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The Motor Truck as a Carrier of Fruits 
and Vegetables to Greater New York 

BUNYAN :\I. PRICE 

Research Agent, Bureau of Agricultural Economics, 
New Jersey State Agricultural Experiment Station 

Introduction 

The constant increase in the quantity of fruits and vegetables moved to 
market by motor truck has arous~d much attention in the produce marketing 
field in recent years. 

In New Jersey, Long Island, and Eastern New York, the principal terri
tory from which Greater New York draws its motor truck receipts, approxi
mately 73 per cent of the commercial production of fruits and vegetables is 
hauled to market by motor truck. Commercial truckmen haul 41 per cent, 
and producers and others the remaining 32 per cent. 

More especially during the past two or three years this increase in motor 
truck receipts has been so rapid that today many cities receive a large per
centage of their fresh fruits and vegetables in this way. Los Angeles re
ceived more than half of its produce by truck during the seven months ending 
August 31, 19291

• 

The growth of this type of transportation for produce has presented many 
problems to the dealers in the market and to the market news reporting 
agencies. In most markets today a report which does not include the receipts 
by motor truck is of limited value during the marketing season of the nearby 
producing sections. 

Each year, many producing areas are very materially changing their habits 
of shipping. For instance, shippers and truckmen of Vineland, N. J., agree 
that trucking from that point has increased rapidly for the last three years, 
so that during the 1928 season 75 per cent of the fruits and vegetables were 
carried by motor truck. Many farmers have changed over to the use of the 
truck completely. A considerable number haul their own produce to market. 

The areas from which produce is trucked have been steadily extended 
until today berries are brought by motor truck to New York from North 

lCompiled from 11Fruit and Vegetable Monthly Summary, Septemb:!r, 1929, Cali
fornia." 
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Carolina, a distance of 600 miles, which is covered in 24 hours. Boston l..rso 
receives berries from the same section of the country. This entails a haul of 
more than 800 miles in 30 to 34 hours. 

The movement of produce-laden trucks over the main highways, passing 
through the center of many towns and villages, has developed to such an 
extent as to become a real menace to the residents. At some towns, such as 
Burlington, N. J., highways have been built around the populated area to take 
care of through traffic. Between 5 :30 p. m. and 6:30 p. m. on an August day 
in 1928, produce trucks numbering 210 were counted passing through Hights
town, N.J. 

~rpose and Procedure of the Study 

The purpose of this study is threefold: ( l) to determine the importance 
of the motor truck as compared with other means of transportation of fruits 
and vegetables in respect to volume, rates, time in transit, claims, damage, 
effect on quality, schedules, and such other facts as may be related thereto; 
(2) to study the records of the receipts of fruits and vegetables by motor 
truck in the metropolitan area by states and sections of origin for twelve 

' consecutive months; ( 3) to formulate, if possible, a feasible plan for reporting 
motor truck shipments daily, accurately, and early enough to be of service 
in the market. 

In /order to determine the· facts it was found necessary to tap several 
sources of information. 

In July, 1928, wholesale and jobbing dealers in the New York and Newark 
markets began reporting daily motor truck receipts of all fruits and vegetables 
to the United States Bureau of Agricultural Economics. This service has been 
continuous since its beginning. Included in the reports of receipts in jobbers' 
markets are the reports of receipts of produce at the warehouses of chain 
stores direct from the producing area. 

Daily receipts of fruits and vegetables were obtained in the two municipal 
farmers' markets, Wallabout and Gansevoort, through the New York City 
Department of Markets. The other New York farmers' market, Harlem, is 
privately owned, and is not reported. However, reckoning on the basis of 
the average number of trucks a day, as suggested by the supervisor of each 
market, it is estimated by the author that half as much passes through Harlem 
Farmers' Market as through Wallabout Farmers' Market. The Newark 
Farmers' Market is reported hy the New Jersey State Department of Agri
culture. 

Such data as costs of transportation, specialization by commission men in 
certain commodities, and buying by dealers from definite areas, were obtained 
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from the b<Nks of four of the largest receivers of motor truck shipments in 
Washington Market, New York City. 

Sixteen of the representative wholesale dealers and jobbers in Washington 
Market, New York City, were interviewed personally as to their views rela
tive to the use of the motor truck for produce shipments. 

Schedules nur.1bering 521 were executed personally among farmers in 
four farmers' markets in New York and Newark. 

Field trips were made over parts of all the states and sections shipping 
to New York by motor truck, except North Carolina. In this way, the use 
of the motor truck \vas discussed with growers, commercial truckmen, local 
dealers, associations, and exchanges. Questionnaires obtained in interviews 
were combined when tabulated with replies received by mail from the same 
groups. Schedules were obtained from 768 growers, 94 commercial truckmen, 
and 107 from shipping point dealers, associations and exchanges which were 
considered as a group. 

Officials of New York marketing and trucking associations were inter
viewed in order to secure results of their experiences with the motor truck 
and to learn the market side of the problems relating to long distance trucking. 

In a word, an endeavor was made to seek out each group which was in any 
way connected with motor truck transportation, such as growers, shippers, 
truckmen, receivers, and others, in order to present in this study the viewpoint 
of each. 

Present Position of the Motor Truck 

The registration of motor trucks since 1904, the first date of record, is 
notable. At this time, only 410 trucks were being operated. In 1929, this 
number had £:f0Wn to 3,379,854' . 

• 
The rapid growth in the number of motor trucks in use has had a decided 

influence on other carriers. The farm-to-store-door service rendered to 
growers by commercial truckmen is not possible in the case of other carriers 
unless the latter use trucks. 

The effect of this competition is seen in the effort of many railroad and 
boat companies to improve their service, and in some cases establish a pick-up 
service in the country. Many others, however, have apparently made no 

. effort to compete. In this study growers were asked if their rail service had 
been improved since the advent of the motor truck. Only 25 per cent of the 
538 replying stated that the rail service on produce to market from their 

2National Automobile Chamber of Commerce, 41Facts and Figures of the Automobile 
Industry,'' 1930 Edition. 
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section had shown improvement during the last few years. "J;ible 1 shows 
that different counties in each state and section• vary widdy ·jn this respect. 

TABLE I 

Percentage of Growers Reporting Improved Rail Service Since the AdveJJI 
of the Motor Truck, 1928 

Slate 
or 

Section 

Connecticut ................................ . 
Delaware .............................. · · · · · 
Long Island ............................... . 

Nassau ........... ·. · · · · · · · · · · · · · · · · · · · · 
Suffolk ..........................•...... 

Maryland ................................. . 
New York ................................. . 

Albany ................................ . 
Delaware .............................. . 
Greene ................................ . 
Orange ................................ . 
Ulster ................................. . 
Others ................................• 

Pennsylvania .............................. . 
Chester ................. , ............. . 
Others ................................ . 

New Jersey ............................... . 
Atlantic .............................. . 
Burlington ............................ . 
Cumberland ...........................• 
Gloucester ............................ . 
Middlesex ............................ . 
Monmouth ............................ . 
Salem ................................. . 
Others ................•................ 

Grand Total ....................... . 

Number Per Cent 
of Answering 

Replies "Yes" 

8 50 
9 33 

36 14 
19 II 
17 18 
33 IS 

196 19 
21 14 
12 33 
27 30 
36 20 
90 17 
10 0 
60 57 
54 58 
6 50 

196 22 
IS 33 
30 10 
33 73 
21 19 
10 0 
34 6 
10 20 
43 2 

538 25 

Cumberland County, New Jersey, shows the highest percentage. Much 
has been done to improve the service from Cedarville, Cumberland County, 
in order to take care of the produce sold at auction. As a rule, the counties 
near New York shipping a heavy percentage to its markets, report very little 
improvement in rail service. 

Growers have estimated the percentage of their total production which is 
hauled to market by. motor truck. These estimates from growers located 
in the area in each state supplying New York with produce by motor truck 
are summarized in table 2. 

3New York State is treated as two sections; Up-state (known herein as New York) 
and Long Island. 
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TABLE 2 

Percentage of Fruit and Vegetable Production Moved by Motor Truck in the 
New York Motor Tmck Area, 1928 

State or Section 
and County 

Long Island •......................•...••• 
Nassau .............................. . 
Suffolk ••...............•...•........ 

New York ............................... . 
Albany ............................••. 
Delaware ............................ . 
Greene .............................. . 
Orange ............................. . 
Ulster ..........••.•......•...•••..•. 
Others .............................. . 

New Jersey ............................. . 
Atlantic ............................ . 
Burlington .......................... . 
Cumberland ......................... . 
Gloucester ........................... . 
Middlesex .....................•...... 
Monmouth .......................... . 
Salem ............................... . 
Others ••..•.......................... 

All Areas ....................... . 

Average Per Cent 
Moved by Truck 

64.5 
96.6 
32.4 
74.3 
85.1 
72.5 
69.4 
79.2 
71.3 
92.6 
79.8 
90.5 
88.1 
57.9 
93.9 
85.8 
84.0 
75.9 
83.7 

72.9 

NoTE: All of the percentages, except those for Long Island, are based on the replies 
of growers. The number of growers reporting in New Jersey was 249, in Long Island 
65, and in the Hudson Valley, N. Y., 268. For Delaware and the Eastern Shore of 
Maryland and Virginia 14 per cent of the fruits and vegetables in 1928 moved by motor 
truck, according to a study made by the U. S. Department of Agriculture and the Dela
ware State Board of Agriculture. Reports from growers in the mushroom section in 
Chester County, Pa., indicated that 83.3 per cent of the product was marketed by truck. 
The percentage estimate for Suffolk County was .computed from estimates of country 
dealers, associations, and exchanges weighted by estimated production of the principal 
commodities. An arithmetic average was taken of Nassau and Suffolk Counties to obtain 
the average for Long Island. The same was done with Long Island, New York, and 
New Jersey to arrive at an average for all. "Others" for New York include Columbia, 
Rensselaer, Schenectady, and Dutchess. "Others" for New Jersey all counties not listed 
except Cape May, Hunterdon, Ocean, Sussex, and Warren. 

The motor truck has had no appreciable effect upon rail transportation 
except in the case of comparatively short hauls. There are several reasons 
for this, among which are: ( 1) Motor truck rates average higher than car-lot 
railroad rates. As distance increases, the advantage of the motor truck in 
saving cartage assumes relatively less importance. (2) The saving in time 
through use of motor truck transportation becomes relatively less important 
as distance from market increases. At a distance of 600 miles from New 
York the truck occasionally has a time advantage because of time required by 
railroads in picking up cars at loading stations and assembling trains, switch
ing in city railroad yards, and infrequency of schedules on some railroads. 
(3) Highly perishable commodities can be held in refrigerated cars for a 
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day or two after arrival, if desired, whereas motor truck receipts !nust usually 
be sold at once. 

In the fruit areas of the Hudson Valley, the growing custom of storing 
at source of production has tended to increase tonnage by motor truck. There 
are two causes: ( 1) boat service is available only in the nine warmer months 
of the year; (2) the fruit thus stored may be rushed to market by motor 
truck upon short notice and without danger of freezing in cold weather. Closed 
vans heated by motor exhaust are used in some cases in the coldest weather. 

TABLE 3 

Nnmber of Growers Plantiing to Make Greater Usc of the Motor Truck in 
the Area Supplying N cw York with Produce by 111 otor Truck, 1928 

Growers 

Distribution of Replies 
Using 
Only 

State or Section Number Motor 
and County of Replies 

I I 
Truck 

'
1Yes" uNo'' ••same" Transpor-

tat ion 
Connecticut ··················· IS 6 3 6 8 
Delaware ....... ·············· 12 9 I 2 4 
Long Island ................... 63 30 27 6 45 

Nassau ······ ........ ····· 40 18 19 3 39 
Suffolk ········ .. ······ ... 23 12 8 3 6 

Maryland ............. ········ 27 18 7 2 8 
New York .................... 229 143 59 27 120 

Albany ... ············· ... so 24 24 2 37 
Delaware ········· ····· ... II 5 5 I 2 
Greene ... ···············. 30 22 7 I 12 
Orange ········· .......... 39 Jl ·4 4 21 
Ulster .................... 

' 
87 56 16 IS 43 

Others .................... 12 5 3 4 5 
Pennsylvania ·················· 53 37 II 5 36 

Chester ................... 45 31 9 5 31 
Others ······ ······ ........ 8 6 2 0 5 

New Jersey ........ ··········· 199 113 65 21 121 
Atlantic ······· ... ········ IS 7 7 I 7 
Burlington ····· ........... 36 12 16 8 24 
Cumberland ........ ······· 26 14 12 0 4 
Gloucester ····· ........... 27 10 12 5 20 
Middlesex ................ II 10 I 0 7 
Monmouth .... ·········· .. 34 IS 12 7 34 
Others ..... ······· .. ····· so 45 5 0 25 

Total ······· .......... 598 356 173 69 342 

NoTE: Many of the growers answering 41No" were already making extensive use of 
the truck and implied that they would continue to use it at about the same rate. In fidd 
interviews no grower expressed an intention of decreasing his use of the truck in market
ing. Some of those intending to i.ncrease their use of. the truck (those answering uYes") 
are included in the last column ~1th those already ustng only motor truck transportation. 
This implies that such growers mtend to prcx:luce a larger quantity than in the past. 
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The popularity of the motor truck is demonstrated by the replies of 598 
growers to the question of their making greater use of the motor truck in 
the future. See table 3. Sixty per cent answered in the affirmative, while 
others stated that that would be impossible as they were already shipping 
I 00 per cent by motor truck. 

Receipts of Fruits and Vegetables in New York 

The total volume of foreign and domestic receipts of fruits and vegetables 
in New York jobbing markets for the year August, 1928-July, 1929, was 
230,382 car-loads. The receipts by motor truck in the same markets for the 
same period were 15,776 car-lot equivalents, or 6.8 per cent. Thus, 93.2 per 
cent of the receipts in these markets arrived by rail or boat. See table 4. 

The month showing the smallest quantity received by motor truck was 
February, with only 270 car-lot equivalents, or 1.9 per cent of total receipts. 
This was also the month of lowest total receipts. 

The month of ma:<:imum receipts and highest percentage by motor truck 
was in August, when the receipts reached 2,915 car-loads and the percentage 
15.1. The month of maximum receipts by all means of transportation was 
October, when 30,277 car-loads were received. However, during this month 
12,118 cars of grapes were handled in New York, or 8,302 more than the 
?receding month, and 6,650 more than the month following. 

If receipts in farmers' markets were obtainable, these motor truck figures 
and percentages would be modified considerably-more than 100 per cent 
h some cases. Receipts in farmers' markets equal approximately those in 
jobbing markets. Table 5. On this basis, when the total for the year of 
motor truck receipts in jobbing markets, 15,776 cars, is doubled, the per
centage of total receipts in New York arriving by motor truck is found to 
be 14 per cent. 1 

In August, 1929, receipts by motor truck in all markets in New York 
amounted to 6,143 car-lot equivalents, or 35.5 per cent of the total receipts. 

In table 4 such commodities as bananas, pineapples, and citrous fruits, 
which never arrive in New York markets by motor truck, are included so 
that the reader may get a complete picture of the situation in the market. 
However, for a direct basis of comparison in later tables these commodities 
have been omitted. (See table 1 of the Appendix for a list of commodities 
included. See figure 1 and table 4 of the Appendix for all receipts of fruits 
and vegetables in New York by type of carrier.) 

Receipts on Farmers• Markets 

Complete figures of receipts on the farmers' markets are not available. 
However, a comparison of jobbers' and farmers' markets in table 5 for the 
ptriod April-October, 1929, shows receipts in farmers' markets to he 54.1 
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TABLE 4 

Comparison, by .l1out!Js, of Nccripts of Fruits a11d Vegetables by .lfotor 
Truck ami by Rail ami flout on JYrw Vork Jobbi11g Markets, 

.,[ugust, !928-htly, 1929 
( Exprl'sst:d in car-lot L·quivalcnts) 

Motor Truck Rail and Boat Total Receipts 
Month Receipts* Receiptst 

Actual 1 Per Cent Actual I Per Cent Actual I Per Cent 

1928 
August ........... 2,915 15.1 16,401 84.9 I 19,316 100 
September ........ I 1,930 9.4 18,572 90.6 I 20,502 I 100 
October .......... 1,757 5.8 28,520 94.2 30,277 100 
November ........ 1,230 I 6.3 18,416 93.7 19,646 100 
December ........ i 680 4.3 15,147 95.7 15,827 100 

1929 
January .......... 427 

' 
2.9 I 14,304 97.1 14,731 100 

February ......... 270 
I 

1.9 
' 

13,671 98.1 13,941 100 
March 410 2.7 I 14,841 97.3 15,251 100 ........... I 
April ............ 547 3.0 17,482 97.0 

I 

18,029 lOll 
May ............. 1,446 7.1 19,036 92.9 20,482 I 

100 
June 1,742 I 8.5 18,818 91.5 20,560 I 100 ............. 

' July ............. 2,422 I 11.1 19,398 88.9 i 21,820 

I 
100 

Total .......... 15,776 I 6.8 I 214,606 93.2 230,382 100 

*Does not include receipts on farmers' markets. 
tAll foreign and domestic receipts including bananas, pineapples, citrous fruits, etc. 

0 !;/oil & eoot-Jobber5 Nbrkets 
m Motor Truck -

• " - former_, 
Month 
April mil "'~' 
lviO!j. en" 

June. 

Jul~ 

P..Jsuol 

&pt 

0-'.1 t 

I I I I I , 
"' " 70 " 

Fu;. 1. Receipts of Fruits and Vegetables in New York, by Type of Carrier, April to 
Octobor, 1929 
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per cent of total truck receipts. In April, J nne, September, and October 
truck receipts in the farmers' markets exceeded those in the jobbers' markets 
and were found to be 55.3, 54.9, and 63.3, and 72.5 per cent, respectively, of 
the total truck receipts, compared with 48.2, 45.5, and 38.9 per cent, respec
tively, in 1\lay, July, and August. It is possible that receipts on the two 
classes of markets might be more nearly equal for the year than for the 
seven months recorded, due to the possibility of a longer shipping period 
from the greater producing area supplying the jobbing markets. Harletil 
Farmers' Market is not reported, but receipts on that market were estimated 
to be one-half of those in \Vallabout Market, since practically the same com
modities ·are offered for sale on approximately half as many trucks. All 
receipts on the farmers' markets arc trucked in with the exception of a small 
quantity received on wagons used by gardeners living close by the market. 

Table 5 of the Appendix shows the combined receipts of fruits and vege
tables in Wallaljout Farmers' Market, Brooklyn, and Gansevoort Farmers' 
Market, New York City, by months, for the heavy season April-October, 
1929. There arc 50 different commodities in this list. a few of which are not 
commonly known, since they a're produced to satisfy the specific demands of 
certain racial groups. The month of heaviest receipts was September with 
.3,054 car-lot equivalents, while the lightest in receipts was April with 491. 
The most important commodity received during these months was potatoes 
with 1,361 car-lot equivalents, while the least important was chives with only 
I car-lot equivalent. 

TABLE 5 

Receipts of Fruits aucl Vegetables by Motor Truck 111 New York, 
Aprif.Qctobcr, !929 

(Car-lot Equivalents) 

J obbcrs' Markets Farmers' Markets Total Receipts 
Month Receipts• Rcceiptst 

Actual I Per Cent Actual I Per Cent Actual I Per Cent 
.-\pril .............. ! 547 44.7 678 55.3 1,225 

I 
100 

May ••••••••••••••• t 1,446 51.8 1,346 48.2 2,792 100 
june ............... 1,742 45.1 2,119 54.9 3,861 

I 
100 

july ............... ; 2,422 54.5 2,023 45.5 4.445 ' 100 
~ugust ............. i 3,753 61.1 2,390 38.9 6,143 I 100 
September , . , , . , ... I 2,375 36.7 4,104 63.3 6,479 100 
October ............ 1,251 27.5 3,299 72.5 4,550 100 

I 

Total . . . . . . . . . . 13,5.16 45.9 15.959 54.1 29.495 i 100 

*Includes receipts in Washington, Gansevoort, and Harlem Markets in .Manhattan, 
and Wallabout Market, Brooklyn. ' 

tincludes receipts reported in Gansevoort, and \:Vallabout, and estimated receipts in 
Harlem Market. 
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Receipts in Jobbers' Markets 

The reporting of truck receipts in New York was begun in July, 1928, but 
since the first month was not complete, it was found necessary in tabulating 
to use receipts for a fiscal year beginning with August, 1928, and extending 
through July, 1929. 

In August, 1928, truck receipts were found to be 2,915 car-lot equivalents. 
In August, 1929, there were 3,753, an increase of 28.8 per cent. On the other 
hand, for the same month rail and boat receipts were 15,050 carloads in 1928, ! 

and 13,357 in 1929, a decrease of 11.2 per cent. Total receipts for the same 
month were 17,965 in 1928, and 17,110 in 1929, a decrease of 4.8 per cent. 
In August, 1928, truck receipts represented 16.2 per cent of total receipts. 
In August, 1929, this percentage had increased to 21.9. Shipments of peaches 
by motor truck in 1929 show an unusual increase over 1928. In August of 
that year, the jobbing markets received 85 car-lot equivalents of peaches, 
while in August, 1929, they received 1,013. This was dt•e chiefly to the 
larger peach crop in 1929 in nearby sections. 

Truck receipts over the 12 months ending with July, 1929, were equivalent 
to 15,776 car-loads, or 9.6 per cent of total foreign and domestic supply of 
corresponding commodities, amounting to 163,631 cars. See table 6 for com
parison, by months, of motor truck receipts with the total foreign and domestic 

TABLE 6 
Comparative Receipts by M ont!ls, of Fruits aud V Cfl<'tubles by Motor Trurk 

and by Rail and Boat on New York lobbing Markets, 
August, 1928-July, 1929 

(Expressed in Car-1ot Equivalents) '" . 

Motor Truck Rail and Boat Total Receipts 
Month and Year Receipts Receipts* 

Actual I Per Cent Actual I Per Cent Actual I Per Cent 
!928 

August .......... 2,915 20.5 11,336 79.5 14,251 100 September ....... 1,930 12.7 13,267 87.3 15,197 100 
October .......... 1,757 8.5 19,029 91.5 20,786 100 
November ········ 1,230 8.3 13,509 91.7 14,739 100 DecemiY.!r ........ 680 5.7 11,199 94.3 11.879 100 

1929 
January ······· ... 427 4.1 9,884 95.9 10,311 100 February ......... 270 2.7 9,854 97.3 10,124 100 
March ··········· 410 3.7 10,601 96.3 11,011 100 
April ............ 547 4.2 12,415 95.8 12,962 100 
May ············· 1,446 10.1 12,884 89.9 14,330 100 
June ········ ..... 1,742 12.6 12,109 87.4 13,851 100 
July ..... ········ 2,422 17.1 11,768 82.9 14,190 100 

Total .......... 15,776 9.6 147,855 90.4 163,631 100 . .. . .. •I•.xc1udc~ commodtttcs \~luch arc _not rccclved 10 New York by motor truck, :mch 
a~ bananas, pmcapples, and c1trous frutts. 
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Frc. 2. The Principal Area from Which New York City Receives Fruit and Vegetables 
by Truck Includes New Jersey; Long Island and Hudson Valley, New York; Delaware; 
Parts of Connecticut and Pennsylvania; and the Eastern Shores of Maryland and Vir
!{inia, as Defined Approximately by the Heavy Line. There are Some Truck Receipts 
from Districts Outside this Area, Chiefly Such Commodities as Strawberries, Blackberries, 

Peaches, and Beans from Districts in North Carolina Bounded by the Heavy Line 
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receipts for corresponding commodities. A detailed comparison will be found 
in table I of the Appendix. 

Receipts in Jobbers' Markets by Source of Production 

When considered by source of production and for the same commoditie' 
from within trucking radius, motor truck receipts compose 32 per cent of 
total receipts in the New York jobbing markets. This territory consists of 
II states and sections of states: Connecticut, Delaware, Long Island, Eastern 
Maryland, Western Massachusetts, New Jersey, Eastern ::\ew York, Eastern 
North Carolina, Rhode Island, Southeastern Pennsylvania, and the Eastern 
Shore of Virginia. In volume of motor truck receipts New Jersey leads with 
7,513 car-loads, and Rhode Island is last with 4 car-loads. In percentage by 
motor truck of total receipts from the state, Pennsylvania ranks first with 
73.8 per cent and Massachusetts last with 3.9 per cent (table 7). The heavy 

TABLE 7 
Comparisoll, by States Gild Sections, of Receipts by Ill otor Truck ami by Rail 

Gild Boat 011 New York Jobbi11g Markets, August, 1928-Ju/y, 1929 
(Expressed in Car-lot Equivalents) 

Motor Truck Rail and Boat Total Re.ceipts 
States and Sections Receipts Receipts 

Actual I Per Cent Actual I Per Cent Actual I Per Cent 
Connecticut ......... 42 70.0 18 30.0 60 100 
Delaware ........... 638 70.2 271 29.8 909 lllO 
Long Island ........ 2,594 37.3 4,353 62.7 6,947 100 
Maryland .......... 1,233 40.2 1,832 59.8 3,01i5 100 
Massachusetts 7 3.9 171 96.1 178 100 
New Jersey ......... 7,513 6.1.2 4,363 36.8 11,876 100 
New York .......... 2,220 14.1 13,509 85.9 15,7l9 HHl 
North Carolina ..... 160 4.4 3,497 95.6 3,657 100 
Rhode Island ....... 4 50.0 4 50.0 8 100 
Pennsylvania 1,088 73.8 387 26.2 1,475 100 
Virginia ............ 277 5.2 5,045 94.8 5,.122 100 

Total . . . . . . . . . . 15,776 32.0 .1.1,450 68.0 ! 49,226 100 
' 

Non:: See table 2 of the Apptndix for list of commodities shipped from these states. 

shipment of mushrooms by motor truck and the relatively light shipments of 
~th~r pro~ucts arc responsible for the high percentage from Pennsylvania, as 
md1cated m table 8. 

Table 8 contains the fi !teen most important commodities received by motor 
truck in the New York jobbing mar~ets by state or section of origin. Five 
of these supply 92 per cent of these fifteen important commodities, as follows: 
New Jersey--49 per cent, New York-12 per cent, Long Island-13 per cent, 



TABLE 8 
Comparisou, by Stairs aud Srctimrs, of Rccripts* by Motor Truck ami b)• Rail ami Boat 111 l';<'W l'ork Jobl•iug 

Markets, August, 1928-July, 1929 
(Fifteen most important commodities received by motor truck expressed in car-lot equivalents) 

Commodity 

Apples ······-·-- ·- _ 
Strawberries 1 

Tomatoes •....•...•........ 
Beans ····--···-····--··· 
Caulifiowcr --············ 
Mushrooms ··········-
Sweet Potatoes -·-·· 
Peppers ····-·· .. -········ 
Corn .....•..................•• 
Uttuce -··-··-········-·· 
Potatoes ····-······-····-
Asparagus .............. .. 
Spinach .................. ~ 
Peaches ------.. --···--~ 
Canta.Joupes ............. . 

Total ................ , 

Commodity 

Apples ...................... ! 
Strawberries ........... . 
Tom.a.toc:s ................. . 
Beans ...................... .. 
Cauliftowc:r .... - ...... . 
Mushrooms ............. . 
Sweet Potatoes ...... . 
Pc:ppc:rs .................. .. 
CQrn ......................... . 
Lettuce: .................... .. 
Potatoes .................. .. 
Asparagus ............... . 
Spinach .................. . 
Peaches .................. .. 
Cantaloupes ............ .. 

Total ................ .. 

Total 

New York Motor Truck Territory 

~~~~~k I ~:i I <;~~t 
Actual Percent Actual I Percent -A-,t-ua-1°\_P_'_"_'_nt 

1,450 27.8 3,773 72.2 5,223 IUO 
1,165 50.4 1,148 49.6 2,313 100 
1,057 44.8 1,302 55.2 2,359 100 

997 45.7 1,183 54.3 2,180 100 
987 92.1 85 7.9 1,072 100 
965 95.2 49 4.8 1,014 100 
791 28.7 1,967 71.3 2,758 100 
754 39.7 1,143 60.3 1,897 100 
669 98.5 10 1.5 679 100 
570 18.3 2,537 81.7 3,107 100 
547 9.6 5,127 90.4 5,674 100 
494 90.0 55 10.0 549 100 
446 16.9 2,194 83.1 2,640 too 
420 17.4 1,994 82.6 2,414 100 
384 52.9 342 47.1 726 100 

11,696 33.8 22,909 66.2 34,605 100 

Massachusetts 

Motor J 
Tru(.k 

4 

2 

Rail· 
Boat 

4 

6 4 

New Jersey 

Motor Rail· 
Trude Boat 
660 33 
232 105 
842 387 
647 422 

10 
I 

660 
714 
613 
252 
190 
358 
306 
255 

29 
5,769 

J 
468 
995 

9 
263 
528 

47 
22 
23 
12 

3,317 

New York 

Motor R::.il· 
Trude Boat 
660 3,462 

50 90 
100 253 

8 28 
143 81 

34 30 

'"2 
I I 

269 1,883 
16 252 

I 
5 15 

116 257 

1,405 6,352 

States 

Connecticut I I>elawarl!' 
-.'M'o~to-,,-,-,R7a~;•r.- Motor Hail· 

Truck Jlc,at Truck Doat 
II 18 I <J!J 98 
22 139 43 

9 

42 18 

States 

North Carolina 

Motor 
Truck 

64 

10 

10 

2 

4 

90 

Rail· 
Boat 

584 

273 

109 
142 

358 

I 
2 

1,422 

2,891 

7 
3 

10 
104 102 

2 

24 "S 
28 7 
96 

. 512 255 

I 
Rhode: bland 
Motor·~ 
Truck Boat 

4 4 

4 4 

~l~n• 
Motor 
Truck 

2 
II 

154 
834 

7 
55 
42 

341 

87 

hiland 

Rail
lloat 

4 

4,347 

1,533 4,351 

Pennsylvania 

Motor Rail· 
Truck Boat 

2 37 

910 16 

5 

96 
48 2 

2 236 

1,063 291 

•Rail and boat receipts arc: limited to shipments from the: territory specified. 

Marylanol 

Motor 
Truck 

20 
531 
95 

122 

10 
21 
15 

15 

15 
259 

1,103 

Rail
Boat 

IU.! 
68 

625 
28 

349 
2 

2 
12.1 
49 

330 
1,7 JX 

Motor \ Rail· 
Truck lloat 

121 254 

38 428 

6 939 
4 4 

33 

2,oJO 

169 3,688 

._., 
~ 
0 ., 

> 
"' ..,., ., 
c: 
~ ... 
> z 
c 

< 
~ 
~ 
> 
"' ... 
"' n 
> 
"' "' ~ "' "' 



TABLE 9 
Comparisou, by Mouths, of Receipts* by Motor Truck aud by Rail aud Boat 111 the New York Jobbiug Markets, 

August, 1928-Ju/y, 1929 
(Fifteen most important commodities received by motor truck expressed in car· lot equivalents) 

Commodity 

Aptlles ····················-
Strawberries •........... 
Tomatoes ··········-······ 
Beans ••.. - ................. . 
Cauliflower ····-····-···· 
Mushrooms ••.•.......•.• 
Sweet Potatoes .•...... 
Peppers ··················-·· 
Corn ...................... - •• 

Lettuce ······················! Potatoes .......... - ....•• -

i~Eif..~::::::::::::::::::: I 
Cantaloupe-s ........••.... 

1 

Total ................. . 

Total, 1928·1929 

Motor 
Truck 

Actual j Percent 

1,450 
1,165 
1,057 

997 
987 
965 
791 
754 
669 
$70 
547 
494 
446 
420 
384 

11,696 

10.3 
36.0 
11.5 
18.1 
26.3 
95.2 
27.6 
21.7 
47.5 

5.4 
2.4 

45.2 
10.6 
7.0 
8.5 

12.4 

R:lil· 
Boat 

Actual I Percent 

12,657 
2,075 
8,136 
4,516 
2,764 

49 
2,073 
2,728 

7.l8 
9,994 

22,475 
598 

J,i'45 
5,604 I 
... 116 I 

82,268 

89.7 
64.0 
88.5 
81.9 
73.7 
4.8 

72.4 
78.3 
52.5 
94.6 
97.6 
54.8 
89.4 
93.0 
91.5 
87.6 

August 

. Motor 
Truck 

292 

s30 
249 

32 
II 
16 

161 
306 

9 
158 

II 
85 

359 
2.219 

I R,;t . 
Boat 

472 
4 

496 
252 

24 
7 

209 
289 

6 
989 

1,289 

3 

1

2,151 
605 

6,796 

I 
September 

Moto< 1 R,;1. 
Truck Boat 

28b 

205 
225 
113 

18 
50 

256 
.l4 

7 
JJI 

I , •• 

1,062 
2 

JJJ 
98 

238 
3 

333 
340 

3 
690 

1,603 

16 7 
215 ti46 

5 399 
1.561 5,757 

1929 

1928 

I October 

~lotor I Rail· 
Truck Boat 

161 

68 
89 

286 
76 
78 

254 
2 

47 
7.1 

7J 
2 

i 

2,701 

678 
210 
128 

I 
332 
340 

651 
1,901 

., 
"" 11.1 

I 1.20R I 7.J20 

November 

Motor 
Truck 

67 

"2 
395 
138 
75 
30 

59 
71 

122 

959 

I Rail· 
llo.1.t 

2,261 

426 
244 
44 

3 
359 
121 

665 
1,330 

428 

9 
5,8()0 

Dee't'nther 

Motor 
Truck 

45 

139 
!57 
114 

··:; 
IS 

21 

494 

I Hail· 
Boat 

1,205 
3 

591 
338 
352 

3 
247 
36 

931 
1,4.15 

617 

5, 75~ 

Commodity 

Mo?o:nul a;;ail· I Mo~:br~u~~il- I '>"!o~,~:~,',',,",~,.a~;~J--1 ~toto~p,ri~ail· I Moto;'fal YRail· I Moto:n,neRail· I ='-lot":ully Hail· 

~"'"~~~~~~~~T~,~u~c~k~,CB~oa~t~~-T~cu~c~k~~R~·~··~·--+-~T~c;u~c~k_L~H~·~~~~l_~·r~'~"~'!k_L~R~oa;t~_L_Tl~''~"~·k~~l~lo~a~t--~-·~r~,,~,,~k~~~~~oa~l--f--T~c~<~>'~kCf-!"~·~t 
~.';~'~,e;;i~"·~~~~.-:::~::::: I -~-~ 1,1~~ ~-~ 11,~;~ ?.~ I ~~1 I ~~ I ~;~ I i~~ I ~~~ I 3~; r:~ 30l ::-
TomatOC'S .................... 1 •••• 546 •... 618 .... I 498 .... 602 .... I 937 J l,J_..to 251 1,11.!5 
Be-ans .......... _ .... - ........ 1 .... 252 .... 400 .... 587 ! •••• 7.!0 6 !!SK I 1S9 -liM 21>7 7~ 
Canhrlow~r ................ -140 414 372 1 30-1 • JS-1 16 80 6 1-1 
.:\lushrooms .................. , ltoO 6 112 6 117 6 1 9J 4 6.! I 12 1 9 1'1 
.Sw~t Potatoes .......... 9!! 169 SO 133 89 102 S2 to6 tJN 39 2to 21. IS (,_! 

P~tppers ...................... .... II6 .... 234 .... 292 I .... 259 .... 2QII I 191 S2 2.!0 
Corn ............................ .... s-,o .... 

697 
.... .... .... 3 

7 
... 

1
. ! ,ISS 

1 
2
;
1 
.. 
7
. 39-4 3~7 147 

L~ttUC't' ----.............. I .... 938 2 9Sl I 953 I 276 iS 1.3~.\ 
Potatoe5 - .. -............... 12 1,i32 7 1,573 4 1,774 I 4 2,259 3 2,4S4 I 2 2,8iS 6i 2,2.!0 
Asparagus -............... .... .... 1 .... 66 j 24 405 .'?JS 1 lOS 

1

1 205 20 27 2 
Spinach .... ___ .......... ' 3 652 .... 514 1 661 43 5S6 7R 18.1 49 5 JO 2 
l'~tach~s ..................... · -·· .... .... I .... 1 1 .... .... .... 25 S lOR. 11.\ 1.1M 
Cantaloupes ................ ~ .... .... .... .... .... .... .... 4 ! .... iO .... ).Jt.J \ 20 I,SS.l 

____ T~o:'':'~·~ ... : .. =·-~·--~·~··: .. :·~':=l~J~9~~~··~·~1~4~"-_:2~55~~~5~,8~9~7~~~2~7~8~~·~·~5~·~·~~-·~14:·~~~7~.'~·~·~--~~~.1~0~J~--'~·~7i2~6~e-~1.~1~7~4--~R~.~l~6Q"--C~t, •. 2•• .. •·-_cR.SQt 
·tnc\udn e~.\\ fona~ and dome~obc fCCCitols of the lii:\Ven commodities. 



Comparisou, by Jfouths, of Receipts by Afotor Truck aud by Rail aud Boat i11 tire New York lobbiug Markets, 
From the Same Produciug Areas,• August, 1928-/uly, 1929 

(Fifteen most important fruits and vegetables received by motor truck expressed 111 car-lot cqui\'alcnts) 

Total, 1928·1929 

Commodity :Motor 
Truck 

Actual I Percent 

AI>ples ····-·--····-·-······ 
Strawberries ········-·· 
Tomatoes ····-··········
Beans ········--······-······ 
Cauliflower .....•.......... 
~Ius brooms 
Sv. eet Potatoes ....... . 
Peppers ····-·····-····--·· 
Corn ................•.•....... 
Lcttu~ ..................... . 
Potatoes .................. .. 
Asparagus ............... . 
Spinach .................. .. 
Peaches ...........•.........• 
Cantaloupes .........•.... 

Total ................. . 

Commodity 
' \ 

Apples ...................... .. 
Strawherries .............. 1 

Tonli!..tc>es ................ .. 
Beaus ......................... . 
Caulitlower ............... . 
~~~~~hrooms ................ 1 

Sweet Potatoes ........ .. 

~~~~e~-~ ... :::;::·.::::::::::::::: I 
l..ettuce ...................... 

1

, 
Potatoes ..................... . 
Asparagus ................ .. 
Spinach ..................... . 
Peacbes ...................... • 
Cantaloupes 

Total .................. I 

1,450 
1,165 
1,057 

997 I 
987 
965 
791 
754 i 
669 1 

570 
547 
494 
446 
420 
384 

11,696 

27.8 
50.4 I 
44.8 
45.7 
92.1 
95.2 
28.7 
39.7 
98.5 
18.3 
9.6 

90.0 
16.9 
17.4 
52.9 
33.8 

January 

Motor I 
Truck 

'.~ I 

160 
9M 

12 

329 

Rail
I.:oat 
390 

6 
16M 

427 

Rail
Boat 

Actual I Percent 

3,773 I 72.2 
1.148 1 49.6 
1,302 55.2 
1,183 1 54.3 

8s I 7.9 
49 4.8 

1,967 71.3 
1,143 60.3 

10 1.5 
2,537 81.7 
5,127 90.4 

55 10.0 
2,194 83.1 
1,994 82.6 

342 47.1 
22,909 66.2 

February 

Motor I 
Truck 

'.~ i 

112 

"" 
7 

255 

Rail
Boat 
309 

6 
IJI 

351 

798 

I 
Septcm~r 

~,7to~,~,-,-I"R~ •. ~:t-- -~,-,o~,-o-,~~--.,~,.-,.,.-

Truck Boat Truck Boat 

August 

292 I ISO 21'16 SOl 

530 487 2os 1. 294 
249 252 225 98 

32 19 ·.1 113 45 
11 7 18 3 
16 187 50 332 

161 285 256 340 
306 6 1 34 3 

9 569 7 342 
158 555 131 1,180 

II 
85 

359 
2,219 

.... 
3 16 6 

898 215 434 
321 5 16 

3,739 1.561 3,595 

1929 

Marcb April 

Motor 
Truck 

67 

117 
89 

4 

278 

I Rail· 
Boat 
291 

6 
IOU 

• 342 

164 

907 

Motor I 
Truck 

69 
31 

93 
81 

Rail
Boat 

21M 
370 

4 
66 

2 • 24 

I 188 

43 

202 
4 

SJ2 

348 1,584 

1928 

Octo~r 

Motor 
Truck 

161 

68 
89 

286 
76 

" 254 
2 

47 
73 

72 
2 

J,208 

I Rail· 
iloat 

757 

t27 
166 

15 
I 

332 
339 

213 
1,036 

86 
142 

3,214 

May 

Motor 
Truck 

J2 
745 

6 

62 
68 

71 
3 

238 
78 

I,.,~~ 

I Rail
Boat 

166 
575 

162 

I 

'" 
2SS 
54 
29 

180 
2 

1,462 

Novem~r I December 

-,M"o~,-,~,~~--.R'a~;'l·- MoJt.or 1 Rail· 
Truck Boat Truck Uoat 

~~ I 52: ~~ J:~ 
2 38 

395 2 
138 3 
75 356 
30 25 

59 
71 

122 

595 

121 
594 

428 

1 2,096 

June 

Motor 
Truck 

14 
3M5 

3 
!59 

16 
12 
26 

I 

297 
2 

205 
49 

5 

1,174 

I Rail· 
Boat 

59 
ISS 

I 
399 

I 
9 
4 

53 
I 

20 
5 

24 

731 

139 
157 
114 

3 
15 

21 

494 

I 
3 

244 

19 
352 

608 

1,590 

July 

Motor 
Truck 

305 
4 

251 
267 

6 
9 

IS 
52 

327 
75 
67 
27 
30 

113 
20 

1,568 

I Raii-
Uoat 

41 
48 

391 
68 
3 
8 
4 

ISO 
I 

773 
33 

2 
I 

494 
5 

2,022 
:only ra1l and boat rece1p!-S from the motor truck terntory are tncluded. The states and sectiOnS comprismg the area are shown in table 8. The 

---•- ........ •!. ...... - ...... fl. ...... , .. t .. l,.l. II kut .. ,.,. .. .,..,..,f l.v "'""'"• r<>th .. ,. tlnn hv cl<>ll'c: flr otl'dinn'll. 
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Pennsylvania-9 per cent, and ~laryland-9 per cent. These fifteen com
modities, amounting to 11.696 car-lot equivalents, represent 74 per cent of 
the total receipts by motor truck. 15.776 car-lot equivalents. Fi fty-ei~:ht di f. 
f•·rent commodities are received by motor truck in the New York markets. 

Comparison of Receipts by Months 

In table 9 the I 5 most important commodities received by motor truck 
are compared to total foreign and domestic receipts by rail and boat for the 
year ending July 31, 1929. In this comparison, the 11.696 car-lot equivalents 
of truck receipts are only 12 per cent of the total of 93,964 cars. Mushrooms 
are the only commodity of which motor truck receipts exceed those of other 
earners. 

Limiting the territory to that from which these commodities arrive by 
motor truck, we find in table 10 that motor truck receipts form 34 per cent 
of the total receipts of these commodities. Motor truck receipts of asparagus, 
cantaloupes, cauliflower, corn, mushrooms, and strawberries exceed receipts 
by other carriers. Comparative percentages of these commodities received by 
:notor truck and by rail and boat will be found in the same table. The heaviest 
volume of motor truck receipts arrives in August and the lightest in February. 
In only one month, June, do the receipts of these I 5 commodities by motor 
truck exceed those by other carriers. In that month, motor truck receipts 
represent 61 per cent of total receipts. 

'/ The Motor Truck as a Practical and Profitable Means of 
Transportation 

The motor truck has proved its value as a means of transportation of 
fruits and vegetables as evidenced by the rapid increase in its use in recent 
years. Many shippers say that railroads and the boat companies should be 
patronizeu in order to help them maintain their place as competitors. State
ments were also made that the railroad will carry shipments no matter how 
small, while many truckmen will not make a trip to market without a paying 
luau. Today some producers, dealers, and others favor motor truck trans
portation, while others are just as strongly against it. Some members of the 
latter class have expressed dislike for the motor truck, but state that they 
were forced to use this service because of competition. One large potato 
exchange gave this as a reason for using trucks in I 928 and had definite 
plans to purchase several for I 929. Hail tnmspm·tation was still preferred 
hut that means had proved too slow an<l rigid to compett• with the trucks 0 ~ 
speculators, dealers, ancl pnl!lurcrs. 
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~hippl'rs and receivers were asked to give the advantages and dis
n.d\·antagl~s of the motor truck as a means of transportation for fruits and 
vegetables. The replies to this question are discussed in the following. 

VReasons for the Use of the Motor Truck 

Features of motor truck transportation which were considered hy shippers 
and receivers to warrant the employment of this type of service have heen 
grouped under twelve headings. 

Faster Srn•icr.-This advantage appeared to be of paramount importance, 
smcc it was mentioned by 37 per cent of the growers. 32 per cent of the 
>hippers, and 20 per cent of the city dealers. It is claimed that time in transit 
is cut from three to twenty-four hours by motor truck, as compared with rail 
and hoat. This is the principal reason given for the motor truck shipments 
nf berries from North Carolina. When the supply in New York is lig-ht and 
the demand strong, the berries of high quality can he rushed hy light and 
speedy motor service and thus gain an excellent market. There may be an 
element of speculation in this operation, but the high price received for the 
merchandise pays for the added cost of motor truck service. It is only under 
"uch conditions that an operation of this kind is profitable. It \\'oulrl not he 
profitable to haul a heavy, bulky. or low-priced commodity hearing a low 
fl·eight rate such a distance by motor truck. 

Coll'l'rllit'IICC and Sa'l'ing iu Labor.-An advantage of almost equal im
J•ortancc to faster service is that of saving the workman's time and introduc
ing- rcrtain conveniences. It was mentioned in 28 per cent of the favorable 
replies. The time and labor of an employee is saved when the haul from the 
farm to the railroad station or boat landing becomes unnecessary. If a dray· 
man is h:rcd for the service, a specific expense is incurred. 

Special services of marked ronvenience to shippers haYe been introduced 
h)' motor truck operators. At first, in some producing sections the tntckmeu· 
established shipping platforms to which the growers hauled their produce for 

later assembly and packing in the commen·ial trucks. In order to obtain a 
greater volume nf business anrl satisfy the desires of the fanners for added 
servire, some of the trud.;:mcn began to gather up the produce on each farm. 
This has gone so far in some cases that the truckman g-oes hy the farm as 
many as five or six times, in extreme cast'S, before the shipment is rt.'~Hly. 

Truckmen and growers have reported that some of the truckmen e\·en lwlp tie 
up bundles and pack in order to get away to market earlier. In most cases 
the trucl.;:s leave considerahly later than the train, thus allowing the gTo\\'t•r 
several more hours to gather and pack. \\'hen he is through with this work. 
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he stacks the produce in a place agreed upon and goes about other work. Till' 
truckman himself, in these instances, must load upon his arrival at the farm. 
l\Iany growers state that the additional time allowed by truckmen not only 
makes their work easier, but allows the dew to dry from such cotmno<lities 
as beans, thus, lessening the risk of "spotting." 

When the motor truck is used, no demurrage charges arc payable and no 
necessity arises for an extended notice of the desire for an empty car. Com
lllercial truckmen are seldom notified of a desire for their services earlier 
than the morning of the day of shipment. 

The pro<luce is frequently shipped by truck in open crates, which practice 
saves time and labor in packing. This is not permitted by other carriers. 

Better Condition on Arrival.-Another outstanding advantage of the 
motor truck which was named in 40 per cent of the answers given by the city 
dealers is that the quality of truck shipments is maintained to a higher degree 
in transit. This advantage is most pronounced for the following crops: 
tnushrooms, berries, asparagus, leaf crops, peas and beans, tomatoes, grapes, 
peaches, and sweet corn (table II). It is quite apparent that these are the 
<:rops which deteriorate most quickly from heat, cold, bruising, am\ other 
adverse conditions present in shipping. The truck is not considered so im
portant for the more staple crops like potatoes, sweet potatoes, apples, pears, 
and cabbage, which are easily stored. 

The reasons given for the better condition on arrival of the produce is 
that it is handled fewer times, and, moreover, generally seems to receive 
more careful handling at the hands of the truckmen because of fixed personal 
responsibility. The packages are loaded at the farm or orchanl and unloadt•<l 
at the doors of the commission merchants, or sold from the truck, if selling 
is done through a farmers' market. This means a single handling of th<' 
packages against at least a double handling by rail or boat, since by the latter 
method the shipment must be hauled from the farm to the railroad loading 
platform or car, or boat landing, and rehandled at the point of destination 
hy the market truckmen. 

The necessity and cost of icing is saved when shipments by truck arc 
made. Growers hauling leaf crops, such as spinach, on their own trucks oftt·n 
drench the whole load with cold water immediately before starting for market. 
Then, by driving in the co~l of late evening, the commodity is kept cool and 
arrives in practically as good condition as when gathered. Some have also 
suggested that produce which has not been on ice will keep better while on 
display in the market than that out of cold storage. 

In the winter, commodities such as apples, pears, potatoes, and sweet po
tatoes '.nay be .rushed to market befor~ the cold can penetrate the heavy 
taqKtulm covermg and do any <lamagc. The truck is occasionally employed 
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in preference to the railroad box car, when a refrigerator car is not available. 
since they may remain in the railroad car long enough to freeze. 

Experiments have been made with respect to the construction and opera
tion of mechanically-cooled bodies for motor trucks engaged in hauling 
perishable commodities. Developments along this line may affect to a limited 
extent the use of the truck in marketing fruits and vegetables. 

Early Dcli<·ery lo Markel with Maximum Time for Prepari11g Silipme11/s. 

-An earlier arrival in the market is the fourth important advantage of the 
motor truck. This fact is given more weight with the country dealers, city 
dealers, associations. and exchanges, than with the individual growers; how
ever, many of the producers are beginning to realize its relation to prices 
received. It appears to be the concensus among city dealers, country dealers. 
and others that better prices are received for merchandise on sale in the early 
hours of the market. Practically the only difference in the types of buyers 
of rail and truck shipments is the presence of a large number of suburban 
dealers in the latter class. These men seem willing to pay more for truck 
shipments of the sru11e quality offered on an early market, in order that they 
may return to an early retail trade and get away from the market before the 
period of congestion. In that way they feel that they are repaid for additional 
costs of their goods by being able to display the goods to the retail trade 
earlier, and also by escaping the delay in getting through the market, which 
is inevitable if they wait to buy some hours later. 

The willingness of the railroads to cooperate in delivering the produce at 
an early hour in the market must not be overlooked. However, it is a fact 
that, if this were done, it would bring about the necessity of a correspond
ingly earlier time of departure from the shipping point. This, in itself, would 
prove impractical, since it would not allow growers in some producing areas 
sufficient time to gather and prepare their produce for shipment. That is 
already one complaint about railroads at present, even with later schedules. 
It is, therefore, a physical condition which is not easily overcome. The 
deterioration would be too great, if the produce were harvested the day befort• 
to avoid the dew and save time. 

Greater 0 ppo>:lu11ity for Diversio11.-The flexibility of the movement by 
motor truck facilitates the diversion of shipments to markets within a limited 
radius. This feature, however, is not being exploited to the fullest e.:<:tent 
today because of the lack of organization and control. While this is a com
mon operation in the case of rail shipping, yet it is clear that a motor truck. 
which has access to a network of highways and cross-roads, can get more 
easily to markets within a limited area. The motor truck also serves the 
smaller local markets which are not located on rails. These conditions make 
possible a wider choice of markets within the usual trucking distance. 
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Less Loss from Shortages and Damaged Packages.-:\ sixth feature of 
motor truck transportation having much favor with shippers is the fewer 
cases of shortage and broken packages. There is a dctinite reason why this 
condition might be prevalent. The truckman checks up awl sir:ns for the 
produce when he loads it, and immediately becomes responsible ior the saic 
arrival of every package at the door of the city dealer, who in turn gives him 
a clearance receipt. Thus, there is no transfer of per>onal responsibility 
from the time the truck pulls away from the farm until it stops in front of 
the commission merchant's place of business. The truckmen present good 
records in this respect over a period of 5 and 10 years, as iwlicatt•d hy the 
small m!mber of claims presented by either shippers or commission men. 

Promptucu iu Paymcul of Claims.-In kt;eping with this improved con
clition is the promptness displayed by commercial truckmen in adjusting claims 
for loss or damage, which is largely the outgrowth of the economic pressure 
of competition. Several jobbers and wholesalers in \\'ashing-ton :\larket, 
:>lew York. were asked for their records of losses and damag-e hy motor truck. 
All stated that they had none, adding that these claims arc settle<! directly 
between growers and commercial truckmen. Shippers ag-reed that truckmen 
settle promptly for such losses. 

Lower Transportation Cosls i11 Local Tcrritory.-Some producers fin<! 
that the use of motor trucks within a short radius is cheaper than other means 
of transportation. Many shippers refute this, but it is true with specitic 
commodities from certain shipping points, when cartage at each end, and 
other costs, are considered. (See Appendix.) However, distance manifests 
itself as a strongly limiting factor. 

Agreements to Pay for Loss of Early Marl/Ct.-Many shippers state that, 
by agreement, claims are paid by some truckmen for late arrival in the market, 
even though the produce may be available for sale the same day. In these 
cases, the truckman agrees to deliver the produce in the market before a 
certain hour and for some reason docs not do so. l-Ie then settles with the 
grower on the price obtained for other goods sold at the hour he should have 
made delivery. This assures the producer of the early ·prices, which are 
generally as~umed .to be ~he best.. Cer~ain of the truckmen stated that they 
nad never gtven thts servtce. Rat! earners are not known to entet· into sudt 
agreements, and thus do not reimburse shippers for loss nf early market when 
goods are available for sale in the same day's market. 

Return of Empty Crales.-Tntckmen sometimes pick up the empty crates 
at the city m.arket and return ~hem to the farm. The cost of this service may 
he included m the transportation dtarge from farm to mat'kct. 
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l11crcascd Sales to Rctailcrs.-Motor trucks have brought about a larger 
volume of sales direct from the farm to city retailers, particularly hucksters, 
who are enabled through faster service to drive to the farm and make direct 
purchases. This enables the producer to realize in many cases an equal or a 
better price than when he hauls his produce to the city market, and to sa,·e 
in transportation charges. 

l11timatc Touch u•ith Market through Truck111e11.-The shippers are able 
to keep in direct and daily touch with the market through the truckmen who 
hecome accustomed to judging the market. As a result of having this in
formation, shippers are better fitted to plan their marketing more profitably. 

1\loreover, as a result of a better understanding of market conditions and 
operations, and because of the personal link which the truckmen form between 
shippers and receivers, differences are more easily ironed out between the 
shippers and receivers. 

Reasons Against the Use of the Motor Truck 

Weighed against the favorable features of motor truck transportation are 
certain conditions which have been designated by shippers and others as dis
advantages. A fewer number responded with objection to the motor truck 
than with commendation. Growers who gave reasons favoring the use of the 
motor truck numbered 629; those who gave disadvantages totaled 99. 

Lack of Ad,•a11cc Market l11formatio11.-The foremost complaint of motor 
truck transportation is that there is no advance information pertaining to 
shipments or receipts. This is a leading complaint among the city dealers 
hut secondary among others. The former state that the conditions were such 
before the advent of the motor truck that advance information could be 
obtained as to the quantity which would be present and available for each 
marketing day before it arrived in the market. Buyers and sellers alike had 
this information and the result was that the market was relatively faster and 
more stable than at present. Since both parties knew the quantity available, 
they were able to state their offers and bids immediately and thus hasten 
the sale. Complaint is made today that no one knows how much of the 
commodity will be present in the market during the day. The supply may 
appear light, giving an impetus to high prices. Suddenly, however, nnmerous 
trucks may begin to arrive loaded with that commodity. resulting in a falling 
uff of prices. Because of this insecurity, buyers often postpone their purchas
ing in the early part of a market that opens strong, believing that more of 
the commodity will arrive later. This causes an extension of the buying 
period and makes trading difficult. 

Abscl!cc of Proper Rrgulatio11.-The•·e is at present no regulation of 
intl·rstate motor truck traffic, as in the case of motor bus transportation. This 
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is not surprising, however, when it is remembered that the same condition 
was prevalent during the first 60 years of steam railroad operation. As a 
result of a study made by the Interstate Commerce Commission and submitted 
February 10, 1928, it was decided that motor passenger, but not motor 
freight, transportation should come under Federal control at that time. The 
three most important points for control which have been suggested by those 
interested in motor transportation are: ( 1) limitation of commercial truck 
operation, by charter or otherwise, to those companies or individuals who arc 
bonded or insured; (2) requirement of and adherence to definite schedules; 
<end (3) establishment of published rate tariffs which are fair and which do 
not unjustly discriminate among shippers. 

RESPONSIBILITY OF OPERATOR 

The unreliability of operators and irresponsibility of motor truck owners 
has been an important complaint regarding motor truck transportation. Lack 
of confidence in commercial truckmen is passing with the gradual absorption 
of the business of small "one truckers" by larger and more responsible or
ganizations. In some sections large companies are developing to handle a 
specific territory, while in other producing areas the small truckmen are 
organizing into large associations. 

Lack of confidence is due partly to the unscrupulous practice of some of 
the "fly-by-night" truckmen, who not having any credit or capital, went to 
truck dealers, paid a small sum upon delivery of the truck and promised 
other payments monthly. Starting out without goodwill, they soon found it 
necessary to obtain tonnage upon one basis or another, and the easiest wav 
was to reduce rates under those of the established truck companies. N ~t 
infrequently did they sacrifice all opportunity for· profit in order to meet 
the monthly installments upon the truck. If, during this time, they met 
with accidents and losses, they had little or no funds with which to repay 
and no insurance, and, consequently, they were forced to give up the business 
of these shippers and seek that of others through their lower scale of rates. 
At or before the end of the season they took the profits, if any were made, 
and forfeit~d the truck, or .what remained of it, in lieu of continuing pay
ments. This type of operatiOn was gradually curbed, at least in part by the 
refusal of truck distributors to sell on such liberal terms, and by the' lack of 
patronage ~f shippers. The results of this rate war were the crippling of 
some established truckmen and numerous losses to shippers. 

·REGULARITY OF ScHEDULE 

J rregularity of trips or schedules is apparently characteristic of the truck. 
l)f 94 truckmen asked, only 41 answered that they operated regularly. Some 
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of the smaller truckmen will not accept produce for a market trip unless they 
are assured a paying load. Their volume is not sufficient over the busy season 
ro allow of any service below cost during the slack period of the year. Then, 
if not oth~r truck is available, the producer must seek other means of convey
;mce for his produce. Irregularity and late arrivals in the market leave the 
city dealer at a loss as to what he should expect and when, and may result 
in a decrease in the price obtained for the merchandise. Many truckmen 
would welcome such control in this matter, since at the present time they are 
detained by shippers, and can not leave for market as early as they wish. 

STANDARDIZATION OF RATES 

Regulation and publication of rates has been suggested for two main 
purposes: (I) to help stabilize truck transportation by furnishing a fair 
return on the investment of labor and capital; and (2) to eliminate rate wars 
among truckmen and any chance for unjust discrimination among shippers. 
The operations of unreliable truckmen have made actual costs of truck opera
tion higher to the truckmen as a whole. Thus, the established and responsible 
truckmen could probably give hetter and cheaper service if they could com
mand a greater volume of traffic. 

Necessity for Immediate Sale or Sloragc.-Somewhat related to the 
absence of advance market reports is the impossibility of holding perishable 
truck shipments in transit. They may de diverted but not held in transit, 
since no provision is made on the truck for icing. Placing of truck ship
ments in storage after arrival at destination has proved practicable only in 
the case of highly perishable and high-priced commodities such as berries. 

Jiierchants in New York refer to that time in the past when everything 
was received by rail, and produce could be held in the cars and carted to the 
market as needed. This operation tended to diminish the psychological effect 
upon thl' buyer of a large quantity of a commodity at one time in the market. 
At present, motor trucks must be driven to market and unloaded immediately 
upon their arrival, or as soon thereafter as possible. It has been suggested 
that motor transportation companies may overcome this unfavorable comli
tion by devising some plan for the installation of refrigeration equipment on 
their trucks. This, however, appears rather impracticable at present because 
of the space absorbed and additional weight created by proper insulation, and 
ice, or mechanical means of cooling. 

Tcrmi11al Traffic Co11gcstiou.-A fourth criticism of the truck by dealers 
in New York is its contribution to traffic congestion in the market. This 
unhappy condition has presented problems to the out-of-town truckmen, 
market truckmen, buyers, and dealers. Congestion is rapidly increasing each 
year, and relief is being sought by all concerned. One suggestion for relief 
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which is emphasized by the trade is that truck shipments should arrive in 
the market not later than 10 p. m. This would place the produce on an early 
market which is generally supposed to bring better prices. lly being sold 
early there would also be less deterioration and consequent loss to the shipper. 
l\Iarket congestion is treated murc completely in the section "Terminal Concli
tions and Requirements." 

Risiug T rausportatiou Clwryc u•itlr lucrcasiug Distaucc .-The foremost 
objection offered by 43 per cent of the producers is that truck rates are 
higher than those by rail and boat to points outside of the local territory. 
This handicap increases with the distance of the shipping point from the 
market. On a commodity low-priced in relation to bulk or wei~:ht, this 
expense becomes an important percentage of the selling price. In some com
parisons by shippers of truck rates with those of other carriers, the cartage 
to railroad station or boat landing is not taken into account. However, when 
this is considered, it is found to be appreciable. The city cartage is included 
in any estimate by the shipper inasmuch as it is deducted from gross returns 
hy receivers. (See Appendix for detailed comparison of rates by ditTerent 
means of transportation.) 

Lack of Opportunity for Slrij>piug Poiur luspectiou.-Transportation hy 
motor truck does not in most cases allow the shipper an opportunity to have 
his produce pass under government inspection. It is true that similar comli
tions exist at many shipping points on the routes of other carriers, yet the 
absence of concentration points of shipment for produce going by motor truck 
makes this service impracticable. With a few exceptions, motor truck ship
ments are carried direct from the farm to the receiver in the market in the 
same truck. Exceptions are found where fruits ancl ve~:etahles are solei 
locally at auction or through an association or an exchan~:e. 

Juterrupted Service Resultiug from Unfavorable Wcat/zer.-Unfavorahle 
climatic conditions and had rural roads are deterrents to the devclo];ment of 
motor transportation, causing accidents and s1owcr movement, and often 
resulting in late arrival in the market. While snow, sleet, rain, and fog have 
~ffect upon the operation of trains on schedule, the ~!Teet is more pronounced 
nn the motor truck. Bad roads and detours around roads tmdcr construction 
cut down the speed of trucks. 

Misce/lcmcous !Jisadvantagcs.-Several minor disadvanta~eous features 
of motor truck transportation have been suggested: 

Break-downs and consequent delays, together with collisions and other 
mishaps. were cited as unfavorable to the use of the motor truck The num
ber of break-clowns is heiug diminished by the use of good equipment, in-
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sperted and cared for regularly, and accidents are being covered by insurance. 
The wise grower has learned to require a certification from the truckman 
that he carries insurance. 

Highway traffic congestion in some instances has proved to be a handicap 
to motor truck transportation. 

Additional expenditures for goodwill are laid to the truck. Some of the 
r•ty dealers raised the objection that they have found it necessary to tip the 
commercial truckmen, or give them "coffee money," as the fee is commonly 
called, in order to keep their good will and diminish the risks of loss of the 
growers' business. The dealers feel that this is an unnecessary expenditure 
hy them which was never necessary when shipments came by rail. 

The arrival of trucks at their door at all hours of the night are objected 
to by city dealers, since this necessitates the presence of salesmen and porters 
for a longer period and never allows them the opportunity to "dean up." 

The occasional deliberate delay in unloading of trucks by unscrupulous 
dealers, so that a consignment is not delivered to their competitors until they 
have obtained a good price for their goods, is said to hamper the use of the 
motor truck. 

Rough. handling by commercial truckmen was charged by a few shippers. 
Other shippers were of the opinion that commodities did not ride as well in 
a truck as in a railroad car. Neither was a frequent objection. 

/cost of Transportation and Marketing 
Th0nti.l.s...a!J.si._y_egeta!>les which pass through the metropolitan markets 

arrive by six different methods of transportation: rail, motor truck, boat, 
express, parcel post, and wagon. The first four enumerated are, of course, 
the most important, the last two being almost negligible from the standpoint 
of volume. Mushrooms are shipped by parcel post to distant markets, but 
n1ost shipments to nearby markets arrive by motor truck. The wagons are 
employed only within a five mile radius of the city markets. They are used 
by niarket gardeners cultivating about five acres or less of land, and quite 
often only a vacant lot or two. In Brooklyn and Queens a number of 
gardeners were found to contract with owners of vacant lots to raise truck 
crops. No rent is charged provided the ground is kept free of weeds. Small 
trucks and wagons are used to cart this produce to a nearby farmers' market. 
Ninety per cent of the 768 growers in the motor truck area about New York 
reported ownership of their farm, while only 69 per cent of the 521 farmers 
questioned in the farmers' markets stated that they owned the land they 
cultivated. This indicates that much of the gardening is done on high-priced 
land in and near the city while the owner holds it for appreciation in value. 

No attempt is made in this discussion to show that the costs of trans
portation by one carrier are less than those by another. It would be impossible 
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to draw any such conclusion, since there are numerous individual cases in 
which local arrangements and conditions determine the different costs of 
transportation. It is quite apparent, for instance, that a grower Jiving ncar 
"- Hudson River landing might find it more advisable, on the basis of cost. 
to ship by boat, while another whose farm is several miles away might find 
it more convenient, quicker, and no more expensive to ship by motor truck, 
since the cost of cartage to the boat landing is considerable. 

Table 3 of the Appendix shows a comparison of rates of the several public 
carriers. An effort has been made therein to include most commodities 
handled and to represent each section of the producing area supplying Kcw 
York with fruits and vegetables by motor truck. 

/cost by Railroad 

Obviously, the railroad holds the premier position as a carrier of fruits 
and vegetables to New York from the standpoint of volume, although during 
s0me months and for certain commodities the truck becomes a significant 
carrier in percentage volume. Railroad rates alone are lower than truck and 
express and, in some cases, boat rates. However, when cartage at both ends 
is added to this rate the marginal difference is sometimes eliminated, and in 
some cases favors the motor truck. In table 3, Jess than car-load rates were 
taken, since it was considered a fair basis of comparison with the other 
carriers of nearby produce. It is known that a large percentage of produce 
shipped by individuals from the local territory moves in less than car-load 
Jots. This is sometimes hardly an accurate comparison, for then it appears 
that potatoes from Long Island can be shipped more cheaply by motor truck 
than by rail; whereas, this commodity is really shipped in car-loads, and the 
rate is much cheaper. The same applies to strawberries from Teachev 
North Carolina. From this point the less than car-load railroad rate pl;t~ 
city cartage amounts to exactly the same per package as that by motor truck. 

v 
Cost by Motor Truck 

Unlike each of the other important carriers with which the motor truck 
is compared, there is no federal or state regulation of motor truck rates. 
Because of this, the rates have never been standardized and have been left 
co the_ di:c~etion ?f th~ comn~ercial truckmen. Many factors have influenced 
these m~IVtduals m fixmg the1r rates. It appears that in most cases they were 
set as htgh as. the traffic would bear. In other words, they were fixed as 
high a?ove rml rates _as w~uld attract tonnage. Additional service and the 
convemence to the sh1pper ts understood to make up for tile 1 J"t" 1 a((J tuna cost. 
\Veight alone has not ·been the basis of truck rates as ·111 tl f . · . 1e case o some 
of the rates of other earners. The motor truck 5,.,.1115 t 1 1. · . 

1 · ...... . o JC nmh·c more 
in the volume of the load on some commodities tha11 1·s tl ") 1 1c rat roac car. 
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The motor truck load of such light commodities as spinach is frequently 
limited in height because of low viaducts and low-roofed ferries. On the 
other hand, weight is the determining factor with potatoes, since capacity 
in tons is reached long before the sacks can be stacked to the ma.ximum height. 

,If'{, several sections the rates of the truckmen have been standardized by 
se\'eral large trucking companies that have announced specific rates from each 
locality. Arrangements of this kind sometimes also include the mutual hiring 
of one company's trucks by another to supplement its own in the heavy ship
ping seasons from its territory. This is more profitable to the truckmen, 
;ince greater use is made of the equipment. It is better for the grower, since 
it eliminates any delay in the movement of his produce. Two cases are on 
1 ccord in which an association and an exchange have entered into an agree
ment with the truckmen on what their rates to each market should be. These 
rates are the same for all truckmen who haul for that organization./ 

The rates are quoted on a package basis, but have been converted to a 
rate per hundred pounds in the comparative tables in the Appendix. They 
include the whole cost from farm to city markets. 

The truckmen have employed various methods of reducing their operating 
costs in an effort to justify, on the basis of profits, lower rates of transporta
l ion, and thus attract added tonnage. 

The most effective method of decreasing these costs has been to keep the 
equipment in operation continuously over the year. The "nomadic type" of 
truckman has traveled from one producing section to another with the chang
ing seasons. Truckmen established in a definite territory have accomplished 
the desired end by a change to general hauling during the dull season of six 
months for fruits and vegetables. Out of 93 truckmen, 54 stated that they 
did general hauling. while 39 reported that their trucks remained idle part of 

the year. 

Another method is to keep the equipment operating regularly during the 
l:eavy season. There were 41 of the 93 truckmen who were able to do this. 
It is done hy keeping the surplus equipment as low as possible, and renting 
trucks with drivers from truck companies in other territories in the heavy 

Tlll·s also necessitates rc!!tthlr mechanical inspection and repairs. season. - ..... 

A third method is the practice of developing a rettH'n trucking business. 
This has not gained favor with the majority of truckmen. These men state 
that it is impossible to do this and give the hest service to their produce 
shippers. The reason is that so much delay is usually necessary in obtaining 
these loads that the truck docs not get back to the producing area in time for 
the next market trip. Only 18 out of 94 truckmen attempt to obtain return 

loads. 
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On the other hand, some companies have developed this side of their truck
ing business successfully. One trucking concern in Sutlolk County, Long 
Island, had brought the return tonnage up to 60 per cent of the ava•lahlc 
capacity. It consisted of fruit, building material, lumber, meat, and general 
merchandise. Their rates on these goods averaged 50 cents per 100 pounds. 

Some merchants selling produce in small towns are known to operate 
trucks. They haul to market for growers, although their primary purpose 
is to bring produce from the market to their stores. 

Cost by Express 

The most significant fact about express rates is that there is no variation 
in the rate per hundred pounds on different types of commodities. All fruits 
a!ld vegetable• are considered in the same class. Thus, beans, lettuce, spinach, 
apples, and potatoes, each varying in weight, size of and type of package, bear 
the same 100 pound charge. Some of the commodities shown in the table 
rarely, if ever, move by express. 

Express service carries with it store door delivery. Howc\·cr, in order to 
speed up deiivery and make an early market, commission houses often send 
for an express shipment. This cartage must be added to the regular rate. 
When this is done and the country cartage is considered the total cost is 
generally much higher than by rail or even by motor truck. This extra 
expense is commonly incurred on shipments of mushrooms, where a few 
hours delay may affect appreciably the quality of the commodity. 

Cost by Boat 

The boat is a small factor as a carrier of fruits and vegetables from 
territory served by the motor truck. The boats of the Eastern Steamship 
Line bring produce from the. Norfolk, Virginia, section to New York, but 
this service was not considered in this report, since it has very little, if any, 
competition at present from the motor truck. Again, other domestic, as well 
as foreign areas, shipping by boat were not included for the same reason. 

Hudson River boat servic~ is t~e only one considered. Only eight shipping 
points are shown for companson m table 3 of the Appendix. Some of these 
.:re loca~ed inland but have truck service supplementing the boat, which 
allows p1ck-up at the farm. In some cases these rates like express rates do 
not vary per hundred pounds for different types of co:Umodities. ' 

The service is said to be very good and the produce arrives on time for 
an early market. However, there are two objections to boat service. First, 
it is not continuous over the whole y~ar. Some other carrier must be relied 
upon for at least three months. T~1s, too, is becoming an important con
sideration, since the custom of stormg near point of production has been 
developing in last few years. Second, the motor truck travels faster-which 
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permits a later departure and, hence, allows the grower more time to gather 
and pack. 

Cost by Parcel Post 

Mushrooms are the only product in the fresh fruit and vegetable class 
shipped commercially by parcel post. Such movement to New York is not 
important. The rates are the same as those by motor truck from the seven 
shipping points studied. The service includes delivery, but, as in the case of 
express, it is a common practice to have the shipments delivered immediately 
by market truckmen. 

Cartage 

Cartage represents two distinct divisions: (1) country cartage, or cartage 
irom farm to railroad platform or boat landing; and (2) city cartage, or 
cartage from the railroad platform or boat landing at the point of destination 
to the commission merchant's store. 

Cost of city cartage is constant, since it has been standardized by the 
publication of specific rates by the Market Truckmen's Association of New 
York. The rates quoted in this pamphlet were made effective on July 1, 1924. 
At that time zones were defined within the market to which rates vary for 
delivery from team tracks in New Jersey, Manhattan, and Long Island, and 
piers on l\Ianhattan. Rates from Long Island apply from Bushwick Terminal. 
The rates were quoted per package, but, for convenience of comparison, they 
have been converted to rates per hundred pounds in table 3 of the Appendix. 
There has been scarcely any variation in these rates for a number of years. 
The percentage of total receipts handled by the market truckmen has decreased 
in proportion to the increase in volume carried by motor trucks, since each 
package coming hy the latter method is a direct loss in traffic to the city 
truckmen. At the time when all produce came by rail or boat, city truckmen 
handled the total volume. This has not meant an actual reduction in volume 
handled by market truckmen, for the total receipts have increased more than 
motor truck receipts. 

Country cartage costs vary with each shipper, depending upon the loca
tion of the farm. Two main methods characterize the carting of produce 
from farm to railroad station or boat landing. The first and most common 
is for the grower to own a truck or wagon and do his own hauling, while the 
second method is to hire a truckman to move it. If the latter is done, the 
cost is more accurately shown. However, the cost of the former method 
may be estimated closely if the use of the truck and the driver's time is 
figured for this service. Some farmers believe this to be a negligible cost, 
since they Jnnst have a truck for other use on the farm and must keep a man 
hired for other work. Others estimate it is cheaper to save the time of the 
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driver and hire the cartage done. One reason many growers are turning to 
the motor truck is because of the convenience of havin!: the truck come to 
the farm and load, thus saving their time and expense of cartin!: produce to 
the railroad station or boat landing. It is estimated that the avcra~c cartage 
cost per bushel of such commodities as peaches, pears. and apples ranges 
between 4 and 8 cents. This estimate covers farms in the 1\ ew York motor 
truck area. 

Adjustment for Loss and Damage 

In the marketing of perishable produce, loss and damage are very im
portant considerations. When two methods of transportation are bein!: com
pared on this basis, the first question to be answered is: \\"hich type of 
carrier has fewer cases of loss and damage? The second question is: \\'hich 
type of carrier pays claims more promptly? These questions arc difficult to 
answer directly, since records of the settlement of motor truck claims are 
not available. A number of jobbers were asked about these matters, and all 
replied that they did not handle any claims against trucks an<!. therefore, hac! 
no record~. 

Growers stated that claims against truckmen for loss and damage were 
seldom necessary. 

Jn accordance with this opinion of growers is the attitude of 16 of the 
largest wholesalers and jobber~ in Washington Market, New York. as shown 
in table 11. 

The same 16 wholesalers and jobbers were asked how tlie receipts J \' 

motor truck compared with those by rail in quality and condition on arrival. 
This table was set up to include all commodities or groups of commodities 
concerning which the dealers were asked their opinion. Their replies were 
classified just as they were answered. Some of the commodities were not 
handled by some houses and they were so recorded. Those commodities 
handled were recorded as arriving by motor truck in better, worse, or the 
same condition compared with receipts by rail. The total ran: II S. better 
condition; 6, worse condition; 43, same condition; and 44, not handler!. 

It will be seen from the table that mushrooms benefit most in quality 
preservation by this method of shipment. Dealers state that the product 'can 
be rushed by motor truck from the growing houses to the door of the com
mission merchant with minimum time in transit, and with the least handling. 
This is an important factor in the marketing of mushrooms. Next to mush
rooms seem to be asparagus, berries, beans, and peas, although one dealer 
thought that berries arrive in worse condition because of the lack of ref rigera
tion. Four thought that there was no difference. Other crops arriving in 
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TABLE II 

Comparatiz•c Condition on Arrival of Shipments by Motor Truck and by Rail 
from the Same Points of Origin, 1928 

(Based on replies from 16. of the largest receivers of produce by motor truck in 
\Vashmgton Market, New York City) 

Commodity 

Apples ....................... 1 

A!-Oparag-us ................... . 
Hcrril'S ...................... . 
CahhaJ,!c ..................... . 
Caulitlowcr .................. . 
Corn ........................ . 
Grapes ...................... . 
I .caf Crops ................... . 
:\f ushrooms .................. . 
Peas ......................... . 
r~cachcs ..................... . 
l~oot Crops .................. . 
Tornatocs .................... . 

Total 

Percentage ................... . 

Total 
Replies 

Io 
16 
16 
16 
16 
16 
16 
16 
16 
16 
16 
16 
16 

208 

100 

Better 
Condition 
By Truck 

t3 I 
10 
6 
9 
9 
9 
9 

II 
10 
9 
8 
9 

115 

55.3 

Distribution of Replies 

\Vorsc 
Condition 
Ry Truck 

I 
I 
I 
I 
I 
I 

6 

2.9 

Same Do Not 
Condition Handle 

Truck Truck 
or Rail Shipments 

6 4 
2 4 
4 I 
4 5 
4 2 
4 2 
3 3 
2 4 
I 4 
3 3 
4 3 
3 5 
3 4 

43 44 

20.7 21.1 

better condition by trucks are tomatoes, leaf crops, grapes, and peaches. 
V cry few stated that these arrive in as good condition by other methods of 

transportation. 

Since the opinions of shippers and receivers seem to be that produce ar
rives in better condition by motor truck, it would naturally follow that there 
would be less frequent cause for claims of damage and loss. 

The promptness and sureness with which claims are paid is the next 
consideration. Fifty truckmen answered the question as to how they settle 
claims for damage. Thirty-three of these carried insurance, while the re
ruaining seventeen covered the loss with personal liability. The common 
practice seems to be to settle with shippers for losses and damage at the same 
tin~e trucking charges are paid. Sixty-eight of the 73 country dealers, asso
ciations, and exchanges reported they were paid claims promptly by the truck
men. One exchange requires each truck owner to show a certificate of 
insurance hefore taking one of its loads. One association is known to delay 
payment of transportation charges for a week to cover the risk of loss. 
These are both cases wherein numerous small truckmen are required to move 
a crop. Some of them are Hnomadic/' moving from one section to another 
following the seasons. A few growers express themselves as desiring I<' 
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· . and nlore stand by the railroads because they are large corporations • 
1 responsible, while others state that the truckmen with whom they <ka ~r~ 

equally responsible and have paid claims without so much trouble allll de a) 

to the shippers. 

Adjustment for Late Arrivals in the Market 

· d b ·1 d rk ·t train was verr When all the produce was sluppc y ra1 , an a ma c • · 
late arriving in the market, it was necessary to hold much of the prO<luc~ 
over until the next day. This meant that the sale of all the produce ~ron 

· ·1· xla\' w1th a that area was delayed and probably sold at a lower pnce. ' •. . . 
considerable volume sent by truck from a given prD<lucing area, the Ia's. IS 

not so general to that area, since the break-down or <lday of one truck m· 
valves only a comparatively small quantity of commodities. 

Of 36 truckmen who stated that they had paid claims for late arrival in 
the market, 25 said they settled on the basis of avera~-:c early market pnce, 
4 through an association, and the remaining 7 by no set method. 

Growers state that delayed arrivals are not frequent. This fact is bom~ 
out by 74 countrv dealers, associations, and exchanges, only 31 of whom ha 
made claims of ;his kind. Sometimes there is actual deterioration, since no 
r"-frigeration is possible. In other cases buyers happen to know when goods 
are held over and will not offer current prices for them. 

This guarantee of prompt arrival seems to be pccnliar to some mot~r 
truck operators. Claims are paid by railroads on long hauls if a car 15 

delayed so that it misses the day's market. However, 110 case could be found 
where a railroad had paid a claim for the late arrival in the market of a local 
train. Railroad claim agents state that it would have to be a special case 
and treated accordingly. 

Comparison of Marketing Costs of Two Methods of Motor Truck 
Transportation 

Two prin~ipal methods of marketing are commonly employed in the N~w 
York area With the motor truck as a medium of transportation: (I) slup· 
ment hy. commercial truckmen and selling through commission men; and (Z) 
ownership of truck and selling in farmers' ;narkets. The relative importanfc 
of volume marketed by each method varies from month to month. In son•e 
months the volume passing through the 1\cw York farmers' nmrkl'ls Cl,cecds 
the. v~lume of motor truck receipts passing throu~-:h the jubhcrs' n•ark:ts, 
~vlule m other months the reverse condition occurs. The total truck receipts 
m New York jobbing markets in 1928 were 15,77G car-loads. It is estimate<~ 
that there was an equal or a greater volume passing through the fanners 
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markets. In the months of April-October, 1929, receipts in farmers' markets 
exceeded those in jobbing markets. (See table 5.) 

The marketing expense when produce is shipped by commercial truck 
and sold through commission men falls into two general classes: (I) trans
portation costs, and (2) commissions. The first cost represents the trans
portation charges made by the commercial truckmen for moving the produce 
from the farm to the door of the commission man. A table of rates of com
mercial truckmen on specific commodities from certain shipping points is 
found in table 5 of the Appendix. The usual commission fee of commission 
houses is I 0 per cent. 

Truckmen were asked to state who settled with them for transportation 
msts. Out of 88 replying it was learned that 63 were paid by receivers, 
9 by associations, 8 by growers, and 8 by receivers in some cases and growers 
in others. 

In order to make a definite comparison of the two means of transporta
tion and methods of marketing, a single commodity, tomatoes, has been 
selected. The shipping point represented is Matawan, Monmouth County, 
New Jersey. The type of package is the "lug," which has about the same 
dimensions as the grape crate and has a gross weight of approximately 35 
pounds. The truck used in the comparison is one of 5 tons capacity. 

l\Iarket reports of the U. S. Department of Agriculture reveal that during 
August, 1929, growers received an average of 85 cents a lug for tomatoes on 
New York jobbing markets. A grower selling through a jobbers' market 
and hiring a commercial truckman at the regular rate of 15 cents a package 
would show an account as follows: 

Gross return on 300 packages at 85c. a package . ....................... $255.00 
Motor freight at 15c. a package ................................ $45.00 
Salc3 Commission, 10 per cent................................. 25.50 
Total expenses ............................. · ..... · . · · .... · . . . . . . . . . 70.50 

Net return ..................................................... $184.50 
It is not possible to determine the difference in net income between these 

two methods of marketing, since no prices were reported on produce selling 

in farmers' n1arkets. 
It should be noted that this case covers shipping from the outer radius of 

the market gar<ien area from which most produce is sold through a farmers' 
market. Points closer to or further from the market would present even 
grc!tter difficulties of comparison. Some difficulties encountered are: (I) 
the difference in production cost for a unit grown on a large and on a small 
scale; (2) the difference in price received for a unit, and (3) the variation 
in size of the load. Production cost for a unit is considered to be higher in 
the market garden area, truck loads from this area to average smaller, and 
prices received for a unit to be lower in a farmers' market than in a jobbers' 

market. 
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Although the net income from selling on a farmers' market can not he 
determined, an expense account fur a truck load of 300 packa~:es of tomaiocs 
sold on the farmers' market is shown for the purpose of general comparison 

with the foregoing: 

Depreciation on truck ............................................... . 
Insurance on truck .................................................. . 
License on truck . ................................................... . 
Fee for market space ................................................ . 
Fee for carrier ...................................................... . 
Fee for night watchman ............................................. . 
Fee for day watchman ............................................... . 
Gasoline and oil . ............ : . ...................................... . 
Bed and board ...................................................... . 
Wages of market man . .............................................. . 
Wages of driver-helper . ............................................. . 

$1~.50 
!.Oil 
1.00 
.50 

J.IJO 
.so 
.10 

3.00 
2.50 

10.00 
o.IIU 

$40.10 

The difference in expenses is thus seen to be $30.40 in favor of selling on 
a farmers' market. However, the average price received fur produce on 
farmers' markets is probably lower because of stricter gratling and packing 
for jobbers' markets in order to meet competition from distant producing 
areas. Facts are not at hand to show whether the average net returns on 
the farmers' markets are lower than on jobbers' markets. 

Both of the foregoing accounts are hypothetical but are based upon actual 
costs in some cases and upon estimates of growers in others. If the com
mercial truckman were hauling full loads regularly for a grower he would 
probably make a reduction in his rate. Some growers using their own trucks 
may underestimate such overhead costs as depreciation on truck. Actual 
estimates of growers are given below, each under different conditions. 

Some of the growers have been selling in a farmers' market for a number 
of years. Among 521 farmers using this method the average number of 
years of selling in the market was 13, and the maximum SO. 

The fact that the average farmer uses his truck for only a small part of 
the year makes the cost per load greater, when investment, taxes, depreciation, 
and other annual expenses are considered. The average selling season was 
found to be 7;/z months, while the average number of market days a week 
'l':as 3. 

Each of the farmers was asked to estimate his average transportation and 
marketing cost per day. The general average was found to be $22.88. Thrt-e 
actual cost accounts are shown herein. The first represents the expenses of 
a farmer selling in Harlem Farmers' Market where a yearly space fee is paid 
for a choice location in addition to the daily charge. The farm is situated 
in Monmouth County, N. J., but the truck is also registered in the State of 
New York. The truck of 5 tons capacity was purchased for $5,500 three 
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years previously. Two men ride the truck, the market man and the driver
helper. The daily expenses and the yearly expenses pro-rated for a single 
tb y are shown as f ullows: 

~~~~~~)~l~!~~cjc!~·~::::::::::::::::::::::::::::::::::::::::::::::::::::: 
Depreciation on truck ................................................ . 
Xc\\' York and 1\c\\' Jersey licenses .................................. . 

~f£::~~:::£:::::::::::::::::::::::::::::::::::::::::::::::::::::::: 
Kight \\'atchnJ~ul's fee ................................................ . 
[Jay \\'atchrnan's fcc ....................... , ......................... . 
(;asolinc and oil ..................................................... . 
Ferriage fcc ............................................... · · ...... . 
Beds ................................... · · · · · · · · · · · · · · · · · · · · · · · · · · · · 
Board ............................ · ·. · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · 
~larkt,•t 1nan's \\'ages ................................................. . 
Driver-helper's ,,·ages ............................................... . 

$1.65 
1.00 
5.00 
1.75 
1.00 
4.00 

.50 

.50 

.15 
3.00 
3.50 
3.00 
4.00 

10.00 
6.00 

Total ............................................•.............. $45.05 

The second statement covers the expenses incurred by a farmer selling in 
the same marl<et without taking the annual space lease. It is shown for com
parison with the a!Jove, since the truck is hired. The truck is owned by the 
market man who sells for a farmer in Nassau County, Long Island. It has 
a load capacity of 3 Yo tons: 

1'ruc_k .rel~tal charge ..................... · .. ········ .... ··.·········· 
Carr1er s lee ... , ............ · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · 
Night watchman's fee .................... ····························· 
Day \Vatcluuan's fee ................... ······························· 
lJaily space fee . ............ · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · 
~larkct lllilll's \Va~es ................ · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · 
Board and rt.JOm fur market man .............. · ..... ····.···· ... ···.·.· 

Total ........................ ······ ········ .................... . 

$25.00 
3.50 

.50 

.15 
1.30 
8.00 
3.50 

$41.95 

The third statement represents the transportation and marketing expense 
of a farmer from Nassau County selling in Wallabout Farmers' Market. The 
truck has a load capacity of 3 tons and was bought three years before 

for $4,100: 

Space fc.:e ............ · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · 
. Depreciation on truck .............. ·································· 

License ............... · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · '· · · · · · · · · · · · · · 
Insurance ............. · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · ·'' · · · · · · · · · · · · 
Carrier's fcc ............. · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · ·' · '·' · · · · · 
Night \vatchn1an's fcc ......... · .. ······· • · · · · · · · · · · · · · · · · · · · · · · · · · · · · 
Day \vatchn1an's fee ......... ························· · · · · · · · · · · · · · · · · 
Gasoline and oil ........ ·············································· 
Bed ..•.••.•........••.•..•.. · ... · · · ·· · · · · · · • • · · · · ·· · · · · ·· • · ·· · · · · · · 
Board . , .................... · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · 
Market 1110111's \vagcs ........ · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · 

Total .............. ····· ............ ········ ······· ........ ····· 

$.50 
5.00 
.75 

1.00 
3.00 
.50 
.10 

3.00 
.50 

2.00 
10.00 

$26.3S 
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:\luToR TRUCK AS FRUIT AND VEGETABLf: CARRIER 

The carrier's iee varies with the size of the truck and between markets. 
The space charge varies with location in the market and between markets. 

Some of the gardeners living close by drive a small truck and sell the 
whole loarl in the evening market. They save on board and bed, making 
tlwir expenses light. 

Terminal Conditions and Requirements 

There are three classes of metropolitan fruit and vegetable markets: (I) 
wholesale, ( 2) jobbing, and ( 3) farmers' squares. The wholesale market is 
located on :\lanhattan Island, as are Washington, Gansevoort, and Harlem 
jobhing markets. and Gansevoort and Harlem farmers' markets. Newark 
johbing market and Xewark farmers' market are located in Newark. Wall
ahout johbers' market and \\'allabout farmers' market are situated in 
Brooklyn. 

The whulc"tle or primary market extends from Barclay Street, both sides 
north to Xorth :\loore Street, both sides, and Greenwich Street, both sides, 
to \\'est Street, cast side. In this market are also included several railroad 
piers, the most important of which are 27, 28 and 29 of the Pennsylvania, 
20 and 21 of the Erie, and 17 of the New York Central. 

Jobbing or secondary markets are five in number: (I) Newark jobbers' 
market, occupying the north and south sides of Miller and the south side of 
\\'right Streets, between Avenues A and B; (2) Washington jobbers' market 
hounded on the south by Barclay, on the north by North Moore, and on the 
east and west by Greenwich and West Streets, respectively. l\Iost of the 
houses, however. are on Washington Street; (3} Gansevoort jobbers' market 
is located to the north of the latter market in the area marked by West 14th 
Street south to Gansevoort and between Ninth and Tenth Avenues, with 
concentration again on \Vashington Street; ( 4) Harlem jobbers' market ex
tends along First Avenue from IOOth to 106th Streets with a few stores 
fronting on intersecting streets; (5) Wallabout jobbers' market is located on 
and to the north of \Vashington Street to E Street, and on and to the west 
of Flushing Avenue to East Avenue, omitting the space occupied by the 
furmcrs' square. 

There are four metropolitan farmers' markets: (!) Newark farmers' 
market surrounded by Commerce, River, Canal and Mulberry Streets, omitting 
Newark City i\Iarket on the west; (2) Gansevoort farmers' market is on the 
area defined hv Little \Vest 12th St1·eet, Gansevoort and Washington Streets 
and Tenth A~enue; (3) Harlem farmers' market extends from the dealers' 
stores east to the River and between 102nd and 103rd Streets; ( 4) Wallabout 
farmers' market is bounded by East and \Nest Avenues and B and E Streets. 
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Wholesale and Jobber Markets 

Although all the jobbing markets receive shipments directly by motor 
:ruck, the one generally understood as the New York market is the wholesale 
and johhing market located mostly along Washington Street in lower Man
hattan. i\lost of the produce passes through this wholesale market to the 
johhers' markets. The jobbing markets rank as to the volume received 
through the primary market in the order named: Downtown New York, 
\\'allahout, Harlem, Gansevoort and Newark. 

The Washington wholesale and jobbing markets will be treated together, 
'incc they overlap, many of the merchants acting in both capacities. Part 
uf the houses receive locally-grown produce by truck, while others only 
1 eprcsent distant growers and receive by rail or boat. 

Those receiving shipments by motor truck number more than 100, more 
than SO per cent of whom are found on Washington Street in the 8 blocks 
1•dween Park Flare and North Moore Street. Those remaining are either 
nn \Vest or intersecting streets. 

Market Congestion and Its Causes 

The market, exclusive of the piers, covers an area of about 150,000 square 
f et·t and is located in the congested downtown section of New York with 
narrow streets and no direct access to a railroad. This, in itself, is one of 
the primary causes of congestion. In the absence of direct rail connections all 
merchandise must be delivered by motor truck or horse-drawn vehicle from 
railroad team tracks, boat pier, or direct from the farm. This is not a 
desirable situation, as can be seen when the volume passing through the market 
is considered, amounting to approximately one-half of the 230,000 car-loads 
now being consumed annually in New York and adjacent areas. 

The congestion in the market has been greatly multiplied by the increasing 
nuntber of motor truck shipments, which, during July, 1929, amounted to 
practirally 20 per cent of all produce passing through the market, including 
hoth foreign and domestic. The streets average in width about 32 feet, and 
\Vashington, the main street, is only 30 feet wide. These streets, therefore, 
are hardly adequate to accommodate the smaller cartage vehicles which are 
used to move the rail shipments. Nevertheless, in addition to this traffic, 
there are to be found ont-of-town trucks, many of which are of 10 tons, or 
more, capacity. Trucks measuring 30 feet in length are common, and oc
casionally some of 35 feet and of the trailer type arc observed carrying the 
equivalent of a car-load. Notwithstanding the fact that there are one-way
street regulations, many traffic jams occur, causing delays all along the street. 
It is readily seen that a large truck in a narrow street can cause much delay 
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to other vehicles, since it is too wide to pass through openings where smaller 
trucks and wagons could be accommodated. \Vhen backing up to a curb, the 
large truck extends so far into the street that it is difficult for traffic to pass. 
Many drivers of these large trucks, not having room to back in, stop in the 
middle of the street until the shipment of that particular dealer is removed. 
Most of the commercial trucks are large in size, since it is more prolitable to 
operate a large truck. 

The already limited store frontage of houses in the market has b<-en fdt 
more keenly with the steady increase of out-of-town motor trucks. Compara
tively few of the dealers are situated on a corner, where space on the side 
street may be used for unloading. Some of the stores with narrow frontag-e 
are barely able to accommodate one large truck at a time. The necessity of 
unloading and releasing trucks as soon as possible magnifies the evil of limited 
store frontage and storage space inside. These limitations present a difficult 
situation affecting not only these country truckmen hut the city truckmen as 
well. It has caused strained relations between the market truckmen and 

jobbers and wholesalers because the latter are said to give the country truck
men preference in unloading and releasing. The former state that they have 
not infrequently been asked by a dealer to "drive around the block," or other
wise delay their unloading, until the dealer can find room; while, in the mean
rime, the country truckmen are being unloaded. 

The merchant offers the following explanation for his apparent favoritism. 
If he does not release the country truckmen promptly, the latter has the power 
to drive on and give the shipment to a competitor. The city truckmen must 
accede to the wishes of the dealer, since he has no alternative. This practice 
is obviously a discrimination against the market truckmen and adds to their 
<·xpense of operation by overtime payment to drivers, and decrease in loads 
per unit of equipment. Conferences between the parties involved have 
resulted in the agreement of the dealers to give equal rights to both classes 
of truckmen. The latter say that this promise has been carried out fairly 
well, but not without occasional requests to the local drivers, under certain 
conditions, to allow prior unloading of country truckmen. 

When all produce was received by rail, the flow of the merchandise to 
the market could be better regulated by schedules, and even by being left in 
the car until needed. At present this is impossible, for out-of-town trucks 
arrive from five in the afternoon on through the night. 

Commercial truckmen were asked for the average time of their arrival in 
the market. Their replies show that about SO per cent of them arrive about 
10 p. m. or ea•lier. Two-thirds of those arriving before 10 appear in the 
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hour between 9 and 10, while one-half of those coming after 10 arrive be
t ween 10 and 12. 

The period of greatest congestion in the market is between 10 and mid
night. The reason for this is the presence of so many out-of-town trucks 
attempting to unload, and the large number of buyers' trucks ready to receive 
goods purchased. Combined with this array of vehicles, are the city truck
men's motor and horse-drawn trucks bringing in rail shipments. Each one 
is clamoring to be loaded or unloaded, as the case may be, and for passage 
through the market. To add to the confusion, some of the country truckmen 
are not weli acquainted with the location of merchants, and must delay others 
by mistakes and needless driving through the market. 

Long distance truckmen were asked to estimate the average number of 
hours they were forced to spend in the market delivering and unloading. 
Their replies are shown in table 12. The average was found to be 2Y, hours 
with more than one-half, or 29 of the 54 replies, falling between 2 and 3 hours. 

TABLE 12 

Time S peut iu ll'aitiug aud Uu/oadiug io! Washiugto11 Market, New York, 
bv 54 Commercial Truckmw Hau/mg Produce from the Areas 
- Supplyi11g New York by Motor Truck, 1928 

I-I ours , . , , , , .... ·I I 
l<l·plil·s .. . . . . . . . . . 5 

( Estimated•) 

• Each truckman estimated his own average time of waiting. The average time spent 
in the market was 2X: hours. · 

TABLE 13 
A~·crag•• Number of Cousiguees Per T_ruck Load of 38 Truckmeo! Hau/iug 

Fruits ami V cgctablcs to N cw l ork from the Areas Supplymg 
New York by Motor Truck, 1928 

( E_.:;timatcd) 
-----------------------

N umbcr of Truckmt:n 
Replying 

4 
9 

14 
5 
3 
I 
I 
I 

Tnt11l ........ JH 

Average Number of Consignees 
Per Truck Load 

• 

2 
3 
4 
5 
7 

10 
12 

\Vtcl. Av . ..... .l36 
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Another cause of congestion is the multiplicity of consignees per average 
truck load, necessitating frequent stops and delays. Truck loacls from dl'alcrs, 
,·xchanges, and associations usually have comparatively few consignees. ( lut 
of the 93 answering, 58 reported that they usually haulecl to one consignee 
and 35 to more than one. The maxtmum numher of receivers to the truck 
load was found to be I 5, and the average, 1.38. On the other hancl, (,3 out 
of 90 truckmen reported that they had an average of more than one consigtwe 
for a truck load. Table 13 shows that the weightccl average number of con
signees for a truck is 3.36, with 2R of the 38 replies falling hctwcen 2 and 4. 

TABU: 14 

Maximum Nroubrr of Cousigurcs per Truck Load of 7.1 Trucl:mr11 l/auli11g 
Fruits aud Vegetables to New York frolll the Arras Suptl)•iug 

New York l•y Motor Truck, )<)28 

(Estimated) 

__ N_u_m_l_,c_r_o_f_T_r_u_ck_•_nc-·r-, ---\ -~~ axin:,~~1mher of c,;si~m:--
Ih·plying Per Truck Lnad 

l 
6 3 
9 4 

15 5 
13 h 
l 7 
5 R 
2 9 
3 10 
5 12 
4 15 
4 20 
I 25 
I 30 
I ~ 
I 00 

Total •..••••• 7.~ Wtcl. Av ...... 9.12 

In table 14 it is founcl that the maximum number of consignees range 
between 2 and 60 with more than 50 per cent of the truckmen replying stating 
the maximum number of their consignees to be between 4 and 6. 

The transportation of mushrooms represents rather extreme, if not unique, 
operations. One of the largest corporations specializing in mushroom haul
in!(, rcportNI the munbcr of pick-up slops at mushroom houses as follows: 
minimum, 2; maximum .• w,; average, 25: and the number 0 £ deliveries in 
the marl<et as: minimum, 2; maxinnun, 30, and average, 12. 

These numerous unloadings in the market arc made possihlc by a special 
;arran~:ement between the commercial lntckmcn and the dealers. Snme 11 [ 
I 
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I he trucks arrive before the worst congestion, and are able to unloarl promptly. 
As SCICli! as they arc unloaded they park their trucks and return to the edge 
,,f the market and follow the trucks arriving later, assisting the drivers in 
the unloading of their trucks. This naturally speeds up unloading, as there 
arc always more than two crews unloading. The dealers also give special 
service for mushrooms by instructing their porters to help unload mushroom 
>hipmcnts immediately upon arrival. The mushroom trucks are driven down 
the street and stopped in front of the dealers' stores without taking the time 
to back in. 

It is a common practice for port<.•rs to load huyers' trucks from incoming 
trucks directly while they arc still some distance apart. This holds up both 
operations and makes for greater congestion. 

Evil Effects of Congestion 

:llarkct congestion affects each class of people participating in the market
ing uf produce from the grower to the retailer. 

Acquaintance with actual occurrences in the market, resulting from con
gestion, would furnish an explanation for many of the questions raised by 
growers concerning the handling of accounts by commission men. Frequently 
two neighbors, or one single grower, will scncl in the same commorlity, grown 
"" adjoining land and of equal quality, to two or more merchants in di1Tcrent 
parts of the market. When notices of sale arc received, one dealer may have 
M>ld one lot for from 25 to 100 per cent more than is reported for the 
other lot. The explanation is often found in the difference in time of sale. 
The rummission houses are often located some distance apart, and, on account 
11f congestion and intermediate deliveries, two or three hours may elapse 
hctwccn the times the different Jots were put on sale. This gives ample time 
f11r a consirlcrnhle change in prices. Other losses occur to growers and 

shippers in similar ways. 

Truckmen find operation more expensive as a result of delays in the 
marl<et. Many times, the truck if unloaded promptly could rctum and mak< 
ready for a trip the following day, since time would remain fm· minor repairs. 
Bcyonol a certain distance from a markd, it is impossible for the same driver 
to visit the market every day; but if several hours were cut from his working 
day hy less time spent in the market, it would, no clouht, enable him in many 
t.'ases to make more trips in a week. This would mean a savi11g to truck 

OJwrators in wages. 
Commission men say that fnorc ~alcsnwn and porters arc nrrcssa1·y and 

that prices received for merchandise are lower on account of increased usc 
of th<· motor truck. This means more expense and less commission. If ship
pers should receive higher prices for their produce, commission men's profits 
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would be higher. Accurate advance news sen·ice should make for a shorter 
selling time and fewer hours for salesmen and port~rs. The number of 

porters might also be lessened. 

The buvers are now delayed both in buying and in loading oi truc.k~. 
They hesit~te to buy when they see numerous truck loads of produce movmg 
about the market. Relieving congestion would mean that goods could be 
found more easily. The buyers could estimate the supply earlier and, as a 
result, hasten their purchasing. 

Suggestions for Relieving Congestion 

:Much discussion of the evils of congestion of traffic in \\'ashington ~!ar
ket, New York, has been current among individuals for some time, but the 
first organized effort for relief came as a result of the strike of the ~!arket 
Truckmen on October 5, 1929. The strike was pre<"ipitated by the refusal 
on the part of truck owners and operators to establish the 8-hour day and 
time and a half for overtime. The strike was of thr<-e days duration, ending 
October 8. The truckmen received a $5 weekly increase. a 9-hour day, and 
$1 an hour for overtime. 

Besides these concessions, there was also an agreement composed of ten 
sections drawn up between the Fruit and Produce Trade Association and 
the Market Truckmen's Association. Section 9 of this agreement was 
strongly protested by growers, out-of-town truckmen, state officials, and 
others. Section 9 is quoted herewith: 

. All. mcr~handise, c~rted by trucks and not carted from common carriers 
mcludn~g ra1lmad tcrmm.als and yards or steamship terminals, shall be ddivcred 
to n.:CCI\'CTS at the locality on \Vest Street New York City N Y. commonly 
termed "th~ farm," with the understanding that delivery tbcr~of ~viii not be 
~ccepted pnor to 8 p. m. nor later than 5 a. m. N 0 sales to be permitted on 

.. ~ . ;,ro ... 

If this rule had been put into effect, increased charges would have re
oulted from re-handling the merchandise, since out-of-town truckmen would 
have been obliged to unload on the "farm" and have their merchandise hauled 
over on the trucks and wagons of market truckmen. These objections 
brought about a conference, on October 16, of all parties concerned, all of 
wh~m were allowed to express their views freely. At this conference the 
chamnan, Berne A. Pyrke, commissioner of the New York State Depart
:nent of Agriculture ~ncl Markets, appointee! a committee representing all 
mterests to find a substitute for Rule 9 as a means of relieving congestion. 

The two main objectives sought were: 

Rclid o.f street and sidewalk traffic con l's ·( · 1 , - .. • k. Prevcnt 1on of undu, h 1 J' f R .l!Jn 111 t Ic wlwles.llc mar ct. 
without extra comiJCJJs~•t' o rtmgt o kmarket truckll a!4 temporary storage houses, 

• 10n o rue owners. 
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~s a resu!t of thorough investigation of market conditions and of sug
gcstwns for Improving the situation, the following recommendations were 
offered by the committee: 

1.. To les~cn the st~cct congestion in the who~esalc market area ( i. e. Barclay 
~lrt.'t:l, bot!~ s1dc~, to 1\orth 1\~oorc Street, both s1des, and Greenwich Street, both 
Sides, to West Street, cast s1dc). Rule 10 of the agreement between the fruit 
and pnxJ~cr trade and the market truckmen, which provides that "no truck is 
to park ~n fron~ of any store in the wholesale market section unless actually 
cngagl-d m Joadmg or unloading merchandise at that address," is endorsed. 

2. To prevent tic-up of narrow streets, ail trucks over 30 feet in length 
0\'C~-all should be excluded from the market area between 9 p. m. and 9 a. m. 
durmg June, July, August, September, and October. 

3. To cure undue holcting of market trucks, an agreement should be reached 
by the fruit and produce tra1lc and market truckmen whereby house truckmen 
are to collect demurrage charge of $1.50 per hour beginning 60 minutes after 
tc~dcr of ddh·ery to house store or to buyer. Demurrage charges to be filed 
da1ly with receivers employing house truckmen. Receivers to bill and collect 
fro~ buyer all demurrage charges \\'here holding of truck has been at buyer's 
ophon. 

4. To lessen congestion and stabilize receipts. a campaign of education should 
be carried on through the rural organization and rural press to stimulate growers 
to ship early enough so that out-of-town trucks may reach the market not later 
than 10 p. m. 

The reason for the first recommendation might be summed up as follows: 
1\lost of the 100 to ISO produce dealers between Park Place and Franklin 
Street occupy buildings with only a 25-foot frontage and located on narrow 
streets. During the busy season between the hours of 10 p. m. and 3 a. m., 
the congestion becomes very great, for three classes of traffic are to be found 
m the market at the same time: (I) trucks and horse-drawn vehicles of local 
market truckmen, (2) out-of-town trucks hauling for shippers and producers, 
and ( 3) trucks of suburban buyers. Therefore, only trucks which are ready 
to load or unload immediately should be admitted to the specified area. 

The second recommendation was passed with the object of excluding from 
the narrow streets of the market, during the busy season of the year, trucks 
of 30 feet in length over all. Many of these, as well as the six-wheel tractor
trailers, have been found responsible for many of the traffic jams, due to the 
space they occupy and the difficulty with which they arc manoeuvered about 
the market. 

The third recommendation is aimed to fix upon the right party the re
sponsibility of delay in unloading market truckmen, and assess a charge 
accordingly for the time of waiting. This would relieve the truck owners of 
the expense of having their trucks used for storage purposes without re
muneration. The exact determination of the charge is based upon the regular 
overtime rate of one dollar paid to the drivers plus fifty cents to cover other 
expense and allow a profit. It was decided that the best method of collection 
would be to have the market truckmen bill the produce house. If the latter is 
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f h d I · h Id th d If the buyer is responsible or t e e ay It s ou pay e emurra!(e. 
responsible, the produce house should re-bill the buyer. 

The fourth recommendation is the result of the experience of many 
merchants who have observed the sale of produce at different hours of the 
market day and have found that, generally, the best prices arc obtained in 
the early market. If it brings results it should go a long way in relieving 
the ever-increasing congestion occurring after 10 p. m. 

As this report goes to press, it is learned that these recommendations arc 
being considered by the trade in private conferences of each group. There· 
!ore, by the time the heavy season opens next spring they may have bern 
worked out in a constructive form of improvement. 

Another suggestion for relief which has been mentioned casually by some 
is that a central produce terminal be constructed in which truck receipts 
would be nnloa<led. clisplayecl, broken up, and consolidated into job lots. 

Management Regulations of Farmers' Markets 
r 

Three of the four metropolitan farmers' markets are municipally owned 
and operated. These include the farmers' markets of Newark, Ganesvoort, 
and Wallabout. The fourth, Harlem Market, is controlled by a corporation. 

The regulations in each market are practically the same except in a few 
instances. Harlem Market differs from the others in that certain positions 
in the market are leased to farmers at specified annual rates, varying as to 
advantageous location in the market. The option on these positions expires 
for the market day at 12 midnight. If not claimed by the lessee by that time, 
they can be used by another farmer. There is always a waiting list for these 
"stalls." In the city-owned markets, each farmer is placed on the same basis 
and must obtain his choice position in the market by arriving at that place 
before anyone else for that marketing day. Some farmers selling in these 
open markets have declared a desire to have regulations like those found in 
Harlem Market. These requests have been refused by the department of 
markets for several reasons, one of which is that it appears to be against 
public policy, since it would tend to show discrimination. 

All of the markets have an official time of opening. When a signal is 
given, the farmers rush their trucks into the market in order to obtain the 
preferred places. In many cases it is an unwritten law among the farmers to 
allow a farmer who goes into the market daily to take the same position 
each day. 

All the markets, except Newark, have a specific time set for closing. After 
this hour, farmers and speculators must move out and dispose of whatever 
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produce they have left in any way they can. The market is then kept clear 
until the si.gnal is ~:ivcn fur entry at the opening of the following marketing 
day. In l\ewark similar regulations are prevalent, except that farmers and 
speculators are alluwe<.l to remain in the market by the payment of an addi
t:unal fl"C. .\!any speculators take a<.lvantage of this, and so maintain a regu
lar place of sale. The opening and closing time in each market varies from 
smnmcr to winter. 

The fees charged vary in each market accor<.ling to the type of vehicle 
entere<.l, such as a wagon, a small truck, or a large truck, and as to the posi
tion desired. a corner or an insi<.le. In Harlem Market such a daily fee is 
char~:cd in addition to the amount charged for the annual lease. 

Customs ;~nd Methods Followed in Farmers' Markets 

There arc three methods by which produce is marketed in a farmers' 
market: (I) by the farmer himself; (2) by his representative, known as a 
markL·t man, and ( 3) through speculators. 

The majority of farmers prefer to sell their own produce or hire a market 
ruan rather than sell through speculators. When the farmer markets his own 
produce, he must assume, beside his work of production, all the duties re
quired in placing the commodities in the hands of the city retailer, or other 
middle men at the farmers' market. This means that he must cultivate, 
gather, pack, and load the produce on his truck and then sell it in the market. 
Growers who use this method prefer it, since they think they receive a larger 
profit hy a saving in transportation, and by taking the profit received by the 
speculator, who would assume the marketing duties. The marketing of the 
produce takes considerable time, which might be used in production. How
ever, these farmers figure a greater gain as a result of their taking more 
imcrest in getting the best possible price for their products. 

Other farmers prefer to ,have their crops hauled to market and sold by 
their direct representative, known as a market man. These duties may he 
assumed hy a father, son, brother, or other relative of the grower, or hy a 
hired man. In this way, the farmer is allowed to remain on the farm and 
concentrate his energy upon production, gathering, and packing. The market 
man is allowed full authority to sell at the best price obtainable. The market 
man may own part interest in the farm, or he may be paid a stipulated smn 

by the day or week. ~'iz,H-
The third method of selling is through the speculator. The middle man 

does not work on a commission, but buys the produce from the farmer at a 
price far enough under the current market to allow him a substantial profit. 
Thus, the farmer is repaid for the profit which would be derived from market
ing the produce himself or through a market man, hy being allowed more 
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time for the essential duties of a grower. The services of speculators arc 
very helpful to a new farmer who is beginning operations, since he is not 
known in the market and does not have the goodwill of the reg-ular lmy<'rs. 
Some new farmers have started this method, and, finding it profitable. have 
continued it. Other farmers, who have never sold to speculators, nhjcct to 
their presence in the market. They say that the speculators arc unnercssary 
middle men and cause lower prices in the market by under-pricing the 
commodities. 

It is the custom of the farmers to sell from their trucks. The speculators 
obtain a place, usually a corner, in the market and arrang-e the fruits and 
vegetables on the pavement, classified by commodities. 

In each farmers' market there are two periods of sale. The first period 
hegins as soon as the market is open and the trucks are arrang-ed in order. 
In some cases a few sales are made throughout the night but it is customary 
for the market to quiet down after a short selling period. There is a lull in 
the selling from then until early morning when the second marketing period 
begins. During this interim, the farmers and market men r:o to hotel rooms, 
sleep on their trucks, or otherwise occupy themselves. In some cases the 
carrier paid by several of the farmers watches over several of the trucks, 
while the farmers are asleep. In Wallabout Market these carriers are or
ganized and assume all responsibility for loss during this time. In Newark 
Market it is customary for the farmers to take turns at watching the trucks. 

At the height of the trucking season, these markets arc taxed to capacity 
to take care of the many truck loads of produce brought in for sale. 

The fees of the carriers vary in different markets. They arc paid by the 
farmers to assist them in delivering the commodities sold from their truck 
to the truck of the buyer. They also make themselves useful in selling and 
in guarding the truck while the market man or farmer is away eating or 
sleeping. A farmer is not compelled to hire a carrier, but the custom is so 
strong that he is practi~ally forced to do so. Farmers do not complain of 
this, since it is generally thought that they receive full value in services. 

Effect of Motor Truck on Marketing 

Immediate Marketing Outlets for Producers 

There are six immediate market outlets for fruits and vegetables pro
duced in the seven states and sections supplying New York by motor truck: 
(I) commission men; (2) farmers' markets; (3) at farm; (4) shipping 
points; (5) city retailers, and (6) cooperatives. "At farm" represents selling 
through a roadside stand or otherwise at the farm, except to city retailers. 
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"Shi.pping point" means the method of selling to country dealers and at local 
auct1on. 

The percc~tage of total production, based upon the experience of 737 
protl.uccrs, whrch passed through each of the above was found to be: com
~~~"IU.n men--:--'6.4; _farmers' markets-20.9; at farm-15.8; shipping point
'·'= city rctazlers-~.9; conperati,·es-3.5; as shown in table 15. 

TABLE 15 

~l!arh·t Outlets for Producers: Prrcrutagcs of Total Productiou Passhrg 
1 hrou!fll Each from the A mrs Suf>/'lyiug Ne·w York by Motor Truck, 1928 

I :\umlx:r I Cm~1- I Farm-, Coo _, Ci1y 

I 
Ship-

I At Reply- m•ss1on ers' f P Retail- ping Farm ing Men ~[arkcts era IVt:S ers Point 

C.1nnecticut IJ 292 10.8 0 23.4 5.8 

I 
30.8 

lJeiawarc . · · ·. · · · · 1 

12 42.2 8.3 0 0 39.5 10.0 
l .. •m~ hlar~,J ·: : ~ :: : :: 08 19.3 59.0 0.3 9.6 7.6 4 ., 
~larvl<llld .18 -15.6 5.0 7.7 6.2 17.2 I 18.3 
!\L·w· \'ork .. · ·' · · · ·' 2NO ~W.2 18.5 6.5 9.2 5.5 I 21.1 
Pl'llllsylvant; ·::::::: 75 8.1.0 5.1 0.8 0.3 1.3 I 9.5 
~l'\\' Jersey ........ 251 52.0 21.4 1.5 2.2 8.8 HI 

I 

(irand Tot;~! .... 7.17 41>.4 20.9 3.5 5.9 7.5 15.8 

These percentages of immediate outlets vary widely for the different states 
and sections as shown more completely in table 6 of the Appendix. On Long 
hland, the farmers' market is the medium of most importance with 59 per 
cent. This might be expected, owing to the accessible outlet found in Wall
about and Harlem markets. Two counties in this section were studied, Nassau 
and Suffolk The other two counties of Long Island were not included since 
it is known that practically 100 per cent of the produce from these areas, 
":hich are within the city limits, is sold through farmers' markets. Nassau 
County'~ sales are essentially through farmers' markets, as shown by the 76.7 
per n·nt. Sales through retailers from the latter county take second place 
with 11.4 per cent. Suffolk County shows commission men first with 38.8 
JIL'r cent anti farmers' markets second with 26.6 per cent. New York State 
'hows more selling at the farm than through farmers' markets. However, 
there are several outstanding exceptions-to this, as in the case of Albany 
~-ourlty, which sells half of its produce through a farmers' market. Counties 
Ill Pennsylvania shipping by motor truck to New York favor the commission 
lllt!hotl very strongly because of a highly developed mushroom industry. 
NL'IV Jersey is exactly in line in the order of importance of different outlets 
as shown in the general average. 

Ther·e is a decided variation in percentage of total production marketed 
hy dilfL•rcnt methods when distance from the New York market is considered. 
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In table 16, arbitrary mileage classes of farms supplying l\ew York markets 
have been set up. In this tabulation the outlets, commission men, farmers' 
markets, and at the farm, have been classified individually, while the remaining 
outlets have been combined. 

TABLE 16 

M arkct Outlets Related to Distaucc of Farms from 1\' ct<' r ork, 1928 

Percentage Distribution of Sales 
~fileagc of Farms Number of 
from New York Growers Commission I Farmers' At Other 

).len Markets Farm Outlet~ 

1-5 20 0 60.5 S.5 34.0 
6-10 44 20.4 5.1.0 6.9 19.7 

11-20 56 34.() 39.5 11.7 14.2 
21-40 87 26.9 52.1 14.3 h.7 
41-60 54 4fi.5 19.4 19.8 1U 
61-100 1.14 61.1 6.5 14.R 17.1· 

Over 100 79 82.() 0.5 7 .. 1 9.6 

It is evident from this table that the farmers' market method of selling 
has preference for an area of forty mile radius about New York. A Iter 
that point is reached the lead goes to the commission method which reaches 
over 82 per cent outside a radius of 100 miles from New York. In these 
classes the commission method gains from nothing to the point stated above, 
while the farmers' market method decreases from 60.5 per cent to practically 
nothing. Sales at the farm gain steadily from 5.5 to 19.8 in the mileage class 
of 41-60 and then drops rapidly. In the same class, 29 of the 41 fanners 
replying from Nassau County, Long Island, sell 100 per cent through a 

farmers' market, and 3 sell 98 per cent. 

Distance from the market not only influences the selection of market out
lets but also a choice of the different means of motor transportation, if such 
transportation is preferred. Thus, if a farmer grows produce only a few 
miles from market and desires to sell through a farmers' market, he generally 
huys a truck for use in getting it to market. As the distance from marl<ct 
increases and the change to other out1ets, such as the commission merchant, 
'Jccurs, there is a like tendency to employ a commercial truckman in lien of 
owning a truck. Table 17 indicates two facts: (I) that percentage of total 
production hauled by commercial truckmen increases with the distance of 
the farm from market, and (2) that percentage of total production moved by 
truck in any manner decreases with distance from market. 

These facts are also horne out in table 18 which indicates that states and 
sections nearest the market send a greater percentage of production to market 
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TABLE 17 

Comparisoll, b? Mileage of Farms from Ne<t' York, of Fruits a11d Vegetables 
Carn.·d by Commercial Truekme11 with tire Total Amozmt 

Hauled by Motor Truck, 1928 

(Percentage of Total Production) 

~filca,:::-c oi Farm!' 
from New York 

1-5 
6-10 

11-20 
21-411 
41-1.0 
61-100 

o .. ·er 100 

Percentage bv 
:Motor Truck 

98 
97 
90 
90 
83 
79 
7(, 

Percentage by 
Commercial Truckmen 

0 
II 
17 
30 
1)0 
8.1 
90 

hy motor truck than those farther away, and a smaller part of that hy com
~nercial truck. It is evident from table 18 that of total prorluction 41 per cent 
IS moved by commercial truckmen and 32 per cent by growers and others, 
making a total of 73 per cent by motor truck. These estimates are based 
upon questions answered hy 710 growers as to the percentage of their produc
tion carried to market by motor truck which was hauled by commercial truck
men. It was then evir!ent from those data what percentage of total production 
was hauled by producers and others. l\Iore complete information will be 
found in table 7 of the Appendix. 

TABLE 18 

F.stimatcd Percmtagc of Total Produetio11 of Fruits a11d Vcgctah/es Moved 

1>_v Motor Truck to Ncn• York from tire Pri11eipal Produei11g Areas, 1928 

Origm 

Total by ny' Commercial By Producers 

Motor Truck Truckmen and Others 

Average Computed Computed 

Per Cent Per Cent Per Cent 

64.5 19 .. 1 -l5.2 

64.3 .11>.7 27.n 

8.1..1 69.9 I.H 
79.8 39.9 .19.9 

-- -- --
72.9 41.4 I .11.5 

~ong Island ......... , ........... I 
p C\V York• . . . . . . . . . . . . . . . . . . . . ! 

Ncnnsylvaniat .................... I 
t'\V Jersey , ..... , ............... 

1 All Areas .................. .. 

•Hudson Valley only. 
tSmal1 section of Southeastern Pennsylvania, where mushrooms are the principal 

product. 

The f armcrs answering this question are scattered widely over the produc
tion area, some Jess than five miles from New York market. and others 250 
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miles distant. It is not surprising, therefore, that there should be a wide 
variation in the percentage of production hauled by commercial truckmen be
tween states and sections, and even adjacent counties. 

The lowest percentage of production hauled by commercial truck is found 
in the Long Island section composed of Nassau and Suffolk Counties. Al
:hough 65 per cent is moved by motor truck, only 19 per cent is hauled by 
commercial truck. Nassau County, moving 97 per cent of its crop by truck, 
has the smaller percentage by commercial truck, that of 14 per cent. In 
Suffolk County 34 per cent is moved by truck and 19 per cent by commercial 
truck. "Others" under New Jersey, moving 84 per cent by truck, has the 
lowest percentage by commercial truck, that of 8 per cent. The reason for 
the latter condition is that the counties included are principally Essex, 
Hudson, and Union, from which practically all produce is marketed through 
farmers' markets. The highest percentage is found in the southeastern 
counties of Pennsylvania from which 83 per cent of the production is trans
ported by motor truck. In this section 70 per cent of production, or four
fifths of all that is trucked, is handled by commercial truck. This high per
centage is accounted for in the heavy movement by truck of mushrooms, 
which is one of the principal crops. Only 28 per cent of the 521 farmers 
selling through farmers' markets stated that they had ever used a commercial 
truck. Although this is done in a few cases to bring in an extra load, the 
general rule is to use one only when the farmer's truck is being repaired. A 
few cases were found in which farmers stated that although most of their 
produce passed through a jobbing market, they had found it more profitable 
to sell in a farmers' market at certain times of the year. However, they did 
not consider the number of trips to those markets warranted the ownership 
of a truck. 

The load capacity of trucks is influenced both by the acreage of the farm 
and by the mileage of the .farm from market. This is a natural condition, 
since the production of a small farm will not warrant the use of a large truck, 
and a light, fast truck is essential to the rapid movement of produce from 
farms to distant markets. 

Truck tonnage from a farm increases with the acreage. Tonnage to the 
truck increases with acreage up to farms of over 120 acres. This is not sur
prising, since it is more profitable to use a large truck than two small ones 
because of the saving in salaries of drivers. Then, most of the produce from 
the large farms is marketed through outlets other than the farmers' markets. 
In those cases only small trucks are used for local markets close by. The 
number of trucks to the farm has no regularity (see table 19). 

It is interesting to note from a comparison of tables 20 and 21 that mileage 
of the farm from market has the same effect upon tonnage per grower aiid 
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TABLE 19 

v .. 
arrat1o11, by Acreage of Farms. of To1111agc Per Truck, Tmmage Per Farm, 

a11d Trucks Per Farm i11 the Area Supplyi11g Nc-dl York by 
Motor Truck, 1928 

(Based on replies of 322 fruit and vegetable growers) 

Acreage 

I 
Number of I Number of Tonnage I Tonnage Trucks 

of Farm Replies Trucks Per Truck Per Farm Per Farm 

1-IU 50 
! 

53 1.2 1.3 1.1 
11-18 50 51 1.5 1.6 1.0 
19-27 50 ' 59 1.7 1.9 1.2 
28·40 50 55 1.8 2.1 1.1 
41-60 50 67 2.0 2.7 1.3 
61-120 50 66 3.1 4.0 1.3 

121-1,400 22 58 2.9 7.0 2.6 
- - - - -

J.l.400 3.?2 409 2.1 2.6 I 1.3 

TABLE 20 

Comparisoll, by Mileage of Farms from New York, of Trucks Per G1·owcr, 
a11d To1111agc Per Grm<•cr i11 the Territory Scrvi11g New York 

by Motor Truck, 1928 
(Based on the replies of 497 fruit and vegetable growers) 

Mileage of Farm Number of Trucks per Tonnage per 

From New York Growers Grower Grower 

1-5 23 1.04 1.1 

6-10 45 1.15 1.5 

11-20 57 1.12 2.1 

21-40 90 1.16 3.0 

41-60 57 0.96 1.9 

61-100 147 0.86 1.2 

Over 100 78 0.75 1.1 

TABLE 21 

Compariso11 , by .Mileage of Farms from New Yo~k, of Tmmage P_cr Truck 
Ow11cd by Grotc•crs iu the Territory Supplymg New York wllh 

Produce by Motor Truck, 1928 

~fik-age of Farms 
from New York 

1·5 
6-10 

11-20 
21-40 
41·60 
61-1110 

Over 100 

Number of 
Trucks 

24 
52 
64 

105 
55 

127 
58 

Tonnage per 
Truck 

1.1 
1.3 
1.9 
2.6 
1.9 
1.4 
1.4 
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tonnage per truck. Both values increase up to and including the 21-40 mileage 
class. Afterwards, a drop is experienced by both. This would indicate 
definitely the outer limit of the market gardening area. At a distance of 40 
to SO miles from market, truck tonnage of growers' trucks reaches a climax 
because of the change over to the commercial truck. 

Truck tonnages for each of the seven producing areas studied are com· 
pared in table 22. It will be seen from this table that corresponding tonnages 
per grower and per truck for each territory do not vary in the same manner. 
Tonnage per truck in Long Island and New Jersey is large as a result of 

TABLE 22 

Comparison, by To111oage Capacity of Trucks, of Each Producing Area 

Supplying New York witlr Fruits and Vegetables by Motor Tmck, 1928 
. 

Number Trucks Tonnage Percentage of Trucks in Each T onna~e Class 
State or of Per Per 

5 &.751 I I I 13.0·8.0 Section Trucks Grower Truck 1.0 1.5 2.0 2.5 

Connt:cticut I 27 2.25 1.98 4 15 

I 
30 18 18 

I 
IS 

Delaware .. I 8 1.14 1.44 13 25 50 .. 12 
Long Islar.d 1 80 1.27 2.84 1 16 11 15 14 i 43 
Maryland . ; 39 1.39 1.5 5 33 

I 
3(, 15 3 ' 8 

l'\cw York. i 262 1.16 1.34 10 49 25 11 1 ' 

' 4 
Penna. .... (,3 1.47 1.27 8 61 I 14 

I 
11 I 6 

' New Jersey 277 1.39 2.36 6 I 16 18 21 ' 11 28 
' ' - - -- - I - - - ' - -

' 1 otal ... 756 1.31 1.9 7 21 15 7 18 

the large quantity of potatoes sold from both sections and the heavy produc
tion of tree fruits in New Jersey. 

Marketing Methods of Country Dealers, Associations, and Exchanges 

Dealers, exchanges, and associations in the New York motor truck area 
employ three methods of marketing their produce: ( 1) consignment; (2) 
f. o. b. shipping point, and (3) f. o. b. arrival. Of the 90 replies from 
these marketing organizations, 37 reported use of the first of these methods, 
29, the second, and 10, the third. Seven were using the first and second 
plan of selling, 4 the first and third, 1, the second and third, and 2 were 
using all three. The influence of the truck seems to be that of allowing more 
flexibility in the methods of marketing. This is illustrated in the case of 
potatoes, where it is found that all three methods might be employed in the 

,a111e day. A regular daily shipment might be made to a commission 
merchant, a special shipment to a chain store f. o. b. the receiving point, and 
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another sale to a speculator coming to the packing plant to buy a single 
truck load. 

The consignment method is still the most important, with f. o. b. shipping 
point a close second. 

Selling at the Farm by Growers 

The percentage of production sold at the farm declined 2.4 per cent dur
ing the two years from 1926 to 1928, as indicated by replies of growers. (See 
taule 23.) This includes the average for each year, weighted according to 
the numiJer of replies from each section. 

TABLE 23 

Pcrantuge of Fruit and Veg<'table Productiau Sold at tile Farm by Growers 

in tile Territory from which Produce is Received iu New York 
by Motor Truck, 1928 and 1926 

States and Sections 

Connecticut ......................... . 
lJcla\vare ........................... . 
Long Island ......................... . 
).laryland ........................... . 
Nc\v York .......................... . 
]Jcnnsylvania ........................ · 
Nc\V )t•rscy , , .......... , ............ . 

' ·rota! ............................ I 

1928 

30.8 
10.0. 
4.2 

18.3 
21.1 
9.5 

14.1 

15.8 

1926 

32.0 
9.0 
5.2 

16.6 
26.4 
10.5 
15.7 

18.2 

Each state and section shows a loss in 1928 over 1926 with the exception 
n[ Delaware. New Jersey's decrease, however, is only 1.5 per cent. 

There was a 40 per cent increase indicated in Monmouth County, which 
was apparently caused by the rapid increase in the sale of potatoes at the 

farm to speculators or itinerant dealers, who buy single truck loads, or even 

a whole crop, and haul it away in their own trucks. 

Effect Upon Commission Men 

The two places wherein the motor truck might affect commission men are 
i:J the producing areas and in the market. 

Commission men do not agree upon the question of the effect of the motor 
truck upon competition in the fielcl. Of the 16 replying to this question, 
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6 stated, that competition had been increased, 2 that it had been decrea>e<l, 
and 8 that it had not been affected. Four could see the importance of more 
field representatives, 9 could not see the advisability of this added expense, 
while three believed that they could have no effect. 

Contrary to this, in some sections, there is a tendency of commercial truck
men to assume either the additional function of a country dealer or the posi
tion as representative of a commission merchant, receiving a commission of 
3 per cent. Acting in the first capacity he must buy the produce outright. 
On the other hand, if he acts as agent on a commission, he is only required 
to solicit and haul to the merchant in the market. The latter arrangement is 
more common. Quite often the truck owner never actually sees the goods, 
but makes in advance the necessary arrangements for selling the produce 
through a specific commission house. At the same time the truckman has 
it understood that he is to do the hauling to market. This might be con
sidered a more efficient arrangement, since it al1ows personal and more 
frequent communication between grower and commission merchant. In this 
way the truckman gets the commission and also the cartage. Sometimes this 
type of truckman receives 3 per cent on all produce shipped from his terri
tory to the commission man whom he represents. On the other hand, the 
arrangement might be condemned, since it takes away part of the commission 
merchant's profit and mixes the functions of trucking and selling, which 
some believe should be kept separate. 

Commission mei1 were asked whether motor trucks had caused any in
crease in: (I) the dividing of regular consignments of a single grower 
between commission houses on the same marketing day; and, (2) the con
>tancy of shipping to the same dealers from day to day. The first question 
received two affirmative answers, ten negative answers and four as no effect. 
The second question was recorded in the same order: Y es-4; N o-4 ; N 0 

effect-S. This reaction would seem to indicate that the motor truck has 
had very little influence on the first of the above mentioned habits of growers, 
and even less-on the second. 

The question as to the effect of the motor truck on the consignment method 
of selling was answered as follows: Increased, 4; Decreased, 5; and No 
effect, 7. Apparently this method of selling has not been increased since the 
motor truck has come into use. 

Effect Upon Stability of Markets 

Eleven of the commission men agreed that motor truck transportation has 
caused an unstable condition in the market, seven thought that it had created 
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a buyers' market in Xew York. One answered in each case that it had no 
effect in t"ther way. Those answering in the affirmative gave several reasons 
kr their conclusions, the most important of which are: (I) the uncontrollable 
supply in each market, since practically all trucks arriving must be unloaded 
and none of the products held in storage; (2) lack of advance news service 
on truck receipts: (3) decentralization in markets, and (4) the shifting of 
patrona~e of g-rowers among receivers in the market. 

The fact that the available volume of a commodity is never determinable, 
since arrivals occur throughout the night. creates a nervous condition in the 
market. Th1s coupled with the absence of advance reports of receipts due to 
arri,·e makes it very difficult for merchants to determine the highest prices 
that will attract buyers. It, likewise, makes buying more careful inasmuch as 
buyers wi'h to "'certain the supply in the market in order that they may not 
place their house at a disadvantage by paying prices that will be unreasonable 
for that day. The decentralized condition of markets is found not only 
in New York but in the adjacent territory. The smaller markets outside of 

New York cc.n be served directly with more ease and dispatch with the motor 
truck than was poS>ible with the earlier means of transportation. :i\Iany of 
these markets are receiving directly by motor truck produce which would 
pass through larger markets and be broken up into smaller lots, if handled 

by rail. 

The growers often give the truckmen the authority to carry the produce 
to any one uf several merchants. Conm1ission men state that not infrequently 
they receive telephone calls from growers who state their intention of sending 
them a ,hipment. i\lany times they never receive this shipment, which 
means that it was diverted to someone else in the same or another market. 
If a large quantity which they did not anticipate is diverted to them, it create, 
an unfavorable impression upon buyers who might have found them previously 
short of that commodity. During the time when shipments were commonly 
made through country <..lcalers or representatives of commission men, they 
reported loadings to the receiver in the market. 

vVhen inquiry was made of the 16 commission men as to the effect of 
the motor truck in stabilizing nearby markets, G answered yt·s, 1 answered no. 
and 9 answered no effect. Thus, more than half of them were of the opinion 
that the motor truck had had no influence in this way. Some say that the 
e!Tcrt has ht·en favorable on sollll' commodities, as in the case of potatoes. 
The speculators have had a large part in this, since they buy a load and drive 
from one market to another until a favorable price is offered. This favors 
a more even distribution of the commodity and, consequently. a more uniform 
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price !eve; IX'tween markets. Of the 16 commission men, 12 stated that tlll'y 
receive supplies and 8 stated that they shipped to dealers in other city markets. 

~nfluence of the Motor Truck Upon Production 

The convenience and time-saving qualities of the motor truck have con
tributecl to the extension and intensive development of the ~arclcning arl'a 
around New York City. 

\ There are three fairly defined areas shipping pr01lucc to X ew York: (I) 
) the gardcning_~ct~o_n within a radius of SO miles; (2) the_ conmtcrt:~'l _t~rk 
1' beit bct-\~een this area and a !SO-mile radius; and (.\) the _railterrit~ heyoml 
i illO-mile radius. There is some overlapping of these areas, hut the divi,ions 
i mentioned are fairly accurate. The average one-way mileage of more than 
~ 500 growers selling in the four metropolitan farmers' markets was 2K7, with 
\a minimum of 2, and a maximum of 85 miles. The avcra~e loaded trip time 
! was 2 hours and 9 minutes, the minimum 15 minutes, and the maximum 5 }~ 

hours. Exclusive of growers selling in a farmer:·." market. the a\'cragc 
distance of haul to New York is 99.5 miles. 

When WJ:~ts were employed to move crops to market such distances of 
haul were not possible. During this period the disadvantage of distance was 
t'vercomc in part in Long Island by the operation of a market train into 
Long Island City. The wagons filled with produce were loaded upon flat 
cars, and the teams placed in stocK cars, From the Long Island City terminal 
the wagons were ferried across the East River and driven to Gansevoort 
farmers' market. 

/ There arc various r~ons why a grower changes from one crop to an
o!hi:F: (I) increased demand, (2) better suited to soil, ( 3) greater proftts, 
( 4) more casllY!'!arketcd. The motor truck has brought about the last factor 
as regards transportation of truck crops. 

:./ Before the truck came into use, the belt then outside of the practical 
. distance of wagon I.Jaul and now ~,i,tl~i~, J~he gardening area was used for 
( ticld crops, and frmts and vcgctablcs,j:rown on an extensive scale. \,Vith_ 

the coming of the truck it was possible to change to the more profitable truck 
c~;>ps, and place them in the marl<ct 'IUiekly and conveniently direct fmm the 
farm. With the increase in demand for these conttttodities, this type of 
intensive farming developed rapidly. 

Ninety-four growers scattered over the New York motor trurk at't•a who 
usc the truck to haul their produce to market state that they have increased 
:he acreage of the commodities raised, and name ts!L!'casons prompting_ the 

I 
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changes. These reasons are listed below in the order of their importance as 
indicated by the frequency with which each was mentioned: 

VI Better nnd quicker transportation by motor truck. 
2. Decrease in cost pcr unit. 
3. To make larger loads possible. 
4. Better local markets. 
S. Increased consumption. 
IJ. Possibility of two loads a day to a farmers' market. 
7. Lower marketing costs. 
8. Increased sale to retailers. 
9. To supply roadside market. 

10. To be on the market daily. 

It is difficult to estimate just how much the motor truck may have 
influenced growers to increase their crops, since only 12 per cent of the 
768 growers replied to this question. However, viewing the facts as they 
.<tand, we find that 41 of the 94 replies were found to be the first reason 
given above-better and' quicker transportation by motor truck. These 
growers believe it is a better means of transportation, for, among other things 
it makes possible less handling and a fixing of direct responsibility. The 

TAili.E 2-1 

Estimated Percentage Hauled by Tmd· of lite Total llfo?Jemcnl of lite 
Principal Fruit a11d Vegetable Crops Growu in lite Truc~·iug 

Territory Scn•ing Net<' l'ork, 1928 

(Reported by 768 fruit and vegetable growers) 

Commodity 

Apples . , . , ...... , ... ·I 
A!lparagus ........ , , , 
Beans ........... , , , , 
Broccoli ... , ....... , . 
Brussels Sprouts .... . 
J{erries ............. . 
IJects ............... . 
Cucumbers . , ... , . ~ .. . 
Cauliflower ..... , ... . 
Celery ............. .. 
Cantaloupes ... , ..... . 
Corn ...... , .... , , , . , 
Carrots ......... , ... . 
Cherries . , .......... . 
Currants ............ , 

Percentage 
Moved by Truck 

75 
90 
90 
90 
90 
85 
90 
50 
75 
90 
50 
90 
90 
75 
90 

Commodity 

Grnpcs .............. 1 

Lettuce ....... , . o ••• 

Mushrooms ....... , .. 
Onions ....... o ••••• o 

}Jt•aches , .. , , , . , .. , .. I 

Peppers . . . . . . . . ... 
Peas ............ o o •• 

Pears . . . . . . . . ...... ; 
Potatoes ..... o •••• o. r 

~pinach , ..... , . , o,. ·I 
I Sweet Potatot•s ..... . 
'l'ornatocs .......... , 
Turnips , . , . , .... , .. . 
Others ............ , . 

Percentage 
Moved by Truck 

9,1 
95 
Rll 
R5 
90 
75 
<JR 
ill 
25 
911 
25 
QIJ 
IJO 
90 

Non:: Information in this table is based on replies from New Jersey, Eastern New 
York, Long Island, Southeastern Pennsylvania, Connecticut, Delaware, and Ea!!.tern 
Maryland. 
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·increase in t:1e crops also makes possible larger loads, and in some cases, two 
.loads a day. Both of these factors would tend to decrease the cost of cartage 
and marketing. A large truck load can be transported and sold practically 

.
1 
as cheaply as a small one. Sometimes two men ride a truck load of produce 

· to a farmers market and sell as much as possible in the evening market. 
Then the remaining merchandise is unloaded at the stall and one man returns 
for another load to be sold in the morning market, while the other remains 
behind with the unsold goods. This makes possible a greater use of 
equipment. 

Of 687 growers included in the survey in the trucking territory supplying 
New York with produce, 477, or 69.4 per cent grew from 2 to 6 crops in 
1928. while 218. or 31.7 per cent grew 2 or 3 crops. Among the 521 farmers 
selling only in farmers' markets, there was much less variation in the number 
of crops grown by a farmer. However, 309 or 59.3 per cent grew from 
6 to 16, and the average number for a farmer was was found to be 11.6. 
The greatest number grown by any one farmer was 33. This indicates a 
strong intensification of market gardening near the metropolitan markets. 

Of the 58 fruits and vegetables received in New York by motor, 49 are 
grown in the gardening area. The eleven most commonly grown in the area 
from which the farmers' markets are largely supplied are: cabbage, beans, 
beets, canots, sweet corn, tomatoes, spinach, radishes, potatoes, parsley, and 
lettuce. The absence of any great quantity of fruits in these farmers' markets 
is noticeable, and is a further evidence of the passing of the extensive method 
oi farming in this area adjacent to New York. 

Growers in the area serving New York by motor truck were asked to 
state the percentage hauled to market by truck of all their fruit and vegetable 
r;ops. A mean a\·crage, taken of each crop, is found in table 24. 

· .. /,mportance of Adequate News Service 

An accurate determination of the quantity of fruits and vegetables moved 
by motor truck each day is necessary for a proper knowledge of current 
market conditions as well as for statistical records. There are two tnethods 
of obtainiug this information: (I) by securing daily reports of actual receipts 
of receivers in the market; (2) by advance estimating based upon daily load
ings in the production ·areas. The latter method is entirely in the experimental 
;tate, while the other has not yet passed that stage in some markets. 

The Bureau of Agricultural Economics of the U. S. Department of Agri
culture has e'tablished a news service on motor truck receipts in seven cities 
of the L'niterl States. These are New York, Boston, Cincinnati, Denver, 
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.1\ewark, S~lt Lake City, anti Los Angeles. In Boston, Kewark, anti Los 
Angeles a;sistance is furnished by the state and in New York and Cincinnati 
by the city. The information below is furnished by officials of the Market 
News Service of the U. S. Department of Agriculture. 

The first city to employ this new type of news service was Salt Lake City 
where it was begun in May, 1925. The information is obtained by personal 
interviews with farmers in the growers' market, and chain store buyers and 
large peddlers, who handle produce not passing through the above mentioned 
market. Reports are made by the wholesale houses on the truck receipts not 
hought on the farmers' square. Practically all the truck receipts are sold 
through the latter market. The report of receipts in this market is considered 
to be 90 to 95 per cent accurate. 

Boston was the second city to have all truck receipts reported. This 
service was begun June 25, 1928. However, about nine years before, the 
Massachusetts Division of Markets began to secure the volume of produce 
received from the area known as the ''homegrown district," embracing eastern 
:llassachusetts, southern New Hampshire, northern Connecticut, and parts 
of Rhode Island. The other type of receipts known as "interstate receipts" 
were first reported in June, 1928, the date mentioned above. About a month 
later these figures were combined with those obtained from the state depart
ment, thus giving for the first time a single complete report of all produce 

'arriving by motor truck. The information in this market, as in each of those 
discussed below, is obtained in a way similar to that described for Salt Lake 
City. The Boston reports are thought to be nearly accurate. 

In July, 1928, this type of service was established regularly in Kew York. 
Five commodities were reported experimentally prior to this date during a 
period from July 20 to October 22, 1927. It is not only the largest market 
for all receipts of fruits and vegetables but also for truck receipts. One 
obstacle to complete reporting of receipts in New York is the private owner
ship of one of the farmers' squares, Harlem Market, for which reports are 
not obtained. However, a fair degree of accuracy is estimated for reports 
of truck receipts on the other markets. The reports on the jobbers' markets 
have been continued. A government employee telephones daily to 125 jobbers 
and wholesalers in the four markets. The work in the two city farmers' 
squares was discontinued during the fall and started again in April, 1929. 

The inauguration of the system of reporting truck receipts in Newark 
was concurrent with that of New York, or in July, 1928. The service was 
discontinued from December 31st to May, 1929. The results are considered 
highly satisfactory. 

November I, 1928, marked the opening of motor truck news service in 
Denver. Practically nothing is trucked into Denver from outside the state 
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and the greater part of the produce is sold on the growers' market. The 
wholesale and chain stores are either visited in person or communicated with 
by telephone. 

Los Angeles followed with this type of news service on December 17, 
1928. A complete canvas is made among the receivers of produce through 
the four wholesale markets, the farmers' squares, and elsewhere. This in
formation probably covers nearly 100 per cent of the produce hauled by truck, 
excluding oranges, many of which are received directly at roadside stands 
without passing through the wholesale markets. 

Cincinnati began to report truck receipts only a few days after Los 
Angeles, or January 1, 1929. The work was started as an e.xperiment and 
no definite arrangements were made at the time for its continuance. How
ever, the work has been successful and is estimated to include 85 per cent of 
the motor truck receipts. There are four markets in the city, but approxi
mately 50 per cent of the truck receipts pass through the r-Iunicipal Market. 

Advance News Service 

In addition to these news services there is a strong and growing demand 
for accurate estimates of truck shipments due to arrive in the markets. The 
lack of thi> service is the chief complaint by receivers in New York markets 
against the increasing volume of receipts by motor truck. It is a well-known 
fact that to be of the greatest benefit to commission men in selling, a report 
of truck shipments must be had in advance of the opening of the market. 

Recognizing the need of this service in New York, certain individuals 
have attempted it as a private enterprise. Dealers participate voluntarily by 
the payment of a fee. The members are visited by men of the organization 
and are asked for a statement of their receipts. A list of the principal com
modities showing an estimate of the volume received in the market is then 
delivered to each member. Certain receivers state that this is not highly 
accurate for two principal reasons: ( 1) all receivers are not members and, 
therefore, do not report; (2) some members under-quote the volume of 
commodities received for obvious business reasons. 

On July 23, 1929, an experiment in supplying advance news service was 
Legun by the Bureau of Agricultural Economics of the U. S. Department of 
Agriculture, the New Jersey State Department of Agriculture, and the New 
Jersey Agricultural Extension Service, co-operating. The reports included 
seven selected commodities: apples, beans, corn, cucumbers, peaches, peppers, 
and tomatoes. The production area covered six counties in New Jersey: 
Atlantic, Burlington, Camden, Cumberland, Gloucester, and Salem. Five 
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market days a week were covered: Tuesday, Wednesday, Thursday, Friday, 
and Saturday. The experimental period was terminated on September 28. 

The plan of operation was as follows: The county agent in each of these 
counties received reports of loadings in the production area from commercial 
trucking companies and large shippers. Individual farmers and small shippers 
were not included. This information was compiled and telephoned to Trenton 
where it was assembled, totalled, and telegraphed to New York and Newark. 
The telegrams were then displayed on bulletin boards placed in the center of 
the wholesale market. The time of posting was usually before 7 p. m. 

Although the experimental period represented little more than two months, 
it allowed sufficient time to disclose some of the good and bad features of the 
>ystem. The principal fault appeared to be in the lack of complete informa
tion. For example, apples were often underestimated because individual 
shippers, many of whom shipped large quantities by their own trucks, were 
not included. The experiment serves as a basis for determining whether this 
type of service can be given successfully by the government agencies and at 
a reasonable cost. A study is to be made of the experiment in order to 
discover its weak points and how they can be improved or eliminated, and 
to estimate as accurately as possible the expense of installing and operating 
permanently this or a better system of reporting. 

'When a successful system of estimating and reporting motor truck ship
ments destined for New York market is established, the principal objection 
to the motor truck as a carrier of fruits and vegetables will be removed and 
the motor truck may become even a greater factor in the transportation of 
perishable produce. 

Summary 

New York received by motor truck approximately 14 per cent of its fruit 
and vegetable supply during the year August, 1928, to August, 1929. The 
receipts by truck were about equally divided between the jobbing markets 
:md the farmers' markets. Fifty-eight different fruits and vegetables were 
received by truck in New York during this period. 

i\Iost of the motor-truck receipts on the jobbing markets arrive at the 
\Vashington Street market, although the \Vallabout, Harlem, and Gansevoort 
jobbing markets receive some supplies. The farmers' markets are \Vallabout, 
Gansevoort, and Harlem. 

The average distance from farm to market, for farmers trucking produce 
to the New York farmers' markets, was 29 miles. Most of the farmers' 
markd receipts were produced within SO miles of the market in which they 
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were sold. Fruits and vegetables shipped to :t\ew York by truck from a 
greater distance than 50 miles were sent mostly to the jobbing markets. 
Fruits and vegetables received by truck in the jobbing markets were hauled 
an average distance of 100 miles. Some strawberries were trucked from 
North Carolina, 600 miles distant. The truck shipments to the jobbing 
markets are hauled largely by commercial truckmen rather than by the farmers 
or shippers. 

The principal area supplying :t\ew York with motor truck shipments in
cludes New Jersey, Long Island, and the Hudson \"alley of :\ew York. 
Some suppli~s also come from Delaware and the Eastern Shores of ~(aryland 
and Virginia, Connecticut, Pennsylvania and North Carolina. 

From August, 1928, to August, 1929, the equivalent of 15,iilj car-loads of 
fruits and vegetables arrived by truck on the New York jobbing markets. 
Of these, 7,513 were from New Jersey, 2,594 from Long Island, and 2,220 
irom the Hudson Valley section of New York. Thirty-two per cent of all 
receipts on the New York jobbing markets from the 10 states considered in 
the New York motor truck area were by truck. Of jobbing market receipts 
from New Jersey 63 per cent were by truck. The corresponding percentage 
for Long Island was 37. 

The 15 of these trucked-in commo<.lities most important as to volume, in 
the jobbing markets, were in order: apples, strawberries, tomatoes, beans, 
cauliflower, mushrooms, sweet potatoes, peppers, corn, lettuce, potatoes, 
:LSJ>aragus, spinach, peaches, cantaloupes. ·rhesc 15 commodities comprised 
74 per cent of the truck receipts on the jobbing markets, and the quantities 
ranged from 1,450 car-lot equivalents for apples, to 384 for cantaloupes. 
August was the month of heaviest truck receipts on the jobbing markets with 
2,916 car-lot equivalents, and February was smallest with 270. Receipts on 
the fanners' markets during the principal part of the 1929 season, April to 
October, totalled 15,959 car-lot equivalents. Forty-nine different commodities 
were reported in the farmers' markets during this period. The five received 
in heaviest volume in order were: potatoes, corn, tomatoes, celery, and cab
bage. Only relatively small quantities of fruits were received on the farmers' 
markets. September was the month of heaviest receipts with 4,104 car-lot 
equivalents. 

Estimates from growers indicated that 73 per cent of the frnits and 
\'egetables grown in New Jersey, eastern New York, and Long Island for 
market were shipped by truck. For Long Island, the percentage was 65, for 
eastern New York, 74, and for New Jersey, 80. 

A larger percentas-e of the more highly perishable commodities are shipped 
hy truck than of the hull<icr low-priced, low-freight-rate commodities. For 
example, of the New York jobbing market receipts from the sections shipping 
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to New York by truck, only 10 per cent of the potatoes and 29 per cent of 
the sweet potatoes came by truck, compared with 90 per cent of the asparagus 
and 95 per cent of the mushrooms. 

The chief advantages ascribed to the use of the truck by shippers and 
receivers in marketing fruits and vegetables in this area were: faster service, 
convenience and saving of extra handling both at the shipping point and in 
the market; better condition of the produce upon arrival in the market; less 
loss from shortages and damaged packages; lower transportation costs ic 
local territory. 

Disadvantages mentioned were: lack of information on the market as 
to the quantity of the day's truck receipts, thus tending to make prices un
stable and trading difficult; increased traffic congestion in the market, par
ticularly from 10 p. m. to 12 p. m. during the season when truck receipts are 
heavy; unlike refrigerator car receipts, highly perishable commodities received 
l>y truck must be sold soon after arrival in the market or placed in cold 
storage ; as distance from market increases motor truck transportation costs 
become higher than rail rates plus cartage charges. 

Traffic congestion in Washington market has become a serious problem. 
The Commissioner of the New York State Department of Agriculture and 
:IIarkets, after the strike of the market truckmen on October 5, 1929, ap
pointed a committee to study the situation and suggest remedies. Recom
mendations of the committee were as follows: (I) no truck of more than 
30 feet in length should be allowed in the market area between 9 p. m. and 
9 a. m. during the period beginning with June and ending with October; 
( 2) demurrage should be assessed by market truckmen against any house, 
store, or buyer that deliberately delays the unloading of a truck after de
livery is tendered; and ( 3) growers should be encouraged in every possible 
way to ship early enough to allow out-of-town trucks to reach the market 
not later than I 0 p. m. 

There is need for advance market news reports of the quantity· of daily 
motor truck shipments of each fruit or vegetable to New York. Such a 
service is difficult because of the diverse points of origin and lack of control 
of truck shipments and the short time in transit. 

APPENDIX 
Pages 70 to 87 
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TABLE 1-A 

Comparative Receipts of Fruits a11d V cgctablcs by Motor Tmcl.: aud by Rail 
aud Boat;, the Nrw York Jobbiug Markets, August, 1928, 

to February, 1929 
(Expressed in car-lot equivalents) 

!9'8 . 

I 
August 

I 
s~ptemb~r October 

Commodity 
~1otor I Rail =d Motor I R:t.H and Motor I Rail and 
Truck Baat Truck Boat Truck Drot 

Apples ............. 292 472 ' 286 1,062 161 I 2,701 
Asparagus .......... .. .. 

I 
. . .. .. . . 

Beans .............. 249 252 225 98 89 

I 
210 

Beets .............. 13 17 I 12 9 12 5 
BJ2.ckberrics ........ 136 .. 10 .. .. . . 
Huckleberries ...... 22 78 3 20 .. .. 
Raspberries ......... 6 .. 2 .. I . . 
Strawberries ······· .. 4 .. 2 .. .. 
Other Berrie~ ...... I 26 .. 13 .. I 
Broccoli ............ .. .. .. .. . . 2 
Brussels Sprouts .... .. .. 5 .. 61 2 
Cabbage ............ 44 131 I 42 247 49 40.1 
Cauliflower ......... 32 24 ' 113 238 286 128 
Celery ............. 60 156 

' 
20 288 7 399 

Cherries ............ 10 10 I .. 3 .. .. 
Cucumbers .. ······· 109 363 I 24 339 3 44 
Carrots ............ 118 117 28 255 27 418 
Corn ............... 306 6 34 3 2 .. 
Cantaloupes ........ 359 605 5 399 .. 113 
Currants . . . . . . . . . . . 6 3 .. .. .. 
Chicory . . . . . . . . . . . . I .. .. 3 2 
Cranberries ... ...... .. .. .. 13 . . ~3 
Dandelion .......... .. .. .. .. .. .. 
Escarole ........... I .. I 2 .. 2 .. 
Eggplant ........... 72 48 

! 
43 18 13 8 

Grapes ············· .. 775 86 1,852 287 6,190 
Kale ····· .......... .. .. ! I .. 6 .. 
Lettuce ............. 9 989 7 690 47 651 
Mixed Vegetables ... 4 300 I 417 I 163 
Mushrooms ......... II 7 18 3 76 I 
Onions . . . . . . . . . . . . . 36 755 19 1,504 2 1,888 
Peppers .. ······· ... 161 289 256 340 254 .140 
Peaches ............ 85 2,151 215 646 2 172 
Potatoes ........... 158 1,289 131 1,603 73 1,901 
Parsley . . . . . . . . . . . . 3 4 .. 3 I I 
Peas ............... 7 455 .. 208 .. 118 
Pears ...... ········ 14 1,108 38 1,676 22 1,427 
Parsnips .... ······· .. .. 2 .. 5 2 
Plums ... ... ... ..... .. 163 I 567 .. 388 
Radishes ........... 2 I 2 3 8 5 
Rhubarb I ' 2 . ...... .. . .. .. .. .. .. 
Soup Greens ........ 4 I .. 6 .. 8 
Squash ...... ······. 6 28 2 7 12 7 
Spinach ............ II 3 16 7 72 87 
Scallion5 . . . . . . . . . . . 2 .. .. .. .. 
Sweet Potatoes ····· 16 209 50 333 78 • 332 
Turnips ............ 16 2 19 67 17 I Ql 
Tomatoe~ . . . . . . . . . . 5.10 496 205 3.13 68 678 
Other VcJ:tctables ... 2 .. I I 2 .. 

Total .......... 2,915 11,336 1,930 13,267 1,757 19,029 .. 
Narz: Excludel commodatu~l o,yh1ch nre not rc•cc!vccl m New York by motor truck, auch 411 

hananllll, pineapples, ;md dtrou11 frtut!l. 
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TABLE 1-A 
Comparati<·c Receipts of Fruits and l'cgctablcs by Motor Tmck and by Rail 

and Boat i11 the New York Jobbing Markets, August, 1928, 
·to February, 1929 

(Expressed in car-lot equivalents) 

1928-1929 

November I December I January February 

Motor I Rail and -..-M~o~to-,--1 ""R""a"'il-.,-,...,..d -..-M"'o"to"'c-~"""R"a"il-.,-,-,-d Motor I Hail and 
-~T~c~u~~~~~D~~~~~~~T~c~uo~k~J_~n~~~··~~~T~n~><~k_L__n~o~a~t~~-T~c~u~~~~--iBoat 

67 2,2ol 45 1,205 56 I I.Io8 56 , l.Oi7-

2 244 
14 17 

I 
99 
39 

395 
5 

30 

2 

I 
4 

6 
9 

59 

138 
2 

30 

71 
5 
I 
7 
7 

10 
12 

122 

75 
14 

3 

36 
2 

411 
44 

441 

55 
239 

9 

12 
85 
2 
3 
2 

4,307 
8 

665 
144 

3 
818 
121 

1,330 
8 

!21 
678 

3 
3 

22 
9 

22 
428 

359 
171 
426 

3 

81 
31 

139 
4 

12 

2 

2 

4 
4 
3 

157 

15 
6 

3 
6 

4 
9 

21 

114 
11 

3 

1,230 I 13,509 680 
NoTI!.: Excludes com!JlOditics ~luch 

bnnanna, pincn!JIJics, nnd c1trous £r1111S. 

338 
53 

3 

94 
3 

429 
352 
692 

ji' 
349 

36 
32 
13 
80 
7 

830 
95 

931 
481 

3 
1.373 

36 

1,435 
26 

189 
379 

8 

25 
6 

15 
617 

247 
194 
591 

11.199 

2 

30 
19 

12 

2 

I 

3 
160 

12 
I 

3 
6 

I 

2 
3 

98 
10 

6 

427 

/ 
252 
84 

63 

91, 
9 

597 
440 
575 I 

31 
348 

28 
I 

15 
162 
36 

104 
144 
870 
355 

6 
663 
116 

1,732 
35 

207 
267 

4 
2 

23 
8 

9 
652 

169 
71 

54fi 
I 

9,884 . 
u1e not rcccJV~ in New York by 

3 

3 

112 

7 

4 
I 

80 

2 

400 
105 

230 

69 
7 

617 
414 
547 

27 
369 

26 
4 

12 
165 
114 
40 

104 
697 
481 

6 
(,16 
234 

I 
1,573 

33 
201 
249 

3 

6 
16 

13 
514 

133 
l,H 
618 

270 9,854 
motor truck, such as 
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TABLE 1-B 
Comparative Receipts of Fruits aud V cyetables by Motor Truck aud by Rail 

aud Boat iu the Ne·w York Jobbiuy Markets, March to July, 1929, 
aud Total for Year 

Commodity 

.~pplcs ....... · · · · · · 1 

Asparagus ......... . 
I leans .............. , 
l~t:cts ............. . 
Blackberrk-s ........ : 
Huckleberries ....... ' 
Raspberries ......... : 
Strawberries ...... , ' 
Other Berries ....... I 
!-1roccoli ............ ', 
Brussels Sprouts .... 1 

Cabbage ............ 1 

C:auhflowcr ......... i 
':dcr>: ..... · · · · · · · · i 
Chcrrtcs ........... . 
Cucumbers ......... , 
Carrots ............ 1 

Corn ............... · 
Cantaloupes ........ I 

Currants ........... [ 
Chicory ............ . 
Cranbcrries ......... I 
Dandelion .......... : 
Escarole ........... ' 
Eggplant .......... . 
f;rapcs ............. , 
Kale ........ · ······, 
Lettuce ............. : 
1-1 ixed V cgctablc:s ... 1 

Mushrooms ........ . 
Onions ............ . 
Peppers ........... . 
Pl•achcs ........... . 
Potatoes ........... . 
Parsley ........... . 
I' cas .............. . 
Pl·ars ....... · .. ·. · · 
Parsni{IS .......... . 
Plusns ............. . 
Radishes .......... . 
Rhubarb ........... . 
Soup Greens ....... . 
Squash ............ . 
Spinach ........... . 
Scallions .......... . 
Sweet Potatoes .... . 
Turnips ...... · · · · · · 
Tomat()cs ......... . 
Other V cgctablcs .. · 

Total ··,· ...... . 

(Expressed in car-lot equivalents) 

19.?9 

Mmh I Ap<il I 
Motor I Rail and --,:";:o:;;to:;,-;j'R"•'-il-c,:::n::;-d -,>l;:o:;;to:;,-;I'R;;,;;;il-an;;;;;rd 
Truck lloat Truck Boat Truck Do:n 

67 

2 

113 
2 

8 

I 
117 

4 

I 
4 

I 

89 

410 

9+1 
66 

587 
149 

323 

89 
2 

612 
372 
496 

92 
370 

47 
3 

36 
78 

127 
40 
90 

938 
545 

6 
524 
292 

I 
1.774 

35 
251 
242 

I 

41 
36 

12 
661 

102 
118 
498 

I 

10,601 

69 
24 

I 

31 

Ill 
I 

2 

26 

12 
2 

93 

4 

I 

13 
19 

43 
9 

82 

4 

547 

777 
405 
720 
159 

616 

44 

651 
304 
494 

471 
445 

3 
4 

25 

15 
5 

79 
21 

981 
508 

4 
871 
259 

2,259 
51 

419 
254 

I 

162 
68 

20 
586 

2 
66 
64 

602 

12,415 

32 611 
238 105 

6 858 

10 
2 

745 

10 

I 

11 
71 
4 

62 

3 
4 
6 

64 
17 

78 
9 

68 

5 

1,446 

154 
I 

631 

13 

824 
354 
476 

63 
666 
404 
185 
70 

2 

68 
51 
2 

953 
555 

I 
1,146 

290 
25 

2,484 
37 

468 
ISO 

4 

20 
22 

20 
•183 

39 
12 

937 

12,884 
Nm ~: 1-.Kdudc~ Cllflll.l\!XIiticll ~lm:h are not rccetved m New \: ork by motor truck, 11\tch (1.1 

llan>IIIUII, J•in••aJ•J•IcM, und cttru\11 frtulll. 



:\loToR TRucK AS FRUIT AND VEGETABLE CARRIER 1_ 
TABLE 1-ll 

Comparati<•e Racipts of Fruits and Vegetables by Motor Truck and by Rail 
and Boat in the Nc«' York Jobbing Markets, March to July, 1929, 

and Total for Y car 
(Expressed in car-lot equivalents) 

~lotor 
T k '"' 14 

205 
159 

57 
77 
19 
24 

385 
I 
I 

" 
35 
16 
57 
8 
6 
5 

" 
" 
3 

" 

" 
" 
I 

" 

I 
297 

" 
12 
2 
I 
5 
2 
7 

237 
" 

" 

" 
8 
6 

" 

49 
4 

26 
3 
3 
6 

1,742 

June 

Rail and 
!I ''" 285 

20 
478 

82 
42 
37 
2 

155 

8 

570 
80 
73 

239 
574 
372 
394 

1,548 
" 

" 
" 

" 

33 
20 

276 
484 

I 
579 
191 
8.18 

2,875 
12 

248 
25 
3 

95 
I 

" 
" 
45 
5 

" 
22 
II 

1,386 
" 

12.109 

Motor 
T k '"' 305 

27 
267 
27 
63 
41 
25 
4 
I 
I 

" 
52 
6 

214 
21 

218 
49 

327 
20 
34 
" 
" 

" 
I 
6 

" 
" 
75 
" 
9 

43 
52 

113 
67 
5 
5 

" 
" 
" 
3 

. I 

17 
30 

I 
15 
20 

251 
6 

2,422 

July 

Rail and 
H o.u 

94 
2 

79 
7 

" 
27 
27 
48 
.. 
" 

" 
107 
14 
46 

328 
311 
249 
147 

1,553 
8 

" 
" 
" 

" 
49 

142 

1,353 
248 

8 
766 
220 

1,764 
2,220 

6 
490 
170 

" 
144 

I 
" 

50 
2 

" 
62 

I 
!,025 

" 

11,768 
. · ·ivcd in NoTV.: Exciudu cmm.umilw:s ~h1ch nre not recc 

hnnnnn~. piurappld. ami c1trout~~ fnnts. 

1929 

Total for Year 
August, 19.?.8-July, 192:9 

Motor 
T k '"' 1,450 

494 
997 
143 
296 
87 
58 

1,165 
3 

237 
282 
311 
987 
367 
39 

361 
282 
669 
384 

43 
8 
7 

35 
13 

134 
383 
45 

570 
14 

965 
104 
754 
420 
547 
32 

256 
92 
32 

I 
104 
44 

• 32 
60 

446 ,. _, 
• 791 

110 
1,057 

40 

1 S,77o 

I 

I 
I 
I 

I 

Rail and 
R ~" 

12,657 
598 

4,516 
841 

43 
162 
29 

2,075 
40 

446 
25 

5,599 
2,764 
4,683 

643 
3,005 
3,935 

738 
4,301 

II 
178 
181 
93 

49.1 
510 

14,430 
464 

9,994 
4,681 

49 
11,50.1 
2,728 
5,604 

22,475 
251 

3,375 
6,625 

29 
1,364 

310 
167 

" 
248 

3,745 
2 

2,073 
1,033 
8,136 

3 
~----

147,8S5 

New York by motor trul·k, sm·h as 



/4 · N. j. AGRICtJLTURAL ExPERIMENT STATION BuLLETIX 503 

TAHLE 2 

Co111pariso11 of Motor Tmck Receipts wit!& Foreign a11d Domestic Receipts 
of the Same Commodities by Rail a11d Boat i11 the New York 

Jobbing M arkcts, Aug~tst-Dccember, 1929 
(Expressed in car-lot equivalents) 

1929 

AugtUt 
Commodity 

Motor Rail and 
Truck Boat 

A~~·································· 315 3UO 
/\sparagus .............................. . 
Beans ................................... · 373 249 
Beets ................................... ' 
Blackberries ............................ . 
Huckleberries ........................... : 
l{aspberrics ............................. : 
Strawberries ........................... . 
Other Berries ........................... . 
Broccoli ................................ . 
Brussels Sprouts ........................ 0 

Cabbage ................................. 1 

Cauliflower o. 0 • 0 •••••••••••••• o • ••••• 0 ••• 

Celery .................................. . 
Cherries o o o. o. o •••••••••••••••••••••••••• 

Cucumbers ............................. . 
Carrots ................................ . 
Corn .................................... I 
Cantaloupes ... 0 ••••••••••••••••••••••••• I 
Currants ............................... . 
Chicory (Endive) ..................... . 
Cranberries ............................. . 
Dandelion ....... , ...................... . 
Escarole ............... o ••••••••••••••••• 

Eggplant ............................... . 

~~~e~ .: ::::::::::::::::::::::::::::::::: 1 

J_ettuce ............... o ••••••••••••••• o • 

Mixed V cgctables . , . : .................. .. 
~l ushroo1ns ............................. , 
Onions ................................. . 
Peppers o •• o ••••••••••••••••••••••••••••• 

i>caches ................................ . 
Potatoes ............................... . 
l'arslcy ................................. 1 

!leas .................... · .. · · · · · · · · · · · · · I 

Pears .................................. . 
J>arsnips ................................ I 

Plums ................................. . 
Radishes ................................ ; 
Rhubarb ............ · · · · · · · · · · · · .. · · · · · · 1 

19 
81 
12 
4 

10 
74 

1(>6 
I 

lOS 
25 

198 
281 

2 

3 
so 

9 

16 

9 
88 

175 
1,013 

137 
4 
3 
7 

3 

Soup Greens ..................... , ....... : 
$4uash •....•........ · · · · · · · · · · · · · · · · · · · · 1 8 
Spinach ........... · · ·. •· · · · · · · · · .. · · · · · · 33 
Scallions ......... · · · · · · · · · · · · · · · · · · · · · · I 1 
Sweet Potatoes ........ · ... · · · · · ·........ 17 
'furnips .............. · · · · · · · · · · · .. · · · · · . 11 
1' ornatoes .............. · · · · · · · · · .. · · · o • • 492 
Other V cgctablco ..... · · · · · · · · · · · · · · · ·.-..:.:. ~-....:.7 

Total ..................... ·......... 3,75.1 

6 .. 
72 
I 

.. 
14 
4 
.. 

348 
48 
94 
23 

190 
263 

3 
694 .. 
.. .. 
.. 
.. 
22 

563 
.. 

1,160 
458 

I 
613 

80 
800 

1,344 
7 

587 
925 
.. 

148 
3 .. .. 

16 
4 .. 

178 
16 

300 
.. 

9,540 

September 

~1otor Rail :wd 
Truck Boat 

20<) 981 

412 213 
22 

2 
.. 
7 .. 
.. 
2 
2 

21 
106 
109 
.. 
17 
18 
64 
24 .. 
.. .. 
.. 
3 

31 
105 

I 
18 
2 

31 
61 

233 
414 

23 
4 
.. 
32 .. .. 

3 
.. 
.. 
8 

35 

52 
7 

311 
8 

2,397 

' 
i 

i 

I 
I 
I 
I 

I 

8 
8 

30 
2 

9 
4 
I 

409 
254 
187 

194 
231 

7 
499 

I 
1Z 

8 
1,569 

748 
617 

8 
750 
189 
262 

1,980 
5 

217 
1,122 

543 
2 

IS 
24 

356 
76 

306 

11,847 
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TABLE 2 

Cnmpariso11 of Motor Truck Receipts with Foreig11 and Domestic Receipts 
of the Same Commodities by Rail a11d Boat in the Nerv York 

Jobbi11g Markets, .-lugust-December, 1929 

October 

~lotor I 
Truck 

105 

J().l 
18 

II 
JU 
25 

HJ 
z~ 

s 
~I 
7 

4 
8 

66 
3 

86 
I 

!00 
8 

188 
I 
8 
~ 

20 
3 

4 

16 
79 

R~ 
s 

63 
6 

USI 

Rail and 
Boat 

l,42J 
2 

422 
3 

s 
IS 
I 

415 
316 
331 

34 
287 

110 

2 
40 

17 
6,294 

6SS 
2S2 

2 
902 
276 

93 
2.366 

3 
106 
846 

I 
444 

2 
2 

14 
47 

406 
211 
615 

17.960 

(Expressed in cz.r-Jot equivalents) 

Total 
N o¥Ombe• I D<eombO' I 

~lotor I Rail and --,M"ot,-o""• -;-I ~R""•"il'~,,.--.-d - • .-.M'""'ot~.,-.,-1-;R,.-•"il~an---cd 
Truck Boat Truck Boat Truck Boat 

~~ I 1,76f I ~~ 1,1~~ 729 6,641 

2 348 . • 669 891 1,901 
14 1 u ~ 71 77 100 
.. 1 .. •• .. 83 8 

12 102 

20 
8.1 
23 

278 
7 

IS 

I 
9 

6 

22 
s 

146 

146 
s 

26 

6 
17 

9 
3 

4 

13 
147 

98 
s 
2 
9 

1.180 

85 

458 
31 

~81 

74 
233 

179 
.. 
13 
73 

3 
37 

4,776 
s 

670 
210 

3 
594 
141 

1,842 
4 

98 
4Z7 

4 
16 
16 
4 

14 
223 

389 
130 
581 

13.939 

9 
43 
8 

47 

12 

9 

I 

10 
2 
7 
I 

139 
I 

6 
12 

3 

3 
6 

140 
s 

19 

529 

29 

91 
4 

477 
324 
629 

86 
404 

39 

4S 
38 
s 

134 
61 

696 
120 
689 
414 

6 
513 
140 

1,9S8 
19 

229 
310 

6 

7 
2 

12 
588 

203 
163 
437 
68 

I0.85S 

II 3 

43 
!58 
87 

648 
306 

I 
127 
91 

269 
305 

2 
2 

18 

17 
89 

212 
II 

273 
4 

42S 
163 
622 

1,428 
180 
41 
3 

68 
9 

IS 

48 
300 

I 
391 

33 
868 

49 

9,110 

29 
28 

199 
8 

2,107 
973 

1,722 
23 

578 
1,418 

10 
I,S21 

6! 
!63 

5 
137 
!45 

13.898 
125 

3,922 
1,951 

20 
3,372 

826 
1,155 
9,490 

38 
1,237 
3,630 

11 
1,151 

30 
8 

71 
886 

1,532 
S96 

2,239 
!>8 

64.141 
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TABLE 3 
Comparison, bj• States aud Satious, of .\1 otor Truck ~citlr Rail awl Boat 

Receipts Oil x,~,· l'ork Jobbiug .\larkcts, August, 1928-July, 1929 
(Expressed in car-lot ('((Ui,·al-:nts) 

Delaware Lona: Island Maryland New Jeruy 
Commodity 

~lotor Rail & )fotor Rail & :\lutor Rail & )o.lotor Rail & 
.-.~~----------------+-~T~c~u~'!k~~D~o~•t~1_~T~c~u~'!k_l_!ll~<~~t--L_T~c~u,~kL_L_l~lo~o~t~1__T~cu~'~k~~~~~,~~·-

igg~ .. ~~:::·.::::.:::~:::~:~~:~::~::::! ~; 
9

~ 'l~ ,!l ~:~ ~u .~~ 
Blackberries ....................... , 1 15 19 211 

i~!Fii:~~~~:~·::::::::::·:·::::::·::::::: i 13: 43 2 SJi loS 21~ 
()!her Berries ..................... . 
Broccoli ................................ 20 
Brussels Sprouts ............... . 
Currants ............................. . 
Cranberries ....................... . 
Cabbage ............................... , 
c:antaloupes ...................... .. 
Carrots ............................. .. 
C~erri.::s .............................. .. 
Cucumbt!rs ........................ .. 
Cauliflower ........................ .. 
Celery ................................. . 
Chicory .............................. .. 
Corn ................................... . 
Lt:1ndelion .......................... .. 
Escarole .................. , .......... . 
Eggplant ........................... .. 
Grapes ................................ .. 
Kale .................................... .. 
L·~ttuce .............................. .. 
~fushrooms ........................ .. 
,\lixed Vegdablell ............ .. 
Onions .............................. .. 
Pt·ars ................................... . 
l'arslt!y ............................... . 
Potatoes ............................... . 
l'.::as .................................... .. 

2 

" 
49 

36 

10 

3 

l'rach.::s ................................ 28 

2 

7 

I 
280 2 

5 
228 

135 

" 834 4 
7 
J 

55 
9 

II 
I 

J5 

" 
5 

II 
l 
7 

341 4347 
J2 

]'t'ppcrs ................................ 2 7 
ParsniJI!I .............................. 29 
I'lurns ................................ .. 
Radi11hes .............................. 31 
l<huharb .............................. 12. 
Srallions .............................. 10 
~wt'et Potatoes .................... 104 IOZ 
~oup Greens ........................ 32 
~1Jil3Sh """"""'""'"""'""""' 7 

~-~:~:~~~~ .. :::::::::::::::::::::::::::::: 7 8~ 
TuruiJI!I ................................ 19 I 
'·:'~•h:'~'...:.v~':":":':":'':'...:.···=··=··~··~···=··=··+~::::--1--:~-- ___2_9_ ·- ___ ·_··_· _ 

Total ............................ 638 271 2594 4JS l 

•Jnclurlea 11 from Conn.::cticut. 
tlndudu 18 {rom Connecticut. 
Undudcs 9 from Connecticut, 2 from Mana· 

chusetU, and 4 from Rhode Island, 

7 

259 

86 

10 

4 
15 
IS 

21 

JJI) 

71 

" 49 
2 

,.. 

IOH 

I 
I 

69 
29 

'" 6 
u.s 

10 
129 • 613 
u. 

2 
133 

!0 
252 

I • 51 
25 
25 

190 
2111 
255 
7H 

3 

7.1 
25 
IS 

6fl0 

53 
121 30ft 

~~ 6~~ I s;i 
.... .... 19 

123.1 -~ 751.l 

2 
2 

tns 

H 

" " " 
IS7 

II 
12 

9 
27 

59 

2hJ 
3 
2 

301 
5 

2H 
52l( 

"" 23 
995 

27 
17 

2 
468 

81 
22 

3H7 
!0 

4 
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TABLE J 

Com parisou, by States and Sections, of Motor Truck with Rail and Boat 
Receipts on Ne·w York Jobbing Markets, Attg11st, 1928-lt~ly, 1929 

(Expressed in car-Jut equivalents) 

New York North Carolina PennSYlvania Varginia Total 

Motor j Rail & Motor Rail & Motor Rail & Motor Rail& Motor Rail a 
Truck B=t Truck B=t Truck D=t Truck Boat Tru& Boat 

••• 3462 
1450. 377Jt 

I I 96 428 
494 55 

8 28 10 27J 38 997; 1183 •• 

I 143 34 

3 48 <3 296 43 

I 19 46 16 96 87 144 

19 I 
58 3 

50 90 64 s84 121 254 II6Stt 114S.U 

J 5 1ol t7i 
3 5 

237 219 

2 
282 2 
43 11 

42 II 
"3 u24 

, ... lSI tit 

9 1785 311 2956 
384 342 
282 703 

• 662 39 21 
33 21 
8 613 I 283 

361 1168 
987 85 

143 81 
2JO 1041 I 367 1052 

8 12 
I 669 10 
I I 35 27 

13 59 134 
383 468 

346 466 45 

269 1883 2 358 "5 i'6 
33 570 zs37 

34 30 910 965 49 

I 821 
14 823 

104 680 
42 379 92 570 
b2 565 32 28 

16 zS2 
547 5127 

4 687 2 234 4 62 256 1093 

116 257 4 1422 ''2 236 "4 
420 1994 

2 10 142 
4 754 1143 

32 
I 100 

100 104 27 

"7 44 17 
25 2 

''6 
109 

939 791 1967 
32 
60 81 

5 'iS 2 48 ''2 2030 446 2192 

}00 253 2 37 1057 1302 
110 10 
40 4 

2 

2220 13509 160 3497 1088 387 277 5045 15776 33450 

••Include• 4 from Rhode hlnnd. from ttlncludea 22 from Connecticut and 4 

Massachusetts. 
Ulncludcs 4 from Mn!lsnchusetts. 
•••rncludes 1 from Massachusetts. 
tttlncludes 167 from Massachusl!'lls. 
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TABLE 4 
Comparisnn, by Stales and Sec/ions, of Motor Truck "•il/1 !<ail m1d Hoal 

Receipts 011 New York Jobbi11g 1\farkrls, Augu.<I-Drccmbcr, 1929 
(Expressed in car-lot equivalents) 

Ddaware Long hland Maryland 
Commodity 

Motor Rail & Motor Rail & Motor Rail & Motor 
A;;;;J-;;---------!...~1!·,~n~<k~:-~n~ro~I'._..!.._T~m~<~k'.J._JR~=~t-L!T!'~"~'k~~!R~=~t_!_2Trurk 
Apples .................................. : i 23 15 7 106 575 
Asparagus ........................... . 
HC'ans .................................... 2ilS 28 8 60:! 
Beet.! .................................... 27 o4R 
Blackberries ........................ ~.\ 
Huckleberries ...................... 1 4 
Raspberries .......................... 10 
Strawberries ....................... . 
Other Berrie~ ..................... . 
llroccoli ............................... . 
nrussel!! Sprouts ............... . 
Currant~ ............................. . 
Cranberries ........................ .. 

~!~~~foeu~· .. :::::::::::::::::::::::: 
Carrots ............................... . 
Cherries ............................. . 
Cucumbers ........................ .. 
Cauliflower ......................... . 
Celery ................................ .. 
c:btcory .............................. .. 
Corn .................................. .. 
Oanddion .......................... .. 
1-~scarole .............................. .. 
Eggplant ............................ .. 
Cfrapea ............................... .. 
Kale .................................... .. 
J.cttuce .............................. .. 
1ttushrooms ......................... . 
Mixed Vegetable!! ............ .. 
Onions ................................ .. 
Pearll .................................. .. 
Parsley .............................. .. 
Pot.atoes ............................. . 
Peas .................................... .. 
Peaches .............................. .. 
Peppers .............................. .. 
Parsnips ............................ .. 
Plums ................................ .. 
Radi~hes ............................ .. 
Rhubarb ............................ .. 
Scallions ............................ .. 
Sweet Potatoes ................ .. 
Soup Greens ...................... .. 

~~~r::~h .. :::::::::::::::::::::::::::::::: 
1-~r;:i~:' .. :::::::::::::::::::::::::::::: 

83 

2 

25 

IS 3 

61 62 
I 

35 20 

• 
2 8 

9 
156 

4 
58 ''i 
48 

26 
463 1 

6 
2 

50 

15 
I 

10 

2 
7 

13 
13 1994 

2 

6 

II 

I 

2 
52 
10 

7 I 
33 

209 154 

2 

I ··s 

95 65 
25 17 

39 293 

45 1R9 

H 

" ,., 
13 
36 

•• I 
31 

216 

2 
88 

2 
I 

238 

2 
6 

33 
28 

101 

1194 
586 

3 

• 
303 

46 
217 
705 

26 
13 Other Vegetable~ .............. .. ---------+---1---

159 1305 1997 453 RJ7 5190 Total .......................... .. 252 

•Includes 6 from Connecticut, 
tlncludea 7 from Connecticut. 
Uncludea 2 from Connecticut. 

Rail I 
Ro>t 

6 

371 
7 

• 2 

' 7 

6 • 

33 

6 

"2 
15 

172 

I 
5 
3 

20 
198 

83 
453 

8 

74 

40 
6 

ISR 
8 

-1753 
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TABLE 4 
Compari.<oll, by Stales a11d Scclio11s, of Motor Truck tvilh Rail a1td Boat 

Racipls 011 New York Jobbillg Markets, August-December, 1929 
(Expressed in car-lot equivalents) 

New York North Carolina Pennsylvania Virginia Total 

Motor 1 Rail & Motor Rail & Motor I Rail & Motor 1 Rail & Motor Rail & 
Truck Boat Trud: Boat Truck Boat Truck Boat Trude Bo;tt -"J~.~,~~.~,~ •• ~2_~~~~~~l-~I~+-~,~4~T-~~+-~~-+--~~,2~9~.--~--1910--

6 
2 

2 
2 

.. 7 
I 
I 

184 
269 

184 

3J 
17 

150 
19 

I 
50 

II 
91 

1349 

12 
9 

3 

506 

3.21 

"' 934 

4 

131 

Jz(il 
15 

154 
184 

351 
134 

19 
238 

5 64 

' 

2 

408 

21 

20 
10 

49 

5 

i'J 

41 

I 
5 

14 

t73 
32 

1038 

89lt 

" 83 
12 
II 

43 
158 

2 
IR 
87 

305 
91 

I 
127 
648 
J06 

2 
269 

i'1 
89 

212 
II 

27Jt 
425 

4 
163 
6R 
41 

180 
3 

1428 •• 
622 

9 

i'S 
I 

750 
16 

49 

3 

4 
3 

210 
513 

387 
118 
967 

10 

2 
15 

131 

1375 
20 

I 
759 
195 
20 

2192 
351 
517 
566 

8 

391 1425 

48 40 
JOO 25 
868ft 598 

33 9 
1 44 49 52 

+---1-----1-- --- - -- -- - -=---1------f--,--.-
7 152 4119 141 61 1558 9110 13241 

6644 
••tncludea 6 from Connrcticut, 
ttlnclmlcs 3 from Connecticut. 
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TABLE 5 

Fruit and Vegetable Rates of Public Carriers to New }' ork from S pccific 
Shipping Points, 1928 

Shipping Point Commodity 

Long Island: 
Eastport ••••••...... Beans 

Cabbage 
Cauliflower 
Pea• 

Greenport .......•. , Beans 
Cauliflower 
Potatoes 

Mattituck .......... Asparagus 
Beans 
Cauliflower 
Potatoes 

Patcbo~tue •...••.••• Beans 
Cauliflower 
Potatoes 
Tomatoes 

Peconic .............. Deans 
Cauliflower 
Spinach 
Potatoes 

Setauket ............ Beans 
Cauliflower 

Ddaware: 
Potatoes 

Bridgeville ........ Apples 
Strawberries 

Hockessin .......... Mushrooms 
Wilmington •..... Mushrooms 

Maryland: 
E. New Market .. Beans 
Elkton .............. Mushrooms 
Hurlock ............ Strawberries 
Marion .............. Strawberries 
Pocomoke City •. Beans 

Strawberries 
Tomatoes 

Risinr Sun .......... Mushrooms 
Rhodesdale ........ Strawberries 
Rockawalkin ...... Blackberries 

Cant.aloupes 
Cantaloupes 
Strawberries 

Salisbury .......... Beans 
Cantaloupes 
Cucumbers 
Strawberrie!l 

Snow Hill ........ Broccoli 
Cucumbers 
Spinnch 
Strawberr!e!l 

Vienna .............. Strawberries 
New Jersey: 

Beverly .............. Apples 
Denn1 
Cherries 
Corn 
Cantaloupes 
Peal 
Pea fA 
Peaches 
Peppen 
Tomatoes 

Bridgeton .......... Aaparagua 
Beans 
Lettuce 

Cranbury , ......... Apples 
Potatoes 

(Cents per 100 pounds) 

Package 

ua~ket 
Crate 
Crate 
Basket 
Basket 
Crate 
Bag 
Crate 
Bag 
Crate 
Bag 
Bag 
Crate 
Barrel 
Crate 
Bag 
Crate 
Baskc:"t 
Bag 
Bag 
Crate 
Barrel 

llasket 
Crate 
Bundle 
Bundle 

llasket 
Bundle 
Crate 
Crate 
Hamper 
Crate 
Crate 
Bundle 
Crate 
Crate 
Crate (Flat) 
Crate (Jumbo) 
Crate 
Basket 
Crate (Jumbo) 
Basket 
Crate 
Basket 
Basket 
Basket 
Crate 
Crate 

Dnsket 
Basket 
Crate 
Hag 
Crate (Flat) 
Haaket 
Basket 
Basket 
llaaket 
Basket (12 qt.) 
Crate 
Haaket 
Crate 
Basket 
llafl 

llotor 
Truck Expreu Boot 

84 
60 
79 
69 
104~ 
79 
40 
94~ 

104V, 
92Y.. 
33 IIi 

104y;. 
92Y.. 
53 
79 

104!1i 
92V, 
80 
43Jii 
84 
66 
29V, 

80 
124~ 
120 
120 

146 
120 
138V, 
154 
1(,7 
138~ 
118~ 
140 
138~ 
124~ 
175 
100 
124!1i 
167 
120 
90 
124~ 
160 
60 

160 
154 
138~ 

so 
84 
53~ 
54 

125 
69 
45!1, 
45~ 
80 
54J-1 
81 

104 .!1 
80 
30 
17 

94 
94 
94 
94 
94 
94 
94 
94 
94 
94 
94 
86 

•• 86 
86 
94 
94 
94 
94 
86 
86 
8o 

l.l9 
139 
109 
109 

139 
109 
139 
139 
139 
139 
139 
124 
139 
139 
139 
139 
139 
139 
139 
139 
139 
139 
139 
139 
139 
139 

94 
94 
94 

•• 94 
94 
94 
94 
94 
94 

109 
109 
109 
86 

" 

Puc:el Railroad City 
Post (l.c:.l.) Cart.are 

120 
120 

46~ 
46~ 
46~ 
46~ 
46~ 
46~ 
31 
46~ 
46V, 
46~ 
29 
40~ 
40~ 
24 
40~ 
46~ 
46~ 
46~ 
29 
40~ 

··~ 24 

70 
70 
SJ~ 
53~ 

70 
63 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 
70 

28~ 
28V, 
41~ 
28~ 
28V, 
2B~ 
2R~ 
41~ 
4H1 
2R!Ii 
60~ 
J2 
J4 
34 
17~ 

41l~ 
20 
26 
J4~ 
41~ 
26 
IS 
27 
41~ 
26 
IS 
41~ 
26 
IS 
26 
41~ 
26 
40 
IS 
41~ 
26 
IS 

16 
19 
40 
40 

33~ 
40 
19 
19 
33~ 
19 
13 
40 
19 
19 
25 
20 
19 
JJ~ 
20 
16 
19 
32 
16 
28 
19 
19 

16 
33~ 
13~ 
24~ 
25 
27~ 
14 Jli 
14~ 
28 
22~ 
19 
33~ 
24 
16 
17 
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TABLE 5 (Continued) 

Fmit a11d V egctab/c Rates of Public Carriers to New York from Specific 
Shippi11g Poi11ts, 1928 

(Cents per 100 pounds) 

Shippin& Point Commodity Pad age 
Motor 

E;(pre.ss Boat 
Parcel Railroad City 

Truck Po.t (l.c.l.) Cartage 

Elm ~··-····-····-Apples Ba&kct 60 109 36 16 
Pc:.:t.che~s Basket 54~ 109 45 14~ 
Strawberries Crate 77 109 50 19 

Elmer ............ -DeeUI Crate 50 109 32 11)0 
C:&bb:.ge Crate 50 109 32 40 
Carrots Crate 87~ 109 32 20 

Basket 50 109 32 16 
Bca111 (Stri:f) Hamper 104~ 109 32 33* 

(Lima Hamper 94 109 32 25 
L<W Box 44)0 109 51 22 
Lettuce (Boston) Box 100 109 34 30 

(Iceberg) Box so 109 34 24 
(lecher a') Crate 70 109 34 30 

Onions Hamper 50 109 51 16 
Parsley Basket 83~ 109 5I 27 
Peaches Crate 69 109 i6% 14 
Peppers Hamper 83~ 109 32 23 
Romaine Crate 67 109 51 40* 
Spinach Basket 83~ 109 82 35 

Hammonton ...... Peaches Basket 54.\4 109 57 14~ 
DID.ckbcrrics Crate 77 109 90 19 
lfuddcbcrriel Crate 77 109 90 19 
Raspbe-rries Crate 77 109 90 19 
Str:awburic.t Crate 77 109 90 19 

Moorestown ...... Apples Basket 50 109 28~ 16 
Deans Hamper 84 109 28~ JJYi 
Cherries Crate 53~ 109 46 13 
Corn Dag 54 109 28~ 24~ 
Peas Hamper 69 109 28~ 27~ 
Peaches Basket 45~ 109 69 14Yl 
Strawberries Crate 46~ 109 46 19 
Tomatoes D11sket S4Yl 109 28Yl 22~ 

Mullica Hill •••.•• Applt"s Basket 50 109 41~ 16 
Asparagus Crate 67~ 109 51 19 
Pt"aches Basket 45~ 109 76~ 14~ 
Peppers Ham~r 80 109 51 2& 
Potntoe~ Bag 20 109 28~ 25 
TomntoC'S Crate 5.1 109 51 21 

Pedrid&:town •.•••• Asparagus Crate 61Yl 109 51 19 
PeJipers Hamper 100 109 51 28 
Peach~ Basket 45~ 109 76~ 14!1: 
Strawberries Crate 46~ 109 90 19 
Sweet Potatoes Hamper 45~ 109 31 14 YJ 
Tomatoes Crate 66 109 34 21 

Swedesboro .... ., .. Apples Basket 50 109 51 16 
Asparag"uS Crate 67~ 109 51 19 
Cantaloupes Crate 62~ 109 32 22 
Peaches Basket 45~ 109 76~ 14~ 
Peppers Basket 69 109 51 28 
Sweet Potatoes Hamper 45~ 109 28Y.i 14~ 
Tomatoes Crate 5.1 109 32 21 

Vineland ............ Deans Hamper 104!.1 109 32 JJ~ 
Deets Bundle 100 109 32 
Broccoli Ra!!.ket 80 109 32 32 
Blackbcrrit"~ Crate 85 109 70 19 
Strawberries Crate 85 109 70 19 
Carrots Rundle 30 109 .12 
Lettuce Crnte 80 109 34 24 
Peas Basket 69 109 .l2 27}1 
Parsley Basket 66~ 109 59~ 23 
Potatoes Hamper 45~ 109 32 14~ 
Radishes Basket 62~ 109 .12 20 
Sweet Potatoes Hamper 45}1 109 32 14~ 

Willlamatown .... Apples Basket 50 109 41~ 16 
Asparagua Crate 69~ 109 51 20~ 
Deans Hamper ••• 109 5I .13~ 
nroccoli Baaket so 109 51 32 
Cucumbers Hamper so 109 41~ 16 
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Fruit a11d 

TABLE 5 (Continued) 

Vegetable Rates of Public Carriers to 
Shippi11g Points, 1928 
(Cents per 100 pounds) 

Se-w }"ork from Specific 

Shipping Point 

Williamstown 
(Cont.) 

New York: 

Commodity 

Poa• 
Peaches 
Radishes 
Spinach 
Strawberries 

Arkville .............. Cauliflower 
Chester .............. Apples 

Celery 
Lettuce 
Spinach 
Unions 

Fleischman's .... Cauliflower 
Goshen ••••.••....... ~ttuce 

Onions 
Halcottville ...... Cauliftower 
Highland$ .•.•..•..• Apples 

Grapes 
Kinderhook ........ Apples 

Pears 
Margaretvi11e .... Cauliflower 
Marlboroush ...... Apples 

Grapes 
Tomatoes 

Middletown ..•..... Celery 
Lettuce 
Onions 
Spinach 

Newburgh ........ -Apples 
fir apes 

Poughkeepsie ...• Apples 
c;rapes 
Peaches 
Pears 

North Carolina: 
Cameron ............ Dlackberrics 
Teachey •..•........ Strawberries 

Pennsylvania: 
Avondale .......... ~lusbrooms 
Kennett Square .. Musbrooms 

Tomatoes 
Media ................ Mu1hrooms 
Morrisville ........ Asparagus 
Oxford .............. ~lushooms 
Tougbkennamon .. ~lushooms 

Virginia: 
Bloxom .............. Broccoli 
Exmore .............. Broccoli 
Hallwood ............ Broccoli 

!-;weet Potatoes 
New Church ...... Broccotl 
Onley ................ Strawberries 
Parksley ............ Ileana 

Broccoli 
Strawberries 

\Vierwood .......... Beans 

I IOI.IIIl'Cr 
Basket 
Hamper 
Basket 
Cn.te 

Crate 
Hamper 
Crate 
Crate 
Basket u,. 
Crate 
Crate 
ll•g 
Crate 
llasket 
Basket 
Basket 
llaskd 
Crate 
llaskd 
Basket 
Crate 
Crate 
Crate 
ll•g 
Basket 
Basket 
Basket 
Basket 
Basket 
Basket 
Basket 

Crate 
Crate 

Bundle 
llundle 
Basket 
Bundle 
Crate 
Bundle 
Bundle 

Basket 
Basket 
Basket 
HanlJJer 
Haskd 
Crate 
Basket 
Basket 
Crate 
Basket 

Motor 
T":"uclt Expreu DOilt 

•• 54 y, 
62\1 
80 
77 

131!> 
so 
61 
56 
60 
35 
131~ 
60 
35 

131 y, 
so 
so 
so 
so 

ISS 
so 
so 
66 
SBY, 
60 
35 
80 
40 
40 
so 
so 
45~ 
so 

230 
301 

120 
120 
45~ 

120 
61 

120 
120 

200 
200 
200 

91 
200 
138~ 
250 
200 
138JI.I 
250 

IU9 
109 
IUO 
109 
109 

102 
86 
86 
86 
86 
86 

102 
86 
86 

102 ,. ,. 
109 
109 
102 
19 
19 
19 
86 
86 
86 
86 
86 
86 
19 
19 
19 
19 

229 
255 

109 
109 
101) 
109 

94 
109 
109 

!54 
154 
154 
154 
154 
154 
154 
154 
I 54 
154 

81 
45 
45 
45 
45 
45 

so 
so 
30 
25 

30 
25 
31~ 
so 
so 
so 
so 
JO 
25 
30 
25 
36 
J4 

P.ucel Railroad City 
Patt (l.c.l.) C.uu.re 

120 
120 

120 

120 
120 

51 
7t.•', 
28~, 
51 
i'b~~ 

10 
41'~ 
41 ~.·, 

47\1 
47 ~-; ,. 
10 
.,~ 
29 
70 
55~', ., 
4KJ4 
48Y-l , .. 
Jl 
38 ,. 
41'1 
47~ 
41 'I~ 
29 
2HY, 
36 ~', 
32 
40\1 
61 
32 

~26 
2~8 

63 
63 
63 
63 
38 
63 
6.1 

16 
16 
16 
40~ 
16 
76 

"' 16 
16 

"' 

18 

" 25 
24 
24 
10 
18 

" 10 
18 

" 20 

" " 18 

" 20 
18 
25 

" 10 
24 

" 20 

" 20 
13 

" 
19 
19 

•• 40 
22~ 
40 
20!-1 
40 
40 

32 
32 
J2 
14~ 
J2 
19 
33~ 
J2 
19 
JH1 

Nonr.: The fi"'ures in this table arc prcMcnted n1 a matter ~£ information, but, since the rate!l of 
JIUblic carriers arc frequently changed, the m£ormation l1cre puhilshcd can have no standing in adju•t· 
ing claimli ag;1inst the carricn. 
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TABLE 6 

Receipts of Fruits aud Vegetables i11 New York by Type of Carrier, 
April-October, 1929 (Expressed in Car-Jot Equivalents) 

~otor Truck Receipts 
Rail and Boat All 

Month 
{obbcrs' Farm~rs· Total in Receipts Receipts 

b.rkc:tl Markets• All Markets 

Actual Percent Actual Percent Actual Percent Actual PerC' eDt Actual Percent 

April .......... 547 2.9 678 3.6 1,225 6.5 17,482 93.5 18,707 100 
May ····-···· J,-446 6.6 1,346 6.Z 2,792 12.8 19,036 87.2 21,828 100 
June: ······-·· 1,742 7.7 2,119 9.3 3,861 17.0 18,818 83.0 22,679 100 
july ....... ,.,_ 2,422 10.1 2,023 8.5 4,445 18.6 19,398 81.4 23,843 100 
/tugust ...... 3,753 17.7 2,390 11.2 6,143 28.9 15,081 71.1 21.224 100 
Sc:ptc:mber_ 2,375 10.3 4,104 17.7 6,479 28.0 16,625 72.0 23,104 100 
October ····- 1,251 4.7 3,299 12.2 4,550 16.9 22,409 83.1 26,959 100 

Total .... JJ,536 s.s IS,9S91 10.1 29,495 18.6 128,849 81.4 158,344 100 . Includes esta~te for H.arlem Farmers Market. 

TABLE 7 
Combiued Receipts of Fruits aud Vegetables <n TVallabout a11d Gausevoort 

Farmers' AI arkets, April-October, 1929 (Expressed in Car-lot Equivalents) 

Commodity 

Apples ................................. . 
n~ts ........ ',,, ........................ . 
Broccoli ............................... . 
Barouc:b ............................. . 

ll~~sT.~~-~ .. :::::::::::::::::::::::::::: 
Cucumbers ......................... . 
Cantaloupes ...................... .. 
Corn .................................... .. 
Cauliflower ....................... .. 
Cabbage ............................... . 

~~~~~~y :::::::::::::::::::::::::::::::::: 
Carrot!! ............................... . 
llllndelion .......................... .. 
Dill ....................................... . 
Eggplant ............................. . 
f<:scarole ............................. . 
I• iuoucb ............................... . 
Grapes ................................ .. 
Jteimisher .......................... .. 
florseradish ....................... . 
Kale .................................... .. 
Kohlrabi ............................ .. 
Leeks ................................... . 
Lettuce .............................. .. 
?.1angoes ............................. . 
Miscellaneou! Vegetables .. 
l\fu11tard Green1 ................ .. 
Onions ................................ .. 
Oystc:rplant ........................ .. 
Potntoes .............................. .. 
Parsley .............................. .. 
Parsnips ............................ .. 
Penni ................................... . 
Pun1pkin ............................. . 
Peas .................................... .. 
Peppers .............................. .. 
Peaches ............................... . 
!tape! .................................. .. 
!(.-..dishes ............................ .. 
Rhubarb ............................ .. 
Soup Greens ...................... .. 
Sorrd Gras! ...................... .. 
Scallion• ............................ .. 

~~~~c~h~~d":::::::::::::::::::::::: 
~~~~~~8 ":::::::::::::::::::::::::::::::: 
Tomatoes ............................. . 

Total ........................... . 

April 

49 
18 

13 
I 

10 
76 

12 
7 

Z2 

II 
I 

··:; 

12.l 
I 

II 

2 
16 
13 
22 
15 
IS 
34 

IS 

491 

May 

32 
63 
2 

2 
2 

12• 

10 
S2 

I 

3 

9 

73 

27 
38 

I 

so 
7 
8 

IS 
61 
96 
67 
37 
60 

14S 
4 

8 

1027 

June 

27 
77 
31 

8 
4 

41 
H 
17 
79 

27 
Z3 
13 

8S 

6 
19 

46 
2S 
Jl 

271 

" 
7 

• 17 
I 

93 

7 
138 
72 
88 
32 
90 
77 
19 

4 
26 

1.~97 

July 

67 
72 
2S 

6 

" 
46 
Jl 

163 
17 
41 

71 
8 

II 

78 

2< 

36 
41 
19 

139 
3Z 

39 
7 

27 
25 

28 

6 
so 
26 
ss 
18 
41 
56 
33 
12 
22 

9 

1455 

Aug. 

7 
ss 
Z3 
II 

7 
Sl 
21 • 3S6 

88 
49 
IZ 

sz 
s 
I 
9 

).3 

IS 

12 
6 
6 

33 
s 
9 

89 

269 
IS 

5 
9 

10 

' zs 
3 

26 
9 

39 
32 
9 

60 
4 

218 

Sept. Oct. Total 
3Z --z-z-r--:6:-l-

138 126 524 
34 37 324 
8 8 85 

12 10 43 
69 45 243 
60 24 lOS 

8 5 17 
644 144 1190 

60 132 
126 117 540 
254 225 564 

12 18 299 
I 

177 156 503 
8 8 180 
7 6 39 

24 23 56 
37 40 266 

z z 
6 

39 38 159 

26 44 
17 33 
17 22 
7 10 
8 36 

7 IS 
80 92 

8 12 
454 404 

IS 34 
21 51 

6 
8 27 

20 32 
55 2 

7 I 
31 34 

42 37 
8 20 
8 9 

36 61 
IS .l$ 
88 74 
J6 66 

348 105 

7 
259 
122 
133 
499 
IJO 

3 
77 

269 
zo 

1361 
120 

92 
6 

3S 
126 
61 
67 
<S 

3S8 
ZIO 
337 
139 
262 

"' 115 
238 
117 
680 

--l--
1728 3054 2376 uns 



TABLE 8 -
Percentage Distribution, by Markets, of Fruits and V egetablr Production by Growers iu tile N cw York Motor 

Tncck Area, 1928 ~ 

Origin Total 
Rc::plies 

Nc::w 
York 

(Estimated by Growers) 

Markets 

Newark aelphia ming· Baltl· \Vasb- Boston Patf'r- Albany 
ton more ington l!'on 

Atlan-
1 

ton t:ity •len 

Pbila- Wit- • I 
-- ---- --1'--j---:--

Conn«ticut -------····----1 12 JJ.S 

Tr~n- tic I C:1m· 

----1---
Delaware ---··-····---·· 1 I I 33.5 
Long Island ·····----··- 1 69 98.6 

Nassau --··--··--·-- 44 ! 99.4 
Suffolk --------·-·--. 25 97.0 

~:f~Jk ~:~==~:=:~== : z!i ~i:~ 
Dda'llr.Lre -----···-- II 98.0 

9.0 

0] 
6.5 

Greene ------·-- 28 18.4 _ 
Orange ------------- 40 sz.1 uj 
U1ster --------- 112 i2.9 2.9 
Others ------·--·-- , 17 43.0 5.0 

29.1 
1.1 
3.0 

25.3 

16.1 

• 4.2 11.8 

Penn5)"lnnia -·-····--- 70 62.1 4.9 19.8 2.7 0.4 
Cbesetr --------- i 62 65.4 4.9 17.8 2.2 0.4 

4.7 0.1 
0.7 0.7 

3.9 
1.6 0.3 

20.3 
69.9 

I. 5 
45.4 

0.5 
29.4 

Others --------··-- 8 36.4 5.5 35.7 6.2 
New Jeney -------- 1 2-.U 43.2 15.2 23.6 0.6 0.1 0.1 0:4 1.1 2.5 

Atlantic -------- 16 67.6 3.4 3.8 25.2 
Burlington ·------ i 42 31.3 3.2 54.7 ll4 0 1 
Cumberland -----, 30 58.4 2.1 21.9 0.1 0.1 6.7 
Gloucester ------ 32 36.2 5.5 48.1 o"2 
Middlesex ------- II 30.0 26.8 . 
Monmouth ------- i 53 55.1 14.8 4.9 J -· 
&!em --------- 1l 69.3 1.4 5.2 11.8 
Others -----·--- ~l __ •s-+-_24_._2_1--'-5_.6 __ 1s:_._•_lr-1--J-.:.o.::.2:_.

1 
__ •_·'- ---ll--z_.z_

1 
__ _ 

Grand Total -----~ 695 51.3 8.3 12.0 0.9 0.6 0.3 0.3 0.4 7.5 j 0.4 0.9 

2.0 

4.7 

7.5 

0.9 

0.7 

66.2 
10.9 
0.3 
0.6 

IR.8 
22.1 
21.6 
0.5 

36.2 
12.1 
21.8 
22.6 
10.1 
9.] 

16.2 
11.2 

3.6 
10.7 
2.5 

43.2 
20.9 
12.3 

9.4 

15.4 
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TABLE 9 
Market Outlets for Producers: Percentage of Total Production Passing 

Through Each from the Producing Areas Supplyir~g New York 
by Motor Truck, 1928 (Estimated by Growers) 

Oricia 

Cgnne<:ticut ................... . 
Oclaware ....................... . 
Lon1 bland _,, ............ . 

:Sasuu •....................... 
Suffolk .......................... .. 
lllaryland ....................... . 
New York .••.••....••.......... 

Albany ....................... . 
Uday,·are ................... . 
Greene ....................... . 
Oranee ....................... . 
Ulster ........................ ~ 
Others ...................... .. 

Pennsylvania .............. . 
Chester .................... . 
Other• •....••••.•........•..•. 

New Jersey •......••...•.•.. 
Atlantic ..................... . 
Burlington ............... . 
Cumberl:and .............. .. 
(iloucester ................ .. 
~tiddleaex ................. . 
Alonmouth ................ .. 
Salem ........................ .. 
Othert ...................... .. 

Grand Total ........ .. 

Total 
Repliea 

lJ 
12 
68 
43 
25 
JB 

280 
56 
12 
33 
41 

122 
16 
1S 
66 

9 
2Sl 

18 
42 
34 
31 
12 
ss 
11 
48 

131 

Com
mission 
M<n 

Farmers' 
Markets 

-1-'------1 
29.2 
41.2 
19.3 
8.4 

l8.8 
45.b 
39.Z 

9.6 
95.4 
42.4 
41.6 
46.4 
H.O 
83.0 
85.8 
62.7 
51.0 
50.6 
69.1 
66.7 
75.6 
22.5 
34.1 
91.8 
Jl.O 

46.4 

10.8 
8.3 

59.0 
76.7 
2ti.6 
s.o 

IS.S 
49.6 

13.2 
24.6 

1.9 
45.5 

5.1 
2.5 

24.4 
21.4 
IJ,8 
1.1 
3.3 
1.8 

47.5 
22.8 

54.8 

20.9 

TABLE 10 

Market Outlets 

Coopera· 
tivea 

0.3 
0.6 

1.1 
6.5 
0.9 

0.3 
0.5 

14.2 

0,8 
0.6 
2.1 
1.5 

6.2 
0,5 

1.2 

0.4 

3.5 

City 
Retailers 

23.4 

9.6 
11.4 
6.9 
6.2 
9.2 

15.6 

15.6 
6.1 
6.2 

10.9 
0.3 
0.2 
1.2 
2.2 

0.5 
1.8 
0.8 
8.1 
4,5 

1.1 

5,9 

Shipping 
Point 

5.8 
39.5 
1.6 
0.6 

20.1 
17.2 
5.5 
6.3 

5.4 
4,9 
6.2 
3.1 
1.3 
1,4 

8.8 
19.2 

5.3 
13.3 
6.9 

10.8 
11.3 
6.4 
3.3 

1.5 

At 
Farm 

30.8 
10.0 
4.2 
2.3 
1.6 

18.3 
21.1 
18.0 

4.6 
23.1 
22.3 
25.1 

6.5 
9.5 
9.5 
9.6 

14.1 
16.4 
11.8 
14.4 
8.9 

10.5 
26.1 

l.S 
8.8 

15.8 

Estimated Pcrccutage of Total Productiou of Fruits and Vegetables Moved 
bv ]If otor Truck to N etv York from tire Priucipal Producing 
· Areas, 1928 

Total By By Commercial By Producer• 
Motor Truck Truckmen and Others 

Average Computed Computed 
Per Cent Per Cent Per Cent 

Long I1land .......................................................... .. 
No.IIAU .............................................................. .. 
Suffolk .............................................................. .. 

New York ............................................................ .. 
Albany .............................................................. .. 
Delaware .......................................................... .. 
fireene .............................................................. .. 
Oranl(e .............................................................. .. 
Ulster ................................................................ .. 
Othcrll ............................................................... . 

64.5 J9.J 45.2 
96.6 13.5 83.1 
32.4 19.1 13.3 
64.3 36.1 27.6 
85.1 11.1 74.0 
72.5 55.8 16.7 
69.4 21.5 47.51 
79.2 49.1 JO.l 
71.3 53.5 17.8 
92.6 ss.s 37.1 

Pctmaylvania 
Cheater .............................................................. . 

NAtd::~~ey .. :::::::::::::::::::::::::::::::::::::::::::::::::::::::::::: 
Burlington ......................................................... . 
Cumberland ...................................................... .. 
Glouce1tcr '"'"''''""'"'''"''''""""""""""""'"'"" 
P.fiddlcaex ......................................................... . 
Jl,(onn\outh ......................................................... . 
Salem , ............................................................... .. 
Others ................................................................. . 

83.3 69.9 ll.4 
79.8 39.9 39.9 
90.5 74.2 16.3 
88.1 46.7 41.4 
57.9 37.1 20.8 
93.9 47.9 46.0 
85.8 41.2 44.6 
84.0 52.9 31.1 
75.9 SO. I 25,8 
83.1 8.4 75.3 

All Areas ..................................................... . 72.9 41.4 31.5 



TABLE 11 

Number aud Touuagc of Trucks per Grower in Sections Silippiug Produce to 
NC'W York by Motor Truck 1928 ' 

Number Number Distribution or Trucks Clossified by Tonnn~te 
of of 

Replies Trucks .5 .75 1.0 1.5 2.0 2.5 3.0 3.5 4.0 5.0 

·--- ------ --- -- --- --- --
Conn«ticat ·····-·--···· 1% " 1 ' 8 • • 2 1 1 
Delaware ······-··· 7 8 1 2 ' 1 
Lone Island-Total ... ········ •• 80 1 13 • 12 11 11 2 • 11 

Nusau .......... ··-·-··· ····--·-··<>· •• 55 1 5 ' 8 8 9 1 • 9 
Suffolk ........ .... . .... 19 25 8 5 ' • 2 1 2 

Maryland 28 •• 2 13 " • 1 • 
New York-Total ······ 227 262 25 127 .. 28 • • 2 • 1 

Albany 51 59 1 37 14 ' 1 1 1 
Delaware ·········· ..... 8 8 8 
Greene 29 35 • " 8 6 2 1 i 
o~""" .. ····•··· 28 36 6 19 5 ' 1 
Ubter ....... ········· ········ 96 105 13 .. •• 9 1 2 1 
Others 15 19 2 5 5 5 I 1 

PennsyiT&Dia-Total •• •• • S8 • 7 ' Chester ...... 38 57 6 .. 8 7 ' Others ........... ············ 5 6 • 1 
New Jerae,._Total ········ 199 277 " 2 .. •• •• •• 21 11 " 17 

Atlantic ·····•·•··· 15 27 ' 1 10 2 5 2 I I I 
Burlington 35 .. 1 ' • " 7 • 1 2 2 
Cumberland .. 38 2 9 IS • I 2 • 2 
Gloucester ····•··· 28 •• 1 s 6 16 s 1 2 1 1 
Monmouth ......... ..... ······ ·····-· .. .. 6 1 8 

10 6 ~ ' • 2 Others 63 63 11 10 13 11 10 3 6 11 
--- --- --- --- --- --

Grand Total 579 756 .. • ... uo us st 1 "' u 22 •• 

' 
.. -

Jver &.0 

----

' • 
2 

I 
1 

IS 

1 

2 
I 

• ----

" 

)> 
n 
"' ;:; 
c: 
r ... 
c: 
"' ,. 
r 



TABLE 12 

Percentage Distribution of Gro11!ers' Trucks by Tmurage and by Average Mileage* frolll Markets, 1928 
(Based on Statements of Growers) 

.Mileage 
Xumbe• ~ Distribution of Trucks by Percentage of the Number of TruC'k! in Each Tonnage Ct.H, 

Class of Trucks .5 .15 1.0 1.5 2.0 2.5 3.0 3.5 4.0 5.0 6.0 1.0 1.5 
--- --- --------- --- --- --------- ------

1-5 24 12.5 4.2 62.5 16.6 4.2 .... .... .. .... .... .... .... .... 
6·10 52 1 9.6 48.0 25.0 9.6 7.8 .... .... .... .... 

11-20 64 7.8 7.8 18.8 26.5 18.8 1.5 3.2 3.2 6.2 6.2 .... 
21--tll lOS 3.8 0.9 15.3 11.5 26.7 7.6 7.6 4.8 4.8 12.4 0.9 1.9 0.9 
41·60 55 

I 
5.5 18.2 

i 
30.9 12.7 14.5 9.1 7.3 .... .... 1.8 .... . ... 

61-100 127 I 13.4 1.6 33.7 21.7 19.6 5.5 3.1 0.7 0.7 .... ·-· .... .... 
0\·er JQf) 58 8.5 S.l 40.7 22.1 s.s 1.1 s.t S.l 1.6 1.6 .... .... .... 

8.5 
---. ... .... 

.... 
0.9 . ... . ... 
.... . The m1leage from each market used was we1gbted by the percentag~ C'f total motor truck sb1pments to each. An 3\'Crage was takC'n of these • 

Acreage 
Class 

1-10 
11-18 
19-27 
28-40 I 41-60 
61-120 

121-1400 
1-1400 

TABLE 13 

Percentage Distribution of Growers' Trucks by Tomwgc and by Acreage of Farm, 1928 
(Based on Statements of Growers) 

!'\umber 
Distribution of Trucks by tho Percentage of the Num!Jcr of Trucks of Each Tonnage --

of Replies .; .15 1.0 1.5 2.0 2.5 3.0 3.S 4.0 s.o s.s 6.0 7.0 1.S --- --- --- -- -- --- --- --- --- --- --- --- ---so 22.8 3.9 41.5 16.6 1.S 3.9 1.9 1.9 ·-·· ··-- .... . ... . ... so 7.8 4.0 37.2 23.4 15.6 4.0 4,0 4.0 
so 8.4 3.4 28.8 20.3 27.2 1.7 3.4 3.4 3.4 

.... .... .. .. .... 
so I 3.7 3.7 28.9 25.3 12.7 7.3 7.3 3.7 3.7 3.7 

.... .... .. .. .. .. 
so I 3.0 1.5 22.5 24.0 15.0 16.0 6.0 3.0 4.S 4.S 

.... . ... .. .. .. .. 
so 3.0 1.5 9.0 10.5 19.5 13.0 9.0 6.0 I.S 18.0 I.S J.O 3.0 

I 
I.S 22 8.6 .... 6.8 18.8 10.4 10.4 18.8 5.S 1.1 8.6 1.1 3.5 

322 1.8 2.5 24.2 19.8 15.6 8.1 6.8 3.9 2.1 S.9 
.... 

0.2 0.1 0,9 0.2 

8.0 8.S --- ---.... .... .... .... 
.... .... .... 

.t"' 3.5 
o.s 0. ' 

> z 
c 
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