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APPENDIX A

TEUOK AND BUS OPTRATIONS OF HALLEOADS, ELECTRIC RAILWAYS, AND CAERIERS BY
WATER AS BEPUKTED 1IN QUESTIONNAIRE

ta} Intercorporate relutionships of rail and motor carriers

There are four ways {n which carriers subject to the act engage or participate
in motor-vehicle operations, (1) directly as part of their other operations,
(2) through subsidiary companles, organized for the purpose or acquired by
purchase of existing operntions, (3) through acquiring a stock interest in inde-
pendent companies, and {4) by means of contracts with independent operators.

Direct operations are limited in number and are Illustrated by certaln minor
operztions of the Mononguheln Railway and Chicugo, Milwuunkee, St. Paul and
Pacific Rallroad. Here the investment in motor-vehicle facilities and the re-
sults of operations are merged with and made a part of the rall operations.

The second type is the most common. Examples are Boston and Maine
TPransportation Company of the Boston and Maine Railrond, New England
Transportation Company of the New York, New Haven and Hartford Railroad,
Southwestern Trabsportation Cumpany, subsidiary of the St. Louls Southwest-
ern Railroad, and Interstate Transit Lines, jointly owned by the Union Pacific
and the Chicago and North Western. In this case the general practice is to
malotain separate investment and operating accounts for the subsidiary, only
the final results belng taken into the books of the parent company. However,
as indicated by part (d) below, there are instances in which the accounting is
merged with that of the rail carrier., Provislons for the distribution of jolnt
expenses and for intercompany payments for services rendered vary consider-
ably, In some cases the subsidlary Itself enters into contracts with independ-
ent operators. ‘

The third type Is illustrated by the Interests which rajlroads have acquired
In varlous of the Greyhound companles, as set forth in Appendix D, In some
instances the interest Is held through the agency of a holding company. Thus
through Pennsylvanin Greyhound Lines, Incorporated, the Pennsylvanin Rail-
rond huas a Lhalf-interest in efght bus lines whose property Investment totals
$5,035,007, and through American Contract and Trust Company it has substan-.
tlal Intercsts In seven trucking companles. .

Operations by countract with independent truck companles are especially
numerous on the New York Central and the Penusylvania. The expense in-
curred Is entered In the operating accounts of the ratlroads,

Descriptions of the types of gperation conducted under the foregoing arrange-
ments are found in Section V of text of report.

(B) Bwtent of truok operations of Class I railroads, January 1 to June 30, 1950

During the perfod Junuary 1 to June 30, 1030, 18 Class I railroads engnged
in intereity or terminal motor trucking operations on one or more of the three

1Clnss I companifes are those having nnnual operatiog revenuea above $1,000,000;
Clnes II companles are thosa having annual operating revenues from $100,000 to
:1-000.000: and Closs III companics are those baving annunl operating revenues below
100,000, L
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394 INTERSTATE COMMERCE COMMISSION REPORTS

bases first indicated in (a) above, Operations were over about 8,865 miles of
intrastate and 1,547 miles of interstate route. Some 0651 trucks and 116
trailers were used.' The traffie reported by 13 of these cumpanies totaled
413,259 tons, on which revenue of $1,385,300 wus earned. Complete sepuration
between State and interstate trafic Is not possitle from the Information at
hand. 'The details by companies are shown in the accompanyving table. In
addition, there are contract operations of the character previously Indicuted.

TApLE I.—Motor-truck operating data of Class I railroads for period January 1
to June 30, 1930

. . Milea of route: Tons Freight revenue
Num-| Nom-
. .

Carrier l:'f lﬁr ! : i '
ey 108+ [nler- | | Intex- ' Inter
trucks “"u"“‘ stoto | state | TOW g | To e

| ' I -

New England reginn: | | ' !

Boston & Maine R. R

-------------- 131 “iLm | 178 UTILR 2,500 | $400.%45 ' ()
£ 3 I P e i us frreeees e
100 ... L3841 537,033 () [rose8 O
Total __... M3 4308 | TIS 7AW 72,5 [
Ccntr:}mtem&rez:lc;n:n R ‘ | |
Baltimore & Ohlo R. R__.__..__._. .
genlmllR‘ rlf;l?ol:‘\'.d New Jersey ... 2:3‘ """i-l F)‘!‘ ] o 1%37’3 l.('i';ﬂl o
ennsylvanla R, R.system.__.__..____. 158 . Y ' o v,
Readiag Co.and Atluatie Ciiy . 1| 2|00 %4 o2 % mi”" 08
Totale cenmeeamnecnenacennseneenens 187 | 41, 267 531 310,343 ...
Grea;\t{l.akes rﬁgllonﬁ '
Monongahels RY o ocee e LI
Bouthern reglon: | 43 e 2,200 |.......
Central of Georgla Ry L I I {m ... 2,642 |,
Northwestern reglon:
Clgng, ‘ilr. Paul, Mloneapolls &
maha Ry, a8 <
Great Northern RY . oo eaaeae o [ 3_ g;,:: __f_"f_ la'm.'u; 3.8n o'_!_gg:_; 1 uM»
Total oo 30 Vi nom | 225 ligen (3,501 | 02,070 | 24t
Central-western reglon:
Chlcago, Rock Island & Pacifle Ry,
(Includling Chicago, Rock Island
& Gulf By} oo
Denver & Rin Grande Western B, R.| 7170277777777 290 formeeee .40 ..
Bouthern Pacific Co_.__ JEU S 1% PO e v Y. 3 I =il bl ﬁ'; ‘l’;‘l‘ -----
T N ervovent R MR ™Y I 75,585 |-
Sou%hw?stcgl rcgic;]n: R
t. Louis Southwestern Ry _..__._.__ 42 .}
Texas & Pacifle BY..evecereranceener ) N PO, L 1790
Tol8le e ae e 43 85,188 Y
Total United Btates. .. ovveme-a e 561 115 | 8,805 | 1,647 |413' 280 |1, 580, s62 l

¢ Informaticn not reported. 1 Exeludes $14,305 componsation recaived on mall sontracts

(0) Extent of bus operations of Olass I railrouds, Junuary I to June 30, 1930

During the above perlod 34 Class I rallronds conducted bus operutleons, di-
rectly, through subsidiary companles or through companies In which a ﬁnm'lclal

interest 18 bheld. Bome 8,105 busses were used gnd o
' perations were over
88,169 miles of lntrastate and 27,632 miles of interstate route compared with
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T45 busses operated over 2,850 milen of intrastate and 1,051 miles of Interstate
route in 1927. 1o all, 35,031,600 passengers were carried * or, excluding city
operations, 20,007,574, The total passenger revenue accrued, including that
from city service, wus $16,152,020° Complete separation between State and
Interstate trafMic Is not posaihle from the informution at hand. The details by
companles are given in the uccompanying table. In addition, there are opera-
tiona conducted under contract with Independent companies.

Tama I1.—3¥otor-bus operating data of Class I roilroads for period January 1
to June 30, 1930

Milex of route Passongers Passenger ravenue

Num-
Cnarrier her of

bisses | Intra- | Inter-
state | state Total Interstate Total loterstats

New Engiand reglon:

Beaton anit Madne R, Re... o ] 338 508 715138 48, 315 $209,. 811§ $183, 415
Maine Cenumd R, R 8 .+ 1 IS 12,530 |cmvmeemann A £ 3 I,
New York, New Haven and
Hnrtrwrd ................... 63| L7eS ] 2175 122,320 %40 (13,752,260 | 3,156,013 | 1, 140,530
Rutiand R. R..ovveenee .—m—- ) 67 4,439 4, 22 1,215 i, 101
Total, .. eermermececcanas 4O | 2148 2,840 | 23,061,276 | 4.032 568 | 3,304,023 | 1, 334, Ma
Central.rastern reglon:
Halilmore & umn RR..__.. n [ 1<) 60 183,813 653 102, 496 88
Centrnl R. R, Co. of New
L P L] o2]7 50,918 m 30, 30 (&)
Pennsylvanls R, R.aystem. .1 430 | 4,501 | 3,328 | 8,338 524 | #47.512 | 2,95L,011 | 633,014
ending Co. and Atlantic
Cllty R. Ruoveicenvcmmcnns ] S04 215 48,311 101, 250 215, 861 111, 853
Total.ceeecnecerans ————— o | ses2| 3050 | 4017508 . ... 3,308,207 |.......
Pocahantas region:
Richmoand, Fradericksburg &
Polnmnc ) LI { R, 18 8 113 00, 809 51,097 127, 588 13,317

Bouthern reglon:

Atlanto & West Polmt R.R..] ¢4 | w138 .. .... 138, 005 157 49,720 15
Cential of Gmrgln Hy ........ 1y 7,013 BO03 | areennae
Ceol 'ln 1L, R., Lessog Organi-
tatle 4 28, 085
llllnuu Cantral R, I 1 5, Oys
Kushville, Chntmnongu &
Lowls RY...ocoeu_.. 3 5,432 864
Norlolk Southern R. R. 8 103,211 ML
Bosboard Alr Line Ry.. 7 14, 251 202
Bouthern RY eeee o .. 3 8, 187 585
Total........-- aeveanenman—. 31 183, 508 87 W, 222 56
Northwestern reglon
CIR(HLO and l\orth Western .
......................... 198 [41,350 |bg, 874 | 1 ¥ 1 587 0
cmm Mifwakes Bt 3 493, 360 () , 000, U]
a Pnulh& Pacific . R.c...... b | J 138 [ BoAST [oooinnnn .
reat Northern....... a 1] 4,803 | 1,817,450 1 (17 1 3 -~
Spoknno, Portlatid & Seattie ' ' ¢ » 808,
R . ] 200 |mennns 83,338 | ool T8 BT |oeaeocnnen
................... 20| 5207 | 4,503 | 1,012,178 || veA23se ) ...,
Central-western roglon:
Chicugoand Alton R. R, ... 10 14 foaeanas B e 14, 49 [.caceea
Chicago, Burllnu.on ond
niney B.R ..o eieaaeas a8 6 193 119, 988 3,084 121,713 27,458
Colotarlo and Soul.horn Ry... n 200 |ameeanan 77,6025 [aceammmanan 93,011 |.eannann -

Bea footnotes at end of table.

¢ Bxcluding Southwesteru Trausportation Company, which did not report the number of
pasaengers carrled.
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Tapre IT.—Continued.

Miles of routs ! Passengers | Paxsenger revenue
xNuam-
tver of

Lusses | Intre- I Inter- | | ! |
state | stale | Total laterstate Total |Intersiale

Cattier

j—
I
Centinl-weatern region,=Cont. ! | 1 |
Denver and  Rio Grande !

Western . Ro.voveneanen-n yoBel LISY o, b 45068 ... | 120,872 .e.ooe.s
Southern Pactflc Co. ... .... . 648 [ 13,153 u.u:! 4,383, 204 235,561 4,007,634 1,054,631
Unlon Pacifie system: ! .

Loa Angeles and Salt Lakq . !
T B | sm| 108 I R L 2
On-mn Short Line . R.. 87 1564 L7@ 6 M43 ‘:{ L AT AT
Unlon Paciic R.R_._.... cows| T3] 4w bame @ 100087
Total.cevmervmmeneonn 11,906 118,754 | 1 40R D S AE00 ... YT T -
Bouthwestern reglon: ' :
Missouri Pacific R. n| 192 2.341 1,408 0L A, T64U5 | 54T, TT2 R, 048
gt. Louls Southwestern Ry .0 M LI9S ... B S Y < '
Teoas and Now Orleans R. R| 147] 2, m B 50511 10,918,  Meusn 16,14
Texas and Paciflc Ry.....-... 3 (O I ALY .. | 3450 aecenoenn
Total - emeemeeemnamees a1] sz T8 L M2 L3 e
Total Utilted States —ooe.ooooo.o. 3,105 | 38, 160 ‘ 27,832, 35,030,947 . .o_.... m_ 142, 0% }__,-..._-.
: | i

1 Includes 15,923,293, representing fares collectad in cfty servics.
1 neludes 130,303 representing fares collected,
¥ Information not reported.

# Roturns duplicated In report of Qoorgla . R., Lessos Organization; allminated from totals,
¢ Returns dupllcnl.od In report of Unlon Pnd[‘lc K. R.; eliminatod from tolals.

(d) Financial results of truck dnd bus operations of Cluss [ railrouds, ycor
ended December 81, 1929

Returns of the carriers to our questiontinlre do not In all enses make it
possible to show separately the results of thelr freight and passenger opera-
tions. The accompanying table gives the names of the operating companles,
their Investment in motor facllities, the extent of the rallroad’s interest in
each, the net operating income, and the net income. The total Investment on
December 31, 1920, was $46,114,801. Of the compnples for which complete
information was returned 20 reported operating incomes ranging from $467
to $860,356 and aggregating $2,030,064, while 27 reported operuting deflelts
runging from $672 to $264,285 and aggregnting $868,185, After maklng various
corporate adjustments, 21 compiiles had net Income totaling 31,547,067, and
26 had net deficits totaling $M2,268. Offsctting mmny of the deflelts whown
are savings resultlng from the removal of unprofitable traln service.
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TabLE III.—Invesiment in property and resulls of operalions of molor comBames controlled in whole or in part through stock ownership by

Class [ railroads (year ended December 1, 1929)1
Property | Extent | \ t Equlp- | Net aper- Other .
Nams of railread and motor com invest- | ofcop- | Operating | Opersting | vy, | “ment | atinglo. | focome | Netlo-
peny ment trol | TeVeDUSs | expenses rents come? itamss | come?
(1 @ @) L) ] (8 N ® ®) (1)
Atlanta & West Point R. R.: Per cent
Georgia H ghwar 'I‘nmsp o N $24,700 50 $8.813 $9,863 $508 2 §.620 $129 $1, 44t
Blllimnre & Ohio R
Blue L 63, 596 100 ?‘g S') " 8
Public Service Cardinsted Trans, 14, 19,956 100 § 4 Q) s ) 8
Wesdt‘ \;{ummnn'l"r&nspomtlon Co... 387,318 100 135, 968 150, 820 10,389 ¢ 25,248 10,158 83, 401
o ane R, R.:
B. & M. Transportation Co. 17, 728,071 100 o ] o ® ® U] s
Central of Ga. Ry.: , 008
S‘,;“‘ Ga. h&o{gt;rmmpat 42,920 92 25, (43 33,244 1,800 " 10,08¢ 1,688 11,010
Jersey Central Transp. Co. 36,0632 100 30, 603 25,383 1,030 52 4,228 88
Ch!mfo & Alton Fr. B .2 4700
ton Trapsp. CO_ .. vecameeenene 90, 00 100 36, 604 47,748 | 112 12 18, 68 o| 1sep
Gadberry 'I‘rnnsp_ [0 SRR, 6,445 100 7. 300 11, 151 260 8 L ' 108
Ritter Motor Bus Co__ e i cmeem e cme——- 6,443 100 9,051 14,815 bog 18 N7 N g
Chicago & North Western { '
cmlnméauﬁgmmi Lé’:f see Union Pacific R, R oo rveeeeaee e mmmmel e asmaamanneme————
eago o ncy:
%0 ................................................ 299,100 100 80, 425
Chlca.go. Mllw Bt P. & Pac R. R.:
. M. Bt. P. & Pac, (ral! cperstions) .................................. 44, 305 100 10
C Q, St P M, & O. Ry.:
Wilson Transp. Co. . occecvvccmamaceaccarcrrarassmsarersnsranmmaenomane 257, 837 100 65, 443
Coloredo & Boutbern Ry.:
Denver & Interurban Co. 115,203 100 108, 004
Denver, Col, Bprings, Pueblo Motor Way (see Denver & H.GL WesStern) |uouweeuocnnn 25 |icmmeeanman -
Denver & Rio Grabde Western
Deover, Col Sprinﬁs Pueblo Motor Way 4, 508 50 85, 304
Rio Grande Motor Way_____________....___ 39,615 80 58, 632
lévlo Orsné.'lle. Mgi.or W&y of Utah__ 62, 5_?2 ® 80 IOEC: iad
rﬂem L3 otor Way 69,
sorgia nghway Transpt. Co. (see Atlanta & West Polnt B, R} __|oveeeeo - 1 1
Great Northern Ry.:
Northland Tmnsportatiou Coll ... ——— 3,707, 164 30 f
Northland Greyhound Lines, Inc, of LILY. i cames , 850, 30
Great Northern Ry b4 o i ermcmcmcaanne 100 {
Illlnois Central R. R.;
entral Transp. Co. (TOWB) oo acmenurnmamnmesommnmmesemeeemmmnnecans 11, 400 100 10, 524 812 ® 3,070 678 |eneenn . 078
Bea footnotes at end of table. : .
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TaBLE IT1.—Investment in properiy and resulis of operalions of motor companies controlled in whole or in pari through stock ownership by
Class I railroads (year ended December 1, 1929)'—Continued

Peotiles Rapdd Translt Co___,
Phila. Suburban Transit Co.__

Property | Extent 0 i 0 " Equip- | Net oper- Other Neot i
N m m invost. of con- perating preating | poves ment ating in- Income ot 1o
Name of rallrcad and moter company ment trol fuvenues | expenses ne rents cou?u L] ftems ¢ come ?
() @ (3) [\ (5) (8} 1)) (8) ()] (10}
Malne Central R. R.:
The S8mO0%E COde o tnrecccroinsrmcarsscammmcanrramnarramamacsanss 49,703 100 30, 700 40, 553 813 (U] 10,395 | oo, 10,395
Missourl Pacific R. R.:
Mo. Pae, Transp. C0uveooneeoormcccmctmcecteramccarecm s neaencanen 1, 481, 508 100 [ 1,011,807 | 1,031,520 74, T8 V] 0, 858 £.103 PR, 588
Mouoongshels Ry.:
Monongahela Ry. Trucks ¥4 e mesiarecaammicsmmaccssancanns 7,490 100 N Q] N (@] o () 0]
Nashville, Chalianoogs & St. L.:
M, C. & 8t L. Motor Transit .o ncsceromccvercmmesmsnnaressanns 42, 549 100 10, 098 3,051 2,300 174 15,188 |.eaanan.. i5,138
New York, New Haven & Bartford R. R.:
Berkshire SITeet RY. e v ieciimcecssnmmcsmmrceamarcammaacesanacans 80, 107 100 (1) Q)] Q) 'g (] {n D]
County Transp, Co. (IN0.) caeenmmmcciararcanncccancnvmnmmresannnncanan 5009, 354 100 40, 675 463, 164 33, ' 148, 1862 131,602 In, 3%0
Conpecticut Cobe i emaeoreccecmeccccrcccmeasecmaceraaans , & 100 U] [Q)] 19 ) (U] 1Y) [
New England ’I‘rnnsg Co_. 100 3,257,581 | 2,084,870 | 207 328 ") 01, 353 171, ARG 79, 858
Soundview Transp. Coh__ 0.6 8], 067 32,142 2,258 8, 014 7.344 ' 698 X, 087
Springfield St Ry.b____.. 9e él) {*) ] él) [L3] ” ()
Warcester Consel, St R¥. e e e aciccr e emmmaecaconmaces . L7 U] U] U] 1) (U] 0] [0}
Norfolk Southern R. R.:
Norfolk Southen Bus Corparation d__._ ..o ceccmecccmecmen ' 41, 220 10 48, 511 51, 403 217 L] 8,014 142 5,158
Pennsylvanis R. R.:1
Buflalo Interurban Bus LILeS. . . ..o_oo.eooeamooeezeeooemmeaoans [ o738 50 weass | grur| eom| @ 1,33 nr | 12sa
Buflalo Storage & Carting Co. (inc. Keystone Trans. Co.). Jomres LIR) M0, 213, 620 3,02 U] e b 22 eark
Cambria Bus Co. e ceaeeiecercaimecacesccssaamcamsan R (4] 35, 72 | 35, 459 370 L1} LAY 5, 6t 2us3
Greyhound Lines, Inc_...._. ' 0 4,257,159 18 738 s U] (4) A I | 258 g 1 s, T
Interstate Highway Limited... 50 10, 378 o4 () ) 55, 40 | 11,495 [TRY
Eane, Mt. Jewett Transit Co. .o .. ) 15,0420 1T wl o M I ¥ ey
Merchants Trucking Co. (Norfolk) 60.1 7. 863 6 233 n ") I 1,624
Montgommery Bus Co., INCar oo oaee e icmccmm e vecceeem e 50 4L TOT 4 2T 430 W60 ) b S 6y 10, w3
;ennm lG(:_jnem a‘mni‘lall gro .................................. ‘:':3 ll‘l;. P} 119,300 | 6, 78l %) Torul 10, 537 2,142
enna indmna ene ™mns ... . 59 10, 770 ! 100 L] A "
Penaoa. lllireis Gen. Trans...... 50 o e O’L ______________ l.’ __________ 5,343 ATt 0
Penn Transler Co. of Pgh_____ 9 7 75 852 | P bt LT R R L TS CEEPR e
50 . 339,
50
50
w0

; Penna. Virginia Transit Co__..
(5 Del. Mar. V'a. Transport Coooueeyoooo. R [,
= Reading Co”

Reading Transp, Co

o Rich. Fred. & Potomac R. R.-
[ R OF. & P TransD, G0 oo e etem e oo em e oo
s Bichmond-Greyhound Lilnes. . ..

8 & 8
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B e,
utlan aL1 T O] o T, rsssimmmammes i —aann 15, 110 100 81 485 7.
52 §t. Louls Southwestern Ry.. i S el A 7 el G
:‘: Scu:lhxftfge'l‘&;!{sp- 0 e e et e 1, 048, 558 100 72014 952,140 | 34,819 Q] PALPRE | .. £, 285
a soaniigior Eﬁncs%oc_o'- of the Bouth. _..o.oomooemeeoecoacs emneecem e 55,191 [ 100 &9, 105 03, 480 063 425 7,05 sese|  1nam
o] gﬁgfg@ynﬂ ;C.?“" and subsidiarles 1o 10, 39% g (;30 9,335,804 7, 99." 081 830, 457 ;:) srr-o. 1348 1::, B85 [ 991,041
Bockton Blectng Ry B oo RIS ) B : I S
Pacific Motor Transp. Ca.b Ll oo . 2,214 100 i) -; }n ¥ §|
Motor 'I‘ramit{ cto.:.c s —eee| HAUIW | 047 657, 533 oLi, 45 { 'E , 518 174 , 738
SpokL::eAggﬂlm] od & Bestits Ry"; --------------------------------------- o 60 ® o h f ® (
T B, z- geg. grrlnnsn-goﬁ-f ---------------- 274, 4684 100 239,472 210,004 | 20,567 | (9 8801 | 8,408 514
- uﬂ%ﬁ% c(irr{e;'?ound Lines, INC. e v oo eaa ] 2,158,102 ; 35.21 1,023,187 | 1L,06L,136 | 2,700 (9 19, 351 1,607 4,54
Hollywood TRANSP. C0. . oo eoooeoeoeoomecmeresenanmnenoesammmemmann 5343 50 3,804 8,341 207 T b
Duras Faelte Coaehes, It o oeoeeneme s e 20,4737 100 oo | T | Cw| kBT 2T
Interstate Transit LinesS W . ooeeeeeeemecceecm e e emm e rmeeman 1,745,373 78 0359, 105 718, 186 41, 687 {19 100, 688
Union Pacific Stage, Lnc....cnvren.e 1016577 { 100 558,852 | 000,317 AT.922| 10,360 | 108717 | 1o | 15k
Unifon Pacific Stage Cot ... proe-a-simss_sassmmaisssse 118,140 100 El) 8 ?) E:; f ; $q
Utah Parks Co.i... 02 L 20l Ll 1 is8esst 100 5 " ) £ 9
Total, United States. .. e e eme oo 44,114, 89]

1 Includes direct eperstions of motor vehicles by Chicago, Milwaukea, St. Pau! & Pacific R, R., Great Nortbern Ry., and Monongnhels Ry,
1 Italics indicates deficit.
8 Investment as of June 30, 1630,
¢ Investment included in raliroad company’s accounts.
# Data not available.
¥ Not segregated in iocome statement.
7 Includes $717,287 carried In miscellaneous physleal property accounts of Boston & Malne Rallroad Company.
' ?;5":1"-_503; Ogﬁmll?ﬂﬁiofogégté\g -ﬁ;ﬁi‘;g&“{;ﬂgg“t g?f'eagsurlcmiwdtby Boswln &iMahtm R.tI}l. Co. in m'mlmlt report to Ingarsmta Commerce Commlsslon.
otor-conch serviee is r ar street-car service; investment figures reprasont motor-coach proportion of to
U Lnvestment figures represent owned property only; practieally all equipment i use Is ronted. T prop 1total property investment,
addition to the investrnents [n motor transportation companles shown above as controfled by the Pennsylvanis R. R, the earrler through
Co.owns stock in the following-named motor compauias: Baltlmore Transfer Co, of Ballimore, 36.7 Eor cend; Clevoland Cartage Co., 45 por cent; ‘i-:ﬁ:r‘(}ﬁfaﬁggcg%n:%t & 'I‘rusl.
Moreton Truck Co., 40 per cent; Scott Bros,, Inc., 25 per cent; Unlon Transfer Co., 30 per cont; Willstt C'o., 33.3 per cent; Groyhound Corporation (common}, 8.0 p per.cema
(pre!ezgled) lo.ot?er cent, Investment Aguresd, ravenues, and expenses of these motor companies not available, » 5.0 Der cent; an
o operatlons.
1 Qperating companles sy of June 30, 1930, ware Pacific Greyhound Lipes, Ine., Callfornia Parlor Tours Co., and Unlon T'ransportion Co.
- 1 From Jan. 1, 1923, to Apr. 1, 1930, holding company was styled ** Pacific Transportution Securities, Inc.”; name changed Apr. 1, 1930, to Paclfio Groyhound Oo,
Sonthern Pacific Company, Plekwick Corp., and Greyhound Corp,, each own 33} por cent of stock of Paclfic Greyhound Corporation, Tporation,
u Investment o lmomg vahicles only, " ’ bes for the Pacific El
1 Not a corporation, but an agency opernting coaches for the Paciflc Electriec Ry, and Los Angeles Ry, Corporation;
11 Federal tares only; other taxes not segregated In income staterocot. 4 ¢ y o each railway owns one-half Intercst in equipment,
¥ Operating Agures spplicable to the six months ended Dec. 31, 1929,

NOILVIHOdSNVYL H0LOW 40 NOILVNIAHQOD
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400 INTERSTATE COMMERCE COMMISSION REPORTS

(e) Summary of malGr operationa of Clazs IT and Claez 1] atcam railroads,
’ elcctric railiaye, and carricrs by water

The information returned by these catriers wus Incomplete In many partice-
lars. The following summary gives the number of companies conductlny truck

and bus operutions under one of more of the arrangements indieated 1o (n)
above:

] [
Class of carrler ) i :
| Dee.3, \ Jupeo, | Dee 31, Junel,
W | wep | v i
Class T1 raflronds .o ceeecemmecccc oo omemcnmareamonn 0 | 8 ‘ .3 g
Clnss 1L rrilfoads, eeveueccnsamrennemcannssnnsnsannns 1 [ 1 8 a
Eloctric TRIIWATA. . ..o oevemeusmmrrorermransscssssnssnnns ; 3! 10 a2 H
Carriers by Walel . v ceccremamemamamsoecameecmmas i [} ‘ 9 | 2

APPENDIX B
ESTIMATES OF VOLUME AND DISTRIDUTION OF THUCK TRAFFIC
(a) Estimates of volume of intcreity truck trafllo

In the absence of comprehensive Informatlon ag to the volume of highway
truckiog, resort must be hud to estimates. The earliest estimate appenrs to
have been that of a representative of the Bureau of Publle Rends, necording
to which all trucks in 1925 performed 16,356,00000 ton-miles of service. In
making this estimate it was assuuied, aceording te the information then avail-
able, that trucks made an average of 10,000 miles per year, that their avernge
capacity was 1.25 tons, that they moved under load two-thirds of the time, und
that thelr average londing wns 80 per cept of enpacity. AR it was further
estimated that one-half of the truck mileage wns made in local service, to ob-
tain the volume of intercity trucking the sbove amount would have to be
reduced by one-balf or to 8,178,000,000 ton-miles. The latter figure Is 1.86 per
cent of the revenue ton-miles of all raflroada In the same year,

This estimate has frequently been extended to more recent dates by ailow-
ing for the Incrense In the nutuber of trucks. Thus the total for 1928 has been
set at 10,276,000,000 ton-miles. This fizure has been used along with other
information to obtain the tollowing dlstributlon of traflic between the various
agencies of transportation in that year. Corresponding figures for 1029 are

also given.
Agency l 19281 \ 19209
T
I
' nd
Bteam rallroRds . e e reemcaccceicnes . PI"n“Ko : P"'t;b-s
Great Laked. oceeeeeeomme oorea. ToTemmesemmemmems 17 15.0
P 08 em oo emessse oo cmmemamnn ' t.0
lnf:nd waterways (Tivorsand canals) . oooee o .. o 1.8
Motor trireks (intefelty) . . T TTeTTeeemmemmm et o 2.8
Eloctric roilways sod aleplanes 2227010077 TTT I T b
Total . . —- 100. 00

1 Prom Bureauof Rallway Economics, ' A
United Statea,” 1910, pogo 7. " An Economlo Survey of Inland Waterway Transportationin ¢
1 Promarticleby J.H. Parmeleain Mechanleal B ngineoring, March, 1631,

“lcll‘ll.-apsrdmnu rovenus and nonrevenus freight, For the purposs In hand, nonrevenue freight should be
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These estimates understnte the present volume of truck traffic. (s) The
averuge capacity of trucks engaged in intercity operations is greater than the
1.25 tons assumed. A survey of traffic on the malp highways of 11 western
States, made in 1029 and 1830 by the Bureau of Public Roads in cooperation
with the State highway departments, Indicates a weighted-average capacity of
1.82 tons. The States embraced in the survey are predominantly agricaltural
in character and use, for the most part, trucks of smailler capacity than are
required in industrial sections. In California, whose traffic i more nearly
akin to that of highly populated eastern States, the average capacity is 2.20
tons. For more general information, use may be made of the average capacity
of trucks produced. In 1924 this average was 1.45 tons, in 1927, 1.44, and in
1030, 1.64; for the three yeurs the average is 1.532 tons. Assmming that all
trucks of 0.75 ton capacity and one-half of those of 1 to less than 1.5 tons
capaclty are used In city service exclusively, the average capacity of the
remaining trucks produced in 1927 and 1830 is 1.88 tons, A survey of traftle
in 42 States being made jointly by the Department of Commerce and the Bureau
of Public Roads and conflned to common and contract-carrier trucks indicates
much higher average cnpacities. Obly 11 per cent of the 2,909 trucks sur-
veyed were of 1.5 to 3 tons capacity, 60 per cent being from 3.5 to 5 tons
capacity, and 29 per cent of over 5 tous capacity. Had privately operated trucks
angd trucks used on the less tmportant highways and by smaller operaters been
included, the avernge would have been cousiderably less, In view of all the
foregoing, it is remsonable to assume that the average truck of every class
used in intercity service has » capacity of 2.25 tons. To allow for the opers-
tion of traflers, this fizure will be incrensed to 2.50 tons.

(b) Capacity does not mensure actusl loading. Loading beyond rated
capacity is characteristic of many truck operations. Data available for a
group of trucks indicate an average overloading In this sense of 22 per cent.
Overloading was found to occur principally as to the Intermediate sizes of
trucks, belng absent in the case of the smallest and largest vehicles. The
sample is not, however, representative of general conditions and, in any event,
the overlonding would tend to occur at polnts of departure and to diminish
progressively to the extent that dellverles are made en route. Further, it is
a4 matter of generul observation that truck operators commonly experience
difficulty in securlng full loads. particularly on return trips. Increased truck
operations In recent years have added to this difficulty. It therefore is reason-
able to continue the assumption of the 1625 estimate that trucks under load
average an 80 per cent londing {n terms of capacity.

(¢} Closely related to the foregoing Is the amount of empty milenge. Much
truck trafie (ns eotton, coal, petroleum products, assembled antomobiles, and

< sand, gravel, and other deliveries direct to Job} 1s practleally one-way traffie,
and much otber trafllc (as Hvestock and fruits and vegetables) is poorly
balanced as to outbound und return londs. In the absence of any convincing
proof to the contrary, the assumption of the earller estimnte that one-third of
all interclty truck mileage is empty mlileage will be continued. )

(d) The Improvement of highways and trucks and particularty the increased
use of pneumnatic tires in recent years indicate that the assumption of 10,000
miles of operation per annum is low under present conditions. In the Depart-
ment of Commerce mrd Bureau of Public Ronds survey referred to nbove the
annunl mllenge of 06 trucks {n common and contract-carrier service ranged
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from 4,200 to 61930 mlles and averuged 27.044 milen! The average would be
considerably lowered if privately operated trucks were Included. A statement
of record places the average mileage of private trucks at 5,000 miles per annum,
of contract trucks at 15,000, and of common-carrier trucks at 20,000, ‘These
firurer were stated to be conservative, Allowing for idle equipment, purticu-
larly that held in reserve for peak loads, and for other factors, such as time
lost for repairs, which decrense the period of effective utilization, 15,000 miles
per annum appears to be a high overage milenze for every class of truck used in
intercity operations,

(e) A finul factor is the proportion of all trucks which are used in Intercity
service, excluding suburban operations In those lnstances where trucks simply
displace team deliveries, In the 1925 estimate 1t wus assumed that 50 per cent
of all trucks were engaged in interelty work. No competent Information on
this polnt is of record in this proceeding. Consldering, however, the large nse
of trucks in making city and subuurbun deliveries and In terminal work, us well
18 the considerable number of farm trucks which are used exclusively in farm
and local-delivery work, it seems reasonable to conclude that not over 40 per
cent of all trucks rhould be embraced in this estimate.

Gathering the foregoing Andings topether, the truck trufble of the yenr 1928,
the last year of normal ronil traffie, is about 25.975,000,000 ton-miles, derived
as follows: 15,000 miles per truck per annum by 2.560 tons per truck equals
37,500 capacity ton-miles per annum. Reduced by one-third for cmpty mileage
this figure becomes 25,000, and again reduced by 20 per cent for light loading,
it becomes 20,000. The latter figure multiplled by two-fiftha of the number
of trucks owned at the milddle of 1920 (obtuined by averaging truck reglstra-
tions for December 81, 1928, and December 31, 1029) or 1,208,770 gives 25,975,
400,000 ton-miles. Thls figure I8 equivalent to 6.8 per cent of the rail trafic
of that year,

A different basls on which an estimate of the volume of truck traffic could
be made is by using the Informatlon avallable of record as to the extent of
trucking of purticular commodities, Thus the percentage of livestock, froits,
and vegetables, cotton, and assembled automobiles which are trucked 18 fairly
definitely known * and it 18 equally known that in the case of some commodities,
ag iron ore, there 18 no trucklng, and in the case of certain other commoditles,
as coal, trucking 18 of mlnor extent. To the relative amounts of truck and
rafl traffic obtained from existing datn of this kind may be ndded the results
of estlmates of the volume of trucking of other classes of traiie. Such estls
matces, to be satisfactory, must be based on broad information as to the truck-
ing Industry. Bo far as this method of analysis could be currled for the pur-
pose of this report, it appeared to yleld about the same results as those ob-
tained by the first method, ‘

A third method of estimating the volume of highway truck traffic sturts
with informatlon avallable in this record as to the volume of trucking by

certificated highway carriers In varlous States and may he explalned 'n detail
as follows:

L The average mileage of 39 trucks of 1.8 to 3 tons capacit
. ¥ was 20,847 mllen, of 10
trucks of 3.5 to 6 tons capacity, 27,214 miles, and of 8 truck

S2.047 milon, 8 of over & tone cupucity,

2 Bee anaiysis beginnlng at page 287.
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In the flve States of Ohlo, Minnesota, Washington, Culifornia, and Texas
certificated (common-earrier) trucks carried In 1929 °* approximately 5,378,000
tons of trafllc, These States, which have been so chosen as te avoid duplica-
tlons, are predominnntly agricultural in character. On the assumption that
certifiented carriers handle, in terms of tons and miles, 15 per cent of the
tota] truck traflic,* the total truck traffic of these States amounted to 35,853,000
tons in 1929, The population of these States in 1928 was 17.8 per cent of the
total population of thie country, Assoming that truck traffic Is proportionate to
populution, the total becomes 201,303,000 tons, equal to 142 per cent of the
revenue frelght tonnnge originated by all steam railroads in 1929, The aver-
age haul of truck traffic is probably In the vicinity of 100 miles, or approxi-
mately 32 per cent of the averiage haul of stenm railroads treated as & syster.
Therefore, in ton-miles, truck traflie in 1029 was 32 per cent of 14.2 per cent,
or pructically 4.5 per cent of rall traffic® As the railronds in 1929 carried
three-fourths of all inland traffic, the proportion of the total carried by trucks
was nbout 3.4 per cent.

Using the higher estimnte derived above, omitting nonrevenue railroad
freight, and continulng the estlinates of the traflic of other carrlers menticned
at page 101, the following distribution of inland traffie in 1929 is obiained:

Per cent

Steam ruailronds 72.9
Great Lakes _— 15.8
Pipe Hnes_ e 5.2
Intercity trucks____ - —— 42
Inland witerwiuy8eeem oo - 1.4
Electric rallways and alrplanes. oo 0.5
Totnl o cmemm e mmrrm————————— e —aam— 100. 0

While all forms of transportation have feit the effects of the business depres-
slon, known developments in the trucking fleld in the past two years indicate
that tlie percentnge of truck tratlic Is greater to-day than It was In 1629,

The percentuges of truck traitic given heretofore are In terms of volume.
In terms of revenue they would run from a third to a half higher,’ becoming
therefore ubout 8 per cent in terws of rait trafllc and about 6 per cent in terms

of all inland traflie.

(b) berwauon o! proportion of intersiate to total freight and passenger
highway iraffio

Any estimate of the ratlo of interstate to total highway traffic is necessarily
subject to qualltication, owing to the elements of judgment which must enter
lnto muking {t. A beginning may be made with respect to truck traflic by using
tho finding of the Burenu of Public Roads that in 11 western States in 1930
Interstate common-carrier trucks constituted 19.8 per cent of the totnl common-

*Year 1030 In case of TeXns. .
4 Usie of n lower ratlo than that Indlented at page 407 1s due to the lesser proportlon o

common-earrler operntlons o ngricultural than Io Industrial sectlons.

S An eatlmate aubmitted in the proceedings leading to our declslon in the Fiftcen Per
Oent Caae, 1081, ix parte No. 108, 178 I. C. C. 639, puts the volume of truck trafe in
1930 at fromr 16 to 20 billlon ton-miles, the equivalent of 3.0 to 6.2 per cent of rall
traffe, ]

* See pago 303,
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carrier trucks enumerated. The range in the indlvidunl States wns from 7 to
50 per cent, as follows:

Per cent Per cent
Nebraska _— 7 | Wasbington,! Wyomingeeeee——. 83
Oregon - —— - 14 | New Mex1¢Omoccccccmeemceeeee 40
Colorado—.. 17 | 1dANO - e cecemmem - 4
California_ 20 | Nevadn, Utall oo 50
ATIZODA e e 25

In using the average percentuge Indicnted above fur purposes of generallza-
tion, it is necessary to determine (1) whether the survey was representative
of actual conditions In the States covered; (2) how farp the proportien of
interstate tonnage varies with the class of truck (I. e, whether uscd in common
carrier, contract, or private gervice); (3) whether there is a difference In the
average loading of the trucks used in the three types of service; nnd (4) how
fur traffic conditions vary in the different secttons nf the country.

(1) How far did the trafiic checks used in thix aurvey represent actual condt
tiona in the States coveredf—The checks were made on the Federul-zid high-
ways and to a less extent on other important State highwaxs, None were made
on county and local roads. The percentage of intrustate traflic on the Intter
class of rond would be very much higher than on the more lmportant high-
ways. Therefore, in tertns of total traflic, the percentuge given above is
overstated, However, for the purpese of this analysis, less interest attaches
to local traffic and in any event thie great bulk of all traflic vecurs on the more
important State and Federal highways,

(2) Ia the proportion of intcrstate to total traffic the same in the caso of
contract and privale trucks as in the case of common-carrier truckar—The
only way of attacking this question is to resson from the relative average haul
of the three types of truck, on the assumption that the grenter the haul the
greater the percentage of interstate traflle, Clagsificution of operntions Was
by self-declaration and therefore is llkely in some cases to have been erroncously
made. Many so-called contract truckers are actually ‘engnged in common-
carrier operations and should be treated as such, 'Trucks used in bona flde
contract service probably have & less extensive range of operation than do

common-carrier trucks, though there are important exceptions. Private opera-

T A check on the figures of the Bureau of Publlc Roads is provided by dnta relating 0
certificated operators In Washington supplied from other sources. In 1020 about 28 Per
cent of all such operators were engnged in Interstate trnnsportation and one-slxth of the
trucks and one-fourth of the trallers were so used. The equlpment used in interstnt®
movementa 18 larger than average size, as 18 Indicated by the fuct. that from 1028 to
1920 the interstate tonnage carried by the sume operators avernged 40.7 per cent of the
total, belng 31.7 per cent In 1828, 1In terma of revenue, Interstate trafMe averaged a8.3
per cent of the total for the years 1928 to 1931, The higher percentage of revenue than
of tona reflects the greater average haul of Interstate traffic and the greater gelectlvity
of traffic as distance jocreases, The data cited support the Andlng of tho Bureau of
Public Roads.

In Colorado, on the other hnnd, judged by receipts from the ton-mile tax, the ratio of
interstate to total tonnage wos 2.8 per cent In 1929, a figure very much 10.; than the 17
per cent found by the Bureau of Publle Ronds. ‘The tolal would §uclude, however, 8l
local movements in the State, The tax I8 computed on the maximum capaclty of trucks,
and, as interstate trucks would tend to load mrore heavlly than intrastate trucks, owing
to the greater diatances Involved, the ratlo of Interatate to totnl tonnage would be bigher

than that indicated by the percentage shown. A roconclliation of the two figuros I8
probably possible.

182 1. C. C.
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tlons would genecrally be over shorter distances than the other two types.*
Bearing in mind that common-carrier trucks represented 16.4 per cent of the
truck usage of the highways of these States, contract trucks 19.5 per cent, and
private trucks &4.1 per cent,’ it I8 concluded thut in this respect the percentage
of Interstate to total truck movewents is somewhat less in the gggregate than
I8 Indicated by the 19.6 per cent shown above,

(3) What difference {8 there in the average loading of the three types of
truck —The contract truck engnged In Interstate traffic has the heaviest aver-
nge loading, followed by the common-carrier and the private truck. Again
bearing in mind the proportions of the different classes of truck, it is reasonable
to conclude that the fgure given above, 19.6 per cent, requires reduction,
though of moderate degree.

(4) How far are the results found in the 11 1western States typical of con-
ditiona in other sections of ithe countryf—The witness who presented the data
was not clear on this point. The States included in the survey were all of
nhove average size., The normal expectation that the smaller the State the
larger the percentuge of interstate tratlic is pot supported by the findings of
the survey. Some of the States, as Idahe, Nevada, and Utah, show high
rutios of interstute trafllc because of their small populations and their com-
mercinl dependence on neighboring States. California is largely self-con-
tauined, The fact that Washington has nearly double the percentage of inter-
state truflic of Oregon probably reflects in part the greater opportunities in
enstern Washington than in eastern Oregon for traflic interchange with bor-
derlng Stutes. There Is a very lurge volume of traflic exchanged between
the coust States by combined boat-truck movements, but the trucks so used
doubtless were classificd as Inirastate,

Muost of the great cities in the territory east of that embraced in the Bureau
of Publle Rouds' survey are oo or near State boundaries (New York, Phila-
delphia, Cleveland, Toledo, Detrolt, Chicago, Cincinnati, Loulsville, Memphis,
§t. Louls, Kunsas City, Omaln, and the Twin Cities), and wany other large
clties nre on or near the sea const, where junction of rail and motor trans-
portetlon is occurring in incrensing degree. Also, the averuge size of these
States Iy considernbly below that of the 11 western States. It is likely that
in oflicinl-classiticntlon territory the percentage of interstate tonnage runs
higher than in the West and that in the South and Southwest, including
movements to and from the ports, it runs sumewhere between the percentages

for the other two"
Bearing in mind the reductlons of the original 19.6 per cent indicated under

ltems 1, 2, nnd 3. nnd the increase required under item 4, it {3 concluded that
approximately 20 per ceat of the total truck trafiic of the country, expressed
In ton-mlles, is interstate traflic. The percentage of interstate traffic has in-

crensed constdernbly in the lnst few years and is still luereasing.  In reacll:ing
the foregoing conclusion tonnage moving by truck to or from ports has been

e Dbureau's testimony that 20,000,
s of common-carrler, contract, and

"Thiy pssumption ls apparently supported bY tl
10,000, nnd 5,000 are the respective annunl mileage
privately operated vehlcles.

! Page 407. ,

1 Random bits of information are that of the Norfolk Southerna loss tgnhet!fgthl;e?::;
to trucks, §4 per cont was to Interstate trucks; and that of th;; cer ct: a efgagvd
express operators who are members of the Massachusetts Club, 20.3 per cent a ;
In {nterstate operationa
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treated as interstate; purely local trufic (thut which would hnve moved by
wagon If trucks has not been nvailable} has been dlscegarded ; through ship
ments by rail and truck under forwarding company puspices hnve been trented
solely in terms of the originating or distributing truck haul; and traflic mov-
ing under interline arrangements between two or more truck operntors has
been considered to be in continuous movement.

All truck traffic s represented io the above percentage. It private trucks
with thelr shorter average hnuls are excluded, the pereentuge of {nterstate
to total truck traffic would rise to and possibly a little above 25 per cent.

The percentage last Indicated 18 confirmed by a review of the movements of
the principal items of truck traffic, some of which, as cottun and livestock,
probably run considerably higher in percentaze of totul movement that is io-
terstate, and some, as brick and cement, consilernbly lower. Less-thap-ear
load traffic probably runs nearly as hizh as the avernge shown.

Data supplled us by Clasa I railronds relatlve to trucking under raliroad
auspices may secm to disqualify the conclusions which have been reached.
Of the route-miles of rail operations on June 30, 1930, 140 per cent were
interstate, of the truck-miles 143 por cent, of the tons carried 7.3 per cent,
and of the revenue 12.7 per cent” However, a8 indicated elsewhere, a larse
part of the trucking under rail nuspices s in substitutlon for local trains of
in terminal services and in these respects is not representative of genernl
conditions.

The informatlon required in estimating the proportlon of interstate to total
common-carrler bus trafic is somewhnt more adequate than that which has
Just been revlewed. The Bureau of Public Roads survey used above Indicates
that In 1929 and 1930 some 36.8 per cent of the busses in the States surveyed

were engaged in interstate carrlage. The range 18 marked, as the following
figures show:

Per cent

. Per cent
California - 10.8 | New MexiCO-ommmo—oceceommme - 42.8
Nevada 25.2 | Utah -- 50.0
Oregon 28.4 | Arlzonn —____ U - 5.6
Colorndo 29.4 | WyomInge e ———oeeeemmmeemm 50.4
Nebraska . 34.8 | Idahoememooee . -- 6.7
‘Washington 41. 4

There doubtless is duplication between States in the ubove figures,

Class 1 railroads reported as of June 30, 1030, that 47 per cent of the route-
miles covered by their bus operntions were Interstnte, 28 per cent of the
bus-mlles, 155 per cent of the paBsengers carrled, and 261 per cent of the
passenger revenue.® These figures show that Interstate routes are relatively
lightly serviced by rall busses and that the pnssengers per bus are relatively
fewer than those carried per Introstate bus of all descriptions other than
intracity. Revenue per passenger I8, of course, higher, owlng to the greater
distances traveled, but undoubtedly is lower per pussenger-mile than intrg-
slate revenue except commutation. Density of Intrastnte traffic also tends to
pull down the percentage that Is tnterstnte, as witness California above,

Welghing the nbove fuctors and geographic conslderutions similar to those

previously mentloned, [t 8 concluded that from 20 to 26 per cent of the total
Intercity common carrler bua travel s Interstute,

' I
1
1;ln derlving these percentnges incomplete returns wore aliminated.

Only complete returns were used In those calculntions,
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(c) Estimate of the progortions of common-carrier, condract, and private
trucking

Much confuslon exists as to the proportions in which common-carrier, con-
tract, and private operations figure in the intercity transportation of freight.
This confusion will persist until there Is adequate reporting of truck opera-
tions or until official classification according to some accepted principle takes
the place of self-declarution of status. ,

The most comprehensive survey of this subject is that of the Bureau of
Pubtic Roads, which in 1929 and 1830, in cooperaticn with the respective
State highway departments, made traflic counts on the principal highways of
11 western States. Some 180,000 different trucks were inventoried, of which
835.8 per cent were stated to be privately operated, 8.7 per cent operated under
contract, and 5.5 per cent operated in common-carrier service. The accuracy
of the classification can not be tested but it is substantially certain that a con-
giderable portion of the so-called contract coperators were in reality common
carrlers operating without appropriate certificate or permit.” In any event, a
factor of correction must be applied for the relative use made of the highways
by the different classes of operator. The only basis for such correction is the
relative annunl milenge made by each type of truck, The bureau conserva-
tively estimntes that common-carrier trucks in these States average 20,000
miles per annum, contruct trucks 15,000 miles, and private trucks 5,000 miles.
The ratio Is 4:3:1. Weighting on this basis, common-carrier trucks aceount
for 16.4 per cent of the use of the highwnys in terms of truck mileage, contract
trucks for 19.5 per cent, and private trucks for (4.1 per cent. These per-
centages would retlect the relntive volume of traffic actually handled over the
highways only if the various types of truck carry equal loadings. The evi-
dence Indieates, however, that on outbound trips contract trucks lond most
heavily, followed by commop-earrier and private trucks. The relative amount
of back huuling which is achleved by the three classes of truck operator is not
known. Since data necessary for full correction are not available, it will be
conservatively estimated that nearly 20 per cent of the truck truffic, in terms
of ton-miles, is handled by common-carrier operators, 30 per cent by bona fide
contrnct operntors, and GO per cent by privately operated trucks. This con-
clusion probubly overstates the proportion of private trucking and understates

the proportion of coutract trucking.

4 When load and truck were owned by the same agency, it was classlfied 03 owner
operated. Trucka operating for hire over a fixed route, on regular schedule and at pub-
lished raten, were clussified as common carriers, Those operating essentlally as common
carrlers but not over fixed routes or upon fixed schedules, and those operating “nde; a
buullng ngreement with n fow agencles, were termed contract haulers. Rep';?soo ba
Survey of TrafMe on Federal-Ald Ilighway Systems of Eleven Western States, , by
the B > amta, page 20.

“El‘t:;m:u:;u: u:tllitl:l!::ltt‘tl oz Lthe basls of the rtatlo of common-carrier to all t;u;l;
regiatritions o 8 of the 11 States that common-cartier trucka used the hlghwny: th
tlmes ug much as the remaiulng trucks. This Gnding, while helpfu!, does not make the
desired weparntivn between contract and private operatlons.

182 LC. Q.
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APPENDIX C

Data relative to financial opcrations of independent motor-vchicle operators
oompiled from official rcports of ceriain Stales which publish statistios
reporiced to them by certifioaled motor-vchicle opcralors

i i Profitable operations | Oporations with dedclt

iTal;nl‘Whv_ﬁ,k_‘ -
Btata cartiers i .
report- .p Net opee- :
1 Fn?g hbu;'n- Investment : nlmlx + l;":‘ Investment Defcit
! 1 | {ocome | ;
! :
- T |
California: 3 ! ; |
BUS .t eoceemcmccemenmnaen ! lu \ 87 $6.108. 500  §I0. 5T B $1,08%4,000 li.mﬁg
TIUCK oo —mmeemmssommmmmen l%‘1 B, 235, 500 911,525 ' 7B zmu‘m? ml
Connecticut: ? : , 411
BUS- - oeeasecm e mmemen 7, W A Rm, 253 4200881 20 VTILE0 ™,
I Trlm‘ """""""""""""" mEEEAS s mPAEEE ARAS e ES . BebEe.———_s Memears vae—— —eenen smasmmaswe
OWAa:
" 25 L5, 118 l s rTe 18 1,133,278 110, 34
! B5S
FET I RO : 1L
425,766 10 1,758,100 72, 502
U125 380 cocion vecacccovsns s -
15 4

744,702 ¢
1,464, 700

872,25
2, a8

4,120
7,165

.......................... [ J— -a 600,538 | 14,540
TrOCK oo e | T V1, 149, 170 t 4187, 238 |

1 For year 1928, 4 Data not avallable.

3 For year 1929, s Noseparation between ** Profit” and * Deflclt* earrlers,
1 [ncomplete.

APPENDIX D

OCOXTROL OF COMPANIES COMPRISING GREYHOUND LINES BYBTEM AB OF MARO] 14, 1031

The Greyhound Lines system has been bullt up since 1927 largely through the
purchase of existing lines. The original unit was Safely Motor Couch Lines
of Michigzan. At the head of the system Is:

(1) Grevhound Corporation, 2 holding compuny. Its 620,000 shures of out-
standing common steck are largely held by the men whoe developed the system
and by Twin Citles and Duluth financlers. The Pennsylvanin Ruilroad, through
American Contract and Trust Company, holds 63,103 shares, the Chicago, Aurora
& Elgin Corporatlon 22400 shares, nud the Soulhern Pueifle Raflroad, through
Southern Pacific Land Company, holds 12,000 shinres.
stock outstunding,

(2) Eastern Greyvhound Lines, #5 per cent of whose stock 1s held by Grey-
hound Corporation, controls (3) Fastern Greyhound Lines of Michignn, (4)
Eastern Greyhound Lines of Ohlo, and (5) Enstern Greyhound Lines of New
York.

{6) Pennsylvanin Greyhound Lines, whose stock 1s owned equally by Grey-
hound Cerporation and Pennsylvanla Rallrond (through American Contract

1821.0. 0.
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& Trust Company), controls (7) Greyhonnd Lines of Indiana, (8) Pennsyl-
vania General Transit Company, and (9) Peoples Rapid Transit Company.
Operatlons of the Pennsylvania Greyhound Lines are conducted by the Grey-
hound organization. All lines in this group are in Pennsylvania Railroad
territory.

(10) Central Greyhound Lines, owned by Greyhound Corporation, operates
south from Detrolt, baviog taken over operations of Greyhound Lines of
Indiana not adjacent to Pennsylvania Railroad,

(11} Capital Greyhound Lines, owned Jointly by Greyhound Corporation
and Blue and Gray Transit Company, operates east from St. Louis through
Cincinoat to Washington, D. C,

(12} Richmond-Greyhound Lines, owned by Greyhound Corporation, 51 per
cent, and Richmond, Frederickshurg & Potomac Railrond 49 per cent, operates
between Washington, D. C., and Richmond,. Va.

{13) Illinuvis Greyhound Lines, owned by Greyhound Corporation, operates
between Chicago und St. Louis.

(14) Northland Greyhound Lines, 30 per cent of whose stock is held by
Greyhound Corporation, 30 per cent by Great Northern Railroud, and 40
per cent by Individuals, operates northwest from Chicago through Wisconsin
and Minnesotn,

(15) Plckwick-Greyhound Lines, controlled by Greyhound Corporation and
owned jJointly wlth Pickwick Corporation, operates west ¢f Chicago and south
of St. Louis.

(16) Southland Greybound Lines, Incorporated, of Texas, controlled by (17)
Southland QGrerhound Lines. Incorporated, of Delaware, in which Greyhound
Corperation has a large interest and Southern Pacific Railroad a 35.21 per cent
Interest, operates in the State of Texas.

(18) Pacific Greyhound Lines, whose stock is owned one-third by Greyhound
Corporation, one-third by Southern Pacifle Railroad, and the remainder by
Twin Cltles luterests, oprerates along the Pacific coast and Bast to Salt Lake
City and El Paso.

{19) Canadian Greybound Lines, controlled within Canada with remainder
of stock held by Greyhound Corporation, operates between Detroit and Buffalo
through Ontarlie, Cunada,

South of Richmond, Va., Washington, D. C.,, and Covington and Louisville,
Ky., traflic of Greyhound Lines is handled through connecting compuanies, among
them Camel City Coach Lines of Winston-Salem, N. C., Blue and Grey Trausit
Compuny of Charleston, W. Va, and Consolidated Coach Corporation of
Lexington, Ky.

Greyhound Manngement Company, whose 500 shares of common stock are
owned by Greyhound Corporatlon, acts in rn auditing, traflic, advertising, and
malntenance capacity and attends to legal and safety work. Its activities are
Umited to the lines east of the Mlssissippl River.

1821.C.0Q,
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APPENDIX E

Investment, operating revenues and operating expenses, and net roliway operad-
. ing income, Class I Railroads, 1921-1931, stated in thowsands

Investment
in rosd sand

equipment| Freiaht | Puseoger | Operatiog Operatlng [etTSEMY

book vyanue ravanus arsouss VYL T m
wvalug)

.01, 777 | 81,151,771 | 88,314, 508 | §4, 542, &8 So00, 97

LWL LOGLIR] 534,08 | 441453 160, 16

400670 | 1,145 ov0 | & 29 580 | 4903 107 901, 058

2, o355 | Lorsaw | A9l eee | & MG, S 73,59

22, 543, La6ei6 | N0sa s | &122810) 440|112, 08

3, 20, L0 | LoiLse]| Sz ew! Lem 3| 1m0

7. TH, 4,631 231 OTU BN | €136,300 | 45741781 1,000,988

M, 250, 4,650, 458 0L09] a8 qézmoes | LITABS

wevos| waniel sius| ervin) Lad) Moogy

L. Zk, H

Year 100k ... [0} INZEH0 | TASL 060 |34 iSA 505 (TR A, TN | P8I

:
5
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§
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APPENDIX F

SUMMARY OF BTATE REGULATION OF OOMMON AND CONTRAOT CARRIERS BY MOTOR
VEOICLE

‘ A survey of the statutes of the 48 States (excepting Delaware, which has
no regulatory body nor regulntory met dealing with cuarriers) reveals that 47
States and the District of Columbis have lawa regulating the operation of
motor vehicles as common carriers of passengers, 80 States and tbe District of
Columbla have laws regulating the operation of common earriers of propery
and 34 Btates beve enacted laws dealing with the operation of contract carriers.
Concerning this last group, 23 States have laws dealing with the operation of
contract carrlers which are in effect, 4 States have made attempts which have
been declared invalld by the courts chiefly because of an attempt to subject the
contract carrier to the same type of regulation applicnble to the commen carrier,
and 7 States have laws which, though not yet nttacked in the courts, seem to
fall into the same errors as the other voided legislation,

The following table shows separately the name of the State, the date of the
first law regulating motor carriers, the date of the present law, and the classes
of common carriers regulated (i, €., whether pnssenger or property, or both, and

whether over regular or {rregular voutes, or both) ; and a brief résumé of the
extent of regulation over the contract carrier:

i

First| Prea-

Btate law § t | Olasscs of cornmon | Remar or private
lawin) ent | SO i hntoromlntlonoloonmot' pri

N

Alsbama.......... 1027 1 1927 | Pamsongor, perty, | ection 11 provides any motar vehlols operating

Over fegular or ith ot
2egulsT routes, over regular route ln competition wi

00mmon carriet mny be required to GPPWB';
cortificate nnd subjocted to regulstion. B®

8mith v. State, 120 Bou. 471 (1028).

Arions. cennnnnen 1919 | 198 ... L LSRN Becl.lnnl:.ﬂ roquiires op‘:ivnl.lo(onrr,lornl& 0‘3‘“’

. ATKADSSS.cevnrrrs| 1007 | 1009 |oco O A R 0 o W remory motor vebiclo
carrler” hut Hiate oourt helrg It

applies ﬂng
to common cofriers, Jonss v, Fearguich

B, W, (2d) 98 (1028),
1821.0.C.
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First | Pres-
Btate o ln‘ ent | Classes of common | Remarks as to regulation of contract or private
act | law | Carriors regulated garrer
L]
<California, 1817 | 1930 | Passenger, property, | Earlier act ap, to private carrle nstroed
S 18 co

' regalar routo only. | to force thcgllyt.lo cogie common carriers and
g%ld “g"“,‘?.;‘ﬁ%g‘;m- Froptv. R. R. Comm.

Colorado.enn...| 1015 | 1928 | Passenger, perl'ﬁ.' Rule 1 (a) G. 0, 39 (1928) of Colorado Publo
OVEr regular or Utllitics Comm. holds act applies to all “who
regular routes, i?i “m’;h calTy of hold themselves by

. Veni!il] msa L1 .

Connecticut.......| 1921 | 1027 | Passenger, over regu- E or othe
lar route only.

gﬂ:ﬂ of Colum- | 1013 1013 | P r !

ct um- | ¥ 1 assenger, property. | ‘*Common carrier” as used in this act, £ra]
bia, . over regular or Ir- | 2 section 8, 37 Stat. $74, construed P:'Em‘;'f
regular routes, Harlan, 20 F, (3) 271 ot to include a for-hiry
car where owner made individual contracts
: : for its use, citing Terminal Cub Co. v. D, C,
4170, 8, 252,

Florida. o oo ......| 1520 | 1631 Passanger, property, | Regulation of contract carriers held unconstita-
QVET e Toutes opal for (1) failura to separate sections appill-
only. cable to comtnon and contract carriers and (2)

discriminatery in relieving carriers of agricul-
. tural products from scheine of regulation.
Swmith v. Cahoon, 283 U, §, 553 (1031).

Qeorgln, .........| 1920 | 1031 | Passenger, property, ] State and Federal courts havo divided on whe-
over regular or ther the provision reguzlating contract carrlers
regular routes. is anconstitutionsl, a. P. U. Com. v. Saye,
, 154 8. E, 439,508 (1931), held regulation walid,

Mecintyre v, Harriron, 157 5. E. 449 held re-
gulation Invelid by 3-to-2 decislon, one Judge
not participating In judgment but dissenting
. in opinion. Federal courts have held act re-
rl og private carrier to get certificate of pube
lic convenlence and necessity is valid, Joka-
gon v, Perry, 47 Fed. (24) 800, 902 (1931); So.
Afotor Waps v. Perry, 39 Fed. (2d) 145 (1031), -
1dahOane e eurenes-| 1025 | 1920 | Passenger, property, | Contract earriers over regular routes, Smallood
over regular routes v. Jester, 244 Prc. 148 (1926); Senper v, Lukens
only, 26 Fed. (2d) 855 (1027). : 'l
llinols......e.aaao) 1921 | 1024 | Passenger, ?ropert , | Section 55 (a) dofines common carrfer as one *“in-
over regulsr or discriminately accepting and discharging such
reguler routes, persons (freight) as way be offered.”
Indinns.meeaseae,| 1028 [ 1925 |eoaentOmmnemmamamae e Contract carricrs are specifically exempt from
regulation but a subsequent provizion declares
to be common carriers all motor vehicler trans-
porting persons or property for a railroad.
10WE,.eeceneneen| 1023 | 1020 | Passenger over regus { Chapter 120 provides that contract carriors must
lar routes only, el & permit but are not required to show pub-
§ proparty over regu- lo convenience and necessity and subjects
ular or uremﬂlr t‘l}l;:il to all rogulations except as o rates and
routes, service, i

Kanss............| 1925 |'1031 | Passenger, property, | Chap. 236 (1031), scetion 5, provides commisdon
over roules vested with power to license, supervise, end
only. regulato contract carrier, to prescribe aceount-

ing and require reporis. Louis v. Boynlon, 53
F (2) 471, beld a tax on gross ton mileage valld
. and as to contract carriers said: “Section b
undertakes to vest tho public service commis-
sion with broad powers and duties with respect
to the reguiation of the several carriers deflned
in section 1. 1t may be that contract carriers
’ and private carriers are not subject to regula-
tion to the full extent provided by the section,
a3 for cxample, regulations as to servico, How-
ever, the rogulations * * * have not yet
been promulgated. Plaintiffs can not com-
X Inin “natil regulaticns * * * invalidate
' Phelr constitutional rights.”  Continental
Baking Co. v. Woodring, 55 F (2) 847 beld not
volid n3 to attacks on Interstate private care
riers (3-to-1 docision). Rogarding regulation
. court eafd: “As far as privatae carriors are con-
cernod this pawer is limited to such reguiations
. as will protect other travelers and shippers on
‘ . the highways." ¢

Kentucky.........[ 1024 | 1630 | Passenger, over regu- broad encugh to éover contract car-
lar or lrre riers, L
routed.

Louisiana,........| 1030 | 1026 | Possenger, property,
ovor regular or i«
regular routea. |

182La.C.

1

L3




412 INTERSTATE COMMERCE COMMISSION REPORTS

First | Pros-
Classs of common | Remarks as to regulaticn of contract or private
Btate win| ent
eﬂ«:‘ law carTiers reguisted oarrier

Malns..._......_| 1971 | 1023 | Passenger, over requ- | Chapter 911 glems furisdiction to eommimion
lar routes only. “over e person * * * operating any
motor yehicle * * *  for the carrying of per-
sons for hire ™

Maryland. ........| 1018 | 1927 | Passenger, mpcn& Section 258 wrats letion over *‘each owner
. OVET reguiar or of & motor yehicle used {0 the publie (ranspot-
reguiar routes, tatlon of imerchandise of freight™ (sec. 251 “of

passengers for hire”). Comstrued (n Rutledp
Y. Haughman, 138 Atlantic 39; & A, L. R. 104
Q19I7) to apply to contract enrriers.  Held that
the cotnmision may delrrmine that pablle con-
venience and Decrssity doce Dol Feqline
Massachusetts.....[ 1019 | 161 | Passenger, over pegn. | 00 0 9057 premistion to contract carmiet.
far or irregular
when pehied oy
T ¥y
rallrond

a scts
1331,  chap, (ID.

see. 3AY,
Michigan._..... 1922 | 1821 | Passenger, r
oeene s ¥, | The earlier act appiying 1o contrart carrlers wig
over retu.mmr:nu held unmmuwpgn,:;{al in Dute v. P, U. o=,
oaly, >4 U. B, 570. The 131 sct, chapler N1, T8
quires privale or contract carriers by o

ohtain permits from and conform to (he rules
and repulations of the commimion. Fedrral
court beld regulation of contract carrier valid
in Opden & AMofctt Co. v. Com., 8 U, B, Dally
2014 (11~4-31) as & rrgulation of the highways,
with & substiantin} classiication belwren 0™
mon snd prirale cammiers. On appesl to U. 8.
Buprome Court, 131 term, docketed No. 37

Contract carriers subjoct to onmplote regulation of
Eﬂ‘ltl‘\‘?la, mics, servico, scoountlog,
X .
Chapter tM, nectinn 1 (h), divides the earriersinto
three cinsses and sublects the coniracl cartier Lo
reguistion. Regulation held valld by Bd. @
Ky, Com_'of Afontana In Dockets 1101 and 1104
decldod Oclaber 8, i3, 6 U. 8. Dail 1673
go;:t-sin' L‘enlnmlal of mrlu!vnnlle'nee
______ ain private carrier applicants.
1927 | 1961 | Pomenger and bag- | Act of 1927 (1. K. %) declares that AnY person of
s OVer regular | eorporation engaged In the busincss of carrying
routles, or transporting persons and baggage for hire
over any publlo sireets beiween fized tor
minals is s motor transportation company an
Nevads...........| 1923 | 1925 | Pasenger, {3 declarad to be = cominon carrier.

over rmmp:‘z:

New Hampenire..| 1959 | 1928 Pmnlfuf"ﬂ:'rm-

Nemdior.| || 8 .
aw 00 ... 1920 | 1271 | Pan -
Il Pasenger, froperty, | Act 1631, chapter 52, TT. B, 205, sectlons 1 and

or - 08 ONRAF
el Provlde for the licensing of all porso

. the Lransportation of persons or property (07
Noew York__._.__.. 1016 | 19730 ot ‘.

4]
North Carolina___| 928 | 1029 LA . S hiro under cantrut.
' . oot em e rnacecnd] Act of 1027, section 1 (K), * Traospotting porsond
or property for compensation” [s subl wtiw
, Togulation, Boction 2 excopts “casunl tripd
. under contract” but prohibits contract carviers
from pioking up ndd)
, on return *giher than that includod on orig
- "3 tripe.
7eee@0s........| Act of 1051, chapter 188, section 1 (d) and (d-1)
applios only to commob carriors deflned ns any
. company *'which offors to tho puhlio Lo oarr
L+ 1 PrTe——— TR T Y persons and/or proporty for compunsation.
sueremeanseacns| Aot of 1020, Nections 614 {84), provides mator
m"lﬂlm{:-ntion company glhogdlinau.hlgf overy
rparation ongaged io the busin
Oklahoma,........| 1923 | 1029 I, . Dﬂﬂ-ln# persons of property for hire,” ot
e -enscmenavea.] A classification [s sot up which Includes oonm“
cerrlers. Harbour v, Waiker, 250 Pac. 052:"“
A. L, R. 1040 (1077) decided under an car
- net held s private oarrior came within the pro
vislons of tho earlior act and ls subjeot to 00R
frol and rogulation,
1821.0.0
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T
I
State lﬂ."ﬁ, l:’::'! Classas of common | Ramarks as to regniation of contract or private
carriers regulated carrler
Toct [ law f
l |

[0 .7 T 1925 | 1029 | Passenger, property, | G. L. 1029, chapter 384, vests Jurisdiction over
rcsntxlur or lrregular contract carriers but does not regulate them.
routes,

Pennsylvanla..... 1914 | 1820 | Passenger, property, | P. L. 005, No. 403, sectlon 102, and P. L. 1647, No.
overlarvml “ll(-‘Sor - 5!::. sectilgn[ 1, pr(n:]l]des for reglstration only bt
regitlar routes, not regulation o roperty i

Rhodo Island____. 1022 1923 f Pazsenger, tegular ¢ property carriers.

| _ routes anly.

South Carolina,...| 1025 | 1930 | Passenger, property, | Aet No. 170, amended In 1930, requires ceriificates
over regllar or for contraet carriers and section 4 requires that
regular routes, they file groposcd rates,

South Dakota.....! 1925 [ 1031 1, ... 11 [ Act 1931, chapter 224, sectfons 1() and 2(a}, pro-

| | vide that contract carrlers must be registered,

Tennessee......... 1029 | 1029 ... [ [ ! Act 1929, chapter 58, sectfon 1, extends full regus

| Iatlon over contiact carrlers.

TaEad. veeenrrnnen 1927 | 1631 ..... {11 SR Act 1931 extends co:tg:lele regulation over con-

© tract carrfers. Held valid by Federn! court
poA&D in Stephenson v. Binford, 53 F. (2) 509.
L0) 7 S 017 | 1927 ... [ {1 TR + Act 1977, section 1, provides a certificnte must be
] + obtained before transporting for compensation
by contract or otherwise.
Vermont _......... 1019 | 1025  Passenger, property, '
l ov;‘r regular routes |
only.
Virginla oo eee....- 1923 | 1930 ; Passenpger, property, . Chapter 419, sections 1, 2, 3, provide that any
. over regular  or person transporting *for compensation® is
{rregular routes. ‘deemed to he a common carrler'’ and "' must

obtain a certifieats.”
Washlngton....... 1621 | 1920 | Passenger, property, + Comp. Stat. {(Remington, 1022), £63§7, as
over regular routes | smended, 1927, §6390, {s slightly ambiguous,
only. . but held to apply only lo common carriers.
i Big Bend Aulo Freight v. Ogers, 269 Pac. 503

| {Wnsh. 1928).,

Woest Virginta.._.. 1921 | 1631 | Passenger, ?rnportiy. | Act of 1931 scems to cover contract carriers but in
over fepttiar or fr- T Buckland v. Stale Road Com., 6 U. 8. Dally 1573
regular routes. (10-17-31), Federal 3-judge ecourt held the
] statute doecs not require a certifleato of publie
convenience and necesslty of privato carriers;
that if there ls amblpulty the same must be
aecorded n constitutional construction; and
that if the stattte 13 interpreted to requloo cer-
'+ tificate of private carriers, complainants are not
. lhrenu‘nm;‘ with an Injury on account of this
i unconstitetlona] provision, because officlals
of the State prior to institution of suit notified
them that nosuch certificato would be required.

Wisconsin,........ 1915 | 1030 | Passenger, property, !
av;'r regitlor routes
only.

Wyoming.........! 1025 | 1931 | Passenger, property, ! Act 1931, chapter 183, section 1, div. 3, seetfons 14,
over mm:?nr or ir- [ provide that contract carrlers must obtaln an
regulor reutos. ... { anpual! permit.

APPENDIX G
FINANCING THE UIGIIWAYS '

Before the present peried of extensive highway imprevement, the funds used
for rond construction and maintenance were largely provided by thé general
Property tax, directly or through contributions from this tax to funds required
to meet Interest and nmortlzation charges on highway bonds. To finance
expendltures of the magnitude known to-day, reliance has been increasingly
blaced on specinl taxes and fees paid by operators of motor vehicles, though
the property tax, supplemented in some States by other general taxes, continues
of Importance, and Federal aid hus been added as a Iarge source of highway
revenue,

It 1s urged by certaln parties to this proceeding that the whole cost of pro-
viding highway facllitles should fall on and be equitably distributed among the

Tho discussion !n this appendix 1s by C. B, Morgan, economist, Burenu of Statlstics.
1821.0.Q,
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users of the highways and that such a result can be achieved only by large
{ncreases in the payments made by those who use the highways for business
purposes. It !s further urged that those who use the highwanys for buslness
purposes should pay a rental for the user value enjoyed and that highway
carriers do not but should contribute equally with the railroads to the general
expenses of Government. The raflroads urge that they are and always have
been among the country's largest taxpayers and that much of the money paid
by them as taxes has found its way loto rurnl highways They stress the fact
that in return for the taxes they pay they receive only the right to do business
and general Government protection, and that even this protectior has to be
supplemented by private expenditures. It Is, fn fact, urged that the principal
and even controlling advantage of their highwny competitors lies in thelr use
of a publicly provided right of way. More specifically, the rulironds state that
in 1929 they paid nearly $400,000,000 in taxes or 0.31 cents of each dollar of
revenue to secure Governmeht protection nnd the right to do business, and
approximately 25 cents of each dollar of revente In providing and muintaining
their right of way, while carrlers by highway secure like benefits® In return
for only $250,000,000 of taxes, or 7 to 8 cents of ench dollur of thelr revenue.

On the other hand, usera of the highways are generally of the view that
their taxes are ndequate and some feel that they are cxcesslve.

The issues stated present questions of both policy and fact. The former fall
outside the limits of this discussion, which I8 almed at stating the exsentinl
facts developed of record. These facts may be surveyed in three stuges.

QUESTIONS OF FACT—FIRBT OR GENERAL STAGE, DEVFLOPMENT AND EXTENT OF HiGH-
WAY BYSBTEMS

In this first stage of the Inquiry the facts required relate essentially to the
development and present extent of our hichway systems and, In a general
way, to the means used In procuring these facilities, For most purposes, the
period covered will be that since 1021, It shiould be recognized, however, that
parts of our present highways are of considerable age and that a very large
part are bullt on earlier ones, making use of gruding, cuts, illg, and materials
in substructures. This survey of the facts will embrace county and local roads
(of which there were 2,710,000 miles in 1020) us well as State highways (315,000
miles in 1929).* To conflne the analysis to the latter would result in an
incomplete picture of the present situation.

Development of highway systems—The following tuble* traces the develop-
ment of rural highways us a whele in the past quarter of u century :

N

*1t 18 further urged that highway operations for hire put the Government to added
expenditures for purposes of protectien,

' State rouds are those hipghways designnted by the Htntes as moking up thelr Btate
highway eystems and Include Federal-ald highways. Rural highways are all publle bigh-
wayn lylng outside the limits of incorporuted communlitles.

§ All tables are taken or odnpted from publieptlons of Hureau of Publle Roadsi, Uunited
ftates Department of Agriculture.

1821.C.0.



COORDINATION OF MOTOR TRANSPORTATION 415

Tante L—Rural hightoay milcage, 1904-1930

1
I High-type High-t
Total | Surfaced ' Stctacnh r Surfaced | R0-S5De
2, 151,370 151, 530 144 J' 1925, - 521, 260 78, 342
2, 199, 45 100. 476 T2 || 1926, 550, 064 82, 087
2, 445, 71 257, 201 14, 442 588, 721 01, 635
2, 041, 204 387, T 35, 874 626, 137 102, 559
2, 060, K00 410,000 |aoueeenaooe | 662, 435 112, 454
2, 995, 727 439, 341 5.7 1700, 000 1128, 000
3, 004, 411 471, 668 63,707 [
! [ncludes bituminous macadam by penctration, and higher types. * Estimated.

Total milenge increased about 41 per cent from 1904 to 1930, the incrense
belng greatest, 43,884 miles per year, from 1904 to 1921, compared with 8,200
miles per year thereafter. The mlleage surfaced increased 356 per cent in
this qunrter of a century, and that highly surfaced Increased from practically
nothdng tn 1%4 to ubout 128,000 miles in 1930, The surfaced highways
fncreused 234,230 miles, or 152,68 per cent, from 1904 to 1921, and 312,240 miles,
or 805 per cent, from 1921 to 1930. Highly surfaced highways increased
85,730 mtles in the earller period and about 93,000 miles in the latter. The
surfaced milenge is nhout 63 per cent more than the mileage of tracks of
every description, including some duplications, used by all railroads in 1929,

The above Information is general. The following table shows the type of
highway in service In 1929 and a comparison with 1921,

Tapix IL.—AMilcage of State, county, and local roads, 1921 and 1929, by type

1 1621 - 1929
Tyre County and County and
State Tocal Total State local Total

Burfacnd:
Sand clay, top sol! 8, 622 8,07 63,330 | 15,442 75, A7 90, 959
Cravel, chort, ete. .. 36, 454 183, 441 109, 890 97,833 202,463 390, 301
Waterbound macada 16, 078 60, 367 77,345 16, 031 43, 760 63, 691
IMiumlinous macadam. - §, 749 3,515 10, 284 14,043 16, 682 30,735
Shueet naphnlt. ..o iaeinuns 396 1,205 1, 601 1,488 1, 539 3,037
Ituminous conereto. oo v oeenn. 2, 444 2,534 4,078 5, 722 4,057 9,79
Portinnd coment concrelo. ... 10,114 5,497 15,611 50, 584 13, 254 83, 838
Briek and blocK. - co o ccccicauen 2, 089 1,331 3 :i20 3, 268 1,799 5, D85
MIseollaneous. e crecnnemaamns 1,008 10, 205 15,303 |aree oo c]emcm s ecn sl aamammmaras
84,858 302, 602 387,760 ; 208,324 454,111 662, 433
NOnSU 00 . o eeeeeee e reaeee e 1124,384 | 2,420,150 | 2,553,634 {1105,612 (12,255,086 | 2,361,798
Total .. eeemanecenrarnnanan- 200,242 | 2,732,052 | 2,841,204 | 314,136 | 2,710,007 [ 3,024,233

¢ Including 21,421 miles improved to grade. 1 Including 28,553 miles iImproved to grade.

The milenge of State highways incrensed about 50 per cent from 1021 to 1929.
A third of the mileage of such highways in the latter year was unsurfaced and
more than another third was surfaced only with sand clay, top soii, gravel,
chert, ete. Ronds having such surfacing increased 151 per cent from 1921 to
1829 and those unsurfuced decrensed 18 per cent. Of the total State highway
mlleage in 1928 less than one-sixth was Portland cement concrete, However,
such gurfneing Increased $00 per cent in the perlod.

The milenge in county and locnl roads declined slightly from 1021 to 1529,
representing in the latter year 80 per cent of the total compared with 93 per
cent In the former year. Of such roads ounly 11.1 per cent were surfaced in
1921 ang 108 per cent In 1929, and, of the surfaced milenge in 1928, 81 per
_cent couslsted of the two lowest types of surfacing, approximately 11 per cent

1521. 0. 0. .
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of water-bound macadam, and less than 3 per cent of Portinnd cement concrete.
The last type increased 141 per cent in the period, bituminous mneadam in-
creased 375 per cent, water-bound mucudnm mileage fell nearly 20 per cent, and
surfacing of the two lowest types Increased G) per cent.

This inventory of highway facllities 1s still in very general terms.  Definitive
answers to the questions comsidered presently require that the highways of
given States and their subdivisions be indlvidunily catalogued as to axe, dimen-
sions, and cost for purposes of comparison with the respective methods of
finuncing observed.

Cost and present annual carrying charges of highiway syastems.—Next there I8
need for knowing the carrying charges which these highways represcnot, The
total investment in highways to date could be determined unly In the torm of
estimates and at best such & figure could not help much {n answering questions
now faced® The outlay for new construction from 1521 to 1930 was approxl-
mately $6,227,000,000. For the single yeur 1029, disbursements for construction,
maintenance, and other purposes totaled $1,718,200,000, or $1,444,670,000 If dls-
bursements to retire bonds and certain transfers of funds are excluded, as shown
in the accompanyipng table.

TAmzE II1.—8tate, county, and local roed and bdridge disbursements, 1929

Item Siats Coul?:gl and Total

CODSUCHOIL. « oo e e oo e e ee oo em emmeme 7 401,000 | $2%, 882,000 | 813, 0KY, 000
Maintenance. ... oo, % ug: 000 | 433, 534, 000
Equipinent, materfal, 8te. . oo coooeeeeocccecencnneeeeeeanna| 18,057,000 |, ..o-- 18, 057, 000
Miscellaneous - oeros ) V49, 54, 000 54, 480, 000
Interest on bonds. ... g8, 757,000 | 124,112,000
otal ... £70, 000
Retirement of bonds_ L ﬁ;, 417, 000
Translers to countles 45,791,000
Other obligations assumed. . 27, 433, 000
‘Transfers to Etates 56, B30, 000
010, 485, 000 i 807, 715,000 | 1,718, 200, 000

1 Miscellaneous and overhead.

The true cost attaching to the use of highways in nny yeur Is not mensured
by that year's expenditures, but by that part of the Intercst, nmortization, main-
tenance, and general expenses attributuble to that period in comparison Wwith
preceding and succeeding ones, An exhibit of record purtlally meets the requliré
ments of this more accurate type of analysls. It pluces the annual carrylng

5 Using figures suppled by the Bureau of Public Roads, the Federn] Trade Commission
in ts report entitled * Nnllonal Wealth and Income” (1p28) placed a vnlue of 850
milifon dollars on the lands used for rurnl highway purposes in 1022, This value Wwad
estimnted by pricing the nreas used for highways at going farm-apd values, To this
pum wns added an cstimate of the value of improvements, $0,000,000,000, found bY
applylug average prevailing cost figures to the vnrious types of road then in uwe. THO
total, $6,A560,000,000, I8 enld to represent an undervaluntlon of the property In question.
It Is to be particularly noted that this figure does not reflect the cost of these highwnys.
An exhibit of record attempts to bring this cstimate down to dnte by ndding thercto
$5,800,000,000 a8 the coet of ** the nnnoal addltions siuce that time in the form of new
conutruction,” A * present investment ™ in rural highweys of more than $12,600,000,000
is thereby derlved, It Is not clear how far deductlons for deprecintion, chnnges in cost
from period to perlod, and the {nctusion of omitted ftemn would modify this fgure. This
exhibit nlso places the investment in public and private guragesn nnd bus terminals at
$4,000,000,000 and that In 26,600,000 motor vehiclen nt $200 per vehicle nt ;7,050.000.000
fn 1020, The grand toin] ja about 25 bitllon dollare or approximately the sume 08 the
book value of all rallrond property on Decemnber 81, 1020, In large part, however, this
figure represents {nvestment in tacilitivs used for plensure purposes,
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charges of State highways In 1920 at $433,836,739, conslsting of amortization
(on a 15-yenr life for superstructures and 100-year life for grading, drainage,
ete.) of $4,005,445,000 of State highway investment made in the years 1915-
1629, $191,361,020; Interest payments during the year on State highway bonds,
$45,834,531 ; nmortization of and interest on expenditures for equipment and
machinery, $18,056,509; and maintenance and miscellaneous, $178,584,679. This
analysis 1s not conclusive, however. It represents a combination of straight
amortization charges nnd current outlays; it Is confined to State highways, and
It excludes interest charges on Federal-aid expenditures and on eapital expendi-
tures made from motor vehicle fees and gasoline taxes,

flow 1924 and 1929 ouflays were financed.—However, to indicate in a general
wuy how highway expenditures are being fluanced and the changes which have
occurred in recent years, the following table is introduced. All funds, inclading
those used for the purpose of paying interest on and principal of highway bonds,
are Inecluded.*

TABLE 1V.—Sources of funds for State, county, and locst roads, 1921 and 1929,
not ncluding balances at beginning of year (all amounts in thousands)

Statercads | County and local Total
{tom roads
No. Bource
Ametint |Fercent| Amount |Percent{ Amount gen';
Year 15921
1 | General taxatlon and appropriations_. __| $45, 262 11.2 | §347,633 4.7 02, 595 3.2
2| Hond ISSUCS, e varveeeammemrraenncn 113, 304 27.0 | 322,614 3.4 435, 018 37.9
8| Motor cohlelofoea Voo 101, 204 5.0 17,738 24 118, 642 10.3
4 | Gusolige tax receiptad. . ..o ... 354 .8 320 .1 3
& | Federul-aid and forest funds. ooeeeooo .. 5
&4 | Transtery by countles:
Funds raised by boand Issues..__....
Fundsruised by county property tax.
DL £ P
7 Tronsfers by States .o ooooooaooo..
8 | Not allocnted a8 to source, and miseelln.
DOOUN. ... cceemmmmmcnmmrmrmr e rmmaanas 38, 510 0.5 55, 179 7.4 93, 680 82
TOB).eocoeccccmccmemeeemeaannas 405,642 | 100.0 | 743,795 100.0 | 1,149,437 | 100.0
Year 1529 ,
1 | Qeneral taxatlon and appropriations_...| 71,737 7.4 | 480,171 6.7 560, 508 320
2| Bond 153009, vivnicemmenraeemcnmrmcmma 16.8 | 110,635 140 271,864 158
3 | Mator vehicle feea b, =0 51, 886 6.0 320, 670 18.9
4 | Gasoling tax receipist 2.0 70, 403 8.9 357, 751 2. 4
& | Federnl-ndd and forest tunds. ... 7,673 5 I (S 073 i4
G | Transfers by enuntios:
Funds rafred by bond 185108, oo oo |eeeeccsaca]|omimcc oo cmtanm o fmcmmmmma e mcm e ci e n et caae
Funds ralsed by county DLoperty tax. v vceenemfommmecan|macccnnae e fm e e [r i dm e fr e
Totnleneeanan 85,9017 4.9
7 | Transfers by States._.. 31,718 31,715 1.8
8 | Not ullucated ns tu sou
..... 30, 220 4.6 36, 229 21
061,807 | 100.0 | 700,120 | 100.0( 1,751,036 | 100.0

1 Dores not represent gross receipts, which in 1920 were $770,155,062.  Deductlon of collection costs leaves
about $750,000,000, of which $687,000,000 was approprinted for State and county reads as indicated above and
the remninder used to meet payments on State and county road bonds and for miscollancous purposes, In-
cluding the Improvement of clty streets and tho ronstruction of public bulldings.

1 Forest rond funds,

¥ Less than one-tenth of 1 per cent.

¢ Includes miscellanrous.

¢ Loglcally, only revenues required to retire bonds should be included as revenues, for
the proceeds of bond issues are not lncome.
1821, C. O,



418 INTERSTATE COMMERCE COMMISSION REPORTS

In 1021, 238 per cent of the funds ralsed for State highway purposcs came
from special charges against motor vehlcles. The gasoline tax at thot tima
was of negligible importance. Including bond lssues, Federul aid, and trans-
fers from counties, 647 per cent of the funds (sum of items 1, 2,5, 6 and 7)
were raised from general sources, including Federal soutces. LAn unascertuined
item (No. 8) constitutes 9.5 per cent of the total. In the same year 9.1 per
cent of the current revenues for county and local ronds were similurly derived
from general sources, 2.5 per cent from special charges aguinst motor vehicles,
and 7.4 per cent from undetermined sources. Of all funds used for rural road
purposes in 1921, 81.2 per cent came from gencral sources, 10.6 per cent from
special charges against motor vehicles, and 82 per cent from undetermined
sources,

Of the funds becoming available for State highways in 1929, 5S.8 per cent
came from charges against motor vehlcles or from gasvline tax recvipts {items
2 snd 4), 32.3 per cent from general tuxation, bonds ', und Federal ald (items
1, 2, and 3), and 8.9 per cent by transfers rom counties and from miscellaneous
gources (item 6), Of the funds ralsed for county and local bighway purposes,
15.5 per cent came from charges against motor vehicles and the gasoline taX,
75.9 per cent from general taxntion and honds (items 1 and 2), and 8.0 per
cent' from miscellaneous or undetermined sources (items 7 and 8). Of the
totul revenue raised in that year for rural highways, 303 per cent came from
motor-vehlcle fees and the gasoline tax, 61.9 per cent from general taxation,
bonds, and Federal aid (items 1, 2, and 5}, and 8.8 per cent from miscellnncoad
or undetermined sources (items 6, 7, and 8).

It fs true that motor vehicles, garages, statlons, ete, contribute to or are
subject to the geoeral property tux® and that highway operators for hire are
subjJect to State and Federal business or Income taxes. It s nlse true that there
is n tendency, as yet of minor proportlens, to use funds collected from the
gasoline tax for purposes other than the construction and malntennnce of rural
roads.” The diverslons to other than highway purposes are, however, offset and
probably more than offset by amounts ralsed from general sonrces inseparably
dncluded ir items 8, 7, and 8 above. It is therefore reasonuble to conclude that
in 1929 direct charges agninst owners and users of motor vehlcles contributed
:.bout 75 per cent of the funds currently ralsed for State-highwny purposcs.”
02 E;:*lr gcs::(t];fr :lhj;z(;ralsed for county and local purposes, and 485 per cent®

Pretiminary conclusions as to alleged subsidy—The foregoing naulysis indi
cates that the contention of the ruliroads that they are called upon to contribute
to the provision of highways for their competitors to use rests on an increas
Ingly smaller basls as the well-defined tendency to relieve the general taxpayer

7 BlInce 1926, princlpal and Interest of most 8t
at
from specla]l motor-vehicle taxes, © highway bond lasues aro being met

*The portlon of this item derlved by
genera] taxation is not ascertal
:nln some Btates asscssments and collections eppear to be Inx ascertainable.
Thus, of the 1:)1.9 collectione, 80 per cent was distributed for Stote-rond purposes, 20
ﬁrdcen:n?rﬂlocal-cw:l fIlul'l;wl!es. B per cent to mett payments on State and county rond
nds, per cent for miscellnnecus purposes, fncludin ment
of clty streets and the construction of publie bull'dingu. § principally the fmprove
M Agsuming tbat all Btate highway bonds {esued in that
B year wero supported, prineipal
and {nterest, from apeclal motor-vebicle taxes. Credit sh ' -tnx
recelpts used for nonhlghwoy purposes. Puld also bo given for gost
13 There are, of course, great varintions In percentnges from Stato to Btats. In view

of the variety of conditions it in Impossible to carry the an itive
analysis would have to reclon with these difforences, * nnalysle further, but o defin
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of levies for Stante-highway purposes continues™ Specific figures are lacking,
but such payments by the ruilroads are probably of minor proportions to—day'
though doubtless of importance to some railroads, particularly at a time suct;
as the present. However, the county and loeal roads of all States receive the
major part of thelr support from the general taxpayer, including the railroads
The amounts contributed thereto by the raiiroads are very substantial tllougt;
only a small part of the aggregute An estimate made below puts ,railroad
contributions to ull roads, but mainly county and local roads, in 1929 at
about $50.000,000, or approximately one-eighth of all thelr taxes 'ot that- 2ar
Agninst their total taxes of $400.0300,000 they set the 3$250,000,000 paig bs;
'highway carriers ¥ and, as previously indicated, the large and direct benefits
which the Intter receive In return. It wmrust not be overlooked, however, that
the rallronds benefit (as do operators for hire over the State l;IghWnys]'from
the presence of county and local roads. Railroads also benefit from the develop-
ment of country and clty, from expendltures for educational purposes, and
otherwise from expenditures for general Government purposes. Their conten-
tion that they contribute largely to the support of State, county, and local Gov-
ernments i{s well founded, ns {s their view that their highway éompetitors make
relatively small contributlons for such purposes. However, in comparing the
amounts puid by the two forms of transportation, consideration should be
given to the relatively small volume of business done by highway operators

compired with that done by rall carviers,

QUESTIONS OF FACT-—SECOND STAGE, DIVIDING HIGHWAY COSTS BETWEEN CLASSES
OF USERS

In tbis second stage consideration may be given to the view that, whether or
not users of the highwiys ns g cluss pay adequately, individual classes of users
do not bear thelr proporttonate share of the burden. Thus parties to this pro-
ceeding have stressed distlnctions between the payments of those who use the
highways for business and for pleasure DUrposes, between taxes paid on vebicles
used In city and in intercity operations, between clusses of operators using the
highways for business purposes (colimol carriers, contract carriers, and pri-
vate operntors), and between vehicles of large and small size. Clarification
will result from such npproisal of these distinctions as is possible with the fucts
available of record. A statement of present motor-vehicle taxes will serve to

introduce this analysis.
Brietly, the tnx programs of practically all States vary motor vehicle fees
according to kind and size of vehicle (whether measured by weight, capacity,

property tnxes for such purposes,

1 Ip 1029, 21 States did not levy general
4 Phe railronds of Atchison County, Mo,, are sald to have contributed - $4,481.50 in

1030 for rond and brldge purposes, while commerelal truck lines contributed only $12.90;
all rallronds having a property asscssment of $1,000,000 or more in the State of Coloradoe
paid the Stute for rural-road purposcs $432,087 1o 1930; all the railroads in Floridn
paid $1,377,087 for guch purposecs in 1028; In Georgia $411,876; and in 13 Teuuessee

countles $280,080, All ralironds In 12 of the 14 States served by the Chicago, Itock
re paid to have pald $80,851,183 ln taxes (other

Island nnd Pacific Rallway Company 8
than Federal) in 1028-1020, of which $13,855,498, or 16.05 per cent, was apportioned
for rond use, If thid ratlo Leld the country over, the railrond contributions would have
totaled $49,812,000 in 1929 or approximately 8.1 per cent of the gross highway ex-
penditures of that year, excluding transfers between States and thelr aubdivislons, and
6.0 per cent of those for county and local roads.
18 Motor-truck license fees and gasoline taxce,
fees and gnaoline taxes, 26,600,000, and personnl-

$42,000,000.
1821.0.C.
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horsepower, value, or otherwise), nnd most of them also make n partial dis-
tinction between vehicles for hire and all others, though failing to reach with
special taxation the privately owned car used for business purposes. Uperators
for hire may pay not only additional fees proportiond to size of vehicles but
in some cases gruss-receipts taxes also. A further distinction 1s sometimes
made between those vehicles for hire which are enguged 1n common-carrier
service and those engaged in other services for hire. The former are thus
required to pay o larger part of their gross receipls in luxes or n milenge tax
per passenger-mile or ton-mile. Special tuxes on for-hire vehicles nre some-
fimes desipnated ag taxes In compensation for usze of hizhways and sometimes
are imposed to mect the costs of regulation attributable to such operations.
There nre also personul-property taxes to be conskdered and taxes on guruges
and other facilities used by both private and commercinl operntors of mwotor
vehlcles. According to one estimate, guch taxes yielded $130,000,000 in 1u29.
Sotme $20,000,000 of municipal fees are also reported. The gascline tux applies
equally to all uses of the highways.

Distinction betiocen uscrs of highways for busincas and other purposcd—
It is sometimes urged that those who use the highwuys for pleasure purposcs
contribute more than thelr portion and se underwrite the use of the highways
for business purposes, There were 22,448,000 passenger cars, 05,400 busses, and
3.481,000 trucks in service on December 31, 1030, or 50.5 per cent in the first
group compared with only 0.4 and 13.1 per cent in the second and third. On
the basis of numbers alohe there uppurently I8 truth in the contentlon. Meas-
ured in vehicle-mliles, passenger ears and burses hnve been found in 11 Western
States to make a relatively greater use of the hirhways thun would be expected
on the basis of numbers™ However, the differences are not great and more
over the higher fees and gasoline consumption of commercinl vehicles must be
considered. On the other hend, it should be noted that a very considerable
part of the passenger cars found on the highwiys are used In business pursuits
hut without differentiation from the pleasure car’ Clenr-cut distinctions be-
tween plensure and business use of such cars would be diflicult to make. AS 8
practical mutter, the distinetlon under exumination becomes merged with nu-
merous other ones, including those relating to the slze of vehlele.

The distinction is, however, of consideralle force in so fur ng it enters into
the planning of highways. Allocation of the expense of providing und mnin-
teining highways should bear some relationship to the purposea which particular
highways ore Intended to serve. In so fur ns buslness uses call for more high-
wiys or hetter ones than would sufiice for other purposes, n charge Is crented
for business users to besr. The facts are not eusily direernible, owing to
the varfety of considerations which explain particular highway projects.
Some urge that there is a tendenmcy to build Lighwoys beyond the limits
justifled by community development and indlviduul user econpmles, There
uppears to be evidence ot such overbuilding in the sennty use made of ex-
pensive highways in some sectlons, as in the Btiate of Tennessce, Also, 48
highways are improved a demand for further improvements based on de-

veloped use sety in, until a State may become committed to incrensingly large
expenditures which it hed not foreseen.

M The Bureau of Public Ronds survey made In 11 Western Btates in 1020 nod 1930
{ndleates that trucks represented 10.4 per ceunt of the total traflic on the highways sur-
veyed, messured in vehicle-mliles, busses 1 per cent, and passenger cars 88.6 per cent,
compared with registraiions of 13.1, 0.4, and 80.5 in the country as n whole,

1 The proportlon of passenger cnrs so uscd ia sometimes set ns high as 5O per cent of
all possenger cars on the bhighways, but no authoritative data are of record.
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Distinction beticeen uascrs of city etreets and rural highways.—Another
distinction which has been urged as n reason for shifting a greater part of
highway costs on to those who use the hlghways for business purposes is
that between vehicles used on the city streets and vehicles used on the high-
ways. It Is urged that vehicles which do not get off of city streets and
city-owned vehleles ' which use the bighways only infrequently pay large
aniounts in fees and gasoline tnxes which are devoted to highway uses.

It 18 necessarily true that the owrnership of motor vehicles rests pre-
dominantly in clty dwellers. Thus in 1922, 71.0 per cent of the passenger
cnrs, 8U.7 per cent of the trucks, and 72.1 per cent of all cars were of other
than farm ownerslip, and In 19290, 8.8, 77.3, and 78.6 per cent, respectively.
Such flgures do not, however, measure the relative use made of the highways
by vehicles of city nnd other ownersulp, Tratfic tests made on the State high-
ways of Oblo in 1925 put the percentuge of city-owned vehicles at 87.6 per cent
of the total In the case of passeuger cars and nt §4.5 per cent in the case of
trucks. Simllar tests in Vermont and New Huamnpshire in the year 1926 show
thut eity-owned passenger cars were 89.9 and 93.9 per cent, respectively, of
the total passenger cars on the highways and city-owned trucks 81.1 and §8.6
per cent of the total trucks., Farm-owned vehicles therefore muke a propor-
tlouately lexy use of State bighways than do city vehicles, but the reverse would
likely be true of the use of county and local roads. The relutive vebicle mileage
on urban and rural rondways is also indeterminate.®

However, at best the distinction between eity-owned und farm-owned vehicles
is ruther meaningless, City and country are interdependent. Farmers bring
producis to cities or start them on their way toward cities by using the high-
ways, and they bring city purchases back. Movements of any cluss of products
between cities, involving use of the highways, are aiso primarily for the benefit
of clty dwellers, Consumptlon is roughly in proportion to population. Much
highway mlleage of passcnger cars is also due to employment in cities. To
lubel certain movements as intercity or rural and others as urban and to base
toxing programs on such a distinetion is therefore not helpful. Also, even
through the clty dweller uses the rural highways only occasionally, he enjoys
a sort of stand-by service which he would dislike to give up. To urge, there-
fore, that gasollne taxes and license fees paid by city cars are improperly
dlverted to highway use, and to urge further that intercity or farm-city
movements should be charged for the use of city streets, large though the
expenditures on the latter must be, ls to confuse payments and benefits and to
obscure the renl issues.”

Distinction beticoon uscrs of State highwoys and of county and local roads.—
A further distinction, urged in this instance by commercial users of the high-
ways, {s that between vehicles using State highways and those using county
and loenl ones, Two-thirds of all highway trafic is sald to take place over
the State systems. Inasmuch as a third of the mileage of such highways was
unsurfaced in 1920 and more than another third only lightly surfaced.™ it
uppenrs that there is a still further tendency to concentrate on the more highly
surfaced State roads, whlch are less than a third of the State mileage and little
more than 3 per cent of the total highway mileage of the United States,

¥ An cgtimate that the division 18 about equal iz found of record.
= The {nterdependence of cities and adjncent countryside iz of different degree, as may

bo {liustrated oo the one hand by New York Clty, which draws s food supplles mostly
from long distancea by rall, and, on the other hand, by & small tradlug center.

% P'age 416,
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However, accurate details are lacking and doubtiess considerably more com-
mercial operations, particularly trucking, take pluce on lightly aurfaced high-
ways than is commonly believed® The lower construction cost but higher
maintenance costs of such highways muke it {mportant to establish the facts,
owing to the destructiveness of heavy vehleles on such highways™

The contention, however, ls that, since comnmercinl velicles make relntively
little use of county and local roads, the puyments they make should he credited
entirely ngainst the cost of providing State highways® The question here i8
larsely one of policy but certaln pertinent conshklerutions may be cited. From
the poiot of view of the ultimate purpuses whileh highways xerve, all In essential
respects are parts of an interreluted system. Trunk-line highwnys do not exist
for their own traffic alone nor do lateral and branch ones; ench type also feeds
the other in the same sense that branch and main line ralironds do. This
basic fact has become increasingiy ignored in recent years® with the result,
as contrary views galn acceptance and ns tratlic 1s diverted from rolltends,
that the public which pays the transportation bill ig more and more broken up
into segments, some of which gain advantage from the resulting segregition
and others of which suffer severely. The tyving together of all communlties
served by a great system of railronds, which relat!onship, inclidentally, benetited
local communities further through affording them large tangible raliroad assets
to tax, is becoming less of a factor {n the adjustment of transportation charges.

Distinction beticeen common and contract carriera—The difference in churges
paid by eommon carriers and so-cilled comruet carrlers 18 very great In many
Htates and, coupled with other advantnges enjaoyed by contract earriers, makes
it difficult for common carriers to compete effectively. A tendeney to sur-
render common-carrier permits is noticeable in sueh States. The question at
hand is largely ome of policy: Qf whether one or the other form of triuck
operation should be encouruged aml, In fuct, of whether privately opernted
vehicles used for business purposes should be made nmenable to the same
taxation as vehicles used for bire.

Certaln genernlizations bearing on whether or not fog-hire vehlcles pay
adequately for the use of highways appear of record, According to one state-
ment, the average payment in registration and llcense fees nnd gasoline tnxes
made by motor velicles of every deseription was $20.40 In 1020, whereas the
average interstate motor bus pald $739.27, or 26.1 times the preceding figure,
the average interelty bus $539.68, or 184 times, and the avernge commnon-
carrfer bus, ineluding Intrucity, 8576.04 or 19.6 times. Moreover, it 18 urged,
though busses make more use of the hghways thrn do other vehleles, they
make for a more efficient use of the highways. Specifically, it i8 snid if
half the bus traffic moved in private cars, the nnnunl highwny vebicle mile-
age would be almost doubled and the gross tonnnge on the highwiays more
than dgoubled.® It is urged that this saving more tunn offsets the added cost

—
# The Wilkon Transportation Company, trucking aubsldinry of the Chicago, 8t. Paul,

Minneapolis and Omaha Rallroad, reports that 76 per ceut of It vperations lake place on
gravel roads.

2 Puge 424.

¥ A considerable part of epeclal motor vebiclea fece nnd gosollne taxes now goes to
county and local ronds, Hee page 418, ’

# As ween also In relatively emall emount of feeder service operated by large bua and
{ruck companies,

®This Jatter part of the statcment loses its significance when it ls conslderad thut
private cars do not put a critical straln on highways, Beg puge 423, The atatement also

assumes Lhat this half of hua travel would bave moved in private cors, which may or may
not be the case,
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©f the rvoads due to the presence of the larger vehicles. However, allowing
for differences In gross 'welght of busses and private cars, set at 4.17 to 1,
it was stated that the average bus wus paying 5.6 times its share aud the
average Intercity bus 5.7 times, provided the averuge of all vehicles on the
highways was paying its share. Using national averages for weights of cars
and busses and applying the varying specinl taxes of each Stiate to such
average bus and car, the conclusion was further reached that in each State
the bus was paying considerubly more than its share if the average vehicle
was paying adequately. To demonsirate that the avernge vehicle was paying
adequately, It was developed that the carrying charges of State highways were
$433,830,739 in 1929 while motor-vehicle fees and zasoline taxes contributed
$758,000,000, lenving about $325,000,000 for applivation to the cost or carrying
charges of county and local roads. :

Comment hns elsewhere been made on the derivation of the item of carrying
charges,™ There is much that is subject to discussion about other features of
this analysis. While 1t contributes to an understnnding of the highway tax
problem it does not supply the deflnitive answer required.

Less convincing are estimates relative to truck tnxes. To state, as is
done on the record, that in 1930 the average passenger car paid $25.52 in
special taxes, the average truck $53.78, the nverage privately operated 3-ton
truock $161.27, and the average common-carrier 3-ton truck $458.78, can lead
to no definitive conclusions In the absence of a great amount of essential data
and of expressed policy on fiportant points. Among other things, the ques-
tions next to be discussed require answer.

QUESTIONS OF FACT—THIRD STAGE—QUESTIONS HELATING TO HEAVY VEHICLES

In the two preceding stages of this discussion it has generally been assumed
that all vehicles require the same type of highway and that none put a critical
strain on the highways provided. In this final stage of the analysis the ques-
tion to be considered Is whether, assuming equitable taxation In all other re-
spects, certnin vehicles make special demnnds for highway facilities for which
they should be specifically assessed. This question is a twofold one: Does the
presence of henvy vehicles require n better type of surfaclng than would other-
wise be necessary, and do such vehicles require extra thickness or width of
ronds of a given surfacing? These questions are largely of an engineering char-
acter and in many essentials are not satisfactorily answered by the data at
hand.

It Is well known that busses and trucks destroyed many miles of pre-war
bighways of various surfacings which had not been constructed to withstand
such heavy wheel loading. However, such occurrences lie outside the perlod
to which attention Is chiefly confined in this analysis.

Weight of welicle and requircd type of surfacing—It Is nlso a matter of
common observation, for which there is support of record, that heavy vehlicles
are particularly destructive of macadam and gravel and other lightly surfaced
roads. In 1929 gravel and macadam surfacing constituted 95 per cent of the
totnl surfaced milenge of county and local roads {other than that of only sand-
clay or topsoil surfacing), 48 per cent of the surfaced State highway milenpe,
und nearly 86 per cent of all surfaced milenge. The more highly surfaced

Also, about a third of the taxes are pald by urban busses, a fact posnih;y

- W Pago 410,
Y bnn travel is of purely loen! concern., _

entltled to conslderation In so far ns OT
" Page 418, .
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mileage in State highways, particularly Portland cement coucrete. has, however,
increased rapidty in recent years, though the increasc in tho mileage of bitu-
minous macadam In county and local roads has been practicnlly as great.

The difference in constructlon costs between macadam surfacing bullt for the
average passenger vehicle and concrete surfacing of the thickness generally
prevailing is varyingly estimnted at from $10,000 to $20,000 per mile, and, while
the maintenance cost of macadam roads is greater, & coosiderable net saving
results where such surfacing suffices. It is therefore necessary to determine
whether the added cost of higher surfacing is attributable to bus and truck
operation or to the demnnds of the general public for roads adequate nnd safe
for a large volume of high-speed trafic. Both classes of operator profit from
the lower cost of operation on well-located and smooth-surfaced highwuys.
Those whe empbasize speed and therefore its pecessary concomitant, rafety,
require, {0 addition to a smooth surface, a small degree of curvature, a limited
per cent of grade and other protective features of hirhway construction.
Vehicles are being bullt to make use of an added demand for better highways,
Insofar as this demand for spced, comfort, and safety of passenger travel does
not expiain the constant increase of surfaclng of the highest types, there ls
a cost which may properly be imputed to those who otherwire use for business
purposes vehicles which would destroy a lower grade of surfacing. Such use
by heavier vehlcles may also require added thickness or strength of macadam
roads.® There must, therefore, be a clear determination of what slze vehlcle
puts a critical strain on each type of lower-grade surfacing and what the rela-
tive commercial and private demands on highways are. It ls not unlikely that,
assuming proper observance of speed laws, a relntively amall number of trucks
and busses are doing the major part of the damage to present surfacings or
creating the greatest demand for better ones.® However, the answer now
required for disposing of these questions I8 largely indeterminate in the absence
of information as to the factors which explaln particular highway projects and
the types of vehicle which use each™

Weight of vehicle end required thickness of pavement—~Treatiuent of the
second major question stated ahove, what thickness of highway la required to
meet the different demands ot private car and heavy types of bus and truck,
is confined to the cement-concrete type of constructlon. The results of two
sets of experimental tests, one in process of completion and herelnafter referred

to as the public roads test, and the other, made soine 10 yenrs ago and re-
ferred to as the Bates test, are of record™

™ The subscquent dlscnssion of thickness requirements s confined to cement concrets
roads, an data of record relate only to thls type. The flexibllity of macadam foundations
makes them less subject to frost sction, & factor of Importance in Northern States in
selecting types of road. Bee page 426.

= 0Of the 180,000 trucks examined in the Western States traffe survey 7.0 per cent
were 1.0 tone' capaclty or less, 17.6 per cent from 2 to 2.6 tons’ capacity, and 14.5 per
cent of greater eize, jncluding 2.8 per cent and 6 tons or over. A survey of 2,800 trucks
in common and contract service in 42 States showed that only 11 per cent were 1.5 to 8
tone' cnpaclty, 60 per cent being of from 8.5 to B tons' cnpnelty end 20 per cent of over
§ tons’ capacity. There Is & tendency to use lighter trucks In comblination with trallers,
glving n larger but better distributed grose welght,

® foe pnge 420. It Is o fact that n considerable part of trucking aperatlons are con-
ducted on highways of the lower types of surfacing, ns must of necesslty be the case
where Btates have llmited milenge of better roads. Hea page 422,

n Respectively introduced by the chlef of the Bureau of Publig Ronds, United Btatea
Department of Agticoiture and the engineer In charge of tbe Bates tests, the former chlef
of the Illinols State Highway Department.
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There hus been considerable change in recent years in the views of engineers
a3 to what, other than overloading, actunlly causes destruction of highways.
Such change is attributable in large part to the substitution of pnenmatic
for solid tires on frelght vehicles. Concrete highways are now said to have
an indefinite life, provided they are properly constructed and thejr strength is
not overtaxed, and overtaxing is said not to cecur until considerably greater
weights are reached than were formerly believed safe, Rubber, in other
words, s sald to wear out faster thnn concrete, This conclusion therefore
throws the responsibility for minimmn thickness of highways on to scil and
climatic factors, the first of which may cause rond fuilures by reason of soft
gpols in substructures and the latter through heaving und cracking.

Using the results of the Bates test, which was performed io Illinois, the
former highwsay engineer of that State testified that 4 inches® is suflicient
thickness t{o cope with soll and weather conditions, whereas the chief of the
Burean of Public Roads, basing his conclosion on varied national conditions,
finds that not much less than € inches is required. Further study is being
given this question by engineers, As more highwsay mileage is being cleared
euch year for winter traffic, leaving the surface unprotected from frost attack,
this problem is of increasing importance in climmates subject to severe frost con-
ditions. It may be accepted. in the absence of convincing evidence to the con-
trary, that a minimum thickness of about 8 inches is advisable, subject to some
revision downward if both soil and eclimatic conditions are highly favorable
and to some ticrcase where either poor subgrades or severe winter conditions
are a conslderation. In other words, the factor of safety used by designers
to cover these phases of highway construction needs to be carefully related
to glven conditions and pot applied as part of a general formala. It is not
unlikely that there are many miles of highway designed with too generous a
factor of safety for soll and climatie couditions, though of course the weight
of londs may also enter in to explain the thicknesses adopted.

The G-inelh winimum thickness assumed for the purpose of this discussion
us generully necessary wlil, according to the public roads tests, tuke care
of all private passenger vehicles und other vehicles up to 3 tons’ capacity. How
much additionnl thickness do heuvier vebicles require? According to the
Bates tests, * the thickness required to suppert the losd varies as the square
root of the load.” A somewhat smaller rate of increase is believed necessary
Ly the chilof of the Bureau of Public Reads. Hls conclusious are based on
theoretien) nnnlyses of the strength of materials checked by actual rond tests.
The difference of views is doubtless attributable in large part to differences
in method and to chunges In truck design in the 10 years which have elapsed
since the Lates test was made. In the Iatter the same trucks appeared to
have been used throughout, Incrensed wheel loadings Uleing obtained by
adding to the lands. In the publle roads test different trucks were used
for each important varintion in load, thus approximating actual present con-
ditlons more closely through Increasing the slze of tire In keeping with the
increase in size of truck. Also, the use of pneumatic, including balicou tires,
hns become general since the Bates test was completed.

The public ronds tests have mude cletrer the importance of proper transmis-
slon of londs to the roud surface, The ability of a pavement to withstand
heavy londs s not u function of the gross weight but of the load o ench of the

highway; an additional inch Is

X are at the center of the
®© Al thickoesses referved to are  additional Inch ta

provided at the edges to prevent eracking. The gradation from on
other assumes genernlly the form of a parabollc curve.

1821.C.C.



426 INTERSTATE COMMERCE COMMISSION REPORTS

rear wheels,® Thus If a truck has six wheela the weight trausmitted through
each wheel to the pavement will be leas thun if it had but four, and if two rear
axles are used, placed 46 inches apart, each could be londxl to the maximum
for which the concrete Is designed without having the strusses overlap. Dual
rear wheels are regarded as a necessity for all but the lghtest trucks and two
rear axles, properly spaced, are regurded ns a meuns of Increasing gross lends
without overtaxing a given thickness of highway.

In addition to this stntle load (the load cn the wheel of a veblele standing
still) there is the impact load which occurs ns o vehicle moves, This load
represents the shock on the pavement nnd the bouncing produced by surface
irregularitles, Thus for a static wheel load of 9,000 pounds, which is that of 8 :
5-ton truck, the maximum impact load Is 12500 pounds at 30 miles per hour
if pneumatic tires are used and 21,000 pounds If solld rubber tires are in use.
Speed does not affect the impact load Imparted by pneumatic tires within the
reasonable 1imits of 45 miles per hour, but it increnges such lond greatly where
solid tires are used, as shown hy the fact that at 20 milea per hour the lmpact
load 1s 17,400 pounds compared with the ubove 21,000 pounds at 30 mlles per
hour. Solid rubber tires are Increasingly helng removed from the highways."

The size of pneumatic-tire equipment 18 also an fmportant factor to which
State laws are glving greater attention thun heretofore, The greater the area
of contact between tire and road surface the lens the strain produced. Thus
if an impact load i8 concentrated at u theoretlenl single polnt the surface stress
{s 833 pounds, whereas if there ig an 8-Inch contact the stress ia 433 pounds.

In keeping with the foregoing findings the Burenu of Publle RRonds concludes
that the following thicknesses of comcrete pnvement are required for different
sizes of vehicles, assuming the use of pncumatic tires (dunl except In case of
passenger cars), & speed of 30 miles per hour,™ and a goft subgrade,

Tapre V

—— o ———

Thick ness required

e

' Mazlmum | Mazlmum
Class of vehlele ‘statle renr-|  tmparct

| wheelload ferco Conter Fdge

I
i et | ———— e e — = IR

[ & Inches
#{L[';r:::;luk Dassenger vehiclrs and trucks to 3 tons* capacity.! ! our:f;n pq..{;:.{;n ! hd;' " s
7 5Lon Lrueks. T T e ' 9,0 12,500 | 6.5 7.

.............................................. 1,000 14,600 | 7 8

Assuming the excluslon of solld-tire velileles™ n G-ton truck with the usunl
8-inch dual tires und operating at speeds not to exceed 45 miles per hour would
requlre nbout one-bmlf Inch or 7.7 per cent more thickness than the minimum
which appears to be generally required by sofl and ¢limate conditions, though
the latter i8 more than is required by light vehicles” To provide for a 7.5-tod

=1t wnu assumed that 80 F !
per cent of t i 6. Trucks @
betler desien are 1o ume, he load wiw on tho rear wheelt
“ H 3 ¥

1 .?nls; 8.6 per cent of all trucke produced in 1030 hod kolld Ures, and these were
ur:f;\i u?:ltu;l!i"::rd“eﬂ’l The proportion i much higher tn the cane of older trucks.

*d, Increnges In apeed up to 456 mile ot whers
pneumntie tires nre used, p e8 per hiour have no lmportant effe

M A h-ton truck with solid tires would reqi .tan
Hre 38, nd a 7-to
truck ko equipped 42.8 per cent more, juire 38.5 per cent more thickness o

¥ This thickness would meet the roquirementn of mmwt military trucks, though much
hienvier trucks of great military volue are belng deslgned
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truck with donl 10.5-fnch tires about 1-Inch additional thickness must be pro-
vided, or 15.4 per cent more than the stated minimum. No Indication was given
of 'the Increased cost which Incrensed thickness entails, but presumably the
increase would not be proportionate to the increase of thickness,

However, the chlef of the Burcan of Public Roads regards 9,000 pounds wheel
lond as about the maximum for which a highway should be designed. Such a
maximum would take care of a 6-ton truck as indicated by Tanble V. Greater
truck londings can be achieved within this limitation by adding to the number
of axles. Actually, however, according to this witness, 9 Inches is a very
ordinary thickness of highway to-day, representing excess costs of several
thousands of dollurs per mile. Such thickpess was presumably bullt into the
roads in part to make them avaflable for heavy trucks but also becnuse of the
enrlier prevalence of solid tires, or of differences of engineering judgment as to
the thickness required. The fact can not be escaped, however, that, in so far as
the findings of the Publle Roauds tests are conclusive, thousands of miles of
excessively costly rouds are in existence to-day. Since present highway trucks
use preponderantly pheumatic tires and are therefore not responsible for high-
way costs Incurred for trucks having solid tires, It becomes a question of publie
policy to determine whether to charge any or all of the extra thickness not
required by the preponderant number of passenger cars {other than that
attributable to soil or climatle conditions) against present truck users.

Ag for highways constructed in the future, the use of the percentages
indicated In the nbove tuble may be tnken to indicate approximately the costs
te which use of heavler vehicles puts the publle, There are highway deslguners,
however, who appear not to apply these results in the highways for which they
ave responsible, sinee highways of greater thickness are being laid down at the
present time. This situation may be attributed to failure to subscribe to the
findings of the tests or to the recency of such findings. This lack of agree-
ment can not but be expensive and troublesome to the publie and to users of the
highways.

The nmmler of vchicles of greater than 5-ton eapacity is considerable.
As the bearing of extra charges of the magnitude indicated would render use
of such trucks practicully prohibitive, the better course would be to set a rigid
maximum to wheel loading and provide no roads In the futare to take care of
greater londings., Enforcement of speed limitations is also indlcated as nec-

essary for the protection of the highways.
GENERAL BUMMARY AND CONOLUSIONS

The following statements sum up the results of the foregoing analysis: (1)
In 10620 direct charges agninst owners and users of motor vehicles contributed
about T5 per cent of the funds currently provided for State highways, 18 per
cent of those for county and local ronds, and 48.5 per cent of all such funds;
(2) the rallroads nre belng Increasingly relieved of contributing to funds used
for State highwny purposes, but they contribute very substantially to those
gred for county and loenl roads; highway operators ntake relatively sroall
contributions to the Iatter funds; (3) dlstinctions between. users of the high-
ways for buslness nnd for pleasure purposes are at this time of importance
muinly as they bear on the planning of future hiphwny projects; (4) distine-
tions between the contributions of usera of city streets and rural highways
are not significant; (5) programs bused on distinctions between users of State
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highways on the one hand ang county and local roads en the other overlook
the fundumental interdependence of all highway systems; (6) present distine-
tions 1n taxation between cotumon und contruct carriers lessen the competitive
opportunities of the former group; the distinction in laxation betwecn opera-
tions for hire and other operations fur husiness purposes 1s alse of questionable
significance; (7) henvy vehicles require more highly surfuced highways than
woulil otherwise be necessary and damage exlsting highways of low-grade
surfacing; however, private passenger velidcles also create demnnuds for highly
surfuced roadways; (8) recent tests and experience have shuwn that Tequired
minimum thicknesses of highways are determined lurgely by soll aud cllmatic
conditions and that ¢ inches is the minimum most genernlly required ; ossuing
proper design of vehicles, tiie exclusion of solid-tire vebicles, and the observance
of speed regulntions, such mwinkmum thickoess will sutlice for all private pas-
senger vchicles and trucks up to J-ton capucity; B«ton trucks will require
about one-half inch greater thickness, and 7.5-ton trucks about 1 inch addl.
tional thickness; engineering experience inlicates tuat highways should npot
be designed for trucks of greater than H-ton cupacity; because of the eurller
presence of golid-tired vehicles of less efflcient desipgn than those In use to-day
and for other reasons, muny existing highwnys greatly exceed these specilica-
tions and highways of greater thickness than ks now consldered necessnry are
still being constructed; as a practical wmntler, therefore, there contlnue to be
excessive costs which should be exumined for determination of the part thercof
wihich ig chargeable against the heavler types of velibeles ; only detalled analysis

of representative highways would supply the conclusive informuation requlred in
framing a future taxing program,
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