten or fifteen miles. Today the motor vehicle 
travelling over improved highways has extended the highway 
transport area. 

As the highway area is enlarged, the rail monopoly shrinks, 
and it follows that-

Within the highway area (100 miles or more) the 
individual can secure transportation for a large 
part if not all his needs, without using the rails. 

Shippers Con Adjust Truck to Needs 

This highway service is available in a variety of forms. 

The shipper may operate his own truck. 
He may employ a contract or "for hire" operator. 
He may do business with the so-called common carrier. 
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Truck service, in each instance, is adjusted to his requirements 
-whether any-time any-where movement, pick-up and delivery, 
elimination of boxing and crating, etc. 

And if the shipper employs a "for hire" operator, he deals 
directly with the owner of a single vehicle, or the manager of a 
small fleet, rather than with an impersonal, inflexible, rule-ridden 
organization. 

Economists, with whom I have discussed this matter, agree 
with me that before classifying highway transport (particularly 
the truck) as a competitor of the railroad, we must recognize the 
fact that the railroad monopoly of land transportation no longer 
exists. 

I believe that to the extent the individual can serve himself, by 
transporting his person or his goods in his own vehicle over the 
public highway, he is not necessarily the customer of the railways. 

And I believe that no law, which does not disregard the public 
interest, can compel him to abandon the use of the public right 
of way in order to promote the interest of the privately owned 
railway. 

Bus Has Advantages Over Railroads 

It is now in order to ascertain the extent to which highway 
transport has depleted railroad income. 

I will consider first the 22 million privately owned passenger 
cars, which everybody (including railroad officials) admits are 
responsible for a substantial part of the reduction in passenger 
revenue. 

I believe that this revenue cannot be legislated back to the rail
roads, and therefore, it is permanently lost. 

Such information as I have been able to secure indicates that 
the passenger traffic of the railroads was not very profitable be
fore the automobile era. 

I am confident that large savings would accrue to the railroads, 
if proper and necessary charges and readjustments were made 
in the passenger department. 

I will next consider the bus which has been called the poor 
man's automobile. 

The bus, because of its relatively small size and low unit cost, 
and because it is not tied to a fixed track, possesses many advan
tages over the railroad. 

[9] 



Because of its size and low operating costs it can operate profit
ably in thin traffic territory. 

And because of its flexibility, it can handle dense traffic by more 
frequent movements without increasing unit costs per mile or 
per passenger. 

As a matter of fact, the more frequent the operation (justified 
by traffic) the lower the cost. 

Furthermore, the bus is not burdened with high capital charges 
for terminal facilities, not now (if ever) needed, and is free of the 
limitations and regulations which contribute to high labor and 
other elements of the cost of railroad operation. 

The bus is furnishing safe and satisfactory transportation to a 
large number of our people at a cost substantially below present 
standard railroad rates. 

And, at rates fairly comparable to the rail rates charged fifteen 
or twenty years ago. 

The bus has been adopted by the railroads to some extent but 
more extensive use is justified. 

Motor Truck Not Comparable to Rail 
As stated in our Brief the motor truck is not comparable to 

the rail. 

It possesses two distinct, dissimilar characteristics-

(a) SmaU, low cost units make possible individual 
transportation service; whereas, the railroad 
functions as a transportation system. 

(b) Truck service is flexible, any-time, any-where. 

Legally, motor truck operations can be classified into three 
main divisions: the common carrier, the contract carrier, and 
the private carrier. 

The privately owned vehicle, not operated for hire, is not 
clothed with public interest and cannot therefore be subject to 
business regulation. 

As to the common and/or contract carrier-
Whatever regulation is imposed should, in the public interest, 

promote the sound development of highway transport and not 
repress or strangulate it. 

Nearly all states have attempted to regulate the common and 
contract carriers, but the laws have been difficult, if not impos-
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sible, to administer and the results have been far from satis
factory. 

Cites Large Public Expenditures Involved 

Another reason for making baste slowly is that no increase in 
public expenditures for regulatory bureaus should be considered 
at this time, unless justified by the most urgent needs. And then 
only after convincing evidence demonstrates the regulation will 
be effective and in the public interest. 

As to dimensions, weight and speed control, we stand squarely 
on the recommendations of the American Association of State 
Highway Officials. I ask your careful consideration of the open
ing statement of its report, dated November 17th, 1932; and 
particularly to item "B"-"to promote efficiency in the interstate 
operation of the motor vehicle"-which, if adopted, will promote 
complete freedom of movement for all motor vehicles between the 
several states. 

I will close with the question-would the railroads, if overnight 
they were given all the freight carried by trucks, be prosperous? 

The volume of truck traffic is not definitely known, but es
timates made by those best qualified to do so, do not vary much 
and a fair average is six per cent of all traffic-generally less. 

The traffic carried by the privately owned truck-85 per cent 
of all trucks-cannot be legislated back to the railroads. We have 
left the common and contract carrier-15 per cent of all trucks. 
Fifteen per cent of 6 per cent is less than 1 per cent. 

I agree with Mr. Lotee, who said in an address at Bluff Point, 
New York, September 6th, 7th and 8th, 1932, at the Annual Meet
ing of the Ticket Agents' Association-

"Somewhat less than 6 per cent are common carriers 
and this number is so insignificant as to make any 
effort toward their control by rate legislation 
scarcely worthwhile". 

I have the highest respect for Mr. Loree's understanding of the 
transportation problem. He is not in accord with all other rail
road officials, but I believe that his ideas, as outlined in the ad
dress from which I have quoted, if carried out, would result in 
clarifying the transportation problem, and improve the financial 
condition of the railroads. 

Answering the question of Governor Alfred E. Smith with re
spect to the bills introduced in the last New York Legislature that 
would practically prohibit the use of trucks, it is worth noting 
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that interpretation of some of those bills would call for as much as 
$12,000 per year fees on some motor trucks. 

There is some comment about the reason for so many Bills in 
State Legislatures. 

Public Baa Not Demanded Truck Regulation 

We hear no great cry for such legislation by shippers or the 
general public. 

I call your attention to the fact that many of the state laws, re
cently passed, regulating motor vehicles were sponsored by those 
who would hamper, restrict and in some cases eliminate bus and 
truck operation. 

In addition to the laws that were passed many were introduced, 
but not passed, but from responsible sources comes the informa
tion that they will be re-introduced and efforts will be redoubled 
to pass them at the sessions of the forty-four State Legislatures 
that will meet this winter. 

It is no secret that much of the support of plans to increase 
highway traffic costs comes from railroad sources. It must be 
costly. The funds for it must come from somewhere. I cannot but 
wonder from where. 

More and more railroad employees are apparently devoting 
their time to this drive instead of running trains. 

Unfortunately, truck operators have neither the facilities nor 
the funds to check this drive, which I believe will fail of real sup
port because it is not in the public interest. 

(Mr. Coolidge handed to Mr. Brosseau the follow
ing written questions.) 

Que.rion No, 1: Would you favor the establishment of trano
portation systems under which a few important companies would 
control not only the railroads but the common carrier truck busi• 
ness? 

MR. BROSSEAU • Th t · th 
fi I · a 1s ra er a hazy question and goes far 

a e d. 

MR. SMITH: One word I ft . 
. e out-1t should read "in which a few 
:od~anthRatth'lroad companies would--" We are inter-

m w e er you app f 
of the highways t rove 0 compulsory consolidation 

' wa erways and air? 
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MR. BROSSEAU: I do not think it would suit your purpose if I 
answered "Yes" or "No", but we do not favor transpor
tation systems where railroad companies would have a 
monopoly of the highways for common carrier services. 

In order to answer the question properly it would be 
necessary to repeat much of the argument included in 
the Brief we have filed. I wonder if your procedure per
mits of extending our remarks for the record as is done in 
Congress. 

MR. COOLIDGE: We will be glad to receive anything you may want 
to submit. We did not know but what you had.thought 
the thing over and could give us off-hand some suggestions. 

MR. BROSSEAU: As I understand your question it is limited to 
common carrier trucks, which do not exceed 6% (some es
timate it to be not more than 4%) of all trucks. If your 
question considers only the trucks engaged in inter-state 
common carrier operations the number is reduced to lY.% 
of all the trucks. 

Several states have made an effort to regulate common 
carrier trucks in intra-state operations, but such efforts 
have invariably been unsatisfactory. The greatest diffi
culty is that it has been impossible for the common carrier 
to compete with the contract carrier unless both are regu
lated alike. 

MR. SMITH: Would you approve of compulsory consolidation of 
all forms of transport into what is referred to as a trans
portation system? Would your Chamber of Commerce 
have any objection to that if it could be brought about? 

MR. BROSSEAU: We do not approve of compulsory consolidation, 
because we believe it would be difficult, if not impossible, 
to enforce-as difficult as the 18th Amendment. 

MR. SMITH: Would you object to it? 

MR. BROSSEAU: Yes, we would object, because of the resulting 
disturbance, and because it would benefit no one. Dis
cussion in Congress has made it very plain that Congress 
will not pass a law giving the railroads a monopoly of 
highway transport. It would not be in the interest of the 
public to prohibit the free use of the highways. If such a 
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law were passed, unless very severe control was imposed 
on contract carriers, it would not benefit the railroads to 
give them a monopoly as common carriers on the high
ways. One can never stop the individual from transport
ing his goods with his own vehicle. The cost of the opera
tion can be increased, but it cannot be prevented. Some 
say that the individual (not owning a vehicle) who wants 
to transport his person or his goods over the highways, has 
a perfect right to hire his neighbor to do it for him. I do 
not see how the railroads, or the public, can benefit by 
giving the railroads a monopoly of highway common car
rier business. 

MR. SMITH: No monopoly -only the right to absorb such com
mon carriers as were already using the highways. 

MR. BROSSEAU: If they did that and the law prohibited the oper
ation of other common carriers, it would amount to a 
monopoly. That objection was made in the Senate hear
ings, where several members stated that such a Ia w could 
not be passed, because it was their duty, in the public 
interest, to protect the use of the highways and not to turn 
them over to the railroads. 

Que.lion No. 2: Have you made any studies which indicate 
whether or not the trucks contribute, in gasoline and other tuxes, 
to th~ support of the highways in proportion to the burden which 
they •mpose on the highways? 

·MR. BROS~EAU: A very comprehensive study as outlined in our 
Bn~f. We believe that the tax assessed against motor 
vehicles (amounting to more than $1,000,000,000 a year) 
more than pays for the use they make of the highways. I 
am authorized to say for the National Automobile Cham
ber of Commerce that we believe the cost of highways -
of gen~ral motor use - should be paid for by the highway 
users m proportion to the use they make of the highways. 

It has been determined by competent authorities that 
roads th~t ha~e been built and will be built for automobile 
tr;~c ~Ill, Without difficulty, carry a three ton truck and 

:at ~~e ~iv:~~: :~ain carry a f~ur ton tru~k. Beyond 
for a passenger auto stb~le made thicker than IS necessary 

mo I e. Just how much can be deter-
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mined. We think trucks should be regulated as to size and 
weight to conform to the capacity of the roads. There are 
fewer big trucks than there are medium-sized trucks, but 
all trucks-whether one ton, three ton, five ton, or larger 
- should contribute their fair proportion of the cost of 
the highway. 

A survey made in Pennsylvania indicates that the pres
ent taxes imposed on motor vehicles, plus gasoline tax, are 
almost exactly correct for each class. If the tax is not 
sufficient, we are perfectly willing to accept a competent 
engineer's determination of how much more tax we should 
pay. 

Queation No. 3: Would you he willing to see gasoline and 
other vehicle taxes high enough to cover not only the cost aud 
maintenance of the highways hut also to help support other state 
services? 

MR. BROSSEAU: Yes, we believe that in addition to the special 
taxes for the support of highways of general motor use 
(none of which should be diverted to other purposes) those 
who own or operate motor vehicles should make their pro
portionate contribution to the general cost of the Govern
ment. We have given facts and figures in our Brief to 
support our belief that they are doing this. 

Question No. 4: Do you think it possible to work out effective 
coordination between rail and highways for either terminal or 
line haul traffic? What suggestions wonld you make for working 
out coordination between rail and highway traffic? 

MR. BROSSEAU: You can lead a horse to water but you cannot 
make him drink. Such coordination can be brought about 
when the railroads adopt the policy of selling transporta
tion-and not until then. I do not believe so-called co
ordination of the highways with the railroads can be 
worked out until the railroads decide to use the highway 
facilities instead of or in addition to their rail equipment. 

Mr. J. F. Deasy, Vice President of the Pennsylvania 
Railroad, says-"The process of coordination is essenti
ally an economic one and not a regulatory or legislative 
one". The use of the highways, insofar as I know, is 
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available to the railroads. There is no need for legislation 
or compulsion-it is up to the railroads to use the high
ways if they want to. Perhaps the fraction of the public, 
that is not now compelled to use the railroads, might be 
glad to give them part of their traffic, if both highway and 
rail transport were offered. 

Que&lion No. 5: Do you think it possible to develop effective 
regulation of motor vehicles by means of uniform state legisla· 
lion? Or is Federal regulation a necessity? 

MR. BROSSEAU: What do you mean by "regulation"? 

DR. MouLTON: Regulation as suggested in your own report. 

MR. BROSSEAU: There is nothing that is more needed today than 
uniform regulation as to size, weight, speed, etc., and I 
hope you will believe me when I say it. Such uniform regu
lation is needed, not so much in the interest of the vehicle 
owner, as that of the public, which is served by the ve
hicles. I submit a chart showing the different standards in 
the different states. This chart shows that under the pres
ent laws it is often impossible to go from one state to the 
other. The present laws prevent free movement of vehicles 
from one state to the other. It is not only the people who 
operate highway vehicles, but those who are being served 
by trucks, who will be benefited if uniform regulations as 
to size, weight and speed are adopted by all the states. It 
may be necessary to pass a Federal law to compel such 
regulation. I doubt if the states will do it unless compelled 
by Federal legislation. 

Question No. 6: Do you think that truck companies should be 
required to conform to uniform accounting practices aud to make 
annual reports similar to those made by the railroads? 

MR. BROSSEAU: I know something about railroad accounting. 
I do not think the 2,200,000 individuals, owning a single 
truck each, are qualified to keep their accounts as the rail
roads do. If you refer to the larger concerns--contract or 
common carriers-in a recent survey (made by the De
partment of Commerce) it was found that only one out of 
twenty-seven concerns own more than a hundred trucks. 
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Such accounting is unquestionably, physically impossible. 
The trouble with this highway transportation problem is 
that so few people realize that the truck and railroad are 
dissimilar. The truck is not a transportation system. It is a 
plant facility used for individual transport, and only a 
very small fraction of it performs services comparable to 
the railroads. If that is ever understood, everything will 
be happier. 

You can determine the railroads' cost for operations 
from station to station. The truck does not transport from 
station to station. Ninety-nine times out of a hundred the 
truck goes to a market, a warehouse or a farm, loads up 
and goes to its destination the shortest way. If delivery is 
made in New York, it is perhaps to a loft three or four 
stories high. Such services cannot be paid for by a flat 
rate. It is difficult-it is impossible to set up a standard 
rate when you are not dealing with a station-to-station 
service. And if you confine the truck to station-to-station 
service, you lose nearly all of the advantage of truck op
eration. Railroads and trucks may both be common car
riers, physically speaking, but their services are entirely 
different. 

DR. MOULTON: Suppose a railroad runs "store-to-door" service 
as part of its regular service. Wouldn't the railroads have 
to submit an accounting? 

MR. BROSSEAU: Perfectly all right in that case, but again the 
yardstick of comparable service comes in. The man who is 
performing the truck service is not faced with the necessity 
of picking up at the warehouse and unloading on a rail
road platform and then into a freight car, then unloading 
again on the railroad platform, and loading on a truck to 
complete the job. If the railroads want to do this, all right, 
but the service performed by the truck and the railroad 
is not comparable. 

DR. MouLTON: It would be very confusing-the cost would have 
to be used in determining each separate rate. 

MR. BROSSEAU: Yes. And we all know that the cost of the service 
does not determine the rail rate. Even the Interstate Com
merce Commission admits that. 
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MR. HowELL: What about the taxation on the railroads? Half 
the counties in our state support their public school sys
tem with the taxes they receive from the railroads. The 
county and state taxes there are heavy. What about tax
ation applying to other systems of transportation which 
are making it impossible for the railroads to meet their 
tax burdens? 

MR. BROSSEAU: I have a statement here covering taxes in your 
own state, Mr. Howell (attached). According to this state
ment the entire state revenue in Georgia for 1931 was 
$31,558,300. Total revenue from motor licenses, gasoline 
taxes, etc., $17,592,947. Railroads paid only $615,413 
state taxes. 

MR. HoWELL: That is true, but of that $17,592,947 I would say 
at least three-quarters was paid by the private passenger 
automobile. 

MR. BROSSEAU: I am trying to answer your question. Georgia's 
tin-tag tax and gasoline tax paid by trucks, trailers and 
tractors in 1931 amounted to $4,162,000 as compared with 
total railroad taxation of $615,000 to the state. Total rail
road taxation to state, counties, municipalities and school 
districts was $3,87 4,000. Last year $2,225,133 was diverted 
from gasoline tax to the counties for school purposes, and 
$2,225,133 for county roads, making a total of $4,449,384 
diverted for local purposes from the gasoline tax. If you 
consider the income from the trucks alone, the truck pays 
more than the railroads. I do not think the truck should 
pay so much, because even in Georgia, the automobile has 
hurt the railroad much more than the truck has. The 
President of the Central of Georgia Railroad said so 
himself. 

That answers all of the questions you have given me. Are 
there any more? 

MR. CooLIDGE: Do any of the other members of your Committee 
wish to be heard? 

MR. BROSSEAU: If you have any more questions, we shall be glad 
to answer them. 

We are very much concerned with the apparent con
certed drive ·being made to harass and embarrass and in-
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crease the cost of operating vehicles on the highways. 
Much of it comes from railroad sources. It must be very 
costly. I know that many of the railroad employees are de
voting their time to this kind of work, instead of running 
railroad trains. Within the last few months it has been 
much worse than ever before. How much farther is it go
ing to go-and how soon will it get to the point where it 
is harmful to the public interest? 

MR. SMITH: What was the amount of taxation suggested by the 
Bill introduced last winter at Albany? 

MR. BROSSEAU: Governor Smith, it ran up as high as $12,000 a 
truck. The statement was made when the Bill was intro
duced that the proposed law was so bad that it would de
feat itself and that is exactly what happened to it. The 
amount of taxation proposed and the arguments used to 
pass the Bill made it so obvious that the real purpose was 
to eliminate the truck that public sentiment would not 
stand for it. 

MR. HOWELL: The use of trucks has increased greatly in the 
past five years. We do not deliver anything by train now. 
By using trucks, we can deliver papers out in the state at 
the same time they are delivered in Atlanta. 

MR. BROSSEAU: Why do you use trucks? 

MR. HOWELL: Because we can start them out at two o'clock in 
the morning and deliver the papers at the same time they 
are delivered in Atlanta, and we cannot do this by train. 

MR. BROSSEAU: And because you can secure service not avail
able by rail. That happens to be the state of mind of many 
people. I have been unable to find anyone who wants regu
lation, except a few operators of large fleets. It might be 
beneficial to them. They would not then have so much 
competition with "wild cats." In other words, control of 
rates would be to their advantage. No one else wants truck 
regulation-except the railroads. 
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Social and Economic Phases of Motor Transportation 

"The automobile has been perhaps the greatest 
single new productive force in the economic and 
social development of the United States in the past 
twenty-five years. Practically unknown when the 
twentieth century began, individual transportation 
bas since added billions of dollars of wealth to the 
nation 'a resources."' 1 > 

In 1900 there were but eight thousand automobiles in the 
United States and their use was regarded as a luxury limited to 
the few. 

Today there are approximately 24,000,000!Zl motor cars, 
trucks, and buses in the United States, performing an essential 
transportation function. 

They operate over 3,055,000''! miles of highways of which 
868,000 are surfaced, 170,000 with high type paving. 

Two-thirds of the people who own the passenger vehicles have 
incomes of $3,000 or less per year. 

The total special taxes all motor users pay in addition to gen
eral levies, amounted to about one billion dollars in 1931. !•l 

The whole social and economic structure of this country is 
dependent upon the availability of highway transportation rep
resented by these roads and motor vehicles. 

Any legislation designed to restrict the use of these vehicles 
or to add unduly to their costs of operation should be carefully 
evaluated in the light of this public interest. 

Relation to Earning Power 

In their production and use more than 4,000,00011 l people 
directly or indirectly obtain their livelihood, or one out of every 
eleven gainful workers. 

The raw materials from which the vehicles are manufactured 
are drawn from every state in the Union and from most of the 
countries of the world.!•! 

The industry is today the largest purchaser of several differ· 
ent types of iron and steel, of plate glass, nickel, lead, mohair, 

( 1) Highway Transport Committee report, Int.emaUono.l Chamber of Commerce (1927) 
( 2) U. S. Bureau of Public Roa.dJ. ' 
(B) National Automobile Chamber of Commerce. 
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and upholstery leather, while 85 per cent of all of the gasoline 
produced, and 83 per cent of the rubber is consumed in the use 
of the vehicle. <• l 

Large Users of Railroads 

In 1931 the automotive freight carried by railroads amounted 
to 3,106,000 carloads, or 12.6 per cent of the total railroad move
ment.<•> 

In 1929 the motor vehicle industry ranked first among the 
manufacturing industries of the country with a production value 
of $3,722,000,000, according to the Census of Manufactures. In 
the same year the payroll of motor vehicle and parts factories 
amounted to $870,600,000. 

Trucks Trebled in Decade 

Eighty-five per cent of all trucks manufactured have been pro
duced since 1921.<1 > 

Trucks in use more than trebled in the same period. <• l 
Buses in operation increased from 40,000 in 1923 to 99,000 in 

1931,(') 
During this time Class I rail mileage remained practically 

static. <•> 

Symbols of New Age 

The Honorable Roy D. Chapin, Secretary of Commerce, said 
recently in the course of an address: 

"The older transport agencies tended to concen
trate industry and population. The highway, like 
electricity and chemistry, is a symbol of a new age 
which gives the individual greater freedom. 

"New standards have been introduced into the 
home, the school, the church, and in industry and 
government. 

"With highway improvement has come a constant 
increase in the volume and variety of road use. 
Mass railroad transportation has found its com
plement in individual highway movement. 

"This development taken in conjunction with the 
giant strides of science and research in many other 
fields is forcing readjustments in many directions. 

(1) Na.ttona.l Automobile Chamber ot Commerce. 
( 3) lntentate Commerce Comml•slon. 
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"There is a marked trend toward decentraliza
tion. Once urgent reasons for life in congest~d 
areas have lost their force. The man who works m 
a city can now have the advantages of country life. 
Milk fresh fruits, vegetables, come to our homes 
daily the year round. Farmer and consumer alike 
benefit. 

"Industries are moving their factories closer to 
the source of raw materials. Retailers are buying 
on a day-to-day basis. 

"All of these changes and many more forecast 
still further adjustments in our ways of living as 
time goes by". 

Effects Not Quickly Realized 

Supplementing this viewpoint, the Interstate Commerce Com
mission in 1929 in a report on the trend of traffic on steam rail
roads said: 

"It is not the purpose here to discuss the probable 
future effect of various forces affecting the volume 
of railway traffic. It is left to others to speculate 
on the future effect on railways of motor vehicles, 
improved waterways, airplanes, transmission of 
electrical energy as supplanting the hauling of coal, 
centralization, or dispersion of industries, further 
supplanting of lumber by cement, exhaustion of 
petroleum supplies, relative decline of agriculture 
and growth of manufactures, etc. It is not safe to 
predict the future solely by the past because new 
forces come into action. The development of the 
motor vehicle was such a force, the effect of which 
on railroad traffic was not fully appreciated in 
1915". 

So that it can be conservatively said that the motor vehicle is 
today and has been during the last decade one of the largest 
factors in the economic life of the country. 

Large Factor in Country Life 

Perhaps the largest single influence exerted by the development 
of highway transportation has been the effect upon country life. 
The automobile is the modern farmer's horse and buggy. The 
motor truck is his horse and wagon.<•> 

"The development of motor transportation has 
revolutionized the life of the farm. It has brought ---

(1) American Farm Bureau Federation. 
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the town and country into closer touch. It has in a 
considerable degree destroyed the historic isolation 
of the farm and the farmer. It has permitted a 
notable extension in educational facilities available 
for rural populations. The centrally located school 
reachable by motor transport from a large sur
rounding area has largely contributed to the solu
tion of the problem of adequate equipment and 
adequate instruction for the rural children. 

Effective Aid to Health 

"The automobile has proved an effective aid in 
the field of medical relief for scattered populations. 
It has enabled the farmer to receive prompt and 
better medical treatment and made hospitalization 
available for large numbers of the population who 
hitherto had been without any possible recourse to 
such treatment. The traveling library, the centrally 
located community church, the development of com
munity life and community spirit are some of the 
many significant social and cultural changes 
wrought by the development of motor transport in 
rural sections." <1 l 

The U. S. Bureau of the Census places the number of motor 
vehicles on the 6,288,000 farms in the United States at 5,035,000<'l 
of which 900,000 are trucks, or 26 per cent of all the trucks in use 
in the United States. 

Suburban Development Aided 

Motor transportation has had a pronounced effect upon life in 
the cities, enabling the rapid development of suburban areas. 

Through road improvement the area of city influence has been 
gradually extended and today there are few if any communities 
in the United States which do not have all of the advantages of 
rapid individual transportation. 

While no exact figures have ever been obtained, sample studies 
indicate that some 60 per cent of all use of passenger cars is for 
business purposes.<'l 

Salesmen, physicians, nurses, teachers, farmers, business and 
professional men generally use the car in a daily routine. 

Beyond this are the myriad light deliveries made by passenger 
cars with special bodies which still do not class the vehicle as a 
commercial unit in the official registrations. 

(1) Report Highway Transport Committee, International Chamber of Commerce, (1921). 
(:!) 1930 Cenaua, 
(8) U. 8, Bureau of Public Roalb. 
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Government Efficiency Increased 

The introduction of motorized units into sanitary, police, fire 
and military operations has increased many times the efficiency 
of these agencies and has had a marked effect in the fight for the 
prevention and control of disease. 

Many authorities attribute the spreading of population out of 
congested areas almost entirely to the improvement of roads and 
the advent of the motor vehicle. 

Individual Transport A Result 

The result of this development has been to provide the in
dividual with the personal unit of transportation which enables 
him to travel safely and comfortably, starting almost wherever 
and whenever he wishes to any objective which he may desire to 
reach within the United States and Canada. Equally the truck is 
his personal unit for the movement of his goods. 

In its early development the use of the vehicle was confined 
largely to recreational purposes. With improvement in the de
sign and the increase in improved highways, came a rapid de
velopment of the utilitarian use. Trucks were developed to handle 
a retail freight movement and buses appeared as supplementary 
agencies to the railroad and electric lines. 

Flexibility and Cost are Major Truck Assets 

The motor truck has been a factor in national transportation 
only within the past few years. 

Its development has been due largely to two factors,-the flex
ibility of its operation and the low initial cost. 

The truck performs its best service when it is used to pick up 
a commodity at the door of the shipper and to transport it to the 
door of the consumer. The element of time-saving in handling 
freight and the repdiness to serve at all times have made the unit 
desirable in the ordinary conduct of industrial and business oper
ations. 

Government surveys indicate that by far the largest use made 
of the vehicle is in the distribution of commodities to their final 
destination within an area of from 30 to 60 miles.<•l 

(1) u. s. Bureau ot Public Roac11. 
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Haul Decreases With Miles 

As the length of haul grows, the number of vehicles used rapid
ly diminishes, and the commodities hauled become highly spe
cialized. 

Furniture movement and the shipment of goods of high cost 
are the only regular operations carried on over the highways for 
long distances. 

There is, however, another class of carrier which has developed 
recently in the merchant trucker who buys goods at one point and 
sells at another sometimes several hundreds of miles distant. This 
movement is sporadic, however, and is not a considerable factor 
in the total freight tonnage. 

Trucks Usually Owned by Individuals 

Because of the low unit cost of the vehicle its operation, unlike 
that of the railroads, is in the hands of a great many people. 

It is estimated that out of 3,466,000 trucks, some 2,500,000 are 
owned by as many individuals. (lJ 

Perhaps the best illustration of the use made of the motor 
vehicle is furnished by government surveys, (>l which show that 
86% of all movements is in the hands of private businesses or 
individuals, the remaining 14% being divided between common 
and contract carriers, or companies which hold themselves out 
for hire either indiscriminately or to a few people. 

Large Fleets Business Tools 

Large fleet movements are a part of the business of individuals 
or companies in public utility service, oil and gasoline distribu
tion, milk handling and in bakery, meat, ice, and beverage de
liveries. (•> 

Thus, the American Telephone and Telegraph Company main
tains 15,500 trucks-the largest single fleet. 

Next in order follow thirty-two other fleets used by large com
panies in their business-not for hi1·e. 

Only one common carrier operation out of 217 surveyed re
cently by the government had more than one hundred trucks! 

Perhaps in no other respect than this widespread decentraliza-

( t) Chilton Automotive Multi-Guide. 
(3) u. s. Bureau of Public Roads. 
(a) National Automobile Chambor or Commerce. 
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tion of ownership is the marked dissimilarity between truck and 
railroad operations better illustrated. 

Competition With Rails 

Much has been said about the competition of motor vehicles 
with the railroads. 

First perhaps it should be pointed out that some 45,000 com
munities in the United States are off rail lines and require roads 
to connect them. Second, the production and servicing of motor 
transport requires a large use of rail facilities. Third, the motor 
vehicle generally is a factor in short-haul rather than long-haul 
movements. 

In the case of the passenger car movement it is undoubtedly 
true, however, that the existence of 22,000,000 vehicles on the 
highways has had a marked influence on the passenger revenues 
of the rail carriers. 

The actual effect of bus operations is not so great since there 
are only around 99,000 buses in the country, of which 52,000 are 
engaged in school, hotel and sightseeing operations. A part of 
the remainder (about 30%) are exclusively intra-city operations. 

Had all the inter-city bus passengers been carried by rail in 
1931, the total rail passenger traffic would still have been nearly 
24% under 1920. <1 l 

Trucks Handle 6% Rail Traffic 

In the freight field, the best estimates made by the Interstate 
Commerce Commission <•l indicate that inter-city trucks handled 
about 6% as much freight traffic in 1929 as moved by rail. In 
terms of revenue this amounted to 8%. Necessarily not all of this 
movement was a competitive one and where it was competitive 
the bulk was carried by private trucks. It follows then, that 
forced restoration of the competitive traffic could not materially 
alter the rail position. 

Whether there has been any increase in motor truck competi
tion during the depression is not known. Such an authority as 
Daniel Willard, President of the Baltimore & Ohio Railroad, es
timates that of the loss of 51% in railroad freight revenues com
pared with average earnings over the past decade, but 107o is 
due to the motor truck. 

(1) Report of Amerlean Bec:Uon, International Chamber of Commerce, In reply to queallon· 
nalre for International Conference for the Coordination of the Vartoua Moana of Tr~port. 

(2) Docket 23,(00. 
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The curve of railroad tonnage handled coincides closely with 
the trend of production generally. 

Depression Chief Factor in Rail Losses 

Many students of the transportation problem take this view. 
One authority<•l recently said: 

" . . . It is consequently believed that if motor 
trucks were taxed sufficiently the railroad problem 
would be well under way to a solution, because the 
motor trucks would not be able to take freight away 
from the railroads by quoting lower rates. The rail
roads, however, have little justification for placing 
so much blame on the motor trucks. The solution of 
the railroad problem is not a matter of motor truck 
regulation. If motor truck transportation were en
tirely eliminated and the railroads were able to add 
all the motor truck freight to the present volume of 
railway freight, the railroads would not benefit 
materially ... " 

(1) October 1, 1932, tsaue "Buslneaa CondiUona Weekly," Alo:ander Hamtllon Institute 
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Almost a year ago, Commissioner Joseph B. Eastman, speak
ing before the American Economic Association, analyzed the com
petitive situation: 

" ... The present competition in the transporta
tion industry differs from that of the past in at least 
one respect. Heretofore competition has chiefly 
been among the railroads themselves. With the ex
ception of some competition from water carriers. 
There has now been added the direct competition of 
highway motor vehicles, pipe lines, and airplanes, 
andl the indirect competition of electric central 
power stations and transmission lines. A further 
new feature is that to a very important extent, in 
the case of motor vehicles, this competition is not 
offered by common carriers but by vehicles owned 
or hired by the users. The privately owned auto
mobile has had a more serious effect than the com
mon carrier bus upon railroad passenger traffic, and 
trucks owned or hired by shippers have likewise had 
a more serious effect than common carrier truck 
lines upon railroad freight traffic ... " 

These changes are disturbing to the old order of transportation. 
Stability cannot be achieved by any previously tried method. New 
plans must be adopted. 

Coordination has been advanced as offering the greatest pos
sibilities. But coordination cannot be achieved by restrictive 
legislation. 
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Many railroads are adapting the motor vehicle to their own 
use. Last year 80 of them were operating 5,000 motor buses, 
while 85 roads-directly or through subsidiaries, and exclusive 
of the Railway Express Agency, were using 10,000 motor 
trucks.<'l 

Four Operating Methods 

There are at least four ways in which rail carriers can engage, 
or participate •. in motor vehicle operations: 

(1) Directly, as part of all operations; 
(2) To subsidize companies organized for the purpose; or ac

quired by purchase of existing operations; 

( 3) Through acquiring a stock interest in independent com
panies, and 

( 4) By means of contracts with independent operators. 

Variety of Services Now Functioning 

Present rail-motor service includes substitutions of highway 
for train service on unprofitable branch lines, extension of feeder 
services to areas not reached by rail, substitution for local freight
train service in congested areas; substitution for less than car
load interchange between railroads; operation of container cars 
and "ferry car" services; and store-door delivery. 

Unproductive Rail Investments 

L. F. Loree, President of the Delaware and Hudson Railroad 
Corporation, recently said: 

"Less than 2% of the ton mileage moved is carried 
on 73,311 miles of line, being about 30% of the total 
mileage. Not only is this movement insignificant, 
but it is made at an out-of-pocket loss and keeps in 
service as an economic waste a large amount of line. 
Of this mileage 57,742 miles are distributed upon 
2,094 branch lines and parts of lines of Class 1 rail
roads. 15,569 miles are distributed upon 483 Class 2 
and Class 3 railroads. For the year ended December 
31, 1928, 459 of these latter lines reported a cor
porate deficit of $63,282,963. Each separate element 
in this group should be carefully examined and as 
rapidly as possible those sections that cannot be 
justified should be abandoned and their salvage 
value recovered. 

(t) "Railway Age". 
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"The lines in the intermediate group, 161,000 
miles, should be carefully gone over, everything 
promoting waste removed, and all possibilities look
ing to expansion of traffic or reduced cost of oper
ation thoroughly worked out." 

The truck, too, offers the possibility of re-location of freight 
terminals on less expensive land. 

Rails Must Initiate Coordination 

One fact stands out clearly in any discussion of rail-highway 
coordination. The initiative in such a movement must come from 
the railroads. Shippers are already using the rail service and the 
highway service separately. The railroads are the only ones who 
can combine the two and offer that combined service to shippers. 

This position was taken by J. F. Deasy, Vice-President of the 
Pennsylvania Railroad, in his appearance before the Interstate 
Commerce Commission in Docket 23,400, when he said: 

" ... It is essential that the railroads make avail
able a system of coordinated transportation which 
will enable the public to utilize the kind of trans
portation it wants--rail, highway, waterway and 
airway-in the field in which each can best perform. 
All forms of transportation should be maintained 
with a proper return to the operation ... The initia
tive and enterprise in developing a system of co
ordinated transportation on a sound basis rests 
primarily with the railroads in cooperation with 
other forms of transportation . . . The process is 
essentially an economic one and not a regulatory or 
legislative one ... " 

Legislative Relief Must be in Public Interest 

Some legislative help can undoubtedly be given by relaxing such 
railroad regulation as may be no longer desirable; by permitting 
direct rail operation of motor vehicles; by the establishment of 
joint rates and through bills of lading; and by any regulatory ad
justments as between railroads and motor vehicles which are 
justified by the facts and the. public interest. 

Taxation and Highway Development 

Under-taxation of the motor vehicle and over-taxation of the 
railroads has been advanced by some as one of the ills of the trans
portation industry. 

It is not proposed to discuss here either the basic relationship 
between the highway and the vehicle, or the tax policies growing 
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out of them. These require a fuller discussion which is under
taken in later sections of this report. 

The immediate comment goes only to the relation between 
highway development and railroad taxation for tha:t purpose. 

Once it is established that the railroads are not paying for 
roads used by their competitors, then the problem is one of ad
justment between the users of the road. 

This involves (a) economic road building and maintenance; 
(b) sound cost accounting; and (c) equitable tax adjustment be
tween the different classes of vehicles. 

Special Taxes $881,000,000 

In 1931, motor vehicle owners paid $1,025,000,000 in state and 
municipal taxes on their vehicles, in addition to paying the same 
general taxes as those paid by other citizens. Of this $881,000,000 
was in special taxes, including registration fees and gasoline 
taxes. 

Special MotorTaxes-1921-1931 

Personal Property 
•nd Municipal 
lraxes $664 

( Mi/lion8 of 
Dollar8) 

1921 192.1 1923 1924 1925 1927 1928 1929 1930 1931 

Tues collected from motor vehicle owners of the Unfted States 
Increased from $296,000,000 In 1921 to more thon $1,025,000,000 
in 1931. White portions of the bars indicate the special motor ta1e1 
collected by state governmenh. 

The Federal Revenue Act of 1932 added $258,000,000 to this 
burden in the form of automotive, fuel and rubber excise taxes. 
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This brings the maximum gas tax in one state to twelve cents. 
The law of diminishing returns has begun to operate as a result. 

These special taxes provided 92% of the current state highway 
income from state sources !•l in 1931.1'l It is these roads which 
carry from 65% to 70% of all motor traffic, !•l and virtually all of 
whatever competitive traffic may exist. 

At the same time there was diverted from these special levies 
$170,000,000 for county and local roads;. $23,500,000 for pay
ments on county bonds, and $50,000,000 for miscelll\neous pur-, 
poses. 

Expenditures on the main roads included $731,000,000 for cap
ital additions in the form of new construction, and right-of-way. 

Thus, special motor vehicle taxes are being called upon to sup
port not only maintenance charges, but an abnormally large cap
ital investment program on a current basis. 

No Property Tax for Main Roads in Thirty-four States 

In thirty-four states there was no property levy ·for the state 
road system, and in twenty-two states there was neither a prop
erty levy, nor any general appropriation for this purpose. Ob
viously neither railroads nor other landholders paid anything 
towards main roads in these states. 

Seventy-seven per cent of all state highway bonds issued from 
1921 to 1930 are charges against motor vehicle taxes, 6% are 
charges against tolls from bridges and tunnels, while property or 
other state taxes are liable for only 17% of the total. All recent 
state highway bonds are a charge against motor taxes. 

Further, for the year 1930"l special motor taxes accounted for 
56% of all current rural highway income., 

During the past ten years 126,000 miles of the more important 
local roads have been added to the state system. 

Motorists Assuming More Local Road Costs 

Thus the steady increase of motor taxes for road purposes has · 
resulted in a material shifting of the burden of local road im
provement from the land to the vehicle. 

( 1) ExcJudee Federal Atd reeelpta:, which Included emerseney adva~~cee. 
(2) Based on U. 8. Bureau of Public Roada data. 
(3) Cooperat.lve atudlea, U. B. Bureau of Public Roa.da a.nd Slate Hlghw&y DepartmODta, 
(4.) Late~t total OgUres available from the U. 8. Bureau of Public Roa.dB, 
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The use of rail taxes for state highways is thus an inconse
quential factor. The Interstate Commerce Commission in Docket 
23,400 said : 

" ... The foregoing analysis indicates that the 
contention of the railroads that they are called upon 
to contribute to the provision of highways for their 
competitors to use rests on an increasingly smaller 
basis as the well-defined tendency to relieve the 
general taxpayer of levies for State highway pur
poses continues ... " 

With respect to "feeder" road development, the railroads re
quire these and benefit from them. Any relief for them means a 
heavier burden for the farmer and other land owners. 

Truck Taxes 25% of Total 

It has been charged that motor trucks are subsidized in their 
competition with railroads. 

Motor trucks are 13.4% of all vehicles, yet they pay 25% of the 
special taxes, which as pointed out, largely meet main road costs 
on a current basis. 

These taxes amounted to $221,500,000 in state license fees and 
gasoline taxes alone in 1931. Common carrier buses paid $31,775,-
000. The total payments by these commercial vehicles, including 
personal property and municipal levies, is estimated at $293,-
305,000 for 1931. 

Common Carriers Pay Extra Fees 

In addition to the license fees and gasoline taxes paid by all 
buses and trucks, 46 states charge extra fees for passenger car
riers and 36 for property carriers engaged in public business. 

For common carrier trucks these taxes may include franchise 
or privilege tax, ton-mile, gross receipts, mileage, and occupa
tional levies. 

Common carrier buses pay franchise or privilege tax, seating 
capacity, gross receipts, mileage tax; and occupational tax. 

Both groups pay Federal and state income taxes on the oper
ating company. 

Many counties and cities levy common carrier taxes in addition 
to the state imposts. 
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Translated into terms of averages per motor vehicle, the special 
taxes paid in 1931 amounted to $34.10 for the average vehicle. 
The privately owned 3-ton truck paid $332. Common carrier 
trucks were charged $521, and the common carrier bus paid $700. 

Heavy V chicles Paying Way 

The Chief of the U. S . Bureau of Public Roads says that gen
erally these heavier vehicles are paying adequately for their just 
share of the cost of the roads they use, including the additional 
strength required of such roads. 

Consequently, it does not appear that trucks generally are sub
sidized in their competitive operations. 

Uniform Physical Regulation Essential 

The subject of physical dimensions is also discussed in detail 
in succeeding pages. 

Here it is only necessary to observe that highway transporta
tion like that on railroads recognizes no political boundaries with
in the United States. 

Because of the numerous independent jurisdictions, however, 
there has grown up a mass of conflicting regulations which op
erate to increase the cost of the movement to the shipping public. 

There exists a deep need for a rational uniform code of stand
ards which will expedite the efficient flow of commerce over the 
highways. 

Business Regulation of Trucks Must Meet Public Interest 

Business regulation of the motor truck (whether inter-state or 
intra-state) can only be arrived at in the general public interest 
when not only the physical relations existing between the road 
and the vehicle, but the legal relations between different types of 
carriers, are understood. 

These subjects are treated at 'some length in succeeding 
chapters. 

Here, it is only necessary to emphasize one or two important 
facts. 
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Eighty-five per cent of all motor trucks are privately owned and 
operated. Since the legal classification has no bearing upon the 
size, weight and other dimensions, roads would be built for pri
vate carriers if there were no common or contract movements. 

Further, the low unit cost of the vehicle makes the private car
rier always a potential competitor of the truck operated for hire. 

Too Strict Regulation Would Penalize Small Shipper 

Consequently rigid regulation or excessive taxation of the 
trucks operated for-hire would only operate to deprive the shipper 
of a service and the operator of equal competitive opportunity. 

The traffic would not go back to the railroads unless all trucks 
were subjected to laws which would strangle the whole movement. 
Even then the railroads could get but that small part of the whole 
which is competitive. It is the shipping public which would 
suffer. 

Since it is the small shipper who does not operate his own fleet, 
it would be the small shipper whose interests would be most 
affected. 
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Physical Relations Between Road and Vehicle 

Before any rational plan for the taxation and regulation of 
motor transportation can be laid down there must be an under
standing of the physical relations which exist between the road 
and the vehicle which moves over it. 

This important subject has been under intensive research study 
and observation for the last ten years, during which time the 
United States Bureau of Public Roads and the State Highway 
Departments have joined in many fundamental projects. 

The key facts brought out in this work may be stated as follows: 

Factors of Durability 

Soil, sub-base and climatic conditions very largely determine 
the life of a highway. The sole effect of a heavy movement of 
traffic is to require a conversion in the type of surface or to add 
to its depth. Where conversion takes place higher capital costs 

·are offset by lower maintenance charges. Where added depth is 
necessary the cost is mainly that of the added material and labor, 
since rights of way, gradients, drainage and similar elements are 
common to both roads. 

In actual practice, highway engineers were building macadam 
roads as thick as at present before there were motor vehicles. 

lm pact Eff eels 

The effect of the impact exerted by a vehicle is determined 
largely by the area of contact between wheel and road surface and 
the character of the tire. 

The narrow, steel-tired farm wagons carrying one-ton loads 
twenty years ago exerted more destructive effect than does the 
modern motor truck equipped with wide, pneumatic tires carry
ing loads several times greater. 

During the war and in the period immediately following, heavy 
motor trucks traveling on solid tires frequently did undue damage 
to the highways. 
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Conversion of vehicle equipment, and research into soil, sub
base and climatic factors have radically changed these conditions. 

It is the judgment of competent engineering authority that 
destructive effect of truck travel would never have been an issue 
had trucks been equipped from the beginning as they are today 
with pneumatic tires and regulated as to wheel load. 

EQIJIPPED WITH 
P~EUMATIC TIRES 

I 

Factors in Road Wear 

How pneumatic and bal~ 

loon tires are replacing 
solid or cushion tires on 
modern motor trucks is 
shown in the accompanying 
chart. In 1921, 29 percent 
of all trucks produced w1~re 
equipped with solid tires, 
whereas, in 1931, only 3.1 
percent of the trucks pro-
duced had such equipment. 

Concrete slabs tested by as many as 300,000 trips of pneumatic 
tires running over the same point show no appreciable wear. 

The only real possibility of damage is an impact which will 
rupture the slab. 

Continued impact tests have demonstrated that a large element 
in rupture is fatigue. 

In other words: Engineers know definitely what thickness of 
slab is necessary to sustain a given weight. 

When a load exceeding that weight passes over a slab there is 
a temporary deformation extending over a limited period during 
which the slab slowly comes back to about its original position. 
If it is not given time to do this gradually, permanent deformation 
sets in followed by rupture. 
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It follows from this that frequency of impact is a controlling 
factor in effect upon rigid types of roads. 

Consequently, occasional movements of vehicles heavier than 
those for which the road is designed have no material effect. 

By illustration, if a road were built for a two-ton vehicle: 

If 500 vehiCles traveled over that road each day with a normal 
distribution of traffic as between passenger cars and trucks and 
buses of varying weights, it would take twenty years to accumu
late enough five-ton vehicles to break the slab. 

If 1,000 vehicles of similar distribution used the road it would 
take ten years, if 2,000 five years to effect a rupture. 

In practice, however, because of soil, sub-base and climatic 
conditions, the design of any rigid type road which would meet 
these conditions would be adequate for a three-ton load. 

Specifications " 

Because of the varying conditions of frost or moisture or soil 
in the several states, no absolute specifications are followed. In 
the Northern states usually 9-7-9 concrete roads are built. In the 
South, 8-6-8 slabs are used. In each case these figures mean inches 
of depth of the slab at the sides and in the center. 

Non-Rigid Types 

Roads of non-rigid types such as gravel, macadam, and clay 
have much less strength in themselves. Their ability to carry any 
load largely depends upon soil, sub-base and climatic conditions. 

Consequently, any type of vehicle will break through their sur
face under adverse weather conditions but equally the cost of 
bringing them back is simply a re-assembly of the surface--not 
the construction of a new slab. 

Under favorable weather conditions such roads will carry truck 
loads as well as they will passenger car traffic. 

Classification of Traffic 

These are the basic, engineering facts as determined by a long 
period of research in the field and in the laboratory which have · 
led highway engineers to the basic conclusions that: 
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Given authority to control movement under ad
verse climatic conditions, there is no further need 

for requiring any vehicle to remain constantly on a 
road of a given type. 

Further, the present status of highway develop
ment and use is such in the United States that min
imum standards for the dimensional control of 
traffic can be safely set down, and 

Finally, such standards are definitely needed in 
the furtherance of highway development. 

To these conclusions may be added another, that it is not gross 
weight but wheel weight which determines the effective impact, 
consequently no restrictions on gross weight are needed from an 
engineering point of view. The limitation is one which protects 
the road at the point of impact with the wheel. The more wheels 
a vehicle has, the more load it can carry. 

Bridge Specifi~ions 

The one condition where gross weight restrictions are required 
is for the protection of bridges. 

Here the condition is one of a floor carried on beams which 
must transfer the load to supporting abutments. Between the 
abutments the floor has no sub-base support. Consequently, no 
number of wheels will distribute the load. Gross weight is the 
chief measure of stress. 

It should be noted, however, the first limiting factor in bridge 
design is one of providing a floor and abutments which will be 
heavy enough to bear their own weight. 
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Proposed Uniform Standards for Physical 

Regulation of l\lotor Vehicles 

Basing their action upon the facts set forth in the preceding 
chapter on the Physical Relations Between the Road and the 
Vehicle, the American Association of State Highway Officials, sit
ting at Washington, November 17, 1932, adopted a program for 
the uniform dimensional control of motor vehicles operating on 
main rural and inter-city roads. 

The report of the Association says: 

"It is the opinion of the Association that the adoption of 
a uniform standard to govern gross weight, dimensions 
and speeds for motor vehicles operating on the highways 
is a fundamental necessity for the following reasons: 

(a) To establish one of the fundamental prerequisites 
of highway design. 

(b) To promote efficiency in the interstate operation of 
the motor vehicle. 

(c) To secure safety in highway operation. 

(d) To remove from the highways undesirable equip
ment and operations. 

(e) To stabilize on a definite basis the many relation-
ships between the highway and the motor vehicle. 

"These conclusions have been reached after many years 
of consideration on the part of the Highway Transport 
Committee of the Association supplemented by pains
taking research by a number of the State Highway De
partments and the Bureau of Public Roads. 
"The Association therefore makes the following recom
mendations to the proper State authorities having con
trol of traffic on the highways: 

(1) Width 

"No vehicle shall exceed a total outside width, including 
any lo~d thereon, of eight feet except vehicles now in 
ope~ab~n which, by reason of the substitution of pneu
matic bres for other types of tires exceed the above 
limit. ' 

(2) Height 

"No vehicle unladen or with load shall exceed a height 
of twelve feet, six inches. 
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(3) Length 
(a) "No vehicle shall exceed a length of thirty-five feet 

extreme over-all dimension, inclusive of front and 
rear bumpers_ 

(b) "Combinations of vehicles shall consist of not more 
than two units and, when so combined, shall not 
exceed a total length of forty-five feet. 

(c) "The truck tractor and semi-trailer shall be con
strued to be one vehicle for the purpose of determin
ing lengths. 

(d) "For occasional movements of materials or objects 
of dimensions which exceed the limits herein pro
vided, a special permit shall be required. 

(4) Speed 

(a) "MINIMUM SPEED. No motor vehicle shall be un
necessarily driven at such a slow speed as to impede 
or block the normal and reasonable movement of 
traffic except when reduced speed is necessary for 
safe operation or when a vehicle or a combination 
of vehicles is necessarily or in compliance with law 
proceeding at reduced speed. 

(b) "MAXIMUM SPEED. No bus or truck shall be operated 
at a speed greater than forty-five miles per hour. 
Passenger automobiles may be operated at such 
speeds as shall be consistent at all times with safety 
and the proper use of the roads. 

(c) "Vehicles equipped with solid rubber or cushion 
tires shall be operated at a speed notin excess of 
10 miles per hour. 

(5) Axle Load 

(a) "The wheels of all vehicles, including trailers, ex
cept those operated at 10 miles per hour or less, 
shall be equipped with pneumatic tires. 

(b) "No wheel equipped with high pressure, pneumatic, 
solid rubber or cushion tires, shall carry a load in 
excess of 8,000 pounds, or any axle load in excess of 
16,000 pounds. . 
"Research indicates that low pressure pneumatic 
tires can carry 9,000 pounds per wheel without in
creasing pavement slab stresses. 
"An axle load shall be defined as the total load on 
all wheels whose centers may be included between 
two parallel transverse vertical planes forty inches 
apart. 
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(c) "These limitations are recommended for all main 
rural and intercity roads, but should not be con
strued as inhibiting heavier axle loads in metro
politan areas if any State desires. 

(d) "These weight specifications for wheel and axle 
loads may be restricted by the State Highway De
partment for a reasonable period where road sub
grades are materially weakened from thawing after 
deep frost or from a continued saturated condition 
of the soil. 

( 6) Gross Weights 

"Subject to the limitation imposed by the recommended 
axle loads no vehicle shall be operated whose total gross 
weight, with load, exceeds that given by the formula 
W- c (L plus 40) where 
W = total gross weight, with load, in pounds 
c = a coefficient to be determined by the individual 

States 
L = the distance between the first and last axles of a 

vehicle or combination of vehicles in feeJi 
"A value of 700 is recommended for 'c' as the lowest 
which should be imposed but this should not be con
strued as inhibiting greater values. 
(Note) : "This gross weight recommendation is par
ticularly applicable to bridges since axle loads and length 
limitations are determinative in their practical appli
cation." 

Discussion of Report 

While the effect of these standards will be to give a quality of 
uniformity to vehicle design, which should expedite the movement 
between states, these standards do ·not always reflect maximum 
conditions. 

For example, milk distributors hold that on three and four lane 
highways the passage of longer vehicles carrying milk to urban 
centers is economically desirable. Movements of this character 
probably will be authorized by special permits. 

Recommendation 

The National Automobile Chamber of Commerce joins the 
American Association of State Highway Officials in recommend
ing adoption of these standards, with the understanding that a 
reasonable time be allowed for existing equipment to wear out. 
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Principles of Motor Vehicle Taxation 

The use of highways requires a continuing fund for their main
tenance and development. Consequently, it is of the utmost im
portance that there shall be an annual budget. 

All groups which benefit from highway development shall con
tribute to the highway budget which should be drawn with due 
regard for other public requirements. The budget must take into 
account commitments already made for roads built but not paid 
for, as well as other charges. 

The limitation in the development of the highway program is 
the ability to pay. All principle aside, the motorists today could 
not pay the entire costs of all road development in the United 
States. 

The law of diminishing returns has already set in with respect 
to taxes and the road budget must be adjusted to meet this con
dition. 

Who Shou'ld Pay? 

Highway costs should be borne by those who benefit from them. 
Principal interests include-

(a). The general national and state interest in the maintenance 
of facilities for the national defense, the postal service, 
interstate and intrastate commerce, education, police pro
tection and other matters of general welfare. 

(b). The special interest of the motoring public in the main
tenance of facilities for movement. 

(c). The special interest of the individual in getting from his 
door to an improved road. 

Taken in more general terms, the interest of the two special 
groups presents a broad social as well as an economic reason for 
highway development. 

Division of Costs Today 

The national participation is being covered by Federal highway 
appropriations, varying between 5 and 8 per cent of the total 
annual highway costs. 

The remaining costs have been divided between the two other 
classes, but on a basis of expediency rather than one of scientific 
determination. 
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In practice in some states, counties and localities have been 
called upon for large sums for the development of roads of gen
eral importance. At the same time other states have extended 
motor funds to counties and localities which have sometimes been 
used for land service roads. Some states have followed both 
methods. 

Suggested Division of Costs 

While these practices make standard budgeting difficult of at
tainment, it is generally agreed that-

Motor vehicle users should support the costs of 
the roads of general use while the task of providing 
land service roads should be left to localities and 
individuals. 

Broadly speaking, a road of general use is any highway con
tained in the main state, farm-to-market or secondary systems 
which is used by the motoring public generally. 

A land service road is that stretch not generally used by the 
motoring public which leads from the home to a farm-to-market 
or other highway of general use. 

An analysis of the facts contained in the recently completed 
statewide survey of actual traffic conditions in Michigan provides 
a concrete and fairly typical example. 

This survey shows: 

Miles of road ············································ 
Average vehicles per day per mile ....... . 
Percentage of total road mileage ........... . 
Percentage of vehicle miles ................... . 

Main 
System 
7,691 
1,144 

9'}'o 
'65.7'}'o 

County 
System 
17,175 

190 
20'}'o 

24.4% 

Local 
System 
60,214 

22 
71% 

9.9'}'o 

The conclusions which may be drawn from this study are: 

There is a land service value in the main roads even as there 
may be a certain general motoring value in the land service roads. 

For the purpose of efficiency in administration, however, as 
well as a practical distribution of the costs in a fair proportion, 
it will be better if the highway users' funds are retained for those 
roads of general use so releasing local funds for local road uses. 

In the determination of what roads are for general motoring 
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use, the measure should be the service rather than the present 
legal classification of the road. 

Thus, looking at the Michigan study, while the first class are 
obviously roads of general use and the third class equally roads of 
local use, the second class unquestionably presents a marginal 
area wherein there are roads of both types. 

It follows that as rapidly as possible such roads should be re
classified in the two gener.al groups and financed accordingly. 

As a matter of definition it might be noted that the principle 
of land versus motoring use extends throughout the range of 
highway development, including cities as well as rural areas, local 
streets corresponding to local roads, while through streets corre
spond to main highways. 

It should also be noted that the general public has a vital in
terest in the maintenance of land service roads. Without them, 
the farmer could not well get to a farm-to-market road, or to rail 
or water connections and so both commerce and transportation 
would be vitally affected. If land taxes were withdrawn from 
the development of these roads, their improvement would be ma
terially retarded. 

It clearly follows that the more rapidly local funds can be re
leased from any use in improvement of roads of general use, the 
more rapidly will the community interest in the land service roads 
be served. 

Use of Special Taxes 

As a fundamental principle of taxation, it should be set down 
that· wherever taxes are collected for a special benefit, they should 
be devoted to that purpose and no diversion should be permitted. 
This statement applies directly to all special automotive taxes such 
as registration, gasoline fees, permits and similar levies. 

Equally, highway users as a class have an obligation to pay 
their shares of the general costs of government. This they are 
doing through taxes on land, income, personal property (includ
ing the tax on the vehicle) garages and other facilities, and other 
general taxes paid by them as by all other citizens in proportion 
to the value of their holdings and the amount of their income. 
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Part Two 

Division of l\lotor Taxes Among 
Different Types of Vehicles 

The amount of special road tax paid by each owner should. be 
strictly limited to his fair share of the cost of the road wh1ch 
he uses. 

This charge should be based upon (1) the highway require
ments of the vehicle and (2) the use which is made of the road. 

Users' taxes should be: 

(a) Registration fees, and 

(b) A graduated weight tax to reflect the proper 
share of the cost. 

(c) A gasoline tax to provide a measure of the use. 

(d) The final determination of the fair share that 
should be assessed against each type of vehicle 
involves questions of fact as to highway costs 
and should be left to the highway authorities 
to allocate. 

(e) No distinction should be made as between com
mon, contract, and private passenger or freight 
carriers since the basis of the tax is simply 
that of cost and use. 

The tax should be based on a division between capital and cur
rent cost. Motor vehicle users should not be expected to pay the 
entire capital costs in any one year. 

Interstate Taxes 

In theory foreign vehicles should pay a tax for the use of the 
highways in the states through which they operate in propor
tion to their use. 

In practice, however, because interstate traffic very largely, if 
not entirely, balances itself between the states there is no need 
for imposing special taxes on the vehicles registered in another 
state. Another reason for not imposing such a tax is that the 
Federal gasoline and excise taxes yield more than enough to offset 
Federal highway appropriations. 
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Any rational plan of taxing such vehicles in proportion to road 
use will have to depend upon an assembly of facts of operation 
which are not now determinable. 

In the case of fixed bus and common carrier truck operations 
between definite termini and on definite schedules, this situation 
can be met by a mileage tax. 

Meanwhile there is a distinct compensating factor in the fact 
that travel largely is a movement between states, which tends to 
balance the mileage of travel as between the vehicles of two states. 

Reciprocity 

Once any motor vehicle owner has complied with the police laws 
he should be permitted complete freedom of movement between 
the several states. 

Regulation of Motor Vehicles as Instruments 

of Interstate Commerce 
Consideration of the regulation of the motor vehicle in inter

state commerce requires an understanding of the facts of its 
operation. 

Aside from hotel, sight-seeing and school operations, the bus 
performs a common carrier service comparable to that of the rail. 

The motor truck possesses two distinct characteristics: 

1. Small unit cost makes possible an indlividual 
transportation service where the railroad func
tions as a transportation system. 

2. The truck alone furnishes flexibility of service, 
which permits operation at any time, anywhere. 

The test of this statement is the fact that while 85 per cent of 
the railroad mileage is controlled by 15 systems, there are 2,500,-
000 individual motor truck operators owning one vehicle each. 

The relatively few large fleets of motor vehicles operating over 
the highway, are owned by individuals or companies transporting 
their own commodities. 

Truck operations generally are found in the field where they 
can serve best - that is, as the modern horse and wagon of the 
private industrial, agricultural or business user. 
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Classification of Vehicles 
Legally, motor truck and bus operation can be classified into 

three main divisions: 
The common carrier, 
The contract carrier, and 
The private carrier. 

Definitions 

The first two classes may be defined as follows: 
The term "common carrier by motor vehicle" 

(about 5.5% of all trucks) includes any common 
carrier of persons and any common carrier of prop
erty operating motor vehicles for compensation in 
interstate or foreign commerce over fixed routes 
or between fixed termini. 

The term "contract carrier by motor vehicle" 
(about 8.7% of all trucks) means any carrier by 
motor vehicle regularly engaged in the business of 
transporting passengers or property for compensa
tion in interstate or foreign commerce under a con
tract, agreement, or arrangement, and which does 
not undertake or offer to transport passengers or 
property for the general public. 

Classification of United States Trucks By Type of Service 
Jype of Servi~ ~o.ofTrusJcs ~ach Truck Represents 1'%. cr I outofevrry 1oq 
Common {lnler·state l.OS .•. ~ c . 

arrler lntra·state A•s ,.......,::~ .,.. ... ~~-
Contract Carrier 8.7 ... ~~ 

Privately 
Owned 

and 
Operated 

85.8.~~~ 
:~~ 

~~ 

Rll h ~-esu ts 0 4 compre ensive survey made by the United States Bureau of Public Roads in 
eleven western states ere depicted CJrephicelly In the above chart. The survey disclosed 
that. only L?S true~ out of every hundred in the area were engaged in Interstate common 
cemer serv1ce wh1le nearly 86 out of every hundred trucb were privately owned end 
operated. 
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The third class-the private carrier-which constitutes 85.8 
per cent of the total fleet of 3,400,000 vehicles is made up of 
all those vehicles which do not come under the first two classes. 

The question of where a particular operation falls within the 
first two classes has been held by the courts to be always one of 
a determination of the facts of the operation. 

Motor Bus Regulation 

Common carrier motor bus operations are now conducted on 
definite schedules between fixed termini much as rail operations 
are. 

The regulation of the bus as a common carrier is recommended. 
Since this view has met general approval the remainder of this 
discussion applies to the question of truck regulation. 

Motor Truck Regulation 

The privately owned vehicle is not operated for hire, is not 
clothed with public interest, and it cannot be subjected to busi
ness regulation. 

Suggestions are made for business regulation of the common 
and contract motor truck carriers, but the determination of how 
regulation should be accomplished has been a moot point. 

The Interstate Commerce Commission (Docket 23,400, page 
384) says that it is as yet uncertain how far regulation may law
fully be extended to contract carriers which do not operate as 
common carriers. 

From the standpoint of the shipping public certain fundamen
tal principles seem clear. 

Whatever regulation is imposed should be in the 
public interest to promote the sound development of 
highway transport facilities rather than for the 
purpose of repression or strangulation. 

The vehicle operates over a public right-of-way and always 
both the common and contract carriers are subject to the actual 
or potential competition of the privately owned vehicle. 

Any repressive regulation which would drive the common and 
contract carrier truck from the road would not restore the traffic 
to the rails but would turn the business over to the private oper
ator and increase the number of vehicles on the highway. 
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Nor would the tonnage capacities be affected. The legal classi
fication of a truck whether common, contract or private has no 
bearing on its size. 

Since the first two classes are used largely by the small shipper 
whose business would not normally justify investment in vehicle 
equipment, the burden would fall most heavily upon those least 
able to afford it. 

Administration 

Because of the number of vehicles involved, the wide distri
bution of ownership, and the great mileage of highways over 
which they operate, the problem of administering any elaborate 
system of regulation is a serious and, many believe, an impos
sible one. · · ':. ~~ 

While virtually all states now regulate the common and con
tract carrier truck in some form, the administration has not been 
a simple matter nor has it been uniformly successful. 

Further, it is clear that such regulation has not returned traffic 
to the rails. 

For these reasons, it does not appear that any detailed regula
tion of the common and contract carriers such as the railroads 
propose is now practical or desirable. 

History 

Railroad regulation did not spring into existence full-fledged. 
The development of the present system of control has been spread 
over a period of 40 years and the successive steps were taken 
only as added control seemed essential to the public interest. 

If that control, imposed in a period of monopoly which has now 
passed, has outlived its usefulness, then it is a question whether 
the attack on the problem should not be one of relaxing rail regu
lation rather than the imposition of further burdens on an 
already harassed shipping public. 

There are, however, those who feel that some control of the 
business, apart from the physical aspects of vehicular movement, 
should be undertaken. 
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To meet this and yet to safeguard the large investment and 
public interest in highway transport facilities it has been sug
gested that Congress should be asked to pass legislation along 
the lines recommended by the Interstate Commerce Commission 
which would-

( a) Require all common and contract carriers to 
take out permits to be issued on request by the gov
ernment authority when the operator had given 
satisfactory evidence of financial responsibility. 

(b) Require all common and contract carriers 
to keep records of operation and to make such re
ports as may be reasonably required. 

The stated purpose is that unknown facts concerning the ex
tent and character of these operations would be quickly brought 
to light and the authorities would then be in a position to make 
recommendations for further legislation as and when needed in 
the public interest. 

While regulation of the bus as a common carrier is recommend
ed (p. 49) we have not favored regulation for trucks. 

In conclusitm it should be noted that this discussion is limited 
solely to the question of business regulation. 

It is accepted as a matter of principle that these vehicles will 
be subject to such taxation and physical regulation as may be 
necessary. 

(a) to the payment of a fair share of the cost of 
the highways used, and 

(b) for the protection of life, limb and property 
on the highway. 

The detail of these questions has been considered in other 
chapters. 
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Appendix 

I 
Vehicle Production 

a. Production ( 1931) 
Passenger cars (United States) ............ 1,973,090 
Trucks (United States) ............................ 416,648 

b. Sixty-two per cent of all cars bought by persons with yearly 
incomes of Jess than $3,000. 

c. Automotive freight in 1931 totalled 3,106,645 carloads. 
d. Raw materials bought from every state and many foreign 

nations. Industry uses: 

Gasoline .................................................. 85. % 
Rubber .................................................... 81.67'o 
Plate glass ......................... .................... 60. % 
Nickel ......................................... ............ 32. % 
Lead ........................................................ 35.8% 
Mohair .................................................... ·28. 7'o 
Upholstery leather ................................ 51. % 

e. More than 4,000,000 persons employed, directly and indirect
ly, in manufacture, servicing and use of the vehicle. 

f. Industry ranked first in 1929 Census of Manufactures. 

Registrations 

Appendix 
n 

Registration and Ownership 

1. There are 3,466,303 trucks in use, 13.4% of all vehicles. 
2. Trailer registrations totalled 350,000 in 1931, including pas

senger car camp trailers. 
3. Farms rank first in use of the truck with 900,385 in 1930, 

which was 267'o of all trucks in use. 
Next in order of importance as users are : 

Grocery and food products; 
General contractors; 
Automobile accessories and supplies; 
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General trucking; 
Oil and gasoline; 
Lumber, logging and mill work; 
General merchandise; 
Meats and packing house products. 

Ownership 
4. There are nearly 37,000 fleets of five or more trucks. Of the 

3,466,303 trucks registered, virtually two and a half million 
are owned and operated by as many individuals. 

5. The largest fleets are privately owned and operated-(except 
Railway Express). The first ten are: · 

American Tel. & Tel. Company .......... 15,500 
Standard Oil (N. J.) ............................ 12,500 
Borden Company .................................. 10,000 
Railway Express Agency .................... 9,247 
Standard Oil Company (Ind.) ............ 7,465 
National Dairy Products Co. .............. 6,000 
Mid-West Utilities Company .............. 3,881 
Continental Baking Company ............ 3,500 
Standard Brands, Inc. ........................ 3,275 
Standard Oil Company (Calif.) ........ 2,677 

6. The Federal Government owns approximately 23,083 trucks, 
5,875 passenger cars. In addition to this, the 'Post Office De
partment used 69,130 vehicles through contract, rural car
riers, star routes and similar service. 

7. Characte1'istic dist1"ibution of truck traffic is indicated by 
surveys conducted by the U. S. Bureau of Public Roads:''' 

a. Privately 
owned and 
operated-
85.8 per 
cent 

All 

truck 

traffic 

100 per cent 
b. Operated 

for hire 
14.2 per 
cent 

c. Intrastate 
83.2 per cent 

d. Interstate 
2.6 per cent 

e. Contract;. 
carriers 
8.7 per cent 

f. Common
carriers 
6.6 per cent 

{ 

g. Intrastate 
6.4 per cent 

b. Interstate 
3.3 per cent 

{ 

i. Intrastate 
4.4 per cent 

j. Interstate 
1.1 per cent 

(1) Baaed on observation of traftlc In the following atatea: Connecticut (1922-1923), Kaine 
(1024), Pennaylvnnlo. (1924), Ohlo (1923), Vermont (1926), New Hampahtre (1828), Eleven 
Western Sto.toa-Arlzona, Co.Utornla, Colorado, Idaho, Nebraska, New Mulco, Nevada, Ore
gon, Utah, Wo.shlngton and Wyomlng-(1930-1031), and a •urvey of motor truck tre!Jbt tr&Qt• 
portat.lon In U atatea and the District of Columbia. {1931). 
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Appendix 

m 
Highways (1930 Figures) 

a. Mileage 
State Local Total 

Surfaced ...... 250,000 480,000 730,000 

Unsurfaced .... 74,500 2,204,500 2,279,000 
324,500 2,684,500 3,009,000 

b. Income 

County 
Source State and Local Total % 

Tax for highways .. $ 11,181,693 $398,437,988 $ 409.619,681 26.5 
Appropriations .... 32,136,298 96,195,337 128,331;635 8.3 
Registration fees ... 289,801,738 54,911,122 344,712,860 22.3 
Gasoline tax ...... 411,109,446 107,110,709 518,220,155 33.6 
Miscellaneous ...... 17,083,821 33,338,076 50,421,897 3.3 
Federal aid ....... 92,462,836 ............ 92,462,836 6.0 

Total .......... $853,775,832 $689,993,232 $1,543,769,064 .... -
Bonds ........... $222,288,308 $ 94,684,481 $316,972,789 .... 

c. Expenditures 

County. . 

State and Local Total % -
Construction ...... $713,117,045 $296,594,546 $1,009.711,591 60.1 
Maintenance ...... 191,683,477 284,228,960 475,912,437 28.3 
Miscellaneous . . ... 2,227,459 37,066,817 39,294,276 2.3 
Equipment and 

machinery . . .... 22,301,725 . . . . . . . . . . . . 22,301,725 1.3 
Interest .......... 50;668,141 82,604,925 133,273,066 8.0 

Total .......... $979,997,847 $700,495,248 $1,680,493,095 .... 
.. 

Other 
Disbursements 
Principal payments 

on bonds ....... $ 69,504,631 $112,576,447 
Transfer to counties $ 66,897,782 $ 38,614,930 
Other obligations .. $ 23,276,341 ............ 
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d. Traffic by Road Systems 

Highways, Michigan 

Miles of road ........................................... . 
Average vehicles per day per mile ....... . 
Percentage of total road mileage ........... . 
Percentage of vehicle miles ................... . 

Main County 
System System 

7,691 17,175 
1,144 190 

9% 20% 
,65.7% 24.4% 

Highways, Wisconsin (1930-31) 

State trunk roads ............................... . 
County trunk roads ............................. . 
Town roads ........................................... . 
City and village streets ....................... . 

e. Truck Traffic Volume 

Vehicle 
Miles 

52.7% 
13.6% 

7.9% 
25.8% 

Local 
System 

60,214 
22 

71% 
9.9% 

(a) Truck traffic did not exceed 16% and common carrier 
trucks did not exceed 10 ro of total traffic on highways 
in Western States Traffic Survey (1930). 

(b) Truck traffic 14% of total on main state system of 
Il!inois (1931). 

(c) · Common carrier truck operation four times as intensive 
as other trucks. 

I 
Additional References 

U. S. Bureau of Public Roads Library reference notes on highway 
finance. 
Interstate Commerce Commission, Docket 23,400, Appendix G. 
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Appendix 

IV 

General Field of Truck Operations 

a. Length of haul 

The average daily mileage of all trucks observed in the Western 
States Traffic Survey was approximately 100 miles. 

In California 58.1%; Ohio 71.6%; Connecticut 67.1%; Cook 
County, Illinois 75.8%; and in Pennsylvania 80.6% of the net 
tonnage transported by motor truck was hauled less than 30 miles 
in a local distribution of commodities. 

Of long haul tonnage by truck "in Ohio 10.6%; in Pennsyl
vania 6.9% and in Cook County, Illinois, 5.4% of the tonnage is 
hauled over 60 miles." 

In 1930 average haul of 11 out of 25 common carriers inter
viewed in the state of Washington was 55 miles compared with 
71 miles average route. 

The average length of route of "for hire" carriers reported 
in "Motor Truck Freight Transportation" was 88 miles, with a 
median length of route of 70 miles. 

b. Commodities carried 

Tonnage hauled by truck estimated as equivalent to 5.87o of 
rail traffic, 1929. (Ton miles) 

LIVESTOCK-Receipts at 17 markets by truck were one-third 
of the total in 1931. 

FRUITS AND VEGETABLES, MILK, POULTRY, COTTON and other 
farm commodities move in large amounts by truck. 

AUTOMOBILES-1,051,000 vehicles were delivered overland as 
truck-aways or driveaways in 1931. 

COAL-Within the last two or three years coal trucking for dis
tances as great as 60 miles or more from the mines has occurred. 
For 1930 truck movement in the anthracite area was estimated 
at 500,000 tons and distances were said to have increased from 
about 50 miles in 1929 to 75 or 100 miles. (1932) 

c. Tire equipment 

SOLID TIRE TRUCKS were but 3.1% of 1931 truck production. 
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d. Capacity 

Ninety-three per cent of all trucks built in 1931 were two-ton 
capacity or less. 

e. Safety 

While the number of fatal accidents involving private passen
ger cars has increased 50% from 1927 to 1931, fatalities involving 
trucks have decreased 7% and those involving buses have de
creased 12% during the period. 

f. Competition 

See (1) Docket 23,400, Interstate Commerce Com
mission. 

(2) A study of the highway situation as related 
to motor truck competition with rail carriers 
in Eastern United States, by Railroad Secur
ity Owners Association, 1932. 

g. Coordination 

See (1) Docket 23,400, Interstate Commerce Com
mission. 

(2) Conclusions, Sixth International Road Con
gress (1930). 

(3) Report of American Committee to question
naire on International Conference for Coor
dination of Various Forms of Transport. 

( 4) Railroad Security Owners Association sur
vey. 

Additional References 

U.S. Bureau of Public Roads Highway Transport Surveys: 
Western States, 1929-1930 
New Hampshire, 1926 
Ohio, 1925 
Cook County, Illinois } 
Maine 
Pennsylvania 
Connecticut, 1923 

1924 

National Motor Truck Analysis, 1932, General Motors 
Corporation. 
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Appendix 

v 
Taxation 

Motor Vehicle Taxes in 1931 

Registration fees .................................. $344,337 ,654 
Gasoline tax ............................................ 536,397,458 
Personal property and municipal 

taxes ................................................... 145,000,000 
$1,025,735,112 

a. TRucKs--13.4 per cent of all vehicles registered pay 25 per 
cent of motor taxes. The total of special truck taxes amounted 
to $221,530,000 in 1931. All commercial vehicles were estimated 
to have paid $293,000,000 out of the $1,025,000,000 tax total. 

b. BusEs-Common carrier buses paid $31,775,000 in special 
taxes, and $5,050,000 in all general taxes in 1931. Per revenue 
bus, these amounted to $811. 

c. The average truck pays twice as much tax as the average 
passenger car. The privately operated 3-ton, 6 1/3 times; the 
common carrier truck, 18 times, and the common carrier bus, 221/z 
times. 

d. "In my judgment the heavier trucks and buses by the high
er tax which they are paying and particularly through the collec
tion of gasoline taxes are fully meeting all excess costs of con
struction, due to the increased thickness that is made necessary 
for these heavier loads." ..• Thomas H. MacDonald, Testimony, 
Docket 23,400. 

e. In an analysis of the state road costs in Pennsylvania the 
Bureau of Public Roads found that heavy vehicles were paying 
slightly less than their share and the lighter vehicles slightly more. 

f. (1) 
"Increase in railroad state and local taxation is a point of vital 

importance to the railroad problem, though railroads are not con
tributing to the highways to the extent generally believed." 

.•. Railroad Security Owners Survey. 
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(2) 
" ... The foregoing analysis indicates that the contention of the 

railroads that they are called upon to contribute to the provision 
of highways for their competitors to use rests on an increasingly 
smaller basis as the well-defined tendency to relieve the general 
taxpayer of levies for State highway purposes continues. Specific 
figures are lacking, but such payments by the railroads are prob
ably of minor proportions today, though doubtless of importance 
to some railroads, particularly at a time such as the present. 
However, the county and local roads of all States receive the 
major part of their support from the general taxpayer, including 
the railroads." 

... Appendix G, Docket 23,400 

Additional References 

National Industrial Traffic League. 
U.S. Bureau of Public Roads. 
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Appendix 
VI 

Resources of Banks and Life Insurance Companies 

(It has been shown that motor trucking is not the cause 
of low net Tail earnings.) 

It should be noted that the black portions of the diagram for 
banks represent investments in both railroad and public service 
corporation bonds. Although actual investments in each of these 
two types of securities cannot be segregated, it is estimated that 
the 18 per cent of Savings Bank inveslmenta would divide 11.7 
per cent railroad and 6.3 per cent public utilitiee. 

The diagram is based on figures obtained from the text of the 
Annual Report of the Comptroller of the Currency, December 5, 
1982 covering banks, and from the Proceedings of the Annual 
Meeting of the Association of Life Insurance Presidents. 

., Other loons 

... ond 
~ Oiscounb 
0 ~ v ., 
iS Collateral 

l.oGn.s 
c::J 

., Rea' Estate z 
< Loans. 
3 Moru~ffiMr 

g 

Other 
lnwstrnenb 

c:::J 
Gowmrnent 

&oncls 
~ 

~ Rollrood ftl4 
iii Public 
~ Utllitlu -

[60] 

11·7 

J8A Polley 
looM 

ll\luranc:e Componift 
~ 20, 750.00QOOO 

T.'-1 hufl, IM.J1,19JZ 



Life Insurance Company Investments 
As of December 31, 1932 

(Source: Proceedings Annual Meeting of Association 
of Life Insurance Presidents) 

Percent 

Fann and other mortgages ........ $6,893,000,000 36.2 

Total governments ............... 1,607,000,000 8.5 

R. R. bonds and stocks ...••..••. 2,960,000,000 15.6 

Public utility bonds and stocks ..... 1,817,000,000 9.6 

Policy loans . . . . . . . . . . . . . . . . . . . . . 3,500,000,000 18.4 

All other assets . . . . . . . . . . . . . . . . . . 2,223,000,000 11.7 
Total 52 Reporting Companies ... $19,000,000,000 

All Companies ............... $20,750,000,000 

Resources of Banks as of June 30, 1932 

(Source: Text of Annual Report of the Comptroller 
of the Currency, December 5, 1932) 

Savings Per- Loan & Trust Per-
Banks cent Companies cent All Banks 

INVKSTMBNT 
1. Railroad and other 

Public Service Bondto. $2,200,865,000 18.0 $ 552,492,000 4.2 '4,276,059,000 
2. Federal, State and 

Municipal Bonds ..•.. 1,733,062,000 14.2 2,324,381,000 17.7 9,257,333,000 
3. All other Investments. 611,218,000 5.0 1,325,139,000 10.1 4,689,849,000 

LOANS AND DISCOUNTS 
4. Real Estate Loans, 

Mortgages, etc ....... 5,962, 753,000 48.8 1,240,267,000 9.5 9,941,644,000 
5. Loans secured by U. S. 

Bonds and other securi-
ties ................. 54,987,000 .4 2,055,856,000 15.7 6,011,057,000 

6. Other loans and dis· 
counts .............. 714,909,000 5.8 2,611,011,000 19.9 12,121,939,000 

All Other Resources ..... 946,580,000 7.8 3,009,684,000 22.9 10,947,250,000 

Total Resources ...... $12,224,374,000 100 $13,118,830,000 100 $57,245,131,000 
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a. 
b. 
c. 
d. 
e. 
f. 

Reference to Sources 

Appendix I 

Vehicle Production 

Production by years ..........•. Page 4, Facts 
Income classes of purchasers .. 24, .. . ... 
Rail freight ................... .. 32, .. 

& .. .. 
Raw materials .. 48, 52, 54 u 

• •••••••••••• 0 • • 

Employment .. 53, Facts & • ••••••••••• 0 ••• 0 •• 

Rank in manufactures .. 55 .. .. 
• •••••••• 0 

Appendix II 

Figures .. .. .. 
Figures .. 

Vehicle Ownership and Registration 

a. State registration of passenger 
cars, trucks, trailers ........ U. S. Bureau of Pub. Roads 

b. Total registrations trucks, trailers U. S. Bureau of Pub. Roads 
c. Farm registrations ............. Bureau of Census 
d. Rank of users in order of group 

importance ................. Chilton Automotive Multi-Guide 
e. Fleet ownership ........ , ..•.... Page 36, Facts & Figures 
f. Federal ownership of vehicles ... Page 36, Facts & Figures 
g. Typical distribution of truck own-

ership ...................... U. S. Bureau of Pub. Roads 

Appendix Ill 

Highways 

a. Mileage ....................... Page 44, Facts & Figures 
b. Income 

1. State (1931) ........ , .••.•. U.S. Bureau of Pub. Roads 
(1930) ............... Pages 84, 85, Facts & Figures 

2. Local (1930) •.........•..•. Pages 86, 87, Facts & Figures 
c. Expenditures 

1. State (1931) ...••.......... U. S. Bureau of Pub. Roads 
(1930) 0 ,, 0 0 •, •,, • • • 0 • H U U U U 

2. Local (1930)............... u u u " u 

d. Traffic 
1. By highway systems . . . . . . " 
2. Truck trafftc volume . . . . . . . u 

.. u u .. .. u .. .. 
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Appendix IV 

Vehicle Operations 
a. Length of haul ..............•. Bureau of Public Roads 

Department of Commerce 
I.C.C. Docket 23,400 

b. Commodities carried ..........•. I.C.C. Docket 23,400 
Pages 32, 34, 35, Facts & Figures 
Bureau of Public Roads 

c. Capacities ..................... Page 9, Facts & Figures 
U. S. Bureau of Public Roads 
Department of Commerce 

d. Tire equipment ................ Page 39, Facts & Figures 
e. Safety .. : ..................... Accident Facts, Nat!. Safety Council 
f. Competition ..................• 1. I.C.C. Docket 23,400 

2. The Shipping Situation between 
Phila. and New York City. 

3. Business Conditions Weekly, Oct. 1, 
1932, Alex. Hamilton Institute. 

4. Railroad.highway competition. 
Railroad Security Owners Survey. 

5. An Economic Survey of Inland 
Waterway Transportation in the 
U. S.-Bur. of Ry. Economics. 

g. Coordination .................. I. C. C. Docket 23,400. 
The Truck-A Threat and an Oppor· 

tunity-J. R. Turney. 
Testimony in Docket 23,400. 
J. F. Deasy, Vice President, Penn. R.R. 

Appendix V 

Taxes 
a. 1931 payments ................ Pages 22, 23, 28, 29, 30, 31, 38, 40, 41, 

42, 43, Facts & Figures. 
b. Bus taxes ..................... Page 3 Bus Facts for 1932. 
c. Rail taxation for highways ....... I.C.C. Docket 23,400. 

Railroad Security Owners Report. 
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