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INTERSTATE COMMERCE i--'

~ No. 23400 :
COORDIN A'l‘ION OF MOTOR TRANSPORTATION

Submitted Maroh 2, 1932. Decided A.pnl 8, 1932

Upon investigatien, found: :
1. That transporfation-by motor vehieles. busses, and trucks. over the pubhc
_ bighways is within eertain distances #nd in certain respects a superior
. service, and that the rail and water lines should be encouraged in the
use of this instrumentality of commerce wherever such use will pro-
~ mote more efficient operatior ot Improve the public service;

2. That there is substantial eompetition_betv&reeﬂ rail and water carriers on
the oné, hand, and motor carriers on the other for the trangportation of
both passengers and freight and that this competition is increasing;

3. That such ‘competition is conducted under conditlons of ineguality, particu-
larly in regard to regulation;

" 4. That a contributing cause, aslde from the general business conditions, of
the present unsatisfactory financial condm_on of the railroads is the
existence of unrestrained competition by rival transportation agencies;

5, That there is to-day, and probably \#ould, be under normal conditions, an
excess of carrying capacity of existing transportation facilities; .

_9.'That unrestrained competition is an impossible solution of the present
' transportation problem and is incompatible with the aim of coordination

..~ under regulation;

- ¥, That Federal legislation relating to the regulatlon of motor vehicles operat-

' . N ing upon the public highways and engaged fn interstate commerce is

: +* Qesirable in the public interest, '

Legxslatign recommended, ‘

) Awtable of contents 1s set forth in Appendax H. ' R

Albert E. Stepﬁan for Interstate Commerce Commission.

' Alfred P, Thom, Alfred P. Thom, jr., and €. 8. Duncan for Asso-
cmtmn of Railway Executives; Ben B. Cain, Ben B. Cain, jr., E. W.
Dozier, Clarence A. Miller, Sﬁwleg Seward, and John A, Streyer -
for American Short Line Railroad Association; Robert N. Collyer
for Trunk Line Assocmtmn Walter McF arlcmd Nye F. Morehouse,
P, F, Gault, and 0. G. Edwards for Wesl:ern Traflic. Executives
Committee ; J . B, Hannegan for Southwestern Passenger Associa-

" tion; David H, Howie for New England Railroad Committee. ,

Charles T'. Abeles for Seaboard Air Line Railway Company and -
receivers; 2, W. Barrett and E. I, Burgess for Lehigh Valley.
Railroad Company; J. R. Bell, J. E. Lyons, Paul P. Farrens, Alfred:- -
..-1 Hampson, E. J. Foulds, and B. M. Kerr for Southern Pacific
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264 © INTERSTATE COMMERCE COMMISSION REPORTS

Company, Wm & Bzerd and Guy A. @ladson for Alton Raxlroad
Company: Charles -H: Blatchford and George E. Fogg for Maine
Central Railroad Company; & E. Boulineau for Georgia Highway
Transport Company, Atlanta and West Point Rail Road Company,
Western Railway of Alabama, and Georgia Railroad; Clyde Brown,
Thomas P. Healy, L. P. Day, and Charles A. Halpm for New York
Central Railroad Company; L. N. Bradshaw.for Western Pacific
Railroad Company, Sacramento-Northern Railway; and Tidewater
Seuthern, Railway Company, (. 8. Burg, Harvey Allen, L. M.
Stuart, ‘and R. Daniels for, Missouri-Kansas-Texag Railroad . Com-
peny: F @.. Dorety, P. H. Purnham, and A. L. Janes for. Great
Northern Railway Company; Wi 7. Carrell for Western ' Allegheny
Railroad Company; Jokn W. Olark for ‘Cleveldand, Cincinnati, Chi-
cago and St. Lonis Railway Company; Lucian ‘H. Cooke, jr and
(. F. Keeley for Norfolk and Western Railway Compainy; W. 4.
Cele for Boston, and. Maine Railroad; Jokn F. Connors and F. E.
Webster for Chicago and Fastern Illmms Railway Company; 7. M.
Cunningham for Central of Georgia Railway Company, Wrightsville.
and Tennillé Railroad Company, Louisville' and ‘Wadley Railroad
Company, and others; W. F. Dickinson and Toll B. Ware for Chi-
cago, Rock Island and. Pacific Railway Company; John Q. Dier
for Colorado and Southern Railway Company; H. H. Durston and
Fred L. Wallace for Fort Worth and Denver City Railway Company
and Wichita Valley Railway Company; C. W. Dynes, M. L. Bluhm,~
F.M. Dudley, and A, ‘B. Eqrling for Chicago, Milwaukee, St. Paul
and Pacific Railroad Company; W.. J, Eecles for Sumpter Valley
Railway Company ; Welliam T'. Faricy y, E. L. Pardee, and: George F.
Dames for Chicago, Saint Paul, Minneapolis and Omaha Railway
Company and .Wilson -Transportation Company; Jfokn F. Finerty
for Brogklyn Eastern' District’ Terminal; Fitzgerald Hall and Earl
ftoagh for Nashville, Chattanooga & St. Louis Railway; M. Carter
Hall for Chesapéake and Ohio Railway Company; George N. Harder
for Escanaba and, Laké Superior Railroad -Company; 3 . E. Harper
for Qeorgia Ilighway Transport Company and Georgia Railroad;
Pete _Hedgpet}a for Rock-Port, Langdon' & Northern Railway Com-
pany; €. 0. Hine for Chicago, Indiahapolis and Louisville Railway
Company; Harper. A, Holt for Bush Terminal Railroad Company
B. B. James, Walter: McFarlgnd; and Kenneth F. Burgess for
kChlcago, Burhngton & Quincy:Railroad Company; L. E. Jeffries,
«du. L Oliver, and E.-B. Farrell {or Mobile and ‘Ohio Railroad Com-
panys L. E. Jeffries; L. L. Qliver, and L. E. Jenkins for Southern
Railway Company, Mobile and Ohio Railroad Company, and South-
eastern Iixpress Company! George B. King for Spokane Interna-
tional Railway Company; W. L. Kinter, W. I. Woodcock, jr., and
‘ 182LC.C.
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C. I, Wolfe for Reading Company and Reading Transportation
Company; 4. H. Kiskaddon for St. Louis Southwestern Railway
Company; £, D, Kyle,J. F. Delton, and Geo. B. Loyall for Norfolk
Southern Railroad Company; J. L. Lancaster, J. B. Payne, R. 8.
Shapard, and T, E, Huffman for Texas and Pacific Railway Com-
pany; O, £, Langer for Belfast and Moosehead Lake Railroad Com-
peny; H. H. Larimore, George W, Hoimes, W, M. Streetman, and-
Thomas T. Railey for Missouri Pacific Railroad Company; 4. H.
s Lossow, €. G. Clark, and F. A. Waterhouse for Minneapolis, St. .
" Paul & Sault Ste. Marie Railway Company; W. H. 7', Loyall, John
C. Danally, and Fred N. Oliver for Virginian Railway Company;
R. G. Lucas for Nevada Northern Railway Company; H. Z. Max-
well for Pennsylvania Railroad Company; Frederic D, McCarthy
for Northern Pacific Railway Company; £. McLean for Manchester
.and Oneida Railway Company; Seward L. Merriam.and William
R. Seaton for Pere Marquetts Railway Company; W. W. Meyer
and B. I. Spock for New York,; New Haven and Hartford Railroad
~ Company, New England Steamship Company; and Hartford and
New York Transportation' Company; £, 7. Méller, M. @. Roberts,
John W. Murphy, andJ. E. Hutchison for St: Louis-San Francisco
Railway Company; James 4: Monahan for Narragansett Pier Rail-
voad Company; F, A; Moore for Fonda, Johnstown and Glovers-
ville Railroad Company, Frank H., Moore and William E. Davis
" for Kansas City Southern Railway Company and Texarkana and
Fort Smith Railway Company; N¥ye F. Morchouse for Chicago
and North Western Railway Company; 7. E. Murphy for Virginia
& Truckee Railway; H, T. Newecomb, Thoinas L, Ennis, and J. K.
MeNeillie for Delaware and- Hudson Railroad Corporatmn, John
C. 0?l0w8k3 for McCloud Rnrer Railroad Company; R. 8. Outlaw,
Gerald K. Duffy, Berne Levy, W, F. Brooks, and . H. C. Barron for
Atchison, Topeka & Santa Fe Ra.ﬂway Company; Eoy Pope for
Atlanta, Birmingham. and Coast Railroad Company; V. A, Roane
for Ashley, Drew & Northern: Railway. Company, A, P. Rudowsky
for Dardanelle & Russellville: Railroad Company; /. L. Seager for
Delawsre, Lackawanna and Western Railroad .Company; J. B/
Skillmen for Louisville and Nashville Railroad Company; EZ//
A. 8mith for Illinois Central Railroad Company; J. M. 8
E. K. Bennett, and 4. 8. Halsted for Union Pacific leroa,f’com
‘pany; Omar 6’ Spencer for Spokane, Portland and SeattlgfRailway .
Company, - Oregon Electric ‘Railway Company, Unite/’ Bailways
Company (Portland, Oreg.), and others; Z.-7. Stras for Wabash
Railway Company and Ann Arbor Raﬂroad Comp ; . M. Swan=
strom for Minnegpolis' & St: Louis Railroad Co Dy and receiver;
J. H. Tallichet, F. L. Wallace, R. 8. sypard, and C. M.
1821.C.C.
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Spence for Fort Worth & Denver City Railway Company, Texas
& New Orleans Railroad Company, and Texas and Pacific Rail-
way Company; D. W. Thomas for Chesapeake Western Railway;
H. B. Thomas for Central Railroad Company of New Jersey;
Henry Thurtell for Atlantic Coast Line Railroad Company, Sea-
board Air Line Railway Company and receivers, Central of Georgia
Railway Company, and others; W. M. Tiel for New York, Ontario
and Western Railway Company; D. L. Tilly for New York Dock
Railway; R. R. Valier for LaCrosse and Southeastern Railway
Company; Toll R. Ware for Chicago, Rock Island and Gulf Rail-
way Company; W. L. White for Yosemite Valley Railroad Com-
pany; D. Willard, jr., E. C. Kramer, and J. D, Marney for Balti-
more and Ohio Railroad Company; E. Randolph Williams for Rich-
mond, Fredericksburg and Potomac Railread Company; B. F.
Woodard for San Joaquin & Eastern Railroad Company; and T, R.
Woodrow for Denver and Rio Grande Western Railroad Company.

C. D. Cass and Adolf K. Barta for American Electric Railway
Association; Ralph R. Bradley and Frederick E. Stout for Chicago,
North Shore and Milwaukee Railroad Company, Chicago, Aurora
and Elgin Railroad Company, and Indiana Railread; J. H. Burke
for Chicago Tunnel Company and Chicago, Warehouse and Ter-
minal Company; RB. B. Campbell and C. M. Morrison for Arkansas
Valley Interurban Railway Company; €. D. Cass and Thomas Con-
way, jr., for Cincinnati & Lake Erie Railroad Company; €. M.
Cheney, J. B. Knowles, and H. A. Gee for Waterloo, Cedar Falls
and Northern Railway Company; Herry T. Connolly and T. P.
Littlepage for Washington, Baltimore and Annapolis Electric Rail-
road Company and receiver; W. @. Fitzpatrick for Eastern Mich-
igan Railways, Eastern Michigan Toledo Railroad and receiver,
Eastern Michigan Motor Buses, and Eastern Michigan Trucking
Company ; Horton Holt for Bush Terminal Railroad Company and
Bush Terminal Company; 7. D. Hunt for Pacific Northwest Public
Service Company; Louis A. Joknson for West Penn Electric Com-
pany, Wheeling Traction Company and receiver, and Potomae Edison
‘Company ; Frank Karr for Pacific Electric Railway Company; 4, £.
Bpris for Texas Electric Railway and receiver; Harry Bimelspach
and ¢, g Hartzell for Lake Shore Electric Railway Company; 4, R.

Swem<¢or Cedar Rapids and Iowa City Railway; W. 8. Tuley for
Kansasq‘%y, Clay County and St. Joseph Railway Company ang
receiver;

-W. Welsh for East St. Louis & Suburban Railway Com-
pany, East & Touis Railway Company, and Blue Goose Motor
Coach Compeny (Tncorporated) ; and George D. Yeomans for South
Brooklyn Rallway\q,mpany.
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H. S Marz, J. H. Mooers, and E. Stern for Railway Express
Agency, Incorporated; and . B. Williams for Southeastern
Express Company.

William H. Baxter and €. V. LaFarge for Puget Sound Naviga-
tion Company and Black Ball Freight Service; Chas. 4. Bland for
Long Beach Harbor Commission; W. H. Callahan for Norfolk &
Washington (D. C.) Steamboat Company; C. E. Dempsey for Cleve-
land & Buffalo Transit Company; Jokn J. Esch and.R. W. Woolley
for Colonial Navigation Company, Motor Terminals Company, and
Cincinnati Motor Terminals Company; C. F. Gebelein for Hudson
River Navigation Corporation; J. €. Gillespie for Nicholson Uni-
versal Steamship Company and Spokane Steamship Company; J. P.
Magill for Maritime Association of the Port of New York; Melville
J. Mandell for Port of New York Authority; Harry Meyering for
Goodrich Transit Company; Eric William Passmore for Goodrich-
Westports Steamship Company and Wisconsin and Michigan Trans-
portation Company; R. R. Richards for Mackinac Transportation
Company; and George C. Wright for Detroit & Cleveland Naviga-
tion Company.

Brice Edwards for Bureau of Agricultural Economics, United
States Department of Agriculture; Thomas H. MacDonald for Bu-
reau of Public Roads, United States Department of Agriculture;
und Brainerd Taylor for Motor Traunsport Branch of Transport
Division, Quartermaster Corps, United States Army.

Worth Allen, Otto Bock, Dan 8. Jones, and Colin A. Smith for
Public Utilities Commission of Colorado; 0. . Bortzmeyer, Hal D.
Patton, and H. H. Corey for Public Service Commission of Oregon;
Robert H. Dunn, R. A. Gorman, and Fred A. Bunnell for Michigan
Public Utilities Commission; #. W. Matson, A. L. Flinn, and W. E.
Hustleby for Minnesota Railroad and Warehouse Commission; W, P.
Geary and E. T'. MoGettigan for California Railroad Commission;
W. W. Goodman for Railroad Commission of South Carolina; E. D,
Grigsby, Arthur L. Stone, and 0. L. Browder for Ilinois Commerce
Commission; Fay Harding, E. M. Hendricks, Ben C. Larkin, and
Charles F, Ma?tm for North Dakota Railroad Commission; E'ar;//
Hatcher, Charles D, Shukers, J. W, Scott, and Helen E. Smith fdir
Kansas Public Service Commission; Clay S Henderson for Kaitfoad
Commission of Arkansas; B. R. Leww and C. R. Lonergan for, WV ash-
ington Department of Pubhc Works; Philip H. Porter fox;,Rmhoad
Commission of Wisconsing R. F. Powell'for Nebraska S{y.ie Railway
Commission; Herbert Qualls for Tennessee Railrond A& Public Utili-
ties Commission; €. V. Terrell and Lon A. Smith f%, “Railroad Com-
mission of Texus Paul A. Walker for Corpor nt"’ sn Commission of
Oklahoma; and Fred P. Woodruff, J. H. Herds,. son, V. F. Parsons,
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and Stephen Robinson for Towa Board of Railroad Commissioners;
John F. Benton and Clyde S. Bailey for National Associntion of
Railroad and Utility Commissioners. .

Earl! A. Bagby for Motor Carriers Association of California and
Pacific Greyhound Lines; H. £, Barber for Egyptian Transportation
system ; Jack Berman for Service Stages, Incorporated; Charles H.
Blatchford for Samoset Company; J. W. Blood, D. E. Sauder, and
A. H. Hall for Southern Kansas Stage Lines Company; Boutelle,
Bowen & Flanagan for Northland Greyhound Lines, Incorporated, .
and Murphy Motor Freight Lines, Incorporated; fvan Bowen and :
M. F. Lennon for Greyhound Lines of Illinois; fvan Bowen and W.J.
Gilwee for Pickwick Greyhound Lines, Incorporated ; Preston Copell
for Dixie Highway Motor Service, Incorporated; N. B. Dial for
Eastern Public Service Corporation; Cyrus Erickson and J. G.
Lynch for Northern Transit Company; Clarke McConnell for Great
Eastern Stages, Incorporated; William M. Nevin for Nevin Bus
Lines, Incorporated ; €. W. Stocks for Bus Transportation; Bernard
Wakle for Southeastern Greyhound Lines; Hance H. Cleland for
Motor Coach Association of Washington, North Coast Transporta-
tion Company, and Index Stages, Incorporated; John M. Meighan
for National Association of Motor Bus Operators; Chester G, Moore
for Ilinois Bus Association; and £, H, Thomas for Motor Coach
Association of Washington.

H. H. Allen for Red Star Transit Company; B. 4. Anderson
for Anderson Motor Service Company; William 8. Barranco for
Liberty Trucking Company; Louis L. Beck for Truck Terminal
Company of St. Louis, Incorporated; H. J. Bischoff for Southern
California Freight Lines, Limited, and Desert Express, Incorpo-
rated; Rexr W. Boston for Motor Transportation Association of
California, Asbury Truck Company, Belyea Truck Company, and
Lang Transportation Company; J. L. Bracklin for Seattle Auto
Frelght Depot; B. L. Brasfield for Memphis Forwarding Com-
pany; L. H. Corey for New England Transportation Company;
A. L. Felder and G. W. Weathers for Bowman Transportation
© Company; Byron E. Finley for Bryant Truck Lines; Clarence L.
¥inot for Finot Transfer Company, Incorporated; H. H. Hiland
for-Interstate Trucking Company; W. H. Hogan for Hogan Motor
Serviv: Ewald E. Kundtz for Motor Express, Incorporated;
C.B. Lw'!clm for Golden Gate Motor Transport Company; Frank A.
McCarthp.gor Keeshin Motor Express Company; H. ¢, Mims for
Piedmont M\gor Express, Incorporated; Perry R. Moore for Ray-
mond Brothe? Motor Transportation, Incorporated, and Ottertail
Truck Lines, Inqrporated; Walter Mullady for Decatur Cartage
Company; E. . Bx¢imond for Furniture Corporation of America,
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Harkins Transportation Company, Portland-Astoria-Seaside Auto
Freight Company, and North Beach-Astoria Transit Company;
James R. Riley for Suburban Motor Freight, Incorporated, and
Columbus-Detroit Motor Freight; H. L. Spring for Georgia High-
way Express, Incorporated; Lawrence E. Stone for White Line
Transfer & Storage Company and White Line Motor Freight Com-
pany; Samuel J. Townsend for Baier Transfer & Storage Company;
Maurice Tucker for Tucker Freight Line, Incorporated; . W.
Verkiler for Peoria Cartage Company; Charies H. Vincent for
Service Lines, Incorporated; W. H. Walter for Central Transfer
Company; Thomas F. Barry for The Merchant Truckmen’s Bureaun;
R. H. Culberton and James P. Neal for Washington Motor Freight
Association; H. E. E'ngel for association of Team & Truck Owners;
Harold W. Felton for Nebraska Motor Transport Association;
Mike J. Galvin for Chicago Truck Drivers & Chauffeurs’ Union,
Local 705; J. H. Gilbody for Master Truckmen’s Association, In-
corporated; W. 7. Grund for National Team & Motor Truck Owners
Association ; Joseph H. Hays for Iowa Truckers Association; Mel-
vin D. Hildreth for Motorized Circuses of the United States; Ph
Jacobson for Motor Freight Carriers Association and Los Angeles &
Phoenix Express; H. €. Kelting for Motor Truck Club of Ken-
tucky, Incorporated, and Central Truck Depot, Incorporated; J. D.
Landis for Ohio Truck Owners Association; James P. Logan and
Jack Garrett Scott for Colorado Transfer & Warehousemen’s Asso-
ciation and Motor Truck Common Carriers Association; Robert
Matthews for Missouri Truckmen’s Association, Incorporated ; Jra §.
Nelson for Expressmen’s League; Theodore Pratt for Interstate
Motor Carriers Association, Incorporated, and Motor Truck Asso-
ciation of America, Incorporated; Frank H. Rawlings for Texas
Truck Owners Association, Sproles Motor Freight Lines, and Mer-
chants Fast Motor Lines; Frank C. Schmidt and E. J. Shover for
Ohio Association of Commercial Haulers: David . Shearer and
C. 8. McLenegan for California Interurban Motor Transportation
Association; Charles J. Shelton for Oregon Motor Freight Associa-
tion, Incorporated; Harold 8. Sherts for Interstate Motor Carriers’
Association; T'om Snyder for Warehouse Distributing Corporatios,
Central Union Truck Terminal, and Motor Truck Associatior Of
Indiana, Incorporated; Wallace 2. Walker for Motor Truc‘erI“b
of Massachusetts, Incorporated; and Warren E. Wright for—entral
Motor Freight Association. y :

Luther M. Walter, Nuel D. Belnap, Jokn 8. Burchmo?s 20d C. E.
Childe, for National Industrial Traffic League; FrA_Brenckman
for National Grange; and J. H. Lawrence fr Northwestern
Cooperative Livestock Shippers’ Association. & °
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Dondld R. Richberg for Railway Labor Executives Association
Brotherhood of Locomotive Engineers, Order of Railway Conduec-
tors, Brotherhood of Locomotive Firemen and Enginemen, Brother-
hood of Railroad Trainmen, and Switchmen’s Union of North
America.

W. M. Clark for Order of Railway Conductors; and J. 4. Farqu-
harson for Chief Executives’ Association of the Standard Railroad
Labor Organizations.

Frank H. Baer for Cleveland Chamber of Commerce; H. R.
Brashear for Los Angeles Chamber of Commerce; LaRue Brown,
Stuart N. Scott, T. R. Dahl,J. 8. Marvin, B. 8. Armstrong, Edward
F. Loomis, K. A. Moore, and F. L. Starcl: for National Automobile
Chamber of Commerce; &. C. Campbell for Oshkosh Chamber of
Commerce; W. H. Chandler for Merchants Association of New York
Shippers’ Conference of Greater New York, and Chain Store Traflic
League of New York; D. A. Cole and P, W. Coyle for St. Louis
Chamber of Commerce; €, €. Crouse for Des Moines Chamber of
Commerce; W. A. Curtin, William B. Adams, and William €. Mc-
Culloch for Portland Traffic & Transportation Association and Port-
land Industrial Traflic Club; JoAn . Davy for Association of Com-
merce of Sheboygan, Wis.; W. H, Day and I'dward L. Hefron for
Boston Chamber of Commerce; C. J. Fagg for Newark, N. J.,
Chamber of Commerce; 4. H. Ferguson for New Bedford Board of
Commerce; J. P, Haynes, C. E. Hochstedler, A. H. Schawiertert, and
C. W. Stadell for Chicago Association of Commerce; Edward L,
Hefron and C. L. Eyanson for New England Traffic League and
Boston Chamber of Commerce; Jokn J. Hickey for Manufacturers’
Association of Connecticut; Joseph . Lane for Worcester Chamber
of Commerce; R. J. Laubenstein for Green Bay Association of Com-
merce; F. A. Leffingwell for Texas Industrial Traffic League:
Charles A. Liggett and Herman Mueller for St. Paul Association of
Commerce; L. £. Luth for Winonz Association of Commerce; L. @.
Macomber and L. V. Simms for Detroit Board of Commerce; L. S,
Meclntyre and 8. J. Wettrick for Seattle Chamber of Commerce;
P. W. Moore for Queensboro Chamber of Commerce; Edgar Moulton
»ar New Orleans Joint Traffic Bureau; C. S. Nelson for Merchants’
f&“ociation of New York; C. F. Real for Chamber of Commerce of

11°P'l:a, Kans.; Charles R. Scal for Baltimore Association of Com-
mercesy x Tedrow for the Chamber of Commerce of Kansas City
Mo; Olo, . Tefft for Toledo Chamber of Commerce; 4. ¢, Wels]:
for Brooks,, chamber of Commerce; Edwin @. Wilcow for Oakland
Chamber oI~ommerce; F. P. Willette for Chamber of Commerce,

o K 7
.:)lftcél;slgxf:em“:‘- and Fred E. Young for South Bend, Ind., Chamber
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'‘COORDINATION OF MOTOR TRANSPORTATION 271

W. E. Aebischer, T. R. Phillips, and L. Z. Whitbeck for Great
Atlantic & Pacific Tea Company; George T. Bell for United States
Trading Corporation; Charles D. Blaine for Iten Biscuit Company;
C.T. Bradford for International Harvester Company; M. K. Butler,
H. M. Frazer, George R. Gonseth, L. B. Hamlin, S. C. Hunter, and
d2olling W hite for F. W. Woolworth Company; George D. Cron for

“‘Chevrolet Motor Company of California; J. €. ('ross for Skinner
Manufacturing Cempany; 7. R. Dahl for White Motor Company;
M. M, Emmert for Coca-Cola Company; J. E. Farrow for Brown
Cracker & Candy Company; Philip B. Fisher and J. J. Shuman
for Scudder, Stevens & Clark; George F. Hichborn for United States
Rubber Company; R. L. Holmes for Southwestern Milling Com-
pany, Incorporated; Spencer E. Hughes for McLelland Stores Com-
pany and Chain Store Traffic League; L. A. Keck for M. K. Goetz
Brewing Company and Goetz Sales Company; &. F. Lavender for
Trimble Brothers Company; William M. B. Lord for York Utilities
‘Company; T'. 4. L. Loretz for Consolidated Steel Corporation, Lim-
ited, and Los Angeles Traffic Managers Conference; /rving F. Lyons
for California Packing Corporation; 7. W. Mackey for Western
Shade Cloth Company; M. F. McCarty for St. Louis Auto Dealers
Association ; George RB. Nuzum for American Printing Company, J.
B. Winward & Son, Green Brothers, Incorporated, and Green’s,
Incorporated ; Rudolph J. Olson for Fred Olson & Son; F. &. Rob-
inson for Lone Star Gas Company and Community Natural Gas
‘Company; J. Schatt for United Paperboard Company; £E. B. Smith
for Sperry Flour Company; J. J. Stack for Remington Arms Com-
pany, Incorporated; W. &. Stone for Thomson-Diggs Company
and Sacramento Wholesalers & Manufacturers Association; Jess J.
Williams for Olds & Whipple, Incorporated; Jokn H. Williams
for Associated Dry Goods Corporation; and B. A. Wodehouse for
:Schulte-United, Incorporated.

F. F. Ball for Board of Public Utilities, City of Los Angeles;
Henry B. Bloss for Illinois Manufacturers Association; Louis Cohen
for National Poultry and Refrigerator Express; H. 4. Davis for
Boston Wool Trade Association; Fayette B. Dow, Willis Crane, and
£, H. Porter for American Petroleum Institute, National Petroleum
Association, and Western Petroleum Refiners Association; Francis
Dowd and James H. McCann for Associated Industries of Massa-
<husetts; Herbert L. Fairfield for Hearst’s Newspapers; Z. £. Fair-
weather for Fort Wayne Traffic Bureau; John V. Hoey for Textile
Converters Association; Martin Korb for Pictorial Review Company
and group of New York publishers; Welliam J. Mathey for Ameri-
can Newspaper Publishers’ Association, Publishers Association of
New York City, and Shippers’ Conference of Greater New York;
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272 INTERSTATE COMMERCE COMMISSION REFPORTS

W. R. Moore for Eastern Confectioners Traffic Bureau; &. S, Saw-
yer for Associated Jobbers and Manufacturers Association of Los
Angeles, Calif.; and J. R. Van Arnum for National League of Com-
mission Merchants. -

John R. Bingaman, Frank A. Britton, E. Smyth Gembrcl, and
F. C. Horner for themselves,

. Reporr oF TaE CoMMissioN
Braimnern, Commissioner:

This proceeding is an investigation undertaken for the purpose -
of securing needed information in regard to transportation by motor
vehicles, the extent and character thereof, its relation to interstate
commerce and particularly to transportation by railroad, and the
extent of existing coordinated service, with consideration of further
coordination; and for the purpose of determining the necessity, if
any, for legislation regulating interstate transportation by motor
vehicles, particularly trucks, and for coordinating the several agen-
cies of transportation. All rail and water carriers subject to the
interstate commerce act were made respondents.

As a preliminary to public hearings, we served a questionnaire
on all respondents, which developed statistical information as to
corporate and financial relationships between respondents and motor
carriers, extent of their motor bus and motor truck operations, meth-
ods of filing and publishing rates, accounting methods, extent of
Intrastate regulation, and miscellaneous items. Summaries of the
results of this questionnaire are contained in Appendix A.

Public hearings were begun at St. Louis November 17, 1930, and
thereafter held at other convenient points.! At these hearings testi-
mony was given by many witnesses, including Federal and State
officials, steam and electric railroad executives, representatives of
water lines, operators of motor busses and motor trucks, and repre-
sentatives of associations of such operators, and of manufacturers
and shippers, chambers of commerce, traffic associations, labor or-
ganizations, and the automotive industry., The Departments of
Agriculture, Commerce, and War and the State commissions have
cooperated with us in this investigation. On January 5, 1932, a
tentative report,® proposed by one of our examiners, was Serv:ad
Exceptions to this report, principally to the recommendations were‘
filed by various parties. The case was argued on March 1 :’md 2
1932, and thereupon submitted for consideration. Certain of our,
conclusions differ from those proposed by the examiner.

1 Kaneas Clity, Mo,, Dallas, Tex., New Orleans, La., Atlantn, Ga., Det
Mugs., New York, N. Y., Chicago, Ill., Bt. Paul, Minn., Senttle, 'Wn‘;lfoltﬁf?:t';{:hngs:;: '
8an Franclgco, Cajif,, Los Angeles, Calif., Denver, * ' "
D. C. ' geem H » Colo, Omaha, Nebr, and Washington,
*This report was printed ag Benate Document No. 48, Bevent

session. y-8econd Congresa, firat
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COORDINATION OF MOTOR TRANSPORTATION 273

It should be remembered that the problem with which we are here
concerned is essentially an economic one; legislation and regulation
are involved but only indirectly. The primary purpose sought is
the more effectual coordination of rail, water, and motor trans-
portation. The purpose of the inquiry and the economic problem
involved are clearly outlined by counsel appearing for one of the
respondents, as follows:

“e & & Coordination of " and not * competition between rail and high-
way transportation is the primary theme of the inquiry, True, competition is
involved, but only incidentally. It is admitted by all, we presume, that most
traflic now moving by motor vehicle would, in the absence of the motor vehicle,
be moved by ruail if it moved at all. There is extensive evidence of record
showing the effect motor vehicle transportation has had on the traftic and
revenue of the railroads. But the essential purpose of this inquiry Is con-
structive. and, as we take it, its aim s not so much to discover a means for
the elimination of this competition between the old und the new form of trans-
portation ns 1t is to learn how the old form and the new form ean best and
lawfully be fitted inte the general traosportation scheme =0 that eazch may

serve the public within fts most economic sphere.
» L 4 L * » * L]

The process, as we see lt, is essentlally an economic one, and not a legislative
or regulative one. Legislation and regulation may be, and we believe will be,
to a certain extent helpful, but legislation nud regulation should be availed
of only to assist in the proper development of the economic process: not te

protect or restrict unduly either form of transportation.

¢ s » the record contains recommendations and views even of those pur-
porting to have a common cause, whictt combined together are difficult to
reconcile. This result, however, Is probably a necessary incident to the very
nuture of the diverse conditions earlier referred to as well us to the rather
gradunl realizution of the true import of this proceeding, and while rendering
more difficult the task of compiling the findings and report in this proceeding,
make It all the more necessary for us to view the problem as broadly as pussible,

but lfmited us we ure by our own experience. * * *

I. THE MOTOR TRANSPORT INDUSTRY

The past decade has witnessed the coming of a new transportation
agency which has striven to find its place in the transportation field
and to establish itself on a permanent basis of earning power in com-
petition with rail and water lines. This agency has created difticult
problems for the other carriers in the way of modernization of
service and of adjustment to a changing and, as to many classes of
traffic, a declining volume of business. It has also created problems
for the public, which has been called upon to provide highway
facilities, to choose between new and old forms of service, and to
adjust the burden of maintrining an adequate railroad transporta-
tion system. '

Operators over the highway may be classified according as they
transport freight or passengers. In the case of freight service there
are three major types, the common carrier, the contract (or private)
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carrier for hire, and the private operator of his own trucks solely
for his own goods. In the case of passenger service operators may be
classified as common carriers over regular routes, and carriers en-
gaged in miscellaneous services, such as school, sight-seeing, and
charter party. Both truck and bus operators often engage in more
than one type of service.

Extent of highway trucking operations.—Full information as to
the highway-freight industry is not available. The number of trucks
in all classes of service increased from 85,600 in 1914 to 1,006,082 in -
1920, to 2,764,222 in 1926, and to 3,480,939 in 1930. A very large
proportion of these vehicles are used in strictly urban and suburban
activities or are farm owned.® The pumber of trucks engaged in
either commercial or private hauling over the highways is not defi-
nitely known and there are no comprehensive figures as to the volume
of freight carried or the revenue derived therefrom.

We have carefully examined existing estimates of the volume of
truck traflic and have made additional estimates s set forth in
Appendix B. It is concluded that in 1929 the volume of high-
way trucking, expressed in ton-miles,' was approximately 6 per cent
of the volume of steam-railroad traffic ‘and approximately 4 per cent
of the volume of all inland traffic—rail, water, pipe line, and high-
way. In terms of revenue, these percentages may run a third to a
half higher, becoming approximately 8 and 6 per cent, respectively.
We have also estimated, as explained in Appendix B, that nearly 20
per cent of ail truck traffic is interstate traffic. Applying this find-
ing to the ratio of truck to total traffic, it is concluded that approxi-
mately 0.8 per cent of all inland traffic in 1929 was interstate truck
traffic. While ail forins of transportation have felt the effects of
general business conditions, known developments in the trucking
field in the past two years indicate that the percentage of truck
traffic is greater to-day than in 1929. The figures given indicate,
however, the general size of the industry.

It is estimated in Appendix B that nearly 20 per cent of the
truck traffic, in terms of ton-miles, is handled by common-carrier
trucks, 30 per cent by bona fide contract carriers and 50 per cent
by private operators. This conclusion may overstate the importance
of private operators and understate that of contract carriers.

The accompanying chart shows the ratio of truck to rail and to all
inland traffic, the distribution of truck traffic in terms of ton-miles
by class of operator, and between State and interstate movements,

*Ip 1920 farm-owned trucke numbered 767,000.
4 Ton-miles equal the product of tons carrled and the dlatance moveq
s Thig figure does not, of course, measure the dlverslon of trame t.r
ways, as motor service hns crented trafic an well as taken it from the f,:’;.,,’,',:g, to bigh-
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The importance of truck traffic is not measured solely by its vol-
ume. The influence it exerts over railroad rates is probably equal
in importance to the revenue effects of actual traffic diversions.

Organization of the trucking industry—Highway trucking 15
organized on the basis of a large proportion of small and medium-
sized operators and & small number of large ones.® There are none
of a size or territorial extent comparable with that of the largest
bus operators, as discussed below. The tendency toward consolida-
tion is far less noticeable in the case of truck than of bus lines.

The great volume of highway trucking is between the important
centers of population and along routes which substentially parallel
the routes of the railroads. In many instances, however, highway
routes are shorter than those by rail. Large operators serve the
more important routes and do mnot themselves perform extensive
feeding or distributing operations. Smaller operators overlap these
routes and also serve the less important points, which may or may
not have rail service.”

Arrangements for the handling of interline business have been
gradually developed by common-carrier motor operators. Such
arrangements have been more fully and satisfactorily worked out
in some sections, as on the north Pacific coast, than elsewhere. In
many instances use is made of union truck depots, which also serve
as clearing houses for collecting and “ matching ” inbound and out-
bound loads. In certain instances motor carriers join in published
through rates. For traffic moving considerable distances, motor
carriers also work in conjunction with freight forwarding com-
panies.

There is a less extensive organization of State associations of truck
than of bus operators, and no national association.

Included among truck operators who classify themselves as con-
tract carriers are some who have been engaged in city and intercity
trucking for a great many years and who have a regular line of

4 Thug of the 1,355 operators reporting In the State of Ohilo in
ported lesa than 1,000 tons cach, 26.5 per cent from 1,000 to 5,001()9%2;12671);::‘;2;:;::;
5,000 to 20,000, and 1.5 per cent over 20,000 tons. In this lost group are two carryln
over 50,000 tons and four carrying over 75,000 tona. In some cases the dats may no‘:
cover a full year's operation, In Oregon the average slze Is greater, but only 4.2 per cent
of the permit holders carried over 20,000 tons in 1930, Including one cnrrylné in C¢Xcess
of 75,000 tons. Only four earrlers operated over BO vehlcles, while In Ohio four hud
30 or more vehicles, two had 40 or more, one, 76 or more, and three, 100 or more. All
of the foregolng data relate solely to common and contract operators, There are, of
course, large flects of trucks privately operated, In some cusea running inte the thounn;:du
but a large part of thede vehicles are used In urban and suburban scrvice, Any gcn(!rnl'
1zation as to the size of contract operations I8 difficult from the data at hang, Sonre su ];
operations are of considerable magnitude, ¢

T In Motor Bus and Motor Truck Operation, 140 1. C, C. 885, 718, It wne stated that
45,000 of the approximately 125,000 communities of appreclable slze elther have no ;-nu
service or lack n freight station, Bome 10 per cent of the population |g founq il:a nh
communltles. fue
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customers whom they serve with general or special equipment.
Frequently the number of customers served is very extensive. One
such operator in New England stated that he had contracts for
doing all of the trucking of 60 concerns. Others have 2 limited
clientele and specialize on certain types of traffic. Still others haul
for a small number on the outbound trip and take any traffic offered
as & return load, and others hold themselves out for general traffic
in either direction.

Inciuded among private operators are concerns such as packers,
manufacturers, chain stores, and farmers, though contract carriers
are also used by these. A large volume of traffic is handled by
migratory and peddler operators who generally specialize on particu-
lar commodities, as fruit or cotton, going from place to place as
the season advances or as business offers. They may buy direct
from the producer for movement to wholesalers or retailers, or for
local peddling, or they may transport for others. Cotton, for ex-
ample, is generally trucked for the shipper, whereas fruits and
vegetables are extensively peddled by truckmen-merchants. The
rates charged by such operators are without a definite basis. Where
the operation is of the peddler type, the transportntlon charge is
incidental to the marketing of the produce.

Eaxtent of highway bus operations.—The total number of busses
on January 1, 1931, has been variously estimated as from 92,000 to
95,000 and as 98,900 on January 1, 1932. The marked increase in
the number of busses which occurred between 1921 and 1926 was
"succeeded by a more moderate increase in the ensuing five years. -

These totals, however, include busses used in city and school and
other nonrevenue service. The following table traces the growth

in the number of revenue busses in the past five years:

TasLe IL.—Number of revenue busses, 1927-1981'

Use 1927 1928 192¢ 1930 1831
!mr?itl’;}f ........................................... 5’) [ 12, 750 13, 350 4, 050
IDtOrCIlY . e e cciccemccmameemam st m L) m 21,150 23, 550 22,150
B+ 1 R 30, 100 33,130 33, 000 38, 000 sq.sou
IOt O8It s e acccmeccmrcssnnmamaramaram—— e samamn 3, 200 3, 780 &000 5, 000
8lght-seoing and Irregulay for hire. ..voeecoceiaencanan 2,750 2,150 2,750 2,750 8,000
b LT LN 36,550 [ 39,650 | 142,850 | V44,650 | V45400

1 From Bus Transportation, The fgures nre. ns of Dec 81 of the yoars indicated or Jan. 1 of Lthe year

tollowin
1 Bom \fﬂto figures nnt nvailablo,
t Includes about 4,000 sotiool busses used part time [n onmmon-carrier service.

On December 31, 1931, “there were, therefore, 28,350 busses en-
eaged in intercity revenue service, plus an unknown number of the
busses ‘'used in sightsceing and charter services. The number of in-
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terstate busses nearly doubled from 1927 to 1929, declined in 1930}
and recovered a part of the loss in 1931. The number of intercity
busses used in intrastate service declined slightly during 1931.
However, there was an increase of 16 per cent in the seating capacity
of busses constructed between 1927 and 1931.

The following table shows the volume of business done by inter-
city busses, other than those used in sightseeing and charter service,
in the years 1926 to 1930:

TABLE I1.—Volume of service rendercd Ly intercity revenue dusses, 1926-1530 !

Item

{1%’1m|xm;xm!1m
| | i |

] ‘ H
Pazgengers carrled (mOHon8} .o.oeeomvaoceaacacan ..-l 37 4@ ‘ 4490 | w7 i 504
Gross revenue (millions of dollars}..cuvecevrvereemrrremvrcreeas 205 2@l o5 X 290
Bus miles (MIHONE) evancnncenccacmecmancannresaencasremaaane | Lo 1,167 | 1.330| ,

1 Figures of rE\'auonnl Assocllation of Motor Bus Operators. The corresponding estimstes of **hus
8,797; 1930, 7,080; 1931, 6,725. ' ' IR A1 108, 4 000 10, 8558 1,
The steam railroads in 1926 carried 875 million passengers and,
in 1930, 708 million; passenger revenue was 1,049 million dollars in
the earlier year and 731 million dollars in 1930; passenger-miles were
35.7 billion in 1926 and 26.9 billion in 1930. If the higher set of
estimates of motor-bus operations is used, it follows that busses
carried 43.2 per cent as many passengers as did the ratlroads in
1926 and 71.5 per cent as many in 1930. The average journey per
rail passenger is considerably greater than that of the average jour-
ney per bus passenger. Bus revenue in 1926 was only 19.5 per cent of
rail-passenger revenue, though it increased to 39.7 per cent of the rail-
figure in 1930. In terms of passenger-miles?® the intercity busses
performed 12.3 per cent as much service in 1926 as did the railroads
and 26.3 per cent as much in 1930,

According to an estimate explained in Appendix B, 20 to 95.
per cent of all intercity bus passenger-miles are interstut::.

All bus service is not competitive with rail service. It is estimated.
later that 20 to 30 per cent of the loss of rail traffic is attributuble.
to bus competition. The remarkable expansion of private-car owner-
ship in the past decade largely accounts for the remainder
trations of such cars incressed from about 460,000 in 1910 ;o
000 in 1920 and then to 23,000,000 at the close of 1930,

Organization of the bus industry.—The intercity bus industry is
one of a few large units and many medium-sized and small -y
despite the operation of forces which have led to the cons

Regis-
8,225,

all ones,
olidation,

* Using the only avalloble estimates, those of Bus Tranaportation
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of small units into larger ones.” A few companies serve major sec-
tions of the country and in one instance there is practically a nation-
wide organization.'* The fact that the number of busses per com-
pany increased from 5.6 in 1929 to 6.3 in 1930 and 7.4 in 1931 is
illustrative of both the process of consolidation and the small aver-
age size of bus operations to-day. At the close of 1931, 24 companies
in intercity service had 100 or more busses each. These companies
do a large part of the aggregate business because their lines reach
the important centers of population and traverse the important
routes of travel. The smaller companies provide service over routes
which in part overlap those of the larger companies; they also render
service to suburban points, to points without rail service, and to
points with rail service which are not on the routes of the large
operators. Msny of the small operators use private cars or con-
verted equipment rather than standard makes of busses. Thus of
the 637 busses operated in certain Western and Southwestern States
in competition with the Chicago, Rock Island and Pacific Railroad,
71 or 11.1 per cent have a seating capacity of from 4 to 7 pas-
sengers, and 59 or 9.3 per cent have a seating capacity of from
8 to 12 passengers. Of the busses in intercity service on January
1, 1931, in the country at large, 11 per cent were classed as touring
vars.

As the industry has developed and gained in experience, arrange-
ments for through business, such as union bus depots and connecting
schedules, have been worked out, though more fully and satisfac-
torily in some sections than in others. In some instances settlements
between operators are still attended with friction and distrust, while
such practices as “ in lieuing 1 subject the traveler to inconvenience
and uncertainty. With the development of long-haul motor trans-
portation of passengers there has grown up in many cities the prac-
tice of selling transportation by agencies which do not represent any
regular bus line. The practices of these agencies have given rise to

» Thus, of the 234 holders of certifleates for motor-bus operation in Ohlo in 1929, only
38 or 16.2 per cent had operating revenucs in excess of $100,000 and of these ounly three
had rovenue in excesa of $1,000,000. The largeat operator had a revenue of $4,300,000,
Some 27 companlesa or 11,56 pet cent hnd revenues of from $00.000 to $100,000, 78 or
23.4 por cent had revenucs of from $10,000 to $60,000, and 81 ‘or 38.9 per cent had
revenues of less than $10,000, In some Instances these amounts may not be for a full
year's operatlon. .

Of the 46 operators holidlng Intrastate and Interstate permits from the State of
Oregon 1o 1980, 8 or 17.4 per cent are reported to have carrled 1,000 or fewer passen- |
gera during the year, 10 or 41.3 per cent from 1,000 to 5,000, 10 or 21.7 per cent {rom
5.000 to 50,000, andd 0 or 19.6 per cent over 30,000 Of the last group 2 carrled between
500,000 and 1,000,000 passengers In this yenr, 1 1,412,000 and 1 6,350,000,

10 S Appendix D, showing the units of the Greyhound Corporatlon bus aystem,

o That {8, where coupons are not provided at point of origin for all portions of route,
sabscquent operntors substitute thelr own tlekets In lleu of the one beld by the traveler,
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many of the complaints registered by interstate bus passengers. The
~ agencies advertise rates appreciably less than the fares of regular
bus lines and then make arrangements with irregular operators,
frequently the owners of private automobiles, to transport the pas-
sengers, the agency retaining a per cent of the fare collected as com-
mission. - The regulatory situation described in a later section has
increased the difficulties of effecting satisfactory and stable interline
arrangements.

In over half of the States bus operators have organized associa-
tions for the consideration of common problems. There is also a
national association of bus operators.

As hitherto indicated, the great bulk of intercity revenue bus
operations are conducted on a common-carrier basis. Charter service
is a relatively minor factor. The general requirement of certifi-
cates for intrastate operations has lent a degree of stability to the
bus industry. However, in 1925, the Supreme Court in Buck v.
Huykendall, 267 U. S. 807, held that the States could not deny to
interstate operators a permit to do an interstate business, and since
that time the efforts of the States to regulate interstate transporta-
tion have necessarily been confined largely to police regulations.
The extent of intrastate regulation is set forth below.

Financial responsibility of highway operators—There is a con-
siderable degree of financial irresponsibility presont in the highway
trucking industry owing to the small scale of most motor-truck oper-
ations, the ease of entering the industry, including the purchase of
new or secondhand equipment with small down payments, the fre-
quent lack of experience and knowledge of costs, and the presence
of operators of the so-called wildcal or fly-by-night type. This is
particularly true in the case of interstate and contract operators,
who are not subject to as adequate control with respect to the provi-
sion of insurance as are common carriers generally, in most of the
States. An offsetting consideration is the fact that interstate oper-
ators tend to be larger than intrastate, coupled with the fact that
the larger the operator the greater the degree of responsibility.

There has, however, been marked improvement over earlier condi-
tions. Many shippers testified that they were satisfied with the
financial responsibility of truck operators and with their ability and
willingness to observe the terms of contracts, but these shippers also
stated that they carefully investigated the financial standine of
operators before employing them. Some shippers carry theiraown
insurance on goods in transit and some testified that they do not
hip commodities of high value because of the risk of loss and the
. lower degree of responsibility of truck companies than of railway or
express companies. Instances were cited in which operators avoided
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the payment of loss and damage claims or did not return C. O. D.
money or meet their bills, and instances in which drivers confiscated
goods for wages owing to them.

Bus operators in keeping with their larger average size, the greater
degree of regulation to which they are subject, and the nature of the
business, show a greater degree of financial responsibility than do
truck operators as a class. The present State requirements as to
the carrying of insurance are more adequate. For example, insur-
.. ance of all kinds is said to cost the Greyhound lines about 2 cents
per bus-mile. The States have, however, found it difficult to apply
the insurance provisions to interstate carriers, with the result that
some of these lack full responsibility in the event of accidents and
other contingencies. There are instances in which such carriers
leave passengers stranded en route and in which interline arrange-
ments are not satisfactorily conducted. While the greater portion
of the intercity passenger business to-day is done by companies with
a reusonable degree of responsibility, there are other operators who
are sufficiently lacking in financial responsibility to constitute a real
hazard.

Permanence of service—Operators in an industry which is so
easily entered and which uses a public highway lack the perma-
nency required of railways. Such operators may abandon unprofit-
able service and enter more promising fields without the disastrous
financial results which follow abandonment of the private rights of
way owned by railroads. Under present conditions, highway opera-
tions distinetly lack the stability which characterizes rail service and
which has been so important a faéctor in determining the location of
industries and residences.

Maintenance of schedules—Failure to maintain schedules is a
threefold question according as it relates (1) to ability to operate
under all weather conditions; (2) to maintain schedules en route
and to destination; and (3) to the willingness of the operator to
maintain schedules regardless of the volume of traffic offered at the
time of departure. So far as trucks are concerned, these questions
arise primarily in the case of common carriers. The nature of the
business of contract carriers is such that the States do not reqmre
the maintenance of schedules.

There has been a marked 1mp10vement in ability to maintain
schedules in the first and second aspects. The equipment is better
and highways are kept open generally by the States. In certain
mountainous sections of the West, however, a complete stoppage
occurs during a few months of each year. Generally speaking, bus
and truck sérvice is less regular and dependable than railroad. The
trains are better equipped to overcome adverse.conditions and the
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requirements of the mail put an additional duty on the railroads to
maintain schedules. The railroads bave greater dependability and
resourcefulness in the event of floods, washouts, and other calamitics
and under such circumstances furnish relief service,

Ability to maintain schedules en route is a question on which
there is little specific testimony. Obviously, much depends on the
time allowed for a given run and on the attitude of the operator
in permitting speeding to overcome loss of time. Public safety
requires that careful operation take precedence over maintenance
of schedules on public highways. Some operators fail to observe
this principle.

The failure to maintain schedules because of light traflic depends
on whether the carrier deems it better business to operate in the
absence of a paying volume of traffic and to build up a reputation
for dependable service, or to make the savings in operating expenses
which would come from omitting the runs. State regulations fre-
quently require common carriers to observe specified schedules and
doubtless many would do so regardless of any legal duty. The less
reliable interstate operators do not observe their schedules,

Employment conditions.—In several States common-carrier bus
and truck operators observe hours-of-service rules. In California
the maximum number of hours of work is 10, though the elapsed time
may be longer if there are rest periods. Such rules, where present,
apply only to common carriers. Employees of other types of oper-
ator sometimes work 12 or more hours a day, with danger to them-
selves and the public. Hours of service are often irregular and con-
siderably in excess of thase which the railroads are required by law
to observe. Employment conditions are better among the large and
responsible operators.

There is a considerable difference between the wage scales of
employees of motor and rail carriers. In a specific instance in which
a railroad operates bus service between the same points as are serveq
by its rail line, the wage of its engineers in a period of one week
carly in 1931 averaged $1.88 per hour and for firemen were $1.43
conductors, $1.51, baggagemen $1.15, and brakemen $1.08, a totai
of $7.05. This railroad’s bus drivers were paid 72 cents an hour
without allowance for overtime caused by delays en route, The rela-’
tive number of passengers carried by train and bus was not stated
nor is the relative responsibility of the individual operator known’
Similar data for the freight service are not available of record-
However, in weighing any such figures consideration must be givex;
to the relatively small output of service per truck employee, The
wages of a crew manning & 700-ton train involve different consid.
erations from those entering into the determination of the wages
of drivers of 2-ton to 5-ton trucks. ' o : =
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A considerable part of those who engage in highway operations
etther have no hired employees or are of such small size that
standardized employment conditions are not possible. Highway
transportation, particularly truck, is quite different from rail and
the same standards of service, responsibility, and employment are
not applicable to both.

[I. THE DIVERSION OF FREIGHT TRAFFIC FROM RAILWAYS TO HIGHWAYS

Testimony as to the diversion of traffic to the truck embraced a
long list of items. Less-than-carload freight, livestock, fruits and
vegetables, and cotton, are sume of the more important classes of
traflic. An appraisal of the situation requires separate considera-
tion of the different types of traffic. It will be necessary in ascer-
taining the extent of the diversion, to distinguish any loss the rail-
roads have suffered which may be attributable to other factors, and
to ascertain the reasons for the loss in terms of the comparative
service and rates,

Diversion of less-than-carload trafic—The less-than-carload traf-
fic of the railroads shows a more general loss than any other class.
In 1929 Class I railroads carried 2,389,000,000 tons of carload traffic
but only 62,000,000 tons of less-than-carload; in 1920, when less-
than-carload traffic reached its peak, it represented only 4 per cent
of the total traffic of Class I railroads. Though yielding consider-
ably more revenue per ton than carload traffic, the expense which
less-than-carload traffic entails is very much higher on a unit basis.
In 1929, less-than-carload freight constituted 2.55 per cent of the
tonnage carried but returned 10.36 per cent of the total freight
revenue., The following table gives by districts the prewar, post-
war, and more recent volume of less-than-carload traffic carried by

Class T railroads:

Tanty [1I.—Lees-than-carload traffio carried dby Class I railroads {average
1911-1915=100)"

Average, | g9 ) 192 | 26 | 1020 | 1030

District 1011-1918
Euste 100.0 133.7l weo| ona| o3| 74
Sonthesa 1000 1320] 14| 1208 1061 804
Western 000 1156, 83.3] &L4| 1| s
Unitod Stafes 1000 | 127.8 | WLe| ono| s&7| 129

¥ Thi is based on figures which inelude Class 11 and HI roads for 1911 and 1912 and Class IT
roads ‘l:r"l‘éli]:;?ﬁ‘l\lesdhaaibuot?ong& tonpage by districts for Class [ roads not bolng available for years prior

The forces operating to reduce less-than-carload traffic were active
earlier and to & greater extent in the western district than elsewhere;
such traffic in the southern district has been affected most tardily and

to the least extent.
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While most railroads have sustained a loss of less-than-carload
traffic in recent years, some have held or increased their volume of
such traffic. Roads having short hauls feel the loss in greatest
degree. On some such lines and on branclt lines of large systems
the losses may run from 50 to nearly 100 per cent, depending on
local conditions. The Chicago, Burlington and Quincy reports that
of its less-than-carload traffic moving from Omaha from November
1T to 21, 1930, only 3 per cent moved within the 50-mile zone and
17 per cent from 51 to 100 miles, while 20 per cent moved from
100 to 150 miles and 60 per cent over 150 miles; the Atchison,
Topeka and Santa Fe reports reductions in less-than-carload freight
which tend to become less, though irregularly, as distance increases,
with increases in volume generally for distances over 200 miles and
in a few cases for shorter distances; other railroads report similar
results, modified to some extent by variations in road conditions and
amount of truck competition. In some States, as in Texas, where
industrial expansion and growth of population have been large in
recent years, the railroads show substantial gains in volume of less-
than-carload traffic. The general experience is that competition for
this traffic is most severe within 50 or 75 miles and that it continues
of importance up to 150 miles and in sotne cases to 200 miles. Even
where aggregate volume has been sustained, there has generally been
a transformation of short-haul into long-haul movements,

From 1923 to 1929 the loss reflected in Table IIT was approxi-
mately 11,000,000 tons, without allowing for the natural increase
which would follow from the increase of production and population
or for the effects of small-scale buying. The exact diversion to
trucks can not be accurately determined. It is greater in tons than
in ton-miles, indicative of the substitution of long-haul for short-
haul traffic.

Factors other than truck competition which explain reduction of
less-than-carload troffic—Truck competition is not wholly respon-
sible for the diversion which has occurred. Changed distributing
methods and the activities of forwarding or car-consolidating com-
panies are also factors.

Such developments as chain-store distribution, central distributing:
warehouses, and direct dealing between manufacturer and loeal dig-
tributor have served to lessen the importance of the local jobber,
whose outbound less-than-carload shipments formerly moved by rail.
The chain store uses trucks for deliveries to stores within 25 to 50
miles of a central point where car lots are received. Supplies of
fruits, vegetables, and other products are secured for return move-
ments. Manufacturers ship a countless variety of commodities to
warehousing agencies, from which distribution is made by trucks,
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Forwarding or consolidating companies are an increasing factor
m explaining the loss of less-than-carload traffic. However, less-
than-carload losses were shown to be greatest in the case of local
traflic moving for short distances, where such companies do not oper-
ate. Iull details as to volume of forwarding company movements
are not in the record. The Pennsylvania Railroad estimated the
total over its lines at 250,000 tons a year, the Northern Pacific stated
that about 6,000 tons a year moved over its lines from the Twin
Cities, and the Chicago, Milwaukee, St. Paul and Pacific estimated
such movements on its line out of Chicago at 875 tons a. month in
the year 1929. The forwarding company tonnage by all roads in
and out of the Twin Cities was set at about one-fourth of the rail
less-than-carload tonnage. While no aggregate figure can be given,
the decline in the reported less-than- carlond traﬂic which can be
attributed to this factor is considerable. Forwarding companies
have, in some instances, substituted truck for rail line-haul service,
but in the main railroads move the business of the forwarding
companies.

Other factors explaining the loss of less-than-carload traffic to
1929 are the decline in the purchasing power in some sections,
changes in rates, and perhaps the make-up of traffic. The decline
in less-than-carload business in 1930 and 1931 is attributable in
major part to general conditions.

Effects of truck competition on express business. —The express
business has also been adversely affected by motor competition. Its
short-haul movements of bakery goods, packing-house products, ice
cream, fresh fruits and vegetables, fish and other sea food, news-
papers, and miscellaneous articles furnished an attractive field for
the truck when it first appeared as a short-haul carrier. As truck-
ing over longer distances developed, further inroads into the express
business occurred. Intrastate revenue of the Railway Express
Agency declined $29,906,000, or 36.45 per cent from 1921 to 1929,
while interstate revenue increased $19,176,000, or 8.97 per cent. The
net effect is a reduction of $10,700,000, or only 3.6 per cent, in system
revenue, indicating that a nation-wide organization, equipped to
give pick-up and delivery service, is better able to cope with losses
of short-haul business than are local railroads. Measured by number
of shipments, the intrastate business declined 36.37 per cent and the
interstate increased 16.25 per cent.

Diversion of railroad carload trafic.—The truck has made im-
portant inroads into the carload traffic of the railroands, It is
steadily incremsing its penetration into the field of carload traffic,
including the movement of heavy commodities such as coal, oil,
and sand and gravel. Often the effect of truck transportation is
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the substitution of commodities available locally or near by for
those involving long hauls. The competition of the truck has
already caused some breakdown in established distinctions be-
tween carload and less-than-carload movements and in classification
distinctions between commodities. The Atchison, Topeka, and
Santa Fe places its loss of carload traffic above that of less than
carload ; others, facing less intensive competition, find the reverse to
be true. Thus the Illinois Central placed its 1929 revenue loss on
less-than-carload traffic at $4,500,000 and its total loss to trucks at
$6,855,000. The extent of the diversion on typical grades of traffic
will be examined after a brief survey of the course of traffic as a
whole,

TapLe IV.—Carload trafic carried by Class I railroads (averayc 1911

1915=1060)"
l Avarage I }
District ®ii-1015| 1920 1923 1920 | 1929 ‘ 1930
b U173 o UL 100.0| 4.0 188 120.5| 1104 pr.a
Southern - 10001 141.6; 150.0! 1s0.0| 177.3 154.8
(37« 100.0 | 14261 143.7 | 1525 | 1601 137.6
United States_... —— .| 100.0 | 125.0 i 130.2 | 1381 | 137.0 1159

for 1935, tho GLstribution of Lonnage b AIStcts fof Clasa LTonds met beiug Avoismn wrnd Cluss I ronds

Carload traffic was one-fourth larger in the country as a whole
in 1920 than for the average of the years 1911-1915, the increase be-
ing over 40 per cent in the southern and western districts and 14
per cent in the eastern. There was quick recovery from the 1921
decline, with the result that 1928 showed a further increase of about
5 per cent over the pre-war average. The advance was mostly in
the southern district. A further increase of 8 per cent was shown
by 1926, again primarily in the southern district but with a moder-
ate increase in the western. A. slight recession from the 1926 level
is to be noted in 1929, the western district alone showing an in-
crease. However, in that year Class I railroads carried 653 million
more tons of freight than the pre-war average. Compared with this
increase the decline of approximately 8 million tons in less-than-
carload freight is a small factor. Nevertheless, revenue ton-miles
increased only 8.8 per cent from 1920 to 1929 while from 1890 to
1900 the increase was 85.8 per cent, from 1900 to 1910, 80.1 per cent,
and from 1910 to 1920, 62.2 per cent. Granting that some of the
retardation is a result of Panama Canal, pipe-line, and other com-
petition, the railroads attribute a large part of their loss to the
trucks and call attention to the change which has occurred in their
outlook with this reduction in the rate of growth of their traffic.
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The following examination of the diversion of illustrative classes
of carload trafic to which considerable attention was given on the
record will contribute to an understanding of the problems faced by
the rail carriers.

The trucking of livestock, meats, and dairy products—The truck-
ing of livestock has a longer record and accounts for a larger per-
centage of the total movement than does the trucking of any other
single commodity. Short-haul movements began many years ago
and, as roads have been improved and equipment of larger size and
mechanical perfection has been developed, the zones of movement
have been pushed farther back from the markets. The use of trailers
and of special equipment has contributed to this development.

The following table shows the expansion of the trucking of live-
stock into 16 large markets between the years 1920 and 1929:

Tanrte V.—Trucked-in Iwestock (all classes) in per cent of total reoetpts at

16 markcts
1920 1923 1920 1620
Tndfanopolls . . .cceeeiceeiccncmrcerereanenen per cent... 2. 74 3L.T4 39.05 60.32
Oklohamnn ClY . ceuceeacreanannemeaarmaamanran do.... 0.49 18,80 29, 63 40_86
Sloux CRY oo ociaioaan . 4.93 11.10 7.4 4938
Lontsvlllo. . cammmicaccmmrnnen 29, 51 .00 37.08 48. 60
Wichlta. e cricvricrreme e v ey 12.68 14.00 24.05 35,08
5t. Joscephy 7.35 0,37 15.53 35.02
Clgeinnnti, .. 17.81 20, 52 24,01 35.01
Omnhn..oooo... 3 8. 62 12,59 .18
Portland........ 10.37 8,42 15. 68 23. 45
Enst £t, Louis.. 142 1.60 6.00 20,51
MUWAUKSO. ¢ erecraca o craccvrmmmmcmeaen 2,81 5, 51 8.51 19.16
Fort Worth 3.69 5.70 16. 59 16. 96
Bt Paul, e rceccccmnneaa 1. 50 3.81 14,43 16.72
Kansas City - 3.4 381 12,44 16. 50
BT T8 0) R, meeccmmeamecenmna- 3.10 5. 7.02 8.24
Chlengo. e eccccdcecmmaaean .20 .48 2.95 3.m
18 markets, number trucked in - 8 4,503, 634 | 6,503,791 | 13, 775905
Total recelplS . .o e ieieiaccceaaaaa - G, B 71, 265, 286 | 61, 615,594 | 63,030,782
Proportion trucked recelpts form of total_____ per cent.. 5.21 6.85 10.72 21.85

In 1929 approximately one-half or more of the livestock was
trucked into 4 of the 16 markets, over one-third so moved into 3
other markets, and in only 2 of the remaining 9 markets was the
truck movement less than one-sixth of the total. For all of the
markets truck movements represented 5.21 per cent of the total re-
ceipts in 1920, 6.8 per cent in 1923, 10.72 per cent in 1926, and 21.85
per cent in 1929. By 1931 truck receipts at 17 markets had risen to
a third of the total. The variation in the percentage trucked in
from market to market is caused by differences in distance to the
market, by the relative length of highway and rail routes, by
traffic congestion conditions in the approaches to the markets, such
as are shown at Chicago, and by differences in the proportions in
which different kinds of livestock enter the various markets. Hogs
and calves move relatively short distances, whatever the means of
transportation, and therefore figure more prominently in truck re-
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ceipts than do cattle and sheep. In 1929, 28.86 per cent of the hogs
were trucked into the markets above, 28.61 per cent of the calves,
1347 per cent of the cattle, and 12.79 per cent of the sheep. All
classes of livestock, however, show progressive increases in truck
movements.

Improved highways and larger and better equipment have in-
creased the zones within which livestock can be trucked in competi-
tion with rail transportation. Information as to the length of truck
haul of livestock does not go back far enough to give a true picture
of the situation. From 1924 to 1929 the average haul into the South’
St. Paul market nearly doubled, it being 22 miles in the earljer year
and 40.8 miles in the latter year. Of the 1927 truck receipts at
Sioux City, 4.7 per cent came from distances of over 100 miles and
in 1929, 8.7 per cent; in the intermediate 51-mile to 100-mile zone
the increase was from 30.3 per cent to 36.2 per cent; in the 50-mile
zone there was a decline from 64.9 per cent to 55.3 per cent. The
average haul into South Omaha on January 5, 1931, was 72.6 miles
and the maximum 265 miles. Further light on the average haul of
livestock is furnished by the following table relative to movements
into the South St. Paul markets in the first 11 months of 1930:

TAsBLE VI.-—XM{lcage zones from which Hvestock wag trucked into South St. Paul,
Minn., market, January to November, inclusive, 1930

Zone Number | Per cent | Number of | Tons per
(Mllas) of trucks | of trucks tons true

17.2 13, BDS. 00 0.88

23.6 32, M3. 86 1. 48

20.1 43, 300. 08 L7

16.7 20,00, 70 1.91

10.1 19, 675. 62 208

2.0 3,105, 42 1.31

1.7 4, 080. 87 2,50

T 1,443. 40 220

.8 1, 680, v 2.81

.8 1, 644, 68 2N

o 628.92 .36

It will be observed that 66.9 per cent of the trucks moved 45 miles
or less, that 26.8 per cent moved between 46 and 75 miles, and 6.3
per cent over 75 miles. The increase in load per truck with incrensed
distance is fourfold between the shortest zone and the longest one,
indicative of the necessity of increasing the load to compensate for
the greater time a truck is required to complete a longer haul.
Some exceptionally large unit shipments are occurring. A load
of hogs weighing 21,330 pounds is reported as moving into another
market in a truck and trailer unit., The average haul into 17 markets
in 1931 wasg 63 miles.

There are also extensive outbound truck movements consisting of
livestock going to other markets or slaughtering points or of so-
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called feeder stock, which is fattened for final sale. Rail shipments
are a larger factor in the outbound than the inbound movements.
Thus, in 1929 the Sioux City, Iowa, market received 48.8 per cent
of its livestock by truck and shipped 26.5 per cent in that manner;
Omaha received 30 per cent by truck and shipped 16.7 per cent;
Sioux Falls, S. Dak., received 81.4 per cent by truck and shipped
49.4 per cent; and South St. Paul received 18.8 per cent and shipped
11.3 per cent by truck. The variations noted reflect differences in
volume of short-haul feeder movement and differences in distances
which the animals are sent for further marketing or for slaughter.
There has been a marked increase in recent years in the aggregate
outbound truck movement, though there is considerable varlatxon
from market to market and by kind of animal.

For the most part livestock trucking is done by contract carriers,
including farmers who sometimes truck for others as well as for
themselves.

The livestock trucks, being for the most part owned at the country
end of the route, have large amounts of unused capacity on the
return movements. They therefore bid for return loads of feeds,
fertilizers, and general merchandise used on farms or in the com-
munities through which the trucks pass. Sometimes orders are
taken from the local merchant, the goods to be picked up at the
jobber’s door or taken from a union truck depot, and sometimes
return loads are not obtained until after the trucks are emptied.
The competition between truckers for this outbound traffic forces
the rates down with the result that jobbers at local points have
lost a large part of their business and the railroads a part of their
less-than-carload traffic.

The trucking of livestock not only lessens the opportunities of the
local shipping agencies, whether livestock cooperatives or individual
buyers, whose primary function has been that of assembling small
lots for carload movement, but also affects the competitive relation-
ships of the markets themselves by introducing new cross-country
movements and changing the spread in the cost of reaching various
markets,

Trucking of livestock rests in part on the convenience and advan-
tages in marketing which it affords the shipper and in part on a
saving of certain of the marketing expenses. The haul from farm to
local shipping point is eliminated, small lots can be disposed of with.-
out delaying until a carload is sccumulated, speedier delivery can
be effected on a majority of the movements, and advantage can
be talen of daily price fluctuations. The difference in delivery time
by truck and rail is generally that between delivery on the
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same day and at the opening of market the following day.
Conflicting testimony was offered as to the relative shrinkage en
route, but the evidence appears to indicate that if there is less
shrinkage by rail it is due in large part to the feed which the stock
receives in transit. This feed is paid for by the shipper. Road
conditions are a factor determining the amount of shrinkage. At
South St. Paul the yardage charge is 5 cents greater per head in the
case of cattle trucked in and 2 cents greater in the cnse of calves,
hogs, and sheep.

Truck rates on livestock are generally materially higher than
carload rail rates, though the difference varies with the level of the
rail rates, with local competitive conditions, and with the kind of
animal. Thus on shipments into the South Omaha market from rep-
resentative Jowa and Nebrasks points the rates on hogs range from
14 to 116 per cent higher than rail, those on cattle from 47 to 196 per
cent higher, and those on sheep from 54 to 161 per cent higher.
Rates on hogs into the St. Joseph, Mo., market from points up to 110
miles range from 54 to 180 per cent above the corresponding rail
rates. Shipments by truck are in smaller lots than those by rail,
though in some instances and incressingly of late truck loads ap-
proximate carloads in size. There are marked irregularities in live-
stock rates between adjacent points, some of which may be explained
by differences in road conditions and volume of traffic offered.

Where convenience is not a controlling factor, all of the above
cost and service factors are elements in determining the form of
transportation used. With an average haul into all the markets
of probably not much over 60 miles, with a practical maximum haul
under most conditions of 150 miles, and only occasional or unusual
movements for greater distances,!? it is reasonable to conclude that
livestock will continue to be less of a long-haul competitive factor
for the railroads than is much other traffic of no higher grade.

There is also considerable trucking of fresh meats and packing-
house products. ‘The St. Louis-San Francisco, for example, reports
o reduction in the number of peddler cars dispatched from seven
points on its line from 6,729 in 1927 to 4,737 in 1030, or 29.6 per cent,
of which reduction about 70 per cent is charged against the trucks
and the remainder to reduced volume of business and the operation
by the railroad of cooler cars., The refrigerator trucks have in-
creased the radius over which fresh meats are distributed. Opera-
tions are conducted both by contract carriers serving the packing
and distributing houses, reaching in some cases us fur as 300-miles,

W Btock hus moved Into Sloux Clty from dlstances o8 grent as 800 nriles but the
explanation appears to be the conwidernble distance of tho ranclhes from ratl shipping
polnts.  Occaglonal sbipments are enid to move from Omala to Chicago, 625 miles.
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and by common carriers, whose operations are generally over shorter
distances. ‘

Cream and butter are also being moved over the highways for
increasing distances. The regularity of the cream movement and
the possibility of securing butter for return loads make such traffic
very desirable to the truck operator. Cream is commonly trucked
for distances as great as 100 miles and sometimes to points 200 miles
distant. Occasionally butter is trucked long distances, and it was
said that experiments were being made in trucking butter from
Omaha to Buffalo and even beyond.

Closely associated with the movement of cream and butter is that
of live poultry and eggs. Practically all of such traffic from many
local points is by truck. Buyers are making direct deliveries for
increasing distances to hotels and other large consumers. In 1929,
29 per cent of the live poultry received at Chicago arrived by truck.
Special types of equipment for transporting poultry are being oper-
ated over long distances. Advantages in marketing live poultry and
eggs are similar to those in marketing livestock by truck. There
is no trucking of dressed poultry.

The trucking of miik is a matter of long standing. Special equip-
ment has been developed and the marketing organizations in many
localities have adapted themselves to truck movements. The per-
centage of milk arriving by truck still varies greatly. Thus in 1930
Philadelphia received 56 per cent of its milk by truck and Boston
only 6.8 per cent. The revenue of Class I railroads in 1929 from
the transportation of milk was 156.7 per cent greater than in 1915
and 36.1 per cent greater than in 1920, but between 1926 and 1929 it
declined 1.33 per cent,

Truck movements of fruits and vegetables—Railroads in many
sections of the country called attention to losses of traffic in fresh
fruits and vegetables, Quantity movements of vegetables from New
Jersey to large markets near-by were mentioned; heavy diversions,
particularly of apples and peaches but also of grapes, strawberries,
and vegetables in the Ozark regions and contiguous territory were
cited by the St. Louis-San Francisco for which such traflic has been
a primary source of revenue; middle western carriers referred to
the loss of traffic in grapes and other small fruits; a northwestern
carrier stressed its loss of traffic in apples, pears, and strawberries;
California railroads mentioned the large tonnage of fresh fruits
and vegetables moving both State and interstate the year around by
1ruck; and an association of commission merchants stressed the dis-
organizing effects of long-distance truck movements on orderly and
cflicient marketing at the large markets. In the beginning hauls
were short but with the improvement of highways and equipment the
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lengths of hauls have steadily increased, approaching an average
common maximum distance in the eastern half of the country of
200 miles and perhaps a little higher elsewhere. Some exception-
ally long hauls are to be noted, as from northwestern Arkansas to
Texas, 650 to 700 miles; from Colorado to Kansas City, 900 miles;
to New York and Boston from the South Atlantic States, 600 and
800 miles; and from Texas to Colorado, 1,400 miles. Some of the
movements, particularly the longer ones, are not for the transporta-
tion charges as such, but are peddler operations. )
Truck shipments of fruits and vegetables for distances beyond 20
miles of place of production are estimated '® to have been the equiv-
alent of 150,000 to 200,000 carloads, or between 12 and 16 per cent
of the total movement in the composite year 1928-29. The following
table showing the proportion of 1928 or 1929 crop-year truck move-
ments from various areas to points beyond 20 miles indicates the
effects of the conjunction of large producing and consuming regions
and of differences in product:

. R Per cont
Connectieut o o e e e _— 02
New Jersey, central and southern oo . 67
Hudson Valley of New York . 114
Southwestern Michigan (1929) . . t:d
Long Island (1929) . e emam 68
Southern Indinpa o e 37
Southern OIS . o e ——————— 21
Western New York._____ e e ———————— 19
Eastern shore of Maryland. . ______ o _____ 24
Cumberland-Shenandoah sections of West Virgiola. _oemoeeoee .o z
Western Massachusetts oo oo e —————————————— T

Some cities depend on trucked supplies more than others. Thus
Boston, Cincinnati, and New York received by truck 2, 5, and 8 per
cent, respectively, of their fruit and vegetables coming from points
beyond the market-garden area, or 20 miles. On the other hand, for
Denver, Salt Lake City, and Los Angeles the corresponding figures
are 28, 40, and 57 per cent, respectively.

There are also substantial outbound truck movements from the
primary markets.  Thus in 1930, 86 per cent of the movements
from Baltimore and 81 per cent of the movements from Pittsburgh
were by truck. The hauls were commonly less than 75 miles but
with some up to 175 miles. Most of the trucks are owned by job-
bers and retailers outside the market, though itinerant truclkers
engage in this traffic in some sections.

Of truck movements beyond 20 miles, 40 per cent on the average
are by contract carriers, 40 per cent by so-called truckmen-merchants,

. #The Marketing and Distribation of Frults and Vegetables by Motor Truck, De -
ment of Agriculture Technical Bulletin 272 (1081), v ‘ ' port
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and 20 per cent by farmers themselves. The last group hauls for
distances generally under 50 miles, the middle group, which predom-
inates in the Middle West, for distances generally over 200 miles,
and the first group for distances generally under 200 miles, Con-
siderable moving sbout from time to time is required to keep the
trucks in operation. '

The above distances give an indication of the profitable length of
haul. This varies also with the type of product. Contract truckmen
find 40 miles about the limit of profitable operation for such low-rev-
enue producers as potatoes, while on highly perishable products,
which take high rail rates and require refrigeration for rail move-
ment, trucking may occur for distances up to several hundred miles.
Some long-distance trucking was abandoned after trial.

On hauls of the general lengths indicated, the time in transit is
materially less by truck than by rail, and refrigeration is not re-
quired. Rates tend to be on a somewhat disorganized basis and,
except for short distances, are higher than rail. Other cost and serv-
ice considerations, therefore, lead to the use of trucks. Asin the case
of livestock, the produce is picked up at farm for either direct move-
ment or for local concentration, and the farmer may also deliver at
concentration point. The number of less-than-carload movements
is reduced through the elimination of some loading points. Where
the produce moves direct from farm or local shipping point to dis-
tributor’s or dealer’s door, with additional assistance in unloading, a
completed service is rendered which the railroads do not provide.
On the other hand, rail transportation has distinct advantages where
the movement is to the large auction markets. The railroads offer
other long-established and valuable advantages including certain
transit, diversion, and rebilling privileges. There is also the ad-
vantage that lies in their greater responsibilities for service, and for
injuries or damages. Truclkers can give special attention to early
movements or choice shipments and. may return crates at a low
charge, or free. They assist in disposing of off-quality produce,
to the advantage of the farmer, and, if properly priced, to that
of the consumer. New business is developed to-the smaller com-
munities which had lacked frequent fresh supplies. Highway de-
velopment and trucks have opened up or made accessible to markets
lands hitherto not available for truck ga:demno' and have changed
Mhbe compemtwe relationships of producers at ditferent distances from
the markets.

There is undoubtedly a substantial amount of truckmg, especmlly
of the peddler type, which is not remunerative to those who engage
in it, but which nevertheless contributes to confusion of marketing
and to the lowering of grades and prices.
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Summarizing, it may be said that, assuming no pronounced change
in rail rates, the trucking of fruits and vegetables will probably
continue to be of a short-haul character for many classes of prod-
ucts, and that 200 miles, and in some sections a little more, may
continue to represent the common maximum haul.

The trucking of cotton—Although there have been trucking maove-
ments of cotton for a number of years, these did not become of
importance until very recently. Movements are principally to the
ports, with some to interior mills in the South and Southwest and-
to concentration centers. Only 1.9 per cent of the cotton reaching
the ports of Houston, Galveston, and Texas City was by truck as
late as 1928. In the next two years 3.9 and 5.1 per cent so moved,
while in the six months beginning August 1, 1930, the percentage
rose to 18.5. The number of bales trucked to the port of Savannah
increased from 4,500 in 1928 to 45,000 in 1929.

In the period from August 1 to November 15, 1930, a total of
2,531,318 bales moved by rail to the three Texas ports named and
Corpus Christi and 965,120 bales, or 27.6 per cent of the total, by
truck. Of the movement to Houston from August 1, 1930, to Jan-
uary 31, 1931, 23.5 per cent was trucked, to Galveston 9 per cent, and
to Texas City 12.9 per cent. Some 63.6 per cent of that moving to
Corpus Christi from August 1 to November 15, 1930, was trucked.
Rail movements to Galveston and Texas City have declined greatly.
The Louisville and Nashville moved 46,488 bales to the ports of
Mobile and Pensacola in the season ending August 1, 1930, and
trucks 14,277 bales; from August 1 to September 80, 1930, this rail-
road carried 28,272 bales and the trucks 60,297, despite reductions in
the rail rates, The Atchison, Topeka & Santa Fe reports a 23 per
cent reduction in its movements from Blythe and Ripley, Calif., to
Los Angeles. Reduced rates have increased the rail tonnage from
the San Joaquin Valley of California and the Salt River Valley of
Arizona, but without notable improvement of earnings.

Various attempts were made to measure the loss in revenue.
The railroads’ direct loss from August 1, 1930, to December 1, 1930,
on cotton moving to the four Texas ports named above was esti-
mated at $3,043,743 at standard rail rates and $1,770460 at the
reduced rates, to which is to be added the revenue loss on the cotton
which moved by rail at the reduced rates. The Louisville and Nash-
ville estimates its revenue loss during the five months ending"'i‘
December 31, 1930, at about $300,000. '

Movements of cotton are principally by contract carriers, some
of which maintain fairly regular schedules during the cottOI’l-mOV'
ing season. In some cases the cotton is bought by the party who
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does the trucking. The rates made do not bring the traffic within
the reach of the common carrier. Most of the operators have only
a few trucks, though one in Texas is said to have 250 trucks.
Movements to the Gulf ports are from points as far distant as
about 400 miles, but the bulk of the movement is for distances not
exceeding 175 miles. Long-distance movements are increasing,
however. The Southern Pacific reports movements from Calexico
to San Pedro, Calif., 250 miles, To the interior mills in the South
and Southwest the movements are generally 100 miles or less. Traf-
fic for back hauls is frequently sought at rates which will yield
something above gasoline, oil, and wage costs, and consists of bag-
ging, ties, and miscellaneous merchandise, but, generally speaking,
return loads are not obtainable. A little cotton moves as back-haul
traffic for automobile truckaways. Trucks carry as high as 16 bales
and sometimes 20 bales of compressed cotton; in some instances as
high as 20 tons have been carried in a truck-and-trailer unit.

An explanation which has been offered of the recent sharp increase
in trucking is the presence of trucks rendered idle by reason of
reduced forest, petroleum, and other operations. Some importance
may attach to the low price of cotton in recent years as emphasizing
the importance of low rates.

Truck rates on cotton generally lack a firm basis and are frequently
adjusted to what the carrier can charge. They are materially lower
than the rail rates in effect at the time trucking became a factor in
the situation. The Seaboard Air Line reports truck rates in North
and South Carolina which range from 50 to 90 cents lower per bale
than for single-line rail hauls and from 85 to 120 cents lower than
for joint-line rail hauls. The truck rates in this instance range
irregularly but generally upwardly from 35 per cent of the single-
line rail rate at 10 miles to 75 per cent at 200 miles.

Trucks pick up the cotton at the compress point, warehouse, or
railroad platform and not at the farm. To points reached by over-
night service the trucks give quicker delivery than the railroads.
Trucking has rendered certain local marketing points of less im-
portance than heretofore. The use of railroad bills of lading for
banking purposes is an advantage which the trucks do not afford.

Cottonseed also is very extensively trucked, moving from the gins
to the oil mills at the larger places. A Texas railroad states that
at least 90 per cent of the cottonseed in its territory moves from the
gins by trucks; to Blytheville, Ark., 78 per cent is said to move
by truck. Trucking is done by the gins, the individual owner of the
seed, or the mills, and occasionally by contract carriers. Hauls are

short compared with those on cotton.
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Efforts to meet the situation by means of reduced rates have had
beneficial results in the case of some railroads, negligible results in
other cases, and adverse results in still others, as is pointed out in
more detail below. There are no important service advantages in
the trucking of cotton, and in fact certain distinct drawbacks. The
recent rapid increase has been brought about by conditions attribut-
able to the depression in the cotton and other industries. Economic
forces will probably lead to continued and increased trucking of
cotton. The situation is rendered particularly grave by reason of
the large dependence of many southern and southwestern railroads.
on movements of cotton and its derivatives.

Truckaway movements of automobiles—The practice of “drivea-
ways,” that is, automobiles driven from manufacturing or assembly
points to the dealer’s door, is one of long standing. Recently, a so-
called “ truckaway ” unit has been developed consisting of a truck
with a long trailer capable of carrying three or four of the smaller
cars. And even more recently a double-deck truckaway having a
capacity of six or seven vehicles has been placed in service. An in-
crease of water movement of automobiles, principally on the Great
Lakes, has also served to divert traffic from the rail lines. Compar-
ing 1923 with 1929, the number of carloads moved by rail increased
21.4 per cent, by highway 71.5 per cent, and by boat 144.6 per cent.
In 1929, 733,631 carloads of automobiles, or 63.0 per cent, moved
by rail, the equivalent of 391,748 carloads, or 33.6 per cent, by
highway, and 89,915 carloads, or 3.4 per cent, by water carriers.
A separation of highway movement into driveaways and truck-
aways is not possible, but if, as was stated, the driveaways have
not declined, it may be inferred that the trucking movement has
been superimposed on the older highway movements. Automo-
biles are being trucked from southern Michigan to points ns distant
as Kansas City, about 650 miles, to western Nebraska, 1,000 to 1,200
miles, and occasionally even to Denver, approximately 1,300 miles.
From St. Louis there are such movements as far as Oklahoma City,
542 miles by rail, and from assembly plants in California to points
in Arizona up to distances of 575 miles. The decentralization of
assembly operations has contributed to highway movement, as have
certain movements by water. Of the cars received by water at
Duluth in 1930, 18 per cent moved out by rail for long hauls, 22 per
cent were truclked away, and 60 per cent were either driven away or
delivered locally. Generally the movement by truckaway is one way,
the only return movement being some automobiles for sct"upping pur-
poses, and some cotton and tobacco in the South.

The reasons for highway movements of assembled cars are found
in part in savings in rates and in part in the more complete and
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expeditious service rendered. From Flint, Mich., to Indianapolis
the rail rate is 94 cents per hundred pounds and the truck rate is the
equivalent of 72 cents, the saving being therefore about $5 a car,
plus delivery cost to dealer’s door. From St. Louis to Malden, Mo.,
the saving is $18.50 per car; from Kansas City and St. Louis to
Oklahoma City it is $10; from Kansas City, Mo., to Wichita, Kans.,
it is $6; and from St. Louis to Tulsa, Okla., $12. The railroads have
made various reductions in their rates to meet this competition.

The drive.away or truck-away contractors in some cases inspect
the cars at the plant before taking delivery and in all instances place
the cars at dealer’s door.!* No evidence was presented as to the
comparative delivery time, but on short distances at least the high-
way movement would be more expeditious.

Occasionally testimony was offered as to the relationship between
traffic brought to and that taken from the railroads by the automotive
and related industries. Certain railroad witnesses conceded that
there is a net gain to the railroads in terms of volume. The situation
varies greatly from road to road, some railroads gaining much more
tonnage than they lose while others have little opportunity to bid
for automobile or derived traffic and yet suffer heavy diversions to
the private car, bus, and truck.

The trucking of coal—The carload commodities heretofore con-
sidered have been generally of high grade. Attention may now be
turned to a kind of low-grade traffic for which the trucks have bid.

Short-haul wagon or truck movements of coal from mines or
docks to near-by points of consumption have long occurred. Within
the last two or three years movements over the highways for dis-
tances as great as 60 miles or more have caused concern to both
rail carriers and local coal merchants. The truck movements which
were described in the record occur in the anthracite region of the
East, in various sections of the Middle West, and in Colorado, and
from docks in New England to points inland 2 considerable distance.

The Reading system reports the movement by truck in 1929 of
approximately 144,000 tons of anthracite coal to some 67 specified
points, most of which are also served by that line. The rail move-
ment to the points served was 601,147 tons. For 1930 the truck move-
ment in the anthracite area is estimated at 500,000 tons and the dis-
tances are said te have increased from about 50 miles in 1929 to 75
and perhaps 100 miles. The Chicago, Burlington & Quincy esti-
mates its loss of bituminous-coal traffic at 250,000 tons a year, most
of which, however, moves over distances of only about 20 miles.

¥ 1In some coges, of course, wheolesalers nnd even dealers have rallroad sldings.

C1821,C.C.



298 INTEESTATE COMMERCE COMMISSION REPORTS

The movement-is particularly heavy in the St. Louis and Denver
areas. The Missouri Pacific reports a very large movement of coal
by truck for distances up to 50 or 60 miles and the Chicago, Indian-
apolis & Louisville reports such movements in southern Indiana
for distances up to 40 or 50 miles. A considerable amount of coal
moves into Des Moines from mines 7 to 12 mules distant. The truck-
ing of coal into Denver increased rapidly in 1930 and amounted in
all to about 263,000 tons, representing about 20 per cent of the avail-
able business. ¥From the Colorado mines 6,992,678 tons were moved
by rail in 1930 and 974,513 tons or 12.2 per cent by truck or wagon.
Highway movements take practically all of the production of 9
smaller mines and approximately half of that of 4 other of the 24
mines in the State.

For the relatively short distances indicated the trucks find it possi-
ble to undersell the local dealers, whose coal must be yarded before
delivery to the consumer and who have overhead expenses which the
trucker does not have. The latter may be a contract carrier, a
peddler, or a migratory operator. He may solicit orders before buy-
ing the coal or he may bring the coal into town for peddling pur-
poses. Prices are not fixed but depend on what can be obtained from
the individual customer and the transportation cost is only an clement
in the entire transaction. Most of the vehicles entering St. Louis
were found not te be regular coal trucks but an assortment of types.
Trucks not otherwise engaged are sometimes dispatched for loads
of coal. Complaints were made as to the overloading and unsafe
condition of the vehicles and of short weighing, but no substantial
evidence on these points was offered.

The unstable and somewhat irresponsible nature of the trucking
operations described makes it difficult for the coal merchant to adapt
himself to it or for railroads to cope with this competition by reduc-
ing their rates. The practice of making coal rates on a group basis
contributes in this connection to the difficulties of the railroads, as
does the fact that industrial coal moving in carload lots has not been
materially affected by highway competition. The competitive prob-
lem of dealers and railroads is that of meeting a less responsible and
less orderly and somewhat cheaper form of transportation. While
the traflic lost is principally short haul and the problem is essentially
a local one, the diversion is an important consideration for some
carriers.

Other truck movements of carload trafic—The items of carload
traffic used for illustrative purposes include some which are no more
important than others which are not discussed in detail. There is,
for example, extensive diversion to highways of bulk movements of
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gasoline, fuel oil, and other petroleum products. Attention was
chiefly called to such movements in the State of California, where,
it 1s said, 400 million gallons of gasoline are being trucked each year
by for-hire carriers. It is not clear whether local delivery move-
ments are included. Such movements began in 1924 and now engage
the services of 300 trucks and 300 trailers, 15 of each of which are:
engaged in interstate movements. A truck and trailer unit is capable
of carrying the equivalent of about a tank car of gasoline. Various
eastern carriers report losses of such traffic, including that moved
by truck from ship side or from barges.

Other commodities which customarily have moved by rail in car-
load lots and of which there is extensive diversion include sugar,
sugar beets, rice, canned goods, automobile tires and accessories,
building materials (brick, cement, stone, and gravel), logs and
lumber, furniture, paper and pulp board, foundry products, ma-
chinery {(including heavy machinery requiring special truck equip-
ment), paints and varnishes, beverages, baled hay and straw, leaf
tobacco, fertilizers, and household goods. The last may move over
particularly long distances. Manufacturers who are able to move
finished products by truck in one direction and raw materials in the
other find trucking particularly advantageous.

The few important classes of traffic which have almost wholly es-
caped truck competition, such as iron ore, wheat, and other small
oraing, generally move in large bulk or predominantly over long dis-
tances or are held to the rails by marketing considerations. In the
latter cases the originating movement is closely tied in with other
stages in the marketing process. The point of effective bidding
for carload traffic varies with the commodity. As has been indi-
cated, the bulk of truck traffic lies in the shorter range of distances.
Failure to give full weight to this fact may result in overstatements
of the present volume and importance of truck traffic. To the ef-
fects of actual diversions of traffic must, of course, be added those
of reductions in rail rates which have been made to meet the high-
way competition.

A special aspect of such reduced rates is illustrated by the Cali-
fornia raisin traffic. The trucks have bid for large volumes of this
traflic and the railroads have had to cut their rates to the ports,
but in doing so they drive additional traffic to the Panama Canal
route and deprive themselves of the transcontinental haul. Much
freight is being trucked in connection with coastwise or intercoastal
boat lines in competition with well-established rail routes.

The proportions of the loss of less-than-carload and carload trai-
fic going to the threes major types of truck operator vary consider-
ably according to commodity and section. Thus, livestock, cotton,
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and automobiles are handled largely or entirely by contract car-
riers, fruits and vegetables generally by contract carriers and private
operators, and coal by operators generally of the peddler type. The
contract carrier is extensively used in making deliveries from job-
bing centers. An estimate has previously been given of the relative
importance, in the aggregate, of the three types of operators.

Through water-line and truck scrvice—In the past few years
through transportation by motor trucks in connection with water
carriers has developed rapidly. Steamship lines operating between
New York and New England ports in connection with truck service
reach practically every point in southern New England within 50
miles from the ports and a considerable part of New Jersev and
New York. There is also regular water-truck service between Phil-
adelphia, Baltimore, and Washington. A chain-store system uses
water lines from Baltimore and Philadelphia to Norfolk, Va., and
trucks inland from that point at a saving of about 15 per cent under
the all-rail rates. One large New England trucking concern gives
coordinated truck-and-water service with store-door service at ap-
proximately the rail rates except in New York where local truck-
men, accustomed to giving service in New York congested districts,
can perform the store-door service more economically. The water-
truck service of this company is faster than rail service. The com-
pany has nearly 2,000 regular customers and carries general mer-
chandise.

Joint routes are maintained from Norfolk, Va., Baltimore, Md.,
and Philadelphia, Pa., by water carriers to North Carolina ports
and thence by truck lines to inland points. These joint routes ex-
tend as far west as Raleigh, N. C., about 120 miles from the coast.
The rates are less than those by rail between the same points by rail.
The Detroit & Cleveland Navigation Company operating on Lake
Erie has had through rates with trucks for four or five ;enrs from
Cleveland and .Buﬁ'alo, N. Y., to points in Michizan, from Detroit
to and points in New York, and from peints in Ohio to Detroit.
The water line has joint rates with rail earriers which are competi-
tive with its boat-truck rates. ‘The all-rui and boat-truck rates ave
2 cents per 100 pounds higher than the water-rail rates. The boat-
truck rates apply to towns 100 to 125 miles from the ports. Similar
arrangements for joint motor and truck routes and rates exist be-
tween Pacific coast points and at certain points along the inland
waterways. =

Ba';sis of ca-mpetz'tian between railroads and truchkg—
I—?avm_g consxde::ed the extent and illustrated the character of the
diversions of rail traffic to highway carriers, we will determine the
reasons for such losses in order to find the basis of the competition
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between the two agencies of transportation. Many of the pertinent
factors have been mentioned in connection with the analyses of
particular types of traffic and need only be summarized here. The
competition of one transportation agency with another turns on the
twofold question of service and rates.

Advantages of truck service—The advantages of truck transpor-
tation from a service standpoint are to be found mainly in the speed,
the completeness, and the flexibility of the service rendered. The
area in which the truck has most effectively supplanted rail traffic
is that which can be served one or more times during the day; the
area within which overnight delivery can be made is a fertile field
for the truck; to points more distant the service advantages of the
truck are lessened until a zone of indifference or disadvantage is
reached. Coupled with this phase of service is the ability or will-
ingness of truck operators to take shipments at a later hour than
the railroads ordinarily do and yet make earlier morning delivery.

In the case of some shippers an even greater advantage of truck
transportation is the completed service it renders. Only one trans-
portation agency needs to be dealt with for given shipments and
pick-up and delivery service is usually provided. There is also
more flexibility about truck than rail service in moving emergency
and irregular shipments. Special efforts are made to meet any
unusual requirements of an industry or a shipper. Secondary fac-
tors favoring truck transportation are the more personal contacts
between shipper and truck representatives than prevail between
shipper and railroad, the less formal procedure, and, in some cases,
the possibility of combining selling with transportation functions.

Disadvantages of truck service—There are disadvantages in using
trucks. Their inability to take all classes of traffic or traffic going
to all distances makes it necessary for shippers to deal with both
trucks and railroads, though some prefer such an arrangement.
Many shippers prefer to do all of their local hauling, some because
they have their own trucking equipment and some because they find
that trucks break into their routine, make too frequent ealls, and
cause congestion at loading docks. At Sioux Falls, S. Dak., 90 per
cent of the outbound truck tonnage of the principal truck operator,
the Wilson Transportation Company, is delivered to its depot by
the jobbers and manufacturers. Qthers mention the lack of a known
basis of rates, making it necessary to guess at what competitors
are paying and to indulge in bidding for rates, particularly those
for back-haul movements. Truck schedules are less adequately
maintained than rail, though there has been considerable improve-
ment. There is less complaint than formerly about the lack of
responsibility of truck operater and collection of loss and damage
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pnyments has improved. Trucks do not issue bills of ludiu.g which
command the prestige of railrond bills of lnding f.or'bunkng' pur-
poscs; and reconsignment, storage in transit, and sm_ulur prwn.leges
accorded rail shipments are largely lacking. Articles requiring
refrigeration and heat are generully less carcfully protected by truck
than where the movement is by rail, though improvement as to
refrigeration has been made of lute,

““he foregoing advantages and disadvantages of truck service are
partially reflected in the rates which shippers will pay for using
trucks rather than some slternative service. Truck rates also reflect
competition between the operators themselves.

Basis of competition between railroads and trucks—(2) Rates.—
Comparison of truck with rail rates is rendered difficult by reason of
the several types of truck operator, the wide range of conditions
under which service is rendered and the obscurity which surrounds
the rates actunlly being charged. A small proportion of the oper-
ators publish their actuul going rates. Few States have fixed rates
and none has done so for all classes of operator. In those States
where the rates of common carriers are required to be filed there are
exceptions, bewildering changes, and often departures from the
tariffs.

Truck transportation has tended to break down the distinction
between carlond and less-than-carload traflic. Nevertheless, a broad
division may be made between the rates of common earriers, which
more commonly apply to less-than-carlond traflic, and those of the
contract carriers, which apply more generally to movenients of the
kind which would have been in carload quantities had they been
made by rail. Rates of the latter type have been considered briefly
in connection with the specific annlyses which have gone before,
An analysis of the rates of common carriers is desirable.

Common-carrier truck rates—~There are relatively few large com-
mon carriers, more moderate-sized ones, and many small ones. The
large and responsible operators generally publish and adhers to
tariffs for use individually or join with other large and small
operators in the publication of a tariff, as in the State of Washing-
ton. Howoever, such operators generally have special rates for volume
or regular shipments and frequent changes in their rates testify to the
difficulties experienced in meeting the competition of intorstate or
contract carriers and in adjusting to back-haul traflic.

The rates of common carriers vary from simple flat amounts with
a rudimentary classification or practically no classification to those
which use the railroad classifications or the clabornte classifications
of associations of truck carriers, as in Washington and Culifornia.

1821.0.0.



COORDINATION OF MOTOR TRANSPORTATION 303

Rates of the more complex type appear to be related to those of
the railroads, thongh commonly with pick-up and delivery in addi-
tion to the service which is covered in the rail rate.!® There is, how-
ever, a considerable variation in the level and relationship of rates
in different territories, and, in differing degrees, a fatlure to ob-
serve {he published tariffs in every particular,

The common-currier rates in Innsas, on the first four classes of
traflic, generally equal the rail rate plus 6 cents, but these rates
include pick-up and delivery; in Oklahoma and between Kansas
and Oklahoma the truck rates equal the rail rates. The western
classification is used. In Missouri the relationship is different.
Thus on a tariff between St. Louis and Oklahoma City, the truck
rato of one operntor to various points up to about 200 miles is
lower than the first, second, and, with few exceptions, the third-
class rail rates and is both above and below the fourth-class rail
rate at different points within this distance. TFor points beyond 200
miles the truck rate is cqual to the first-class rail rate. In this
instance, the truck operator does not attempt to meet the second
and lower class rail rates at points in excess of about 200 miles,
There are irregularitics ns between andjacent points.

On tho other hand, rates of cotnmon carriers between Kansas
City, Mo., and Kansas points are either equal to or greater than
the rail rates. They are, for example, greatly above rail rates
at Topeka and Valley Falls, considorably above at a number of other
points, slightly above at points such as Wichita, Hutchison, and
Emporia, 2nd equal to rail rates at Fort Scott, Manhattan, Pitts-
burg, and other points. The rates average 4.1 per cont above the
corresponding rail rates.

A largoe carrier in the Chicago territory maintains rates identical
with those of the railroads except that reduced rates apply to traflic
handled for forwarding companies and higher rates apply for cer-
tain special expedited movements. Another important truck carrier
in this territory charges rail rates on the first, second, and third
class traflic and higher than rail rates on the fourth, Irom a point
where this company’s greatest volume of business is done its vates
aro snid to average 18 to 20 per cent higher than rail and from
Indiana points to the Iowa line, 30 per cent higher, lxceptions are
mude for particular types of traflic and for that of forwarding com-
panies, Smaller operntors in this territory may also charge rail
rates or slightly less, again with exceptions for certain traffic. There

B Some common carriers, bhowever, provide no plek-up and dellvery morvlee; some give
plck-up or dulivery; In tho inrger citles pick-up and delivery may be provided in a defined
gono, with an additiounl charge for such service in outor zones, Contract carriers some-
timea make deliverles of o shipment at a number of polnta and some are known to plle
or distrlbute sbipments, auch ns pipe, along a rond or streot,
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are, however, many small operators who have only flat rates. IFrom
Chicago to Quiney, Ill., for example, where the rail rates are 79,
67, 53, and 39.5 cents, a flat rate of 50 cents on all commedities
accepted is available by truck. Illustrative rates from Quincy to
Illinois and interstate destinations may be cited.

TaBLe VII.—Raieca (in ccnte per 100 pounds) from Quincy, Iil., to peints namcd

Rail
To— Truck Romarks

Macomb, II 47.5 | 40.5 | 32 4 23
Rushvwille, I 56.5 [ 48 ki) 245 a5
Keokuk, lowa. 41.5]35.3 |28 21 35
Loraipe, l_______ .50 24.5]18.6 25 | Except potatoes, beans, sugar, stc., 20 cents.
Hannibal, Mo.___._...__. H5]|20.5 |28 1.5 20
Edins, Moo 53.5]39.5)|30.5 |28 25

The above truck rates tend to fall between third and fourth class
rail rates, though in one case approximating second class and in
another third class. ¥rom Burlington, Iowa, to Dallas City, Ill.,
where the rail rates are 34.5, 29.5, 23, and 17.5 cents, the truck rate
is 10 cents. From St. Louis, Mo., to Quincy the rail rates are 61.5,
52.5, 41, and 31, while the truck rate is 81 cents except for a single
shipper, who pays 15 cents.

A comparison of an average of rail class rates and truck rates in
North Dakota shows a general parity except where there are con-
siderable differences in the distances by highway and railway.® An
average of truck rates from Seattle, Wash., is consistently above
the composite of first to fourth class rail rates, the difference being
greatest at the short distances and less than 10 per cent at Walla
Walla. Between Seattle and Portland and in the reverse direction
the average was about 20 per cent above the standard rail rate.’
From Portland east to Spokane the rates equal the rail rates. What
is true of the rates as 2 whole is also true of the individual class rates.

On the other hand, in another section of the country, between
Norfolk and Portsmouth, Va., and Virginia and North Carolina
points, the truck rates of two lines are, with minor exceptions, con-
siderably below the rail rates. There is, however, little consistency
in the relationship of truck and rail rates ns between the different
classes and there is no marked tendency for the relationship to

1 The ability of trucke In this sectlon to cut neross country la llluatrated in un extreme
degrece by the distance between Blsmarck and Turtles Creek, which 1s 230 miles by mil
and 71 by highway, and by the d!stance betwcen Btanley and Sunish, 215 miles by roil
and 3¢ by highway. In some Instances the highway milenge 18 groater than the rall, ns
between Rolia and Devils Lnke, where the distance s 60 miles by rall and 25 by highway.

3 Bubsequently, reduced rafl rates on merchandiue traflic have precipltated reductiona of
truck rates betweon these points, as discusged elsewliore,
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change as the distance increases. Between New York and Phila-
delphia the average less-than-carload rail rate, plus the cost of
pick-up and delivery, is about 57 cents per 100 pounds, while the
average truck rate, presumably on comparable traffic, is 42 cents.

A few States—principally South Carolina, Arkansas, Texas, and
Wisconsin—have preseribed by law that the class rates of common-
carrier truck operators shall not be less than rail rates, or not less
than a given differential in excess of rail rates.”® These rates, as
the illustration last given shows, are subject to the effects of inter-
state competition, including rail competition, as are the rates of
common carriers who endeavor to maintain rates equal to or in
cxcess of the rail rates. Some such operators succeed better than
others in meeting this competition, depending on their geographic
location with reference to State boundary lines, amount of trucking
in the area, and other factors.” Other operators find it necessary
to establish commodity rates or to make exceptions to the classi-
fication. Particularly difficult to contend with are the back-haul
rates of livestock truckers, whose great amount of unused capacity
leads to extremely low rates on outbound merchandise, feed, and
other commodities. Such competition, as well as the competition
of interstate operators, is said in some instances to have demoralized
the rate structures from jobbing centers, particularly from those
points on or near State boundaries.

Contract-carrier truck rates—The common carriers whose rates
have been examined do not, as a general rule, account for the greater
part of the trucking between given points. The contract carrier
and private operator are important factors. The private operator
comes into this survey of rates only in so far as the rates of con-
tract and common carriers are & consideration in choosing between
hiring trucking done and doing it privately.

The rates on several major classes of contract traffic, such as
livestock, cotton, coal, automobiles, etc., have been considered here-
tofore. Attention will be directed at this point to the rates on
commodities, such as those carried for wholesalers, packers, manu-
facturers, etc., for which common carriers also make bids, particu-

¥ Iown hoe prescribed truck rates on livestock for ita class of “ irregular route common
enrrlera ™ for application between 18 counties in the northwestern part of the State and
Sloux Clty. These rates, which are sald to have been based solely on the cost ef truck
operation and not on rall rates, are lower than rail to 15 miles and increaslngly higher
above that dlatnnee. On stockers and feeders there 18 a commodity rate, affected by rall
rates, of about three-fourthe the fat cattle rate,

% An operator in North and South Carolina charges 25 per cent more than rall rates
on all teaflle carrled except cotton piece geods, on which the rall rate Is charged, The
latter traflle constliutea about one-half of the volume of buslness dons and is generally
backlond trafile. The ndditionnl charge Ja found to be necessary to cover the cost of
furnishing plek-up and delivery service. ‘This operator does not take bulky or low-
valued conrmoditles.
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larly in the form of commodity rates or exceptions to the classifi-
cation, and to certain general practices which characterize the mak-
ing of contract rates.

Subject to no regulation in most jurisdictions, and limited regula-
tion in others, contract carriers have a free hand in making their
charges; they can make changes readily and can freely discriminate
between shippers, types of traflic, and communities. For the dis-
tances covered, their rates are generally considerably less than rail
and are less stable than common-carrier rates. They sometimes
are based on known costs and are reflected in definite mileage, ton-
nage, and hourly or other rates, and sometimes on what can be
obtained. The former basis prevails more generally in the case of
regular contract carriers and the latter in the case of contract op-
erators of less experience and of the so-called wildcat operator.
In some cases, the more responsible contract carriers handle out-
bound for a few customers and are known to take what they can get
on the return trip. Empty or partially filled trucks returning to
their headquarters everywhere contribute to disorderly contract
rates and indirectly to disorderly common-carrier rates. Shippers
under such conditions frequently wait or shop around for advan-
tageous rates and return-lond bureaus have arisen in some cities
to gather and pool information about available business. In some
cases shipper’s weights and descriptions are accepted, and there
are cases in which low rates are quoted for delivery of carload
quantities at the trucker’s convenience, the deliveries being spread
out over a number of days. Where shipments are seasonal, as in
the fruit and cotton industry, wildcat competition is a further dis-
organizing factor. Truckers of limited financial backing are some-
times driven to quoting extremely low rates to meet their jmmediate
cash requirements.

In the previous analyses it was shown that the rates on livestock,
and generally those on fruit and vegetables, are considerably higher
than rail rates, and that those on cotton, assembled automobiles, and
coal are lower. Little specific information was offered as to the rela-
tive rates on such items as sugar, canned goods, lumber, tobacco, fer-
tilizer, building materials, and the many other commodities which
move by truck in substantial quantities, but these rates also are ren-
erally below the standard rail rates. Of great importance is the
lower truck-load than carload minimum weight or the absence of any
minimum requirement. '

Contract hauling at rates in excess of the rail rate is of traflic
which generally requires a highly expeditious or specialized service.
To be profitable, contract rates on other traflic moving long distances
have had to be raised to a level approximating the rail rate. Thus

1821.0.0.



COORDINATION OF MOTOR TRANSPORTATION 307

the rate on rubber tires from a Detroit factory to Kansas City, 650
miles, was at one time 96 cents and since has been increased to $1.15,
while the rail rate is $1.20; to Atlanta the rate from Detroit is $1.30
by truck and $1.34 by rail. On the return trip from Atlanta cotton
piece goods are taken at rail rates. Second-afternoon delivery to
Kansas City is given by truck and fourth-morning delivery, siding to
siding, by rail; to Atlanta third-day truck delivery is furnished
compared with fifth-day rail delivery. Such hauls are stated to be
experimental; most of this company’s output moves by rail in car-
loads to distributing points and thence by truck.

A type of special contract service is the trucking of household
goods and furniture. A representative of the largest operator in
this field states that his rates are from two to four or five times
greater than rail and are based on mileage with broad gradations
according to size of shipment. His competitors, however, charge
lower rates and do not adhere so closely to a defined tariff. The view
was expressed that such operators attempt to extend their operations
to distances beyond a profitable range.

Packing requirements.—There remains as an aspect of the relative
cost of using truck and rail service the question of how far trucks
derive an advantage from lower packing requirements. Packing is
done in order to protect goods from loss or damage or pilferage or
to put an article up in a unit size desired by the trade. However,
many commodities for which trucks are bidding, such as canned
goods, sugar, dried fruit, soap, lumber, cotton, wool, certain fresh.
fruits and vegetables, gasoline and refined oil, hay, and cement, either
require the same packing, however they move, or require no packing
at all. As to these commodities, the truck has no advantage. Also,
some large trucking companies observe the packing requirements of
the governing railroad classification, except where special arrange-
ments are made. In other cases, as in the movement of confectionery
goods, special truck bodies are necessary if packing is to be dis-
pensed with. As to all such movements trucks have no advantage.

However, the trucks undoubtedly have an advantage in case of
many commodities in being able, at least for shorter distances, to
transport goods which are more lightly packed and less completely
marked than for rail movement, and to take a small unit which for
rail movement would ordinarily be assembled with similar units or
other articles for transportation in a single large container. For
longer distances the greater jolting and jarring of highway move-
ment is a factor, but so also is the generally greater number of han-
dlings by rail. Trucks frequently effect a saving for the shipper
through prompt and regular return of containers.
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A related consideration is the fact that in some instances com-
modities, such as automobiles and machinery, can move set up by
truck which require being knocked down for rail movement.

Conclusions as to the basis of competition between rail and truck
transportation—While the foregoing analysis indicates there are
classes of traffic which the trucks command solely on the basis of
service, it also makes clear that preponderantly the competition is
on the basis of total cost to the shipper. Truck rates therefore re-
flect both rail rates and trucking costs, but are subject to substantial
downward pressure owing to the competition existing between truck
operators and to inadequate knowledge of trucking costs. There is
a1 strong urge to cut rates to build up a volume of business. How-
ever, responsible common carriers, recognizing that their costs are
higher and that their opportunities to sclect the most profitable
and reject the less profitable traffic are fewer than are those of con-
tract carriers, and also that their-service is more complete than rail
service, tend to set their rates as near to or, where possible, as
much above the rail level as rail and other competition permits.®
The more the common carrier by motor vehicle can select his traflic,
the higher he can maintain his average rates.

The experience of a large common carrier in Kansas and Okla-
homa illustrates the present situation. This truck operator, whose ex-
perience is said to have been typical of that of other such operators in
that locality, started out in 1927 with rates 50 per cent in excess of
the rail level. These rates commanded no business and were cut to
about 10 per cent in excess of the rail rates. No headway was made,
however, until the truck rates were cut to a level 5 cents over the rail.
Since the cost of pick-up is set by this company at 4 to 7 cents per
100 pounds, and that of delivery at 9 cents, it follows that the busi-
ness could be developed only on the basis of rautes which repl'esented
an actual saving when compared with what rail service would cost.
Also, some commodity rates have been established by this carrier
to meet the competition of interstate contract carriers, The company
now handles_ about 250,000 pounds of less-than-carload freight daily
in an overnight service. The experience of other substantial truck
common carriers has been that profitable operations require the charg-
ing of rates about equal to or in some cases considerably above the rail
rates, however difficult the maintenance of such rates in the face of
uncontrolled highway competition may be. Rates prescribed by the
Stfltes for .clnss tra.fﬁc also appear to recognize this intimate relation-
ship of rail and highway costs. Aside from such operators as Iack

S

parable In many respects to that of the trucke

= Express rates, covering o service com
are fur In excesy of truck rates.
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experience in transportation matters and knowledge of their costs,
the difference between rail and truck rates on less-than-carload gen-
eral-merchandise traffic is one of minor degree and not one of kind.
Except for short distances and for operations which are conducted
in ignorance of costs, the railroads’ problems of competition and
coordination as to such traffic are not of exceptional difficulty. Their
proposals and experience looking to the more effective meeting of
this competxtlon are examined in a subsequent section.

The situation is different in the case of traffic which in the absence
of truck service would move in carload lots and which is generally
handled by so-called contract carriers. Eliminating such contract
carriers as approach very closely to the common-carrier type, there
are left operators who specialize on certain commodities, such as
cotton, canned goods, automobiles, and coal. Assuming fewer of
the obligations as to safety and financial responsibility than the com-
mon carrier, freer to move about in search for profitable traffic, spe-
cializing and concentrating on certain traffic and rejecting other
classes, frequently using inferior equipment and observing low
employment standards, these operators have undercut rail rates by
varying and often wide margins. Some railroads have expressed
their belief that it is futile to attempt to meet rates of such car-
ciers; ** others have made successive cuts, with varying results, which
are dlscussed later. There is also private trucking which has dis-
tinct advantages in mny instances where movements are regular and
substantial, as where selling is combined with transportation. On
many classes of carload traffic as distinct from less than carload the
spread between rail and truck rates is at present so great as to make
effective competition by the railroads difficult. How far economic
forces will lessen this gap and how far the railroads themselves can
close it up are questions considered later.

The analysis to this point has been strictly on the basis of present
conditions. It reflects experience to date, including the results of
excessive competition amorig truck operators and lack of a knowledge
of costs.

IIT. THE DIVERSION OF PASSENGER TRAFFIC FROM RAILWAYS TO HIGHWATYS

The decline in railroad passenger travel in the past decade has
assumed large proportions. For aid in understanding how far the

o As o concrete exnmple there may be cited a shipment of ordinary face brick from
Upper Sandusky, Ohle, to Blrmlngham, Mlch,, 141 mlles, which moved by truck at $3.50
per 1,000 against a rall rate of $5.40 plus the cost of trucking to the Job, cstlmated at
$2.50, A B4 per cent reductlion In the rall rate would be necessary to equal that of the
truck. Sce also analysis of cotton traffic, above,
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loss is permanent, whether it may grow still greater in the near
future, and what coordination of rail and motor facilities can
achieve in the way of checking it or ameliorating its effects, atten-
tion must first be given to the class of traffic which has gone to other
forms of transportation and why such traffic has left the rails.

Decline in railroad passenger travel—The accompanying table
shows the change in volume of travel by railroad for a considerable
span of years. Commuter travel is included.

Tame VIIIL.—Paasenger traffio, Class I railroads; (Average 1911-1815=100)

Average,
Item 1911-1015 1920 1023 1926 1920 1930
Passangers earriod o o.ouo v e oo 10,0 125 102.7 £9.7 81.2 73.32
Passenger-miles. o iiioaae. 100,0 | 120 1151 1076 0L2 8.3

Annual statistics indicate that between 1917 and 1920 railroad
passenger travel grew very considerably above the trend of incrense
shown in the immediately preceding years. In 1920 the number of
passengers was 28.5 per cent greater than tho 1911-1915 average and
the number of passenger-miles 42 per cent greater. Had the 1910-
1916 trend continued to 1929, the passenger business of that year,
measured in passenger-miles, would, in fact, have about equaled that
of 1917.

The foregoing observations are made in order to give & truer meas-
ure of the decline which has occurred in the past few years. Since
1923, however, rail travel has undergone a distinct decline until in
1929 passengers carried were 20.9 per cent fewer than in 1923 and
passenger-miles were 18.1 per cent fewer. Comparing 1929 with
1911-1915, the reductions in passengers carried and passenger-miles
were 18.8 and 5.8 per cent, respectively. The further decline in 1930
carried the reductions to 26.8 and 187 per cent below the 1911-1915
average, but general conditions obscure the picture.

_ Changes in character of railroad passenger traffic.—The reduction
in short-haul and coach travel relative to long-haul and Pullman
travel is well known and requires only brief mention. Indication of
the marked changes which have occurred
vided by the smaller decline in passenger-miles than in passengers,
as shown by Table VIII, and by the ficures as to average journey
per passenger. Omitting commuter passengers, this average in-
creased from 54.68 miles in 1922, the first year in which a sepn'i'ntion

of commuter travel was made, to 7522 miles in 1929, or approxi-
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mately one-third.?? Other evidence of the relatively greater decline
in short-haul traffic is furnished by figures submitted by numerous
witnesses as to local and interline business ** and as to intrastate and
interstate business.?* The loss of rail passenger traffic is greatest
within the short-haul area, which may be defined as approximately
100 miles. Such diversion works its severest effects on short-line
and interurban railroads and on the branch lines and minor sub-
sidiaries of large railroad systems. On many such properties pas-
senger travel has largely or entirely disappeared. Some large sys-
tems have felt a relatively minor reduction of passenger travel,
while other such systems, more dependent on the short-haul traveler,
have suffered seriously. Long-haul travel has also been affected in
recent years, as shown later.

The effects of the forces which have driven short-haul traffic from
the rails are also seen in the changes in coach travel compared with
other travel. On the Chicago and North Western, for example, the
number of coach passengers (excluding commuter) declined 46.34
per cent from 1923 to 1929, the passenger-miles declined 35.88 per
cent, and the revenue 41.17 per cent, whereas its sleeping and parior
car passengers declined 5.88 per cent in number, increased 5.88 per
cent in passenger-miles, and declined 1.18 per cent in revenue. On
the Nashville, Chattancoga and St. Louis, Pullman surcharge earn-
ings were 4.3 per cent greater in 1929 than in 1921, though total pas-
senger revenue was 43.12 per cent less. These illustrations are con-
firmed by general observations., The increased operation of excur-
sions in recent years has helped toward maintaining the volume of
travel, but general statistics as to such business are lacking,.

Pullman travel has not been as adversely affected. Considerable
long-distance travel, including some transcontinental, has been di-
verted to the highways, and forces which operate to reduce short-
haul rail travel themselves reduce the volume of Pullman-car travel.

¥ Commuter trafMc 1o 1022 accounted for approximately 17 per cent of the total pas-
senger mlles of the rallroads and in 1920 for approximately 22 per cent. This travel
fncrensed 12,5 per cent from 1922 to 1920, whille other passenger miles declined 17.7
per cent.

®Thus ot the Mnine Central local passengers declined 84.67 per cent from 1921 to
1020 whlle interline passengers decllned 28,75 per cent; from 1828 to 1929 the local
buslneks of the Chesapeake and Ohlo decllned 56.3 per cent nnd ita through business 37.8
per cent | on the Burlington revenune from through trafiie between important eitics declined
11.0 per cent from 1020 to 1920 compured with a 27 per cent deciine In totnl passenger
reventie,

¥ For example, the Chicago and North Western reports a 56.43 per cent decline in
Intrastate passenger miles (cxcluslve of Illinols commuter trafic) from 1921 to 1029
compared with a decline of 8.10 per cent in Interstate travel. Similarly, the Rock Island
reportg a reduction of 42,6 per cent In Intrastate passengers carvied from 1925 to 1929
and a 14,1 per cent decline In interstate passengers ; revenue from the two groups declined
35,8 nnd 11.41 per cent, respectively.
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The following statistics afford a picture of the general course of
Pullman travel over a period of 20 years:

Tanre IX.—Pullman Company; number of revenue passengers

Year Berth Seat Total

12,435,000 | 9,200,000 [ 21,655,000

1811 (Juns 30)
15,671,000 | 12, 195, 00G =7, 86k, 000

1814 (Dec. 31)

1020 a5, 175, 000 14, 07K, 000 39, 256, 000
021, 19, 471,000 11, 754, 000 31, 225, 000
w22, A 19,725,000 12, 024, 00 31,749, 000
L P 21, 440, 000 12, 759, 000 3, 240, 000
Y02 e —e e —mamm e eeete——————— 21, 420, 000 12, 65, 000 34, Onii, 000

DL P T2, 471, 000 13, 055, 000 34, 5.4, 000

12, 424, 000 d, 435, 000
10, 561, 000 29, 360, 000

Pullman travel increased 81.3 per cent from 1911 to 1920, com-
pared with an increase of 27.3 per cent in all passengers carried.
In the years 1921 and 1922 it slumped and then rose to a practically
stationary level from 1925 to 1927, some 26.5 per cent above the 1918
volume of business. A noticeable reduction occurred in the next
two years, followed by a sharp decline in 1930. From 1923, the year
shown to be the best base to use in tracing the course of railroad
travel, to 1929 the number of Pullman travelers declined 2.3 per
cent, compared with a decline of 22.2 per cent in the number of all
travelers by railroad. During thic years 1923 to 1927 Pullman travel
showed at least & normal increase over pre-war, and its subsequent
decline, barring 1930, leaves it still one-fifth higher than its 1916
volume,?®

Where railroad passenger Lusiness has gone—There is general
agreement Fhat the private ear rather than the bus is the principal
cause of diversion.*® The number of passenger ears increased by
9,270,000, or over 100 per cent from 1920 to 1925, during which years
the number of rail passengers carried fell by 29 per cent. Bus
travel was.]'ust beginning to establish itse!f in a large way in these
years. This general evidence is supported by illustrations from the
experience of individual railroads. ‘The Bur‘lington is the only rail-
road Detween Peoria and Galesburg, I, In 1921, at n time when
the connecting highway was not in a sutisfuct();'y condition, the

* Bgeage revenue of Cluss I ralironds, alwnys & minor item, Incressed 87.4 per cent
from 111G to 1920 but by 1920 bad dectined 40.1 PO cent from n-.(. li'I"U nd 17.6 per cent
from the 1915 Jevel. Buch revenue amounted to $5,204,028 in 10-20 - o

* Reduced railrond traln service 1y a minor fuctor, "I'hug the Noghiville, Chnaitanoogs
and 8t. Loula Rallroad aserlbes one-twelfth of jta loss to this couse A.lmlllul' factor
which helps explain the particularly heavy Iosses of mome rollroads la' the reductlon of
population ané buslness nctivity incldent to the exhausiion of timber, ore, or othef
operations on thelr lines, ' ’
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railroad carried 46,037 passengers; by 1926, with improvement of
the highway, there had been a decline of 26.5 per cent in rail travel;
in 1927 the highway was finally completed and thereafter the Bur-
lington rail business declined rapidly to a level in 1929 a little over
one-fourth of its 1921 volume. During the 12-month period from
November, 1929, to October, 1930, the Burlington carried 22 per cent
of the passengers between these points, its own bus subsidiary 16
per cent, and private cars 62 per cent. The Wabash reports an 85
per cent loss in station-to-station business on a line in Missouri on
which tliere was no competitive bus operation. These and other
illustrations ¥ show that the private car is the principal factor in
the diversion of the railroads’ short-haul business.

Nevertheless, the bus itself has become a serious competitor of
the railroad. Bus operations took on a broader scope as the industry
developed. Lines connecting distant cities superseded local lines
serving only near-by communities. More and more has the railroads’
intermediate and long-haul traffic, in addition to the short haul, been
affected by commercial highway operation. The Denver and Rio
Grande Western ascribes about one-sixth of its loss to busses; figures
submitted by the Northwestern Pacific indicate a 30 per cent loss to
such carriers; the Missouri Pacific ascribes to bus competition not
over $3,000,000 out of a totul loss in passenger revenue of $10,000,000
from 1920 to 1930; the Southern Pacific sets the figures at 25 per
cent on both short-haul and long-haul business; the Louisville and
Nashville states that its loss to busses ranges from 35 to 40 per cent
of the total; the Norfolk and Southern on its electric division sets
the loss at 30 per cent.

On the basis of the foregoing evidence it is reasonable to conclude
that generally speaking from about 20 to 30 per cent of the loss in
passenger business has been to organized highway operations.

In addition to the loss of traflic there has been the loss which
results from charging a lower average rate of fare for the passengers
who do travel by rail. The average revenue per passenger-mile
declined from 3.093 cents in 1921, the first full year in which the
present basic 3.6 cents per mile fare was in effect, to 2.811 cents in
1929, or 9.1 per cent. Stated in another way, passenger-miles de-
clined 18.9 per cent from 1921 to 1929 and passenger revenue 24.9
per cent. This reduction reflects efforts to hold travel by various

7 Between Fargo and Jamestown, N. Dak,, the cotnMned rall and bus revenue declined
from $144,154 1u 1928 to $107.273 In 1929 and the number of passengers earrled by the
two ngencics fell from 04,742 {o 70,172, The Denver and Rlo Grande Western suffered
n decllne In annunl passenger revenue of $2,090,784 between 1022 and 1930, but 1ts own
bua gubaldiary, which supplied practically all of the regular commercilal highway service
in the territory, earncd $494,047 per year In the years 1928 to 1930, or approximately
one-aixth of the 1028 rall losas.
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excursion and other low fares. In so far as such rates develop new
business, their depressing effect on the average revenue is nominal,
The loss in average fare per mile is, in fact, greater than these figures
indicate, inasmuch as there is to-day a greater proportion of Pull-
man travel, with its higher average basic fare per mile. Long-haul
bus travel, which is less vulnerable to the effects of the private car,
has increased in recent years, owing to active solicitation and adver-
tising and to the low level of rates relative to the standard rates
charged by the railroads. Short-haul bus travel of the commuter
type has also substantially increased in recent years.

Basis of competition between railroads, private car, and bus—(1)
Service—Local rail service on branch lines and main lines was ren-
dered obsolete many years ago wherever it came in competition with
the superior interurban service. The trains were infrequent then
and have become even less frequent in recent years; they were not
always timed for the traveler’s convenience and required one or
more changes to reach points not near at hand; the equipment was
not inviting; stations frequently were in out-of-the-way places.
Such conditions of local travel were inherent in the nature of the
railroad business. Exceptions to the foregoing characterization of
local rail service occurred where local points were so situated and
large enough to command the service of through trains. The latter,
which have given good service for a great many years, have improved
greatly in recent years and until 1929 had shown some increase in
numbers,

In those places where the interurban had not already done so, the
private car when it came into common use and later the bus severely
affected the railroads’ short-haul business and increasingly diverted
their intermediate and long-haul traffic. The private car offers the
advantages of flexibility of routing, convenience as to departure and
movement en route, and the intangible values attaching to car owner-
ship and to independence of organized transportation agencies, and,
where three or more travel together, costs which do not exceed those
of travel at standard rail rates. Frequently the private car can
cut across country, making better time than is possible by rail.
With so many factors entering in it is impossible to state the terms
of competition on a purely cost basis. There are potential travelers
who do not care to own cars or assume the responsibility of driving,
particularly in congested sections, and some who prefer to utilize the
time spent in travel for some business or other purpose. The private
car has both increased and changed the Nation’s travel habits and
its competition with rail carriers ig commonly on a convenience rather
than cost basis.
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The bus offers advantages which in many respects equal those of
the private car. There is, to be sure, less flexibility of routing and of
schedules, There is generally greater convenience as to points of
departure and arrival than in the case of rail travel, although there
is no advantage in this respect over interurbans and a disadvantage
with respect to the private car; schedules are generally more frequent
than by rail and are more easily understood through being spaced at
regular intervals; the scenic advantages of the highways are brought
within reach: and off-rail points are served, though of course such
points are relatively few compared with those which can be reached
by the private car. The novelty of bus travel for many people also
continues to be a factor, On the other hand, railroads exceed motor-
bus carriers in safety and responsibility; there are opportunities to
read and work on trains which are generally lacking on busses; din-
ing and sleeping facilities on busses have proved unsatisfactory; and
lavatory accommodations are generally lacking. The time in transit
is frequently materially greater than by rail, though this depends on
the distance, the sections served, and the relative mileage by rail and
highway. Busses carry less baggage than do trains. DMuch rail
equipment, except that used in solely local service, has been modern-
ized to a degree comparable with and in some respects superior to
the facilities offered by the modern parlor coach,

Basis of competition between railroads, private car, and bus—(2)
Rates—TFor reasons indicated earlier, a comparison of bus fares with
the cost of operating a private car is of no more avail than a com-
parison of the cost of trevel by rail and private car. A comparison
of bus and rail fares should, however, throw light on the nature of
the competition of these two agencies of transportation.

The level of bus rates can be understood best if consideration is
given first to the basic rates established by the regular independent
operators for both State and interstate service; second, to the modi-
fications of such rates which result from so-called wildeat compe-
tition; and third, to the rates of companies subsidiary to or associ-
ated Wlth steam or electric railroads.

Basic scales of fares~—The basic scale of bus fares is set at a point '
which will develop the largest volume of paying business. The op-
erators’ competitors are the steam and electric railroads and the
private car; the possibility of creating new business from groups
which oxdmnnlv do not travel is also a consideration. It may be
inferred from the fact that a large proportion of those who travel
by bus are owners of cars that bus fares for short and medium length
hauls are set more in relation to the cost and convenience of operat-
ing private cars than they are in relation to rail fares.
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Bus fares per mile for the short and medium distances therefore
chow no well-defined relationship to rail rates, being sometimes ahove
but more generally below, though proportionately not so much be-
low rail rates as are long-haul bus rates. Round-trip local bus
rates tend to be less, frequently 10 per cent less, than double the
one-way fare. Factors helping to explain the apparently erratic
character of the short-haul bus rates, when compared with rail, are
differences between the highway and rail mileage, the volume of
traffic or size of termini cities, and sometimes topographic and road
conditions.?® In some States efforts have been made by public au-
thorities to kcep bus rates in a defined relationship to rail. as in
Illinois at a level not less than 10 cents above the correspending
rail rates, but the competition of interstate bus operators has largely
defeated such efforts.*

Long-haul bus rates, on the other hand, are usuully below the
level of the standard rail rates and the spread tends to increase with
distance, although there is some irregularity and beyond certain dis-
tances further reductions of the rate per mile do not occur. The
illustrations given below show the comparative level of standard
rail and bus rates per mile between Los Angeles and Portland, Oreg.,
Los Angeles and Boston, and Tampa and Boston and Chicago.

TarLE X.—Comparison of bus with standard rail rate per mile, Los Angeles,
Caiif., t¢ Portlund, Orep.

Per cont
Approx!- | Bus fare In | bus fare of

moto rall | conts per | standard

miloage mile rall fore

per mile

Fro:g Ikzos ﬁnl%e!%shﬁnlil.. to—
akorsfle "

Fresno, Calil. ___ % i“; gg‘-é
ganta Cruz, Callf : 100 2.6 69.4
8an Jose, Calll.._. ... 0 2.3 6.9
San Franelseo, Callf.. oo oeno e ceeeeaeae o 475 2.1 5.3
POTUBnA, OFOR v aenneorromeeoreessmoomsromsresmoeiooeeeens| 1,140 21 .3

Here the bus rate ranges from 86 per cent of the rail rate at a

distance of about 160 miles to 58 per cent at distances from 475 to
1,140 miles.

® Rates tend to be higher for service In sectlons where trafile is llght or where
operation must be over mountning or over unlmproved roads,

= Thus the $7 rate between Bt. Louls and Kansns City, Mo., found rensonable by the
Miagour} Publle Service Commlssion, bas been reduced by the competition of Interatate

perators, including some who resert to operatlon over th ary to secure
9 torg, includ ho r >
cermtat . the Ntate boundary to B¢
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TasLe XI.—Comparison of bus with standard rail rate per mile, Los Angeles,
Calif., to Boston, Mass.

Per cent
Approxl- | Busfare in | bus fare of

mate rall | cents per | standard

mileage mile rall (are

per mile

From Los Angeles, Calif., to—

Phoonix, Arl. oo ccccccccmmcm e mmm e —— e 350 31 86.1
El Puso, Tex... 840 2.9 80.8
Amarillo, Tex.. 1, 260 2,7 75.0
Bt, Louls, Mo.. 2,050 23 63.9
Chicago, Il .. 2,220 2.3 63.9
Cleveland, Ohlo.. 2, 525 C 23 63.9
Plttsburgh, Pa._. . cvoeveeieececrrensmccccmamcaacmacccccmamanmann 2,650 2.2 611
Washington, D, C. . nreevecmmrcracscacecccccccmemmmmmm e 2,860 23 63.9
Baltimore, Md 2,860 2.3 63.9
New York, N. Y 3,025 2.3 63.9
Boston, MRSS . e ccectcmmmem o 3,150 2.3 63.9

Here the bus rates range from 86 per cent of the rail at a distance
of about 350 miles down to a little over three-fifths at distances in
excess of about 2,000 miles. Except for the drop at Pittsburgh, the
rate per mile is constant beyond St. Louis.

TApLE XII.—Comparison of bug with standard rail rate per mile, Tampa, Fla.,
to Boston, Mass., end to Chicago, Il.

Approxi- | Bus fare in | bus fare of
mate rall | conts par | standard
mileage mile il fare

From Tampa, Fla., to—

Galnesville, FIN. . oo oo eeccec i ecccecccccmcccmacmam——e 170 2.8 .8
Jacksonville, Fla 210 2.8 7.8
Richinond, Va.. 880 2.7 75.0
Washjugton, D, 1, 000 2.8 722
Philadelphla, Pa... 1,150 2.4 7.2
Now York, No Y oo ccccemectmccc e mm e mmmem 1,225 2.5 69.4
Boston, MOSS. o ieiciccccecccvasetemcaemm——————— 1,460 2.4 66.7
or
Jacksonville, Fla.. 210 2.8 7.8
500 2.0 T2
230 2.5 69,4
1,240 2.5 69.4

Here the rates per mile are generally a little closer to rail than in
the preceding illustrations, but they show a well-defined tendency
to decline as the distance increases.

In contrast to the situation found in the case of short-haul traffic,
these long-distance bus rates appear to be adjusted primarily in
relation to the rail rates. The rail rate used in the comparisons is
the standard 3.6 cents per mile. For long-distance travel Pullman
or tourist accommodations are a general requirement and are an
additional item of cost. On the other hand, there are many forms
of reduced rail rates, available particularly for transcontinental
travel and in the form of excursion rates. The explanation of the
-1821.C.C.
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peneral tendency for the spread between bus and standard rail rates
to increase with distance is doubtless found in either the incrensing
loss of time which the traveler by bus suffers or in reduced rail rates
which are not available for shorter distances. While some travelers
do not object to the longer time consumed in bus travel, this is an
important factor in the case of most travelers.*

On the other hand, the explanation of the constancy of the rate
per mile for long distances in the illustrations given above, is to be
found in the bus operator’s costs. -Presumably, rates below these
levels would not be compensatory. Long-haul bus rates are there-
fore placed at a level between cost of operation and what can
be obtained from travelers who generally put a saving in costs above
comfort and a saving in time2 As was said by a representative
of one of the country’s largest bus operators,“* * ¢ The railroad
is the definitely high-grade, fast form of transportation.” Such a
statement, so far as it relates to speed, is quite generally true at any
distance, but, local main-line and branch-line rail service generally
does not compare in frequency or convenience with what the busses
offer. On long trips, particularly transcontinental, the flexibility
x_atllowed the travelers in the matter of making frequent stopovers
is an advantage which the bus offers, and bus travel generally pro-
vides scenic advantages which make this service attractive.

4 odifications of basic scales due to wildcat competition.—The fore-
going analysis indicates that there is more system and order in bus
ratei; than is generally apparent from an examination of bus fares.
While differences in highway and rail mileage, volume of business,
topographic and other physical conditions, and the amount of rail-
roa‘d .competition produce irregularities in the basic bus rates, a more
striking disturbing element is the presence, especially since 1925, of
unregulated interstute operators, A few illustrations will show the
ch.aracter of this competition, Between New York and Boston, 242
miles, where -the standard bus fare is $4, some companies will take
$3 and even $2, the latter fare yielding about three-fourths of a cent-

”Bet\:reen Los Angeles and Chleago the tlme by conch exceeds thnat by traln by two
daya. The fostest llmlited troln makea the run from lortlnnd to San Franclaco in 21
hours, while the ttme by Greyhound bus 18 20 Lours {0 mlnutes. Between San Frab
ﬂ:::ﬂn:g I;lolz':\tzl;;vlgr; t;::srnlunte:t tl‘nil’:mllme in 11 hours 45 minutes, by conch traln 4
, ours minutes, From L : DY °

rctgmctlvc times nre 22 hours 45 minutes, 24 hours 20 mrll:mll:: rﬁ:‘d“':::ahtfzrnltﬂl11111[;::u::n.
No one bus company operates a const-lo-const mervice. In thls servlee and quite
generally the country over bua companies hnve Interline arrangements which call for
prerated on a mlleage basls., The rates cited In the {lustratlony nre averusjge through
:z:i:. uﬁ::“oepc:gzt:;ﬂllntthlig fla;r;lllolhwtm;t ul:nlc; that hia long-haul rates are approximately 2.8

y uant 18 based to 8

miles, 2.76 cents for the next 100 mlles, 2.6 c:nlni’[;re:l:gntthﬁ'lcll ::Dcop::slufsmn::]m”i'llrﬁatcclnolg
for the remaining dlstunce. The gradution presumnbly reflects the witie (ilnml\'l:l.ltllﬂus of

bus travel with inereased dlstances as Wwas cht r 0 cutu
1 u " nental and othﬁf
ed In the transc nutl
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per passenger mile. DBetween Detroit and Chicago, 277 miles, the
normal bus fare is $5, but wildcat operators have forced the rate to
$2 and at times even lower; the standard rail fare is $9.81. Between
Chicago and St. Louis a $3 bus fare yields 0.97 cent a mile. In
addition, business is solicited for private cars at very low rates.
Between San Francisco and Los Angeles, where the rail fare is
$17.04, rates as low as $6 or $7 prevail. The economic soundness
of such competition is considered elsewhere, as are the responsibility
of the operators, the safety of their equipment, and the profitableness
of their operations. From the present standpoint such operations
are of interest because of their unsettling effects on standard bus
fares and their important effects on rail travel. There are practices
which if indulged in by railroads would be stamped as discrimina-
tory, such as departures from the provisions of the long-and-short-
haul clause, and the cutting of bus rates, just before departure, to
fill the bus.

Rates of rail subsidiaries—Subsidiaries or affiliates of many steam
or electric railroads operate busses in substitution for train service
or in an auxiliary feeder or distributor capacity, and some engage in
service which is independent of rail operations.

Rates for substitute or auxiliary service are generally the same as
the rail rates and tickets are generally interchangeable. In some
instances there are minor variations which result from differences in
highway and railway mileage or from rounding off the bus fare for
convenience in collection, The rail rates with which these rates com-
pare may be the standard rates or special commutation rates. 'These
bus rates are a symmetrical part of the general rail-rate structure.

On the other hand, when a railroad subsidiary engages in inde-
pendent highway operations the rates and charges must be substan-
tially the same for the same service as those of other bus operators.
Thus the Boston and Maine Transportation Company and its three
bus competitors charge $2.50 one way, and, except for one line, $¢
for the round trip between Boston and Portland, Me., 110 miles,
while the rail rate is $3.92 one way and $7.84 round trip. There is &
case of record in which a railroad controls or has an interest in two
bus lines, one of which charges the standard bus fare and the other
a lower fare.

Charter rates—Charter busses are operated in all sections of the
country, generally at a party rate for a defined trip or on the basis
of mileage or the time the bus is in use. Railroad bus subsidiaries
provide such service as well as the independent operators. Substan-
tial savings below regular rates are provided. Considerable com-
plaint was made by representatives of certain rail carriers against
the rate practices of operators of chartered busses on the ground that
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such operators practice discriminations and are free to change their
rates and to make any rate they see fit, while the railroads are
required to publish their rates on statutory notice before they may
make reduced rates for a party. In some instances the bus operators
delay making z bid until that of the railroads is known and it is too
late for the railroads to obtain authorization to make a lower rate.
In volume, charter business is not an important factor.

Conclusions as to rail passenger travel.—The foregoing analysis has
brought out certain conditions and trends which can be summarized
to advantage. (1) The railroads’ branch-line and most of their short
and intermediate length main-line travel, other than commutation
and that between the largest population centers, appears to be gone;
(2) the same observation would apply to the different types of service
rendered by interurbans were it not that eggressive management and
speedy and comfortable equipment have demonstrated the possibility,
at least in some sections, of holding and even increasing the volume
of travel; (3) for long hauls and many hauls of intermediate length
train service has inherent advantages for travelers other than those
of low incomes or who discount the importance of rapid movement;
as to such lengths of haul the rail business should hold its own; (4)
while busses are still creating new business among those who would
not ordinarily travel and while there is still novelty in bus travel for
many people, the railroads may benefit in the future from this en-
couragement of travel and from the loss of novelty attaching to rid-
ing on the highways; (5) there has been & diminishing rate of
increase in the ownership of the private passenger car;® and (6) in-
creased highway congestion may tend to discourage travel by both
private car and bus, especially in the approaches to the largest cities ®

There is, therefore, reason to conclude that, after such ddjllstments
are made, travel by railroad will show considerable stability and slow
gr.m_vtl}. Such a conclusion should not, however, be permitted to
minimize the co§t of effecting the adjustment, a subject considered in
the ensuing section. Nor should it detract from the importance of a
survey of what the railroads have done and propose to do by way of

meeting the new competition. These efforts are the subject matter
of the second section beyond,

IV. EFFECT8 OF TRAFFIC DIVERSIONS ON THE OPERATING AND FINANCIAL
PROBLEMS OF RAILROADS

.Whatever the"’i‘“‘fPoint or objective adopted in determining the
kind of regulation, if any, to be imposed on highway carriers, a

% The increasc of private-car registrations was at tl
anznum from 1020 to 1625 anA of 925,000 from 1025 to 1030, | T 10o000 P

£ The elfects of alr transportation on rall travel were not developed ow the record,
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complete statement of facts pertinent to an understanding of the

rail-motor problem to-day is essential. Traffic diversions from

Class I railroads have resulted, without allowing for the expected
RESULTS OF OPERATIONS
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customary-increase, in a loss of gross passenger revenue of $274,000,-
000, comparing 1929 with 1923, or of $418,000,000, comparing 1930
with 1923, and in a loss of gross freight revenue which also runs inte
the hundreds of millions, aside from the effects of rate reductions
made to meet motor competition,
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The accompanying chart shows the trend of railroad revenues and
expenses in the period 1921 to 1931. Total operating revenues
reached their peak in 1926, though the earnings of that yenr were
closely approximated in 1929. The trend of operating revenues
reflects, in general, an increasing volume of freight traflic to 1929
and a declining volume of passenger traffic dating back to 1921
Operating expenses showed a general downward trend from 1923 to
1929 and net railway operating income increased irregularly to a
peak in 1929. All of the items show a precipitous decline in 1930
and 1931, This decline is attributable in greater part to general
business conditions, but increased competition of highway, water-
way, and pipe-line carriers is also a factor.

To this group of facts are now to be added certain less apparent
ones which also bear directly on the problems of coordination and
regulation. These facts relate to the inability of rail carriers to
adjust their expenses proportionately to reductions in the volume of
traffic. Carriers by water, as, for example, those operating on Long
Island Sound or on Lake Michigan, have similar losses and
difficulties.

Difficulties in adjusting rail passenger service to reduced volume
of travel—It has been difficutt for the railroads to adjust their pas-
senger service to reductions in the volume of travel, Charter and
other statutory obligations for the continued maintenance of service,
local opposition to abandonments, the requirements of the mail and
express traflic, and other factors have required the continued opera-
tion of trains which increasingly do not earn operating expenses and
sometimes not even crew expense. Thus the Chicago and North
Western reports the operation in 1930 of 22 trains which did not
return out-of-pocket expenses. The St. Louis-San Francisco reports
an 81 per cent decline in passengers earried and a 58 per cent decline
In passenger revenue from 1920 to 1929, but only an 8.1 per cent
decline in passenger-train miles and o 1.7 per cent decline in pas-
senger-car miles; on the Chicago, St. Paul, Minneapolis and Omaha
in the same period passenger revenue declined 51.52 per cent, pas-
senger-train revenue 44.94 per cent, passenger-train miles 1.51 per
(.:ent, and passenger-train car-miles 5.37 per cent. The Rock Island
Increased its steam and rail-motor train mileage 1.75 per cent from
19_19 to 1929, while the number of passengers carried intrastate de-
clined 79.02 per cent and interstate 53.2 per cent. Certain other roads
have been more successful in effecting reductions. Thus the New
York, New Haven and Hartford reduced its train-miles 14.6 per
cent from 1920 to 1929 in the face of a 93.2 per cent decline in pas-
senger-miles, but it has substituted bus service in many cases. The
Delaware and Hudson reports a reduction in train-miles of branch-
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line and short-run and turn-around main-line trains proportionate
to the reduction of all passengers carried.

Turning to the Class I railroads, it may first be noted that the
war and postwar period was one of intensive utilization of rail-
passenger service. In 1920, 42.03 per cent more passenger-miles of
service were rendered with 0.35 per cent fewer train-miles than on the
average of the years 1911-1915. To a less degree, the same was true
of 1923, when passenger-miles were 15.08 per cent greater than in
1911-1915 and train-miles were 0.53 per cent less. However, be-
tween 1923 and 1926 train-miles expanded slightly over pre-war (1.77
per cent), though passenger-miles declined 6.53 per cent and passen-
gers carried 12.66 per cent. Between 1923 and 1929 passengers car-
ried declined 20.92 per cent and passenger-miles 18.13 per cent, but
the number of train-miles remained unchanged.® Between 1923 and
1930 the decline in passengers carried reached 28.71 per cent and in
passenger-miles 29.35 per cent, while train-miles declined only 8.92
per cent. Passengers per train declined from 67 in 1923 to 55 in 1929
and 49 in 1930 and per car from 16.3 to 12.5 and 11.3.

The foregoing changes, which show how difficult it has been to
effect reductions in operations proportionate to reductions in patron-
age, are translated into general terms in the following ratios of
operating expenses to operating revenues.

TasLe XIII.—Pagscuger aervice operaling ratio, Class I railroads, 1922-19301

United Eastern | Southern | Western

Year States | district | district | district
10122 90.23 116.95 11219
90, 14 St 7 99, 87 98, 79
91. 69 B2 24 90. 81 102, 27
59. 69 82.08 85.71 8. 18
$5.14 35.31 86. 18 93.03
53.52 78. 50 80. 50 81,27
8319 80,37 5096 57,82
82,15 8103 715 &5, 21
53,79 §2 54 81.07 $6. 30

1 Ratlo of operating expenses alloented to passenger-train service to passenger sorvice olgemtlng TOVRIUES,
including revenues from express, mail, baggage, milk, and miscellaneous sources. Recvot changes in
express, baggage, and milk rovonue Lave been set forth above.

In 1929, the railroads of two major divisions of the country ex-
pended practically nll of their passenger-service revenue in meeting
passenger-service expenses; in 1930 these two districts actually
expended one-sixth and one-eighth more than they took in. Only

= There was, however, in this period a 200 per cent Increase in the operation of rail-
motor cars, nt a conslderable saving over the expense of operating traing. Deducting the
mileage of such cars, the train mileage of Clasa I railroads declined 8.3 per cent from
1928 to 1029, compared with a decline of 18.13 per cent in all passenger-miles, The use
of ra{l-motor cars i largely conflned to a few roads rather than gemeral. Mixed freight
and passenger traln-mlles, not included in the foregoling, Increased T.68 per cent between
1924 and 1520, but these constitute less than § per cent of the total mlleage.
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in the eastern district has the ratio been kept within bounds, and
even there it rose to 90.23 per cent in 1930. Allowing for the un-
usual circumstances of 1930, it still remains true that passenger
service in the southern and western districts is chronically con-
ducted below a profitable level, considering operating expenses only.
If consideration is also given to the failure to make a return on
investment in stations, equipment, and other facilities, the loss is
magnified.**

The problem of adjusting local-train schedules and of finding
employment for equipment and stations used in local and coach
service was eased for a number of years by reason of the increase
of Pullman travel. Delays in effecting adjustment were general,
and to date some roads have advanced the process much further than
others.®* However, Pullman travel began to decline after 1926 and
took an abrupt fall in 1930. Thus new problems of adjustment have
been added to the earlier ones.

Adjustment of rail freight service lo reduced volume or changed
character of traffic—Barring recent declines attributable in major
part to general business conditions, freight traffic as a whole has
shown a tendency to increase, though at a much lower rate than for-
merly. However, general figures conceal internal changes which in-
volve costly adjustments. The problems raised by the loss of less-
than-carload traffic are similar to those faced in the cuse of local pas-
senger service. Trains must continue to be operated, though perhaps
on ealtered schedules, in order to prevent further diversions of traffic
and to take care of carload traffic, long-haul less-than-carload traffic,
and switching operations at the smaller local points, Any reduction
of service tends to make the remalning service less attractive and to
mt.ll.tiply the difficulties of holding business to the rails. This in-
ﬂbll.lt.‘f to reduce train-service expense in proportion to reduction in
business c_lone means that costs per unit of service increase rapidly.
Less efficient utilization of car supply also results.®® The effect is
areater by reason of Phe fact that the traffic lost gencrally pays higher
rates than that retained. The combined effect, while by no means

# Thus the number of PLEBCNECT- 1y jeg
per unit of poapsenger-carrylng equipment, in-

CIBl:)d;!é% lPuIIman cars, was 1,127,760 1ip 1820, 014,088 1n 1023, 848.4600;1[: 1920, and
7 o ézmll?]ﬂ:‘-‘ t'lll‘hesreductlon ’ln Intensity of use wam 30 per cent for 1020 to 1020.
mitonns thnnpli' dI:; |0ut11;)t;n Pnelfie 1n 1930 operated 64 per cent lesa branch-line train-
v ponan e o cennt reduttlo:;lowever' ita malo-line mileage fncrensed 18 per cent,
g o of total mllengo compared with n 29 per cent reduction

n
1 ceported by tho Toading b have aemarec"71ond frlEht at itn Wayno Junctton tremte
In the fimst 10 momine o 1030, e declined from 13,081 pounds in 1024 to 11,387 pounde

at Ita N |
to 0,724 pounds. The londlng of Bpg eRberry Junction tho decline wna from 12,402

competition,
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confined to less-than-carload traffic, explains the concern over the
loss of less-than-carlead traffic.

Carload traffic also has recently undergone greater transforma-
tions than at any time heretofore. Thus the loss of livestock traffic,
reaching in 1931 to 33 per cent of the inbound movement, leaves idle
many local loading and switching facilities. Increased highway
movements of assembled automobiles leaves box cars of the auto-
mobile type unused. The loss of cotton to the trucks takes away
o basic item of rail traffic and runs up the cost of rendering the
remaining service. The movement of perishables, such as fruits
and vegetables, for which a prompt and dependable rail service
has been developed, is rendered more costly with the sporadic appear-
ance of trucks, both by reason of the reduced volume of traffic and
the added uncertainties as to the required car supply.

There may, of course, be some compensating advantages. The
schedules of livestock trains, for example, may be improved where
local shipments have fallen away, and other advantageous adjust-
ments of train service may be effected. Generalizations are difficult,
however, though there is ample reason for concluding that the op-
erating disadvantages eaused by losses of traffic far outweigh any
resulting advantages.

The foregoing discussion of changes in passenger and freight
service in relation to changes in volume and character of business
done draws attention to considerations which are frequently over-
looked. It may also help to clarify the ensuing discussion of what
the railroads have done or propose to do to meet highway
competition.®

A further consideration is the fact that in the period 1922 to 1930
Class I and Class II railroads increased their net investment in trans-
portation facilities by $5,314,500,000. In the same period, $5,600,-
000,000 was expended in highway construction. An estimate ex-
plained later places the total investment in motor facilities, including
all vehicles, garages, and highways, but not city streets, at the close
of 1929, at about $25,000,000,000, or only slightly less than the
recorded book value of all steam railroads. However, a very large
proportion of the vehicles, garages, and other facilities included in
the above figure are privately owned aiid used by persons for pleas-
ure and business purposes, not in competition with the railroads.
As noted, diversions. of rail traffic to highway carriers, pipe lines,
carriers by water, or otherwise, have rendered idle a part of the
railroads’ facilities. Thus, it was testified that on January 1, 1930,

¥ For cxnmple, any operating advantages to bo derlved from the loss of local merchan-
dime traflc may not be renllzable untll highwny service has been tled in with an altered
rall service. Sce page 336 for accomplishment of varlous rallroads fn this direction.
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6,213 locomotives and 476,234 cars were stored. However, the rea-
sons for this idle equipment can not be definitely assigned between
traffic diversions, increased efficiency in the use of equipment, and
general business conditions. There were nearly 300,000 surplus cars
in January, 1926, a year when rail traffic was practically at its peak
and before intercity trucking had reached its present proportions.
In the week of peak traffic of the same year serviceable surplus cars
totaled 81,000. Much of the idle rail equipment has been superseded
by more efficient types. Barring the effects of present business condi-
tions, the surplus of facilities will be found principally in branch
and secondary lines.and the less efficient types of equipment. How-
ever, the pronounced decline of passenger traffic has lessened the use
of all types of passenger equipment.

Inasmuch as the analysis to this point has been mainly in terms
of the cxperience of Class I railroads, a brief summary of what has
transpired in the case of the smaller steam railroads and the inter-
urban railways is desirable.

Vulnerability of short lines and clectric railways to motor com-
petition—The average distance of truck or bus operation compared
with the length of the so-called short lines is generally such as to
make such railroads particularly vulnerable to highway competition.
Where such lines have not been seriously affected by truck competi-
tion it has been because of their having some basic source of traffic,
such as coal or other mine products, or of their benefiting from in-
creased production, as of agriculturul products in some localitics.
Having commonly a traffic which lacks a brond diversity and little
or no inbound through or overhead traffic, many short lines have
suffered with the decline in business activity in the section served, as
illustrated by reduced mining, lumbering, or agricultural operations.
Very severe losses of traffic have been experienced by some such lines.

The following table shows the trend of traflic of Class II and
Class TIT railroads for a period of years:

TABLE X1V.—Tons of freight carried, Class IT and Class IIT railroads

Per cent increnso over
Perlod Tona

1911-1016 | 1920 1023 1028

Ay::mgc. 1011-1015 LIRT, RET, 00T ) .
104 : LR T Il s N o
1926 160, hla, w7 7.8 112 |avacnelomcnnen
You-* ceed] 102,123 108 270 13.20 | 24.88 | .-
1930 142, 742, 142 Y502 (120082 (92170 | 181
ns, wr, 72 1 20, b6 B2 [131.61 | 138.4

! Flgures for 1912 usod in catimating trufic of Class 11 raliroads In 1913, 1 Decronse
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The increase in 1920 was only 6.20 per cent compared with the
27.79 per cent increase of less-than-carload and 25 per cent in-
crease of carload freight of Class I railroads shown in Tables III
and IV. The 1929 volume of freight is 18.13 per cent below the
pre-war average, while Class I railroads’ less-than-carload traffic
is 11.26 per cent below and carload freight 37.62 per cent above.
Further heavy losses occurred in 1930. The table does not reveal
the extent to which well-sustained or increased traffic of some lines
has offset the decreases suffered by other lines, or the adjustments
required to be made to meet changes in the character of the traffic
of individual lines. o S

The passenger traffic of the short-line railroads, which for many
years has been at a low ebb, has in many cases practically disappeared.

TasrLe XV.—Paseengper traffle, Class Il and 1T railrgada

Passongers carrled Passenger-miles
Perlod Per cent de- Per cent de-
Number |crease undar| Number | crease under
1911-1015 1911-1915
vernge: .

A T B 1 1. TR 57,737,000 |.cnueeanna TSR, 000 |...oieaanans
1970 30.20 1 52 238,000 33. 50
62.55 | 337, 583, 000 568.93

78.82 | 195 204, 000 . 76,10

B9 67 90, 604, 000 B8 44

G240 60, 817, 000 02 24

A heavy reduction had occurred by 1920; by 1923 about 60 per
cent of the prewar business was gone; by 1930 all but 7.60 per cent.
While passenger-miles decreased slightly less than the number of
passengers carried, by 1929 this minor compensating factor had
become practically inoperative. ‘ -

Many abandonments of short-line railroads and of branch lines
of large systems have occurred. Motor competition increasingly
accounts for such abandonments. In the last five years nearly 75 per
cent of all applications for certificates to abandon rail operations
have mentioned motor competition as a factor. - . o _

The interurban railways generally have suffered severely from
the competition of the private passenger car and t.he bus. Their
package freight has also been severely. affected by highway compe-
tition, though their carload business appears to have suffered less.
A very considerable mileage of interurban lines has been abandoned.
"The results of the aggressive efforts of some such carriers to hold
their traffic are described later. :
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V. EFFORTS OF RAILROADS TO COPE WITH HIGHWAY COMTETITION

. It is desirable next to deterinine what the railroads have done to
meet the situation created by the diversions of traffic indicated in
Sections II and III and with the operating problems described in
Section IV.

Changing railroad attitudes toward motor competition—~The rec-
ord is silent as to the railroads making any use of or taking any
definite attitude toward motor transportation prior to the period of
traffic congestion incident to the World War.** At that time the
roads, mainly in the East, which faced congestion in its worst forms,
were not unwilling and in some cases urged that traffic be diverted to
the highways. With the passing of congestion came a period of re-
newed indifference to highway transportation, explained, it is stated
by some railroad witnesses, by the large and serious problems the
railroads faced in the way of physical, operating, and financial
rehabilitation.

As highway transportation grew in importance in the post-war
period, some railroads foresaw its potentialitics as a competitive and
complementary facility more clearly and acted with greater prompt-
ness than did others. Their responses may be grouped under two
major heads: (1) Efforts of a directly competitive character, and
(2) efforts in the direction of utilizing motor transportation in co-
ordination or conjunction with rail. Competitive efforts have taken
the form of improved rail service, reduced rates, and .notur opera-
tions independent of rail service. Brief attention will be given to
each of these subjects. . : :

“Any completed adjustment of competitive agencies to one another
represents coordination. However, we shall give the term the more
specific meaning of combining two or more forms of transportation

in the interest of better service or economy. Such combination may

be effected by a single transportation agency or by tl rative
efforts of different agencies, (ERey o by the coope
Efforts to meet highway freight trans

/ 4 / /e bransportation through improved
sme.—By improved rail service is meant the provision of better
equipment, faster and more convenient schedules, and similar ad-

vances in the standard of service without the use of other than rail
facilities. Illustrations are the use of trucks in assembling and dis-
tributing freight moved between terminals by railroad and the use,

-

M Btore-door delivery was for Inany years furnikhed
*d nt Boltimore and hing on
higher-clars ahlpmen:‘u from New England, New York, and F'lllla(lnelrnhl::l b‘:rt“:l‘l‘l:k;::'lvlce
way Instituted 1o 1883 in the case of Washington and earlfer in the c;u f Baltlmore
It wad in every respect unfque ang “e*;o . tﬂm:’l l;
3 on a pdin
other was unduly dincriminatory, 1 3 ¢ ory ene place and ite retentlon {n the
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in conjunction with main-line train service, of busses or trucks to
reach off-rail points or points which can be more, efficiently served
by motor vehicles than by local trains.

An important fact to be noted in connection with frelght service
is that the undisputed improvement of efficiency and service stand-
ards which got under way in 1923 and has shown itself so generally
in the furnishing of faster and more dependable service in the
years following, had its basis primarily and for some time almost
- exclugively in considerations which had no reference to highway
competition. With these general advances in service and efficiency
there is no occasion to deal here. On the other hand, it is to be
noted that declining traffic has required the elimination during this
period of many local trains, the abandonment of stations, and
other changes which leave certain shippers with less or poorer
service than was enjoyed before,

Efforts made by the railroads specifically to meet the competition
of highway carriers have taken the form principally of faster
schedules and changes in the leaving time of trains to accommodate
the shipper and to give earlier morning delivery. In a few instances
stations are kept open later for the receipt of shipments. Such
cfforts are directed mainly at less-than-carload traffic moving over
short and intermediate distances. There is evidence of widespread
study of what changes of this character could accomplish in relation
~ to their cost. The evidence also indicates that the results, so far
as holding or regaining traffic is concerned, have been of minor
importance in most cases. The reason lies in the generally limited
opportunxtles which are available. Thus, where trucks give over-
night service from door to door, the ability of the railroads to effect
equally or even more prompt movement between cities does not
overcome the handicap they are under in not giving store-door
delivery.®® This handicap is present except in those instances where
receivers prefer to do their own draying.  Another important limi-
tation comes from differences in rates, particularly where the rail-
road faces heavy competition with contract carriers. Improved
service will not sell itself if price differentials are appreciable. Some
interurban railroads, by improved facilities and increased speed, by
joining connecting lines to give service over considerable distances,
and by aggressive solicitation, have held their own.

# 8omo experimenting bas been done with londing merchondise freight on passenger
traing., The resulis at Fort Wayne are sald not to have been satlsfactory, but a sim!lar
cffort by the Missourl Paclle between Wichite and Kansas Clity, 254 miles, 1a sald by a
highway operator to have been a real threat to the motor carrlers until the plan was
withdrawn at the request of competing rallroads. The possibllities of engaging in this

practice nro rather llmited, however.
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Efforts to meet highway passenger transportation through im-
proved service.—Improved passenger service has taken a variety of
forms, including faster schedules, made possible by increased run-
ning speed or by the elimination of local stops, new and often
de luxe equipment, better roadbed, electrification, new or improved
stations, better dining service, added trains, and the substitution of
rail-motor cars for the less attractive local steam trains. ‘[hese
efforts have been directed at both Pullman and local and long-haul
coach travel. They reflect in part the effects of motor competition,
including in some instances air travel, and in part the competition
of ruil carriers with one another.

Iinprovements of the kind indicated have not yet had any nppreci-
able effects in checking the most severe losses, that is, of travel over
short and intermediate distances. A heavy passenger-currying rond
in the East reports that good equipment, expedited service, fewer
stops, and additional trains have proved profitable nnd have retained
most of its long-haul business, while others report slight or no im-
provement. Variations in conditions help to explain the differences
reported. Thus railroads having little long-haul or through pas-
senger traffic and therefore facing serious highway competition on
nearly all their business, would report less success than would car-
riers otherwise situated. In fact, some such roads have already
practically ceased to be passenger carriers. Again, railroads serv-
ing regions where private-car ownership is high would have fewer
opportunities to draw traffic with such improvements than would
carriers serving large population centers where the ratio of car
ownership to population is lower and where traffic conditions may
render bus travel less attractive than elsewhere. There are, how-
ever, important advantages as to convenience which make short-
haul bus travel a factor which improvements of the kind indi-
cated do not overcome. For longer distances, rail service must com-
pete with lower bus rates intended to draw predominantly the
traflic of persons attracted primarily by the cheaper service, though
there are some who travel long distances by bus for other reasons.

It is difficult to draw any definite general conclusions from the
expcrieflce related of record. New factors, such as added private-
car registrations, travel by air, and genera] business conditions, may
fzxp!axn the diversions which occurred after the improvements were
:lustls’tuted. Nevertheless, improved service doubtless has caused the

ec mes'to be ‘lcss than they otherwise would have been. Whether
the truflic retumed. or regained is suflicient to offset any added cost
z: lpruv:dn:]g superior serv.ice i8 8 question which could be determined

y upon detailed analysis, ‘T'he answer js seriously complicated by
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interrailway competition. The improvements indicated may have
cumulatively beneficial effects when the processes of readjustment
indicated elsewhere have been completed.

Several interurban railways have found that speeded-up service

and better equipment had no important beneficial effects as business
continued to decline. On the other hand, the experience of a carrier
n the Middle West is that speed and improved equipment, together
with competitive fares and extensive advertising, lead to material
increases in revenue. The differences in the results reported by the
several carriers may reflect differences in location, in the time at
which the efforts were put forth, and in the competitive bus situa-
tion. .
Efforts to meet highway transportation through reduced rates.—
In the preceding pages attention has repeatedly been called to the
influence which highway carriers exert over rail rates as a factor
approximating in importance the diversions of traflic actually ef-
fected. At this point consideration will be given to the efforts of the
railroads to hold or regain traffic by reductions of their rates, with
indication of the resutits reported by the carriers.

L'zperience with reduced freight rates—On no commodity have
rate cuts been so general as they have in the case of cotton. Large
losses of this traflic have prompted rate reductions of considerable
magnitude. Railroads serving the Texas ports instituted such cuts
in the latter part of 1928; reduced rates were offered as early as
1926 on certain movements to the lower California ports; in the
South the first reductions occurred for the most part in August or
September, 1930.* The cuts in some cases have been to the existing
truck level and in other cases have been held above this level. In
many instances the experience has been that trucks have met the
reductions by further cuts.

Several roads regard the experiment as a success. It appears that
the reduced rates have enabled many of the railroads to regain con-
siderable amounts of cotton from the trucks and to check the grow-
ing tide of truck movements, though without putting an end to such
movements. In other cases such rates have failed even to check the
increase of truck movements. The reductions were necessary, how-
ever, if the railroads were to continue in competition for this traffic
for distances up to 200 miles or more. While no carrier regarded
the reduced rates as fully compensatory, many thought them rea-
sonably so in view of the fact that little additional expense attaches
to the movement of this traffic where train service and other facilities
are available whether it moves or not. Such a })asis of rates for a

® 8oo Nate Structurc Investigation, Part 3, Cotton, 165 1. C. C. 595, and supplewents
thereto (174 1. C. C. 8, 174 1. C. C. 240). '
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commodity which has been 8 major source of revenue of many of
the affected carriers raises serious difficulties* At the present time
the terms of competition for this class of traffic appear to be dis-
tinctly unfavorable for most of the railroads.

Reductions on various other commodities have been held back by
reason of the lack of stability of truck rates and the general expecta-
tion that reduced rail rates would be followed by reduced truck
rates; ** by reason of the fear that reduced rates where competition is
felt would jeopardize the whole of an interrelated rate structure; and
by reason of the belief that standard rail rates on some commodities
are so low that reductions would be impossible or that truck rates,
especially back-haul rates, are so low that rail competition is prac-
tically out of the question.*> The railroads also call attention to the
difliculty of accomplishing anything by reduced rates in those in-
stances where the shipper desires pick-up and delivery service or
attaches importance to the smaller lots in which he can purchase
shipments which move on truck rates or to the special services at-
tending truck movements. .

However, there have been numerous reductions, other than those
on cotton, as on assembled automobiles, fresh fruits and vegetables,
cocoa beans, chocolate and confectionery, raisins and dried fruits, gas-
oline, sugar, lumber, sand and gravel, and various other commodities.
Less-than-carload rates have generally been maintained, except where

. so-called commodity rates on mixed carloads have been established.
or where the terms under which some carriers render store-door
service result in givi.ng added service at prevailing rates. The latter
development:, 1s considered presently. Illustrative of the former are
rates established on November 7, 1931, by the Delaware. Lacka-
wanna & Western, Central Railroad of New Jersey, Lehi }; Valley
and the Reading on all freight except certain br.,ll]( E“Zﬂrdous’
perishable, or valuable articles, in mixed carlond ly, . !
cars, subject to a minimum weight of 30,000 :u :1;(’1 Ou'ci‘(;d in box
apply between Jersey City and Philadel : P 5 1ese rates

hia on t
Allentown, Bethlehem, Easton, Scrantop ho one hand and

n, and Wilkes-
on the other, and also between Jersey City' and Phii;lllz;s Barre, Pa.,

e . Iphi
are on a basis slightly higher than the fifth-class rutesep[;::s::l.'ib;l:ih?i

# A minor conslderation (s the fact
reduce the volume of back-haul movemetlil::to:nb’:,g:;:‘“::‘icm at try
4 Of the members of the American Bhort Line Rl;i] ¢s, nnd ge
thls question, ooly 15 per cent belleved that the redu rond Amso
traflic. As biltherto indicated, the Droblems of sucty etlon of rp
#The Bantn Fe reports attempta ck_hm:!lm;l"‘i:'rs are
en on
in tie interior. Comparin . 14 Los Angeles Hapbor to
year 1027, the volumelz)f nuih“tlfn:;z months ending Qet, 31 various polnts

v 1030, with th
¢ move . o calendar
and the revenue over a range of 09 to p2 :e:’{ml:ltll fell over n runge of 29 to 84 por cont

ck movements helps to
nweral merchandise.
clation who reported on
ten would belp to regaln
pnnlculnrly acute,
Ruzar, soap, Jumber, and
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Eastern Class-Rate Investigation, 164 1. C. C. 314. The tariffs pro-
vide that all freight is to be loaded into-the car by the shipper and
unloaded by the consignee.. The rates are available only when the
freight is shipped from one station in one car in one day by one
shipper for delivery to one consignee at one destination. The rates
are published to expire May 7, 1932. Such commodity rates have
also been established by other carriers.

Reduced rates appear to have been particularly numerous in the
State of California. The experience with rate reductions of carriers
throughout the country has, of course, been far from uniform. Some
report a moderate degree of success while others report no beneficial
results. The Santa Fe states that by means of successive cuts in its
rates it has recaptured some carload traffic but that it has failed to do
so in other cases.®* To hold or regain traffic is one thing, while to
make a profit at the reduced rates is another. How far the latter has
been possible is not definitely ascertainable. The result would depend
on the commeoedity and on the level of truck and existing rail rates.
The Railway Express Agency, for example, reports the putting in of
a good many commodity rates on the Pacific coast and that these have
held the traflic, at least in part, but it further states that in all cases
there has been a reduction of revenues owing to failure to develop a
compensating volume of trafic. Such seems frequently to have been
the experience of railroads. : .

In view of the conditions attending truck movements, it seems rea- -
sonable to conclude from the experience to date that there is much
traflic of the type sought by trucks which railroads can not hold or
regain by reduced rates; that there is some such traffic which, under
favorable conditions as to truck competition, especially the absence
of wildcat, peddler, or back-haul movements, they can recapture in
part; and that in the case of less-than-carload traffic, where the margin
between rail and truck rates is not great, the railroads have more
opportunity to compete, although as to many shippers effective com-
petition is out of the question in the absence of pick-up and delivery
and other services which railroads do not commonly afford. Meoting
truck competition for at least less-than-carload traffic appears to
require a change in the methods of rail service as a prerequisite to
any other efforts toward recapturing the bugines.s. o

In all respects the possibilities of competing increase as distance
increnses. The eastern carriers therefore suggested at the hearings a
revision of the theories on which rates have been made in the past

w/rulw enrrler cnlled attentlon to the ipcreased diversion of traffie to the Pannmn Canal
route ns the reaults of reduced rates to the Californin ports, but, of course, ench diversion
would have occurred had the trucke rather than the rullroad carried the trafic,
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so as to make it possible for the railroads to compete with the truck
in the area in which the latter is most effective.

- While many schedules contzining reduced rates have been filed,
there are certain deterrents to efforts to lower rates, The railroad
rate structure has been built up through long years of experience
and is predicated upon a just, reasonable, and nonprejudicial basis.
If a rail carrier undertakes to meet short-haul competitive rates
there is the possibility of disturbing the general relationship of
rates, thereby affecting movements unconnected with the local situa-
tion where competition is faced and numberless adjustments in other
rates are likely to be necessary to prevent claims of undue diserim-
ination. The revenue losses sustained not only by the carrier publish-
ing the reduced rates, but by other carriers forced by competitive
conditions to meet such reduced rates, often outweigh any revenue
advantages in the traffic recovered. The railroads also fear that a
reduction in rates to meet motor competition will be used by shippers
as a means of measuring the reasonableness of other rates which have
not been depressed by such competition.

Another incident of regulation which is necessary, and yet which
imposes burdens on the railroads in their efforts to compete with -
motor trucks, is the requirement that rates be filed and pub-
lished before they can be legally applied. The result of this require-
ment is that no matter what efforts the railroads make to meet com-
petition, they are under the necessity of filing and publishing their -
rates, and, having done this, the motor trucks cen repeatedly cut
below whatever rate the railroads propose,

E'mperience with reduced passenger fares.—Reduced passenger
fares take a variety of forms, including excursion fares, lowered
regular 1-way fares, reduced round-trip tickets good within a de-
fined period, and reduced rates for conventions and other large
movements to and from given points. It is particularly to be noted
that such reductions are made only in part to meet busg competition
or to draw traffic from the private car, many being for the express
purpose of stimulating travel which would not otherwise occur.

There is general agreement that excursion fares, if not available
too often, create new business, and despite the low rates per mile
which frequently a;edoﬁertlald, are g revenue producer.* Some im-

ortance was attached to the fact tha i bl
fhe habit of traveling by rail, b excursions tend to maintain

The experience of individual i i :
reduced ?ares varies greatly, g:::riemth ot o Stber forms of

port that such fures are a

44 The Chlcago, Minneapolls, Bt. Paul, gnd

Omahn sets ite excursi
mite et $3.72 In 1928, $4.70 in 1929, and 33 cursion rovenue per traln-
per train-mile of $1.10. ) $3.72 in 1030, compared with out-of-pocket cost
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complete failure as a device for increasing travel and revenue; some
find that they increase travel but do not increase revenue sufficiently
to overcome the loss on the business which would have been done
had the reduced rates not been in effect; ** some report negligible
improvement in net revenue; some have had their reduced rates in
for too short a period to draw conclusions; and some are cautious
or doubtfu]l without recent experimentation. The St. Louis-San
Francisco experimented with a 2-cent coach fare in the forepart of
1931, but withdrew it on July 1. In many instances reduced rail
fares have been met by reduced bus fares. Between points where
wildcat bus competition is rampant the opportunity to build up
travel in this manner is limited, and there is little or no opportunity
on local or branch lines where travel has quite generally left the
rails. ’ - :

On the other hand, there are cases in which considerable success
has been had with reduced fares, as by the Southern Pacific be-
tween San Francisco and Portland, where the regular fare is $26.96
and the reduced fare is $15, and between Szn Francisco and Los
Angeles, where the regular fare is $17.04, and the reduced fare, $13.
The busses also reduced their rates between those points and both
rail and bus have drawn from the private-car owner and the traveler
by boat. The Santa Fe reports noticeable stimulation of travel
over its line between Missouri River and Colorado points as the
result of reductions in fares, but these reductions were met by lower
bus fares and later both rail and bus fares were restored. The
evidence supports only the conclusion that under some conditions,
principally where distances are considerable, where large popula-
tion centers are connected, and where there is no large amount of
wildcat bus competition, reduced fares furnish an opportunity to
increase revenue as well as volume of travel.

Special interest attaches to the so-called 3-class transcontinental
rates, put into effect by the railroads generally in January, 1931,
To the standard rate of 8.6 cents per mile were added “tourist
class ” % or jntermediate rates and “second class” rates good only
in day coaches, These rates are respectively about 80 and 50 per
cent of the standard rates. At the time of the adoption of these
rates opinion among the railroads as to their likely success was
divided. Some stated that they would only redistribute the travel
between the three classes mentioned without increasing the volume,
while others stated that though such fares might justify themselves

# For example, it takes an BO per cent increase In travel to offset tho effects of o reduc-

tion fromr the standard rate of 3.0 cents per mlle to 2 cents.
“ Not to bo confused with * tourlst season’ rates, widch are excursion rates with

deferred expiration date,
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during the seasons of heavy travel, during the off seasons they wounid
have seriously depressing effects on revenue. The running time of
trains was siso reduced at about this time. The experiment had
not been under way long enough at the time of the hearings to
enable any conclusions to be drawn. ~

Motor freight transportation by rail carriers—A distinction has
elsewhere been made between losses of carload and less-than-carload
traffic to highway carriers. The principal efforts put forth by the
railroads to hold or recapture carload traffic have been in the direc-
tion of reduced rates, though improved service has also been a factor.
These means have also been employed in meeting losses of less-than-
carload traffic. 'To hold or regain the latter class of traffic the rail-
roads in addition have engaged in various forms of line-haul and
terminal trucking. While such trucking is undertaken prim=rily in
an effort to lower costs, expedite movements, and, in some instances,
to give a more complete service to the shipper, it also embraces the
servicing of off-rail points and, in some cases, the provision of high-
way trucking service on a basis largely independent of rail operation
and directly competitive with other highway trucking. Provision
has also been made for the use of containers, demountable truck
bodies, and other special devices intended to tie pick-up and de-
livery service in with intercity rail movements.

{a) Substitution of trucks for way trains and terminal switch-
ing—It is generally recognized that peddler or way-freight opera-
tions, as to many points, consume much more time than do trucking
movements and that they are costly because of the number of trans-
fers required and the light loading of cars. In many instances the
roundabout character of railroad lines adds to the difficulty. With
increased highway competition, these drawbacks have become more
and more serious. For several years, therefore, a number of rail-
roads ¢’ have been substituting truck for rail movements of less-
than-carload traffic from designated transfer
points specifically set up for the purpose of concentrating freight
by rail for truck delivery to outlying stations. In the reverse direc-
tion the trucks collect freight for concentration at such trapsfer
ﬁ?int:'. T?e disiz;.lnces covered are commonly 15 to 20 miles in either
lirection from the concentrati i ;
and store-door service is not ful:'g' 1;10]:11 b eguler rail rates apply

g . ‘Nished, but frequently the substitu-
tl;m of tfl'utfk }:ftm; rail mm}rlement 18 not shown in the tariff. The time
of way-frei rains, whic ’ .
o iztheriby consid,embl hr:((]}mm(;)nly carry a crew of ﬁve or six

’ ¥ reduced or the longth of runs increased,

¥ For example, the Pennsylvonia,
and Maine, the New York'CentruI. ]

points, including some

the New York, N

nd the Bt. Lovts.gont " 00 Hartlord, the Boston

Bouthwestern,
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)

deliveries are frequently made one to two days earlier,*® a more flexi-
ble service is made available, and the number of lightly loaded cars
is reduced.®® By taking care of traffic requiring expedited movement,
it is further possible in some cases to reduce train service on unim-
portant lines from a daily basis to a 2-day basis, and in other cases,
by eliminating less-than-carload movements, through trains have
been able to take over the carload movement of way trains, elimi-
nating the latter. The requirements of carload traffic and the di-
vergence of highways from the routes of rail lines render it impos-
sible to abandon all local freight-train service.

Some railroads are also using trucks for making transfers be-
tween outlying stations in large terminal areas, as Chicago, Im-
portant operating economies and relief of congested conditions are
thereby achieved. In Cincinnati and the St. Louis terminal area
motor transfers of less-than-carload freight between railroad sta-
tions are practically universal. Trucks are also being used by rail-
roads in lieu of trap or ferry car service and in making deliveries
to or from ports and lake and barge terminals.*

A great many railroads have not undertaken to use motor facili-
ties along the lines indicated. Some urge that such methods are
adapted to the requirements of manufacturing rather than to those
of agricultural sections. However, the railroads which have used
these types of operation report a recovery of less-than-carload traftic
as well as substantial operating savings. The New York, New Haven
and Hartford, for example, reports a net reduction of 350,000 train-
miles per year, representing a saving, at $1.80 in out-of-pocket cost
per train-mile, of $630,000 per year, against which are to be set
some 130,000 truck-miles per month costing $440,000 per year, leav-
ing a net saving of approximately $190,000 plus a saving in car hire
which in normal times would run as a net figure close to $150,000
per annum. The Pennsylvania Railroad, by contract, operates trucks
in lieu of peddler or way-freight operations over 49 routes and
1,770 route-miles daily, at an annual saving in wages, repairs, sup-
plies, and interest and depreciation on the class of engine discon-
tinued of $1,335,000 a year, plus an indefinite amount to represent

@ The Now York, Now Haven pnd Finrtford estimates that at least 70 per cent of the
frelght handled in this manner recelves at least 24 houra better service than before.
The New York Central, whose use of trucking has not Involved ns much adjustment ns
have the methods of some of the other ronds, estimntes that 38.5 per cent of the trafile
bandled recgives better delivery and 8.0 per cent poorer.

@ In congested terminats, ne in the vicinity of New York Clty, the trucking of Jess-
than-catlond frelght makes pessible n very casontinl rellef of way-freight operntions.

® The Boston & Malne bns provided ferry-car servico whero there is g minimum of 8,000
pounds of lest-than-carload merchandise from & conslgnor within a 2-day period. It now

rendern this gervico by truck with a limitation of one dny.
1821.C. C.



338 INTERSTATE COMMERCE COMMISSIOX REPORTS

the saving from reduced interference with trains in dense traffic
areas.

Operations of the character sketched are generally by contract or
through a subsidiary company, which may perform the service itself
or contract with outsiders. Payment to contractors is made on a per
trip or per 100 pounds basis with a minimum guaranty.

Tllustration of a rather special situation is provided by the ex-
perience of the Chicago, St. Paul, Minneapolis & Omaha Railroad
in operating trucks out of Sioux Falls, S. Dak., to points in that and
adjacent States. The jobbing centers on this and other roads in its
territory are principally on east-and-west lines, requiring frequently
very roundabout hauls to reach consuming points in the territory.
Independent truck operators found a field here for very effective
competition with the railroads. The Omaha Railroad, in order that
it might take advantage of this situation, acquired the property and
franchises of the principal operator as well as those of various other
truckers and has succeeded in doing much the greater part of the
trucking of this class of traffic from Sioux Falls. The city and the
railroad have both benefited as the result of the combination of rail
carload movements in and less-than-carload truck movements out.
While the trucking operations are not able to carry themselves fully,
the added carload business to Sioux Falls is said to suffice to carry
the overhead expense of the trucking operation if the latter is able
to meet operating expenses and taxes from its own revenues.

(b) Truck operations supplementary to rail—Operations of a
strictly supplementary type are rather limited. Trucks used pri-
marily in a substitutional capacity may provide additional service
after the leaving of way-freight trains or where through-train sched-
ules do not fully meet the requirements of certain distributing
points. There are operations to off-rail points, partly by choice
and partly by reason of the fact that highways diverge from the
routes followed by rail lines. The points so served are necessarily
small and the service is frequently on a seasonal basis. Independent
truckers do not s a rule serve as feeders to rail lines; they frequently
have interline arrangements of their own, facilitated in some cases

by means of union truck depots. Representatives of several rail-
roads expressed the view, however, that joint rates with

ating in territory where there are no rail lines would

(c) Mecting the demand for pick-up and delivery service.~The
services heretofore discussed have been from station to station at rail
rates, and are 'essentiully rail services. While such operations have
effected operating economies, they have not been effective in retnining

lines oper-
be advantageous.

M 8ome of 1t8 contractors nlgo N
gl 80 provide store-door service am ap Independent operntion of

1821.0.0.



COORDINATION OF MOTOR TBANSPORTATION 339

short-haul traffic which is lost because of the more direct, complete,
and expeditious service of trucks. For such traffic, some railroads
have developed the so-called express freight type of operation,
- comprising truck pick-up and delivery with rail-line haul. The ar-
rangements for effecting such service are very much of a type.
Lines adopting this general plan include the Texas and Pacific
Railroad, the St. Louis-Southwestern, the Missouri Pacific in Arkan-
sas and Texas, the Missouri-Kansas-Texas of Texas, the Spokane,
Portland & Seattle, the Pacific Electric, the Southern Pacific lines
in Texas, the Pacific lines of the Southern Pacific, and the Yazoo
& Mississippi Valley, a subsidiary of the Illinois Central.®

There is general acceptance by the railroads of the view that many
shipments require pick-up and delivery service. The need would
vary with local conditions. Some shippers must have drayage fa-
cilities of their own for local transfer work and prefer to do their
own hauling to and from railroad stations; ** for others, pick-up and
delivery service means a saving of expense and a substantial con-
venience. The railroads, however, have generally stated that they
should give pick-up and delivery service only at points where truck
competition necessitates doing so, and fear that provision of such
service at only defined points would give rise to charges of discrimi-
nation with the possibility that the service would have to be extended
to entire systems. The “express freight ” arrangement has therefore
been developed to localize the application of store-door service.

The usual arrangement is for the railroad to organize a subsidi-
ary trucking company which, in turn, contracts with local draymen
for pick-up and delivery service. Rates are quoted and bills of
lading issued by the trucking subsidiary. The rates are generally
equal to the standard rail station-to-station rates, though in some
cases they are made equal to those of the certificated highway com-
petitors. The rates of the latter generally do not, however, depart
widely from the rail level. The trucking subsidiary remunerates the
local draymen, pays the railroad for the line haul, and, after the
deduction of a percentage for contingencies and another percentage
for return on its investment, pays over the remainder of its gross
receipts to the railroad. Provision is generally made for the shar-
ing of joint expenses. Pick-up and delivery is city wide in the case
of the smaller communities and within a defined zone in the larger
ones, with additional charges for movements to and from other
zones. The railroads have found that in this way a very large part,

® A number of generally simllar arrnngements were pending at the time of the hearings.

" The Chieago, Bt, Pnul, Minneapolls & Omaba Rallroad, mentioned nbove, reports that
B0 per cent of the frelght trucked out of Bloux Falls by its subsldiary le delivered to the
Statlon by the local jobbers and manufacturcrs. .
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generally 85 to 70 per cent, of the traffic carried has been recovered
from highway trucks. The evidence is not detailed enough and does
not cover a sufficient period to make possible conclusions as to how
profitable such arrangements are to the rail carriers. It is urged
that the railroads are put to little additional expense as the result
of recapturing this business and that therefore any return means a
substantial gain in net earnings.

On the North Pacific const between Portland, Tacoma, and Seattle
the foregoing arrangement has been carried a step further.®* Here
the local draymen cooperating with the several railroad companies
have organized Interstate Freight Lines, Incorporated, for the pur-
pose of acting much as a car-consolidating company. The local
operators pick up the freight within defined zones in the cities
named, load it into carload lots, and unload and deliver it at desti-
nation. The rates charged were at first equivalent to less-than-car-
load rail rates, but were soon reduced to 30 cents per 100 pounds
regardless of classification.”® This reduction was to meet unregu-
lated highway competition, Other truckers in the territory have
found it necessary to reduce their rates and one at least has gone to a
yet lower level. 1t is alleged that the local draymen are operating on
an unremunerative basis, and that, frequently being unable to con-
solidate 2 carload, they are required to pay the railroad its regular
less-than-carload rate or to move the traffic by highway truck.

Arrangements of the general type first indicated have been adopted
by several electric.railroads. One, the Texas Electric. Railway Co.,
serves all points on its line in this manner and interlines with the
Missouri Pacific Transportation Co. The Arkansas Valley Interur-
ban Railread furnishes this type of service both intrvastate and inter-
state. Both report favorable results,

After experimenting along the lines indicated, all railroads fur-
nishing service in the Southwest agreed to an arrangement® which
was made effective November 16, 1931, whereby pick-up and delivery
service is provided at the regular rail rates to distances in certain
instances up to about 300 miles and at a charge of 20 cents per 100
pounds to points at a greater distance.’’ Trucking is contracted for
with local draymen. This arrangement will be simpler than that

® This does not refer to the practices of the Nor
(a subsldiary of the Bpokane,
Northern and Northern P

thwest Frelght Transportatlon Compnny
Portland & Senttle Ralirond and indirectly of the Great

aclfic Ballronds) and the Paclfi
eubsldlary of the SBouthern Paclfic lincs ok anraeport Company (°

} which perform X . co
of the general type indleated abeve. . 8 plck-up and delivery servi
® The raflroads concurrently filed an all-commodit
. @ Johangon's tariff, L. C. €. 2318, y tate of 50 cents,

., "'The inability of so-called eartage service.ln Canad
. : o, w
the tide of motor competition illustrates the ne 'of i back to 1862, to Mol

cepally of meeting truck rates an well as
trock service, Pick-up and dellver
conslgnee, ¥ service in this inetanco in paid for by the shippora of
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previgusly described, as it eliminates the necessity for any subsidiary
trucking company. The former represented, in effect, a transitional
stage. The railroads expect a 75 per cent recovery of less-than-
carload traffic, or approximately the percentage of recovery indi-
cated by experience to date. It is anticipated by these carriers that
railroads in other sections will join in a similar arrangement.

(d) Highway truck operations by railroads independent of rail
operations.~—It is frequently urged that the railroads can meet their
Problems by going into highway trucking on a broad scale in either
4 common or contract earrier capacity and at going truck rates.
Though agreeing that there may be some advantages in the direction
of keeping overhead costs down and in using the transportation
experience of railroads, the general view which railroads have taken
is that such operations would for the most part merely duplicate
present facilities, adding to the existing competition and confusion.
In fact, independent operations of this character appear to be rather
closely confined to the New York, New Haven & Hartford; the
Boston & Maine; the St. Louis-Southwestern; and the Chicago,
St. Paul, Minneapolis- & Omaha Railway. The trucking sub-
sidiaries of these companies, in addition to operating for account of
the railroads, operate for their own account and take traffic at any
rates (above what is said to be a compensatory level) necessary to
secure traffic to fill up their trucks.. Store-door service is provided
and, as in the case of much other highway trucking, discrimination
between shippers is sometimes claimed. Highway operators meeting
this competition allege that such trucling is subsidized in part by the
parent companies. The reponses to the questionnaire were not in
sufficient detail to provide a check on such statements,

(e} The less-than-carload container—The container is intended to
provide means of conveyance of considerably smaller proportions
than the box car, yet capable of taking sizable lots of less-than-
carload freight as unit shipments. Its primary purpose is to give
the shipper a more expeditious and a cheaper service; the container
has also come to be used by the railroads themselves in the interest
of economy and expedition. N .

The standard container has a maximum capacity of 10,000 pounds,
but experience has demonstrated that 7,600 pounds represents a high
avernge loading. The container is placed at shipper’s or consignee’s
door for loading or unloading. Trucking is done by or for the user
of this service, who must also provide facilities for transferring the
container to and from the truck. The shipper’s packing and wrap-
ping costs are reduced or entirely eliminated, loss and damage is
practically eliminated, and service is fnst_erz' the advan!;ages to. the
railrond are simplification of billing operations, reduction of light

121,00



342 INTERSTATE COMMERCE COMMISSION REPORTS

loading and increasingly expensive merchandise car movements, and
fewer transfers. This device * first came into use between Cleveland
and Chicago in 1921 and was introduced between Buffalo and New
York in 1922, since when it has become available between a large
number of cities in the eastern part of the country. Rates at the
time of the hearings were 5 cents per mile for 4,000 pounds and 0.2%
cent a mile for each additional 500 pounds. The sharp reduction
made after the 4,000-pound minimum is satisfied is to induce heavy
loading. With four containers (out of the battery of six which the
cars are capable of handling) loaded at the minimum weight the
car-mile revenue is 20 cents and at the average loading (7,500
pounds) 27 cents.

The New York Central reports an increase in the number of con-

tainers handled from 278 in 1922 to 10,217 in 1927 and 47,886 1in
1930. The large increase after 1927 is attributed to the adoption of
the container plan by a large forwarding company. The Penn-
sylvania Railroad reports the handling of 63,084 containers be-
-tween June 20, 1928, and January 3, 1931, again largely for for-
warding companies. All but 7 per cent of the movements were of
loaded containers. Some shippers have indicated that profitable
use of the container requires a unit size of shipment which they
can not meet and that there is also involved the expense of hauling
the container to and from the station. Other shippers find it pos-
sible to use the container successfully, frequently in combination
with truck movements from a break-bulk point. Certain carriers
in the South and West specifically testified that conditions in their
territory are not favorable for the use of containers. Increased
use by truckers to displace highway movements is anticipated by
sponsors of the container plan. Adjustments and wider upplica-
tion of rates are regarded as essential. The creation of container-
concentrating points from and to which containers would be trucked
25 to 30 miles has been suggested in the interest of economy of time
and expense and of meeting truck competition. This service might
include a pick-up and delivery of container contents. Such service
is stated to be feasible for distances as low as 25 to 75 miles.

Use of containers by the railroads themselves to replace box cars
in station-to-station service makes for a reduction of sortings of
less-than-carload freight and of expensive, lightly loaded car move-
ments, as well as for a speedier service. A drop-side container. of
lighter weight, has been developed, for use especially to Smn’ller
communities, Extensive development of container-concentrating
points for use with highway trucking has been suggested. In some

# The investigation in the Container casc 18 reported In 178 1. ¢, C 317
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Instances where such use is made the containers themselves are
trucked ‘to these points and in other cases the contents are trucked
for loading there. Rates are the rail station-to-station rates. The
Pennsylvania Railrond makes use of containers in lien of box cars
between a considerable number of eastern and middle-western
stations. ‘

(f) Devices for line-haul movement of truck bodies—The de-
mountable truck body was first used in 1917 in the Cincinnati ter-
minal area and since 1919 has been in use by all railroads at that
terminal. It is used in effecting a more rapid and a cheaper trans-
fe}‘ of less-than-carload freight between main stations and in dis-
tributing and assembling freight between the main stations and sub-
stations of each road. Its use in lieu of trap-car service has been
limited.

The line hauling of truck bodies was discussed at considerable
length on the record. The purpose of such movements would be
to save rehandling of unit loads and to obviate the necessity of
expensive highway hauls. Obhio interurban railroads are cooperat-
ing with a builder of such bodies in building up this class of service.
The saving to the trucker is set at the difference between 15 and
17.5 cents, the cost per mile of line hauling for 15,000 and 20,000
pound loads, respectively, and the 30 to 35 cents which it is said to
cost the trucker for loaded or empty highway hauls in heavy-duty
trucks. The participating railroads, where two bodies are loaded to
a car, secure a car-mile revenue of 30 to 35 cents, without incurring
the usual terminal expense. This revenue, which is somewhat above
the average car-mile revenue in the country at large, is subject to
& deduction of $1 per body for crame service and $1 per day as
rental of the body. _

Several railroads expressed a belief in the possibilities of the de-
mountable truck body as a device for holding traffic to the rails. A
vice president of the Pennsylvania Railroad testified that his com-
pany expected soon to insugurate such service between Philadelphia
and New York City, a distance of 100 miles. The average less-than-
carload rail charge between these points, plus pick-up and delivery
expense is said to be 56.9 cents per 100 pounds and the average truck
charge 42 cents. Truck competition is stated to be severest within
distances of 100 miles and to lose its effectiveness at distances greater
than 250 miles. Rates for truck-body movements within these dis-
tances are to be such as to make it profitable to the trucker to dis-
pense with his line hauls and at the same time effect as quick service
as he can over the highways, and in some cases quicker service. The
reilroad, in turn, is saved heavy station expense. For example, at
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the rates and weights suggested for application between New Y?l‘k
and Philadelphia it is said this saving and the heavier car loading
achieved would increase the gross revenue per car-mile, after de-
ducting all costs except terminal switching and line haul, from 2.1-7
cents to 41.67 cents. A more general application of the plan 1s
anticipated.*®

The demountable truck body is a larger unit than the lox;-thar.x-
carlond container and, not being a part of railroad equipment,.ls
assessed freight charges whether loaded or empty. It has merits
similar to those of the container with respect to the saving of pa.ck-
ing, marking, sorting, and individual bil!ing of items, but is subject
to equal or perhaps greater limitations with respect to the volume of
freight the shipper must have to use it effectively. It also is not
adapted, as is the container, to solely railroad fvo::k at rail rates.
Its peculiar virtue is its providing a means of linking the existing
facilities of rail carriers with the facilities and services of trucking
organizations. . )

There are still other devices for combining a truck pick-up and
delivery service with a rail-line haul which do not permit of easy
classification. One is the so-called Bonner rail wagon. This device
dates back to 1898, in which yecar use was made of it in the United
States -and England. Further experiments with the device were
undertaken in 1914, but the rapid growth of highway traflic is said
to have held back its application. Since September 15, 1930, an
electric railway has used the rail wagon between Cleveland and To-
Jedo. The device differs from the container and the demountable
truck-body plan in that the entire unit, which is the equivalent of a
trailer, is run on to a specially constructed undercar for intercity
movement. This fea?ure is said to facilitate the making up and
breaking down.of trains, _to effect quicker collections and deliveries,
apd to save rs.nlrond station ar_ld terminal expense. No lifting de-
vices are required, an inexpensive cement ramp being said to suffice
to place the body on the car. However, special flat cars are required.
Tl'le wagons can be in the for.m of box cars, gondolas, tank cars, re-
frigerator cars, or o_ther desired for{n, and can be equipped with
subcontainers. Special rates for their use are available. The de-

vice has not been sufficiently used to have had its possibilities and
limitations made apparent,

# Truck-body tariffs, effectlve November 6, 1031, were fileq b
Baltlmore and Ohlo, the Reading, the Centra} of Noew Jorse
applleation between Baltlmore, Md., and Jersey City, Baltim W
Philadeiphia and Jersey City. These were permitted o
the commlissjon. Rates vary with sjze of truck

body.
been between Baltlmere and poluts on the euktern ‘:(Il,iro '::’Omﬁl:;lllne::; cxperlmentation has

¥y the Pennsylvanie, the
and the Lackawanna for
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Another arrangement is that of the Chicago, North Shore and
Milwaukee Railroad, an electric railway, in connection with its ferry
truck service. This service consists of closed trailers or truck bodies
loaded and sealed by shippers at store door, transported to the rail
heads by tractors, there loaded on specially constructed flat cars, .
shipped to rail destinations, unloaded and towed to store door by
tractor. This service has been separately considered by us and ap-
proved in Docket 21728, decided March 21, 1932, The company also
moves trucks and trailers, where loaded full, on ordinary rail flat
cars for line movements. This practice was inaugurated in 1926 to
effect operating economies. :

(g) Forwarding companies and other methods of coordination.—
Forwarding companies effect a degree of coordination of rail and
truck service. They consolidate miscellanecus shipments of less-
than-carload freight into carload shipments, dividing with the ship-
per the difference between the carload and less-than-carload rate. ‘In
recent years such companies have developed a pick-up and delivery
service through the use of motor trucks under their control. In this
way a completely coordinated rail-motor service is effected. Sev-
eral of the larger companies have come under railroad control. In
some instances independently operated trucks are used to effect dis-
tribution from rail lines to near-by cities, whereby a more expedi-
tious service can be rendered the shipper. These trucks also collect
freight for forwarding-company movements. Because they handle
this traffic in such large quantities, and so regularly, they frequently
provide their service at lower rates than are generally available to
their other patrons. ‘

Another form of coordination is that effected through merchan-
dise warehouses, to which goods move by rail in carload or sub-
stantial lots and from which the warehouseman provides, directly or
by contract, a distribution service to local dealers or to near-by com-
munities. Here again quicker service is provided than is available
by rail. ‘

Summary of railroad motor operations reported in returns to ques-
tionnaire.—Information was furnished by respondents as to :the
arrangements under which they conduct motor operations, and
as to the volume of traffic handled. On June 30, 1930, there were
551 trucks and 115 trailers operated by 18 Class I railroads directly
or through a subsidiary, and over 8,865 miles of intrastate and
1,547 miles of interstate routes. From January 1 to June 30, 1930,
18 ronds carried 413,259 tons of freight for revenue of $1,580,862.
The total investment in motor facilities, both truck and bus, as of
December 31, 1929, was $46,114,891. Motor operations performed
under contract are not included. See Appendix A.
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It is not possible to make a segregation between the various types
of rail-motor coordination described above. The aggregate volume
of traffic and intercorporate relationships are set forth in detail and
summary form in Appendix A.

Short-line railroads, whose problems are particularly acute, have
not as a rule attempted to use trucks in highway service. On June
30, 1930, 14 such railroads used motor trucks. Operations have been
partly of a protective character and have also served to effect more
direct cross-country movements, to replace trains, to serve off-rail
points, and to take care of local seasonali traffic requirements. Some
such operations are reported to be successful. The various efforts
of electric railroads to effect coordination have already been
described.

Carriers serving territory in the vicinity of seaboards report that
trucks do a considerable, in some cases a large, volume of business in
conjunction with boat lines. Shippers report savings achieved by
use of such service. Operations of this character on the Great Lakes
and Puget Sound were also described. Few of such water carriers
are subject to our jurisdiction. A long-established Inke carrier re-
ports its entrance into the field of trucking to hold its traffic in the
off season. It furnishes pick-up and delivery service between De-
troit and Cleveland by means of contract trucks employed on the
basis of a division of revenue.

Attitudes of independent operators toward rail operation of motor
facilities—The general view of independent truck operators as to
the respective spheres of the railroad and the truck and as to the
possibilities of coordination is that, for cost and service considera-
tions, the railroads can not furnish effective rail competition with
the truck for less-than-carload traffic moving to distances 150 or
even 250 miles. For perishables and freight requiring specinl types
of equipment, the mileage limitation would be set considcr'nbly
higher. Truckers also stress their ability to furnish rush or emer-
gency service which the railroads are unable to render. Some truck
operators express the view that local railroad service ig g needless
duplication of truck service. Others stress the traffic which the
trucks have created.

There is a general fear among truck operators that the rajlroads
will be able to encroach on the field of highway trucking with loss of
flexibility of service and of prevailing rate levels,
allege that the railroads have certain unfair competi
as in the control of docks and terminals and in bein
from other traffic losses incurred by cutting rates
competition. Protection from additional raj
by some trucking organizations,

Some operators
tive advantages,
r able to recoup
to meet truck
] competition is asked
Others stress the possibilities of
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coordination at the natural junction point where carload movements
are broken up for local distribution in less-than-carload lots.. Oper-
ators of warehouse facilities especially urge the advantages of such
arrangements, stressing the possibility of saving time and ware-
housing expense and the advantages to distant shippers in reaching
a distribution territory by fast rail movements of carload quantities
end well-planned trucking movements beyond.* Forwarding com-
panies as a related means of coordination are stressed.

A large houschold and office-furniture warehousing and transpor-
tation agency stressed the likelihood that trucks have attempted to
cover too great distances in handling this character of freight and
points to successful experiments in the way of coordination of rail
and highway service through the use of containers. No truck oper-
ator expressed a belief in the possibility of coordinating rail and
truck movements of livestock, cotton, and other freight which would
ordinarily move by rail in carload lots.

Conclusions as to use of motor-freight facilities by railroads—
The foregoing analysis has indicated that trucks have been success-
fully used by a considerable number of railroads in various forms
of substitutional service, though a great many other railroads have
attempted little or nothing in this direction; that the use of
trucks in a supplementary capacity is limited; and that. little has
been done in the way of furnishing highway service independent
- of rail service. The analysis further indicates that several railroads,
mostly in the western district, engaged in rather extensive experi-
mentation with pick-up and delivery service through the so-called
‘*express freight ” type of operation and that this experiment had
led the roads of a large section of the West to perfect and put into
operation plans for extensive pick-up and delivery service. Ex-
periments have also been made with special devices such as the
container, the demountable truck body and the rail wagon. A
considerable measure of coordination has also been effected through
forwarding companies. All of the foregoing efforts are directed
primarily at retaining or recapturing less-than-carload traffic and
to some extent at devising units of carriage adapted to meeting the
truck-load competition of highway operators. The special devices
mentioned illustrate the difficulty in continuing to maintain, as to
the traffic affected, a distinction between carload and less-than-carload
trafic. The distinctive opportunities of the two types of carriers
for long distance compared with local traffic have also become clearer

© 8ych nn Instance of warehouslog has been developed In Indianapolls and 13 other
Indlane cities, largely on tho basls of forwarding company cperatlons. Properiy tled in
with rail and clectrlc raliway operations, this aystem is snld to be capable of great

expansion,
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in recent years. Purely local less-than-carload and much carload
traffic, i. e., traffic originated at and destined to points within a con-
giderable local area, seems to be given a complete and satisfactory
service by trucks without the intervention of other means of trans-
portation, while much long-distance traffic is susceptible of successful
handling by coordinated means of transportation. Opportunities
for coordination emerge wherever there are breaks in transportation,
as in changing from carload to less-than-carload quantities or from
main to branch line. Delays are more likely to occur and costs to
mount up at such break-bulk or transfer points if rail facilities alone
are used.

Railroad trucking has not reached any considerable proportions
and the special devices described are largely in an experimental
stage as their advantages and limitations for general uses have not
been fully developed. The general position of the railroads is that
practical difficulties, particularly the presence of unregulated inter-
state trucking for hire, impede experimentation and the adoption of
trucking in its various forms.

Coordination through Railway Express Companies.—The Railway
Express Agency has an investment of $9,500,000 in motor-vehicle
property owned and operated by it. It operates 8,846 motor trucks
and 444 trailers in city service.

Express is an expedited service rendered on passenger trains
and the traffic handled consists largely of property of higher value
than ordinary freight, of perishables that require quick transporta-
tion, and of articles that because of their nature demand and can
afford to pay for express service. Express service includes a pick-up
and delivery at terminals except at small points where the volume
of business does not justify the maintenance of such facilities, Com-
petition for traffic between railway express and the motor truck is
considered by tl-le express-agency to be largely one of rates, because
the express service includes pick-up and delivery service. Buttrucks
frequently are able to render more expeditious service

Railway management is giving )
cability of extending the operations o
to include the handling of all less-than-c i i

riers and water lines subject to the act, M‘i‘:ﬂ:‘mfl:‘f&g::e;f tll':utl; iﬁ:;
wrgl.dhresult in economies and expedition in service. » .

Adwghway passenger tranaportation by rail carriera—Railrond
operations of busses over the highways fall under three heads accord-

ing as they are of a substitut; :
ch%ructer. itutional, supplementary, or independent

(2) Use of busses in substitutional operations
busses in place of branch and loeg] main-line tra'

consideration t{o the practi-
f the Railway Express Agency

—The operation of
In service which the
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railroads have not’ found it possible or advantageous to abandon
without providing a substitute service is very common. In many
cases these are the only bus operations undertaken. The New York,
New Haven & Hartford, the Boston & Maine, the Pennsylvania, and
the St. Louis Southwestern Railroads are some of the lines which
have done a great deal with this type of operation, though each
operates busses in other services. Substantial operating economies
are achieved and at the same time communities are given & more
frequent service. Assurance of continued and responsible service is
also given.

Such motor operations generally have been substituted where train
service was least profitable. With few exceptions, these operations
are not profitable in themselves but are generally regarded as ad-
vantageous when consideration is given to the costs which would
otherwise be incurred in meeting the public’s requirements for trans-
portation service.®* The schedules are coordinated with those of
connecting trains as were those of the displaced trains. As an inci-
‘dental resnit, such operations may reduce the number of stops which
through trains must make to meet the requirements of smaller com-
munities. QOperations are usually performed through a subsidiary
company, but in some instances by contract with independent opera-
tors for the furnishing of this service.®* The fares charged are
generally the same as by rail.

While operations of the character indicated are quite general,
the requirements on certain lines ® of the head-end traffic (mail, ex-
press, milk, baggage) are believed to make such substitutional oper-

A few exnmples of such savings, generally expressed as the difference between direct
out-of-pocket tralo expensc and the net income or loss from motor operations, may be
offered. The FPennsylvanin Rallroad, which undertook such operations in 1824, has
found it possible to ellminate approximately 800,000 unprofitable traln-miles per anpum,
representing an estlmated saving of $478,000. The Reading estimates 1ts savinga tn this
direction at more than $400,000 per annum. The Chicago, Milwaukee, St. Paul &
Paclfie, directly or by contract, operates 11 highway routes, Such operations displace
280,903 trailn-mlles costing 67 centa per mile and producing n revenue of 20.5 cents;
some 288,111 bus-miles nre operated at o cost of 24 cents and revenue of 10.5 cents. The
net loss on the trains was $96,217, whereas the net losa by bus 1s $35,205, resulting in &
saving of $67,022 a year. The Paclfic Lines of the Southern Pacific report a net saving
on rall operations of $441,441 a year.

® The Independent operntor may merely rearrange his schedules to meet apecified trains
or his schedule may be augmented. 8peclal service, such as sensonal, may be performed
in this manncr. The contracts may be with small local operators or with the Inrge bus
systems. Thus the Bouthern Paclic Lines in Texas and Loulslana can ask the Southiand-
Greyhound Lines, Incerporated, In which the railroad has a 85.21 per cent Interest, to
provide service on a guarantee basis; the Pacific Lines of the Southern Paclic have used
the servicee of the Pacifle Greyhound, In which there is a third Interest, on a guarantee
of 2 cents o mile profit. The Pennsylvania Railroad began with independent operations
but later purchased outright the facilitiea and certificates of 11 such operators. Rail =
tickets or bus coupons may be used, or the independent operator may collect all tares and
effect g gettlement with the rallroad at stated intervala.

% For exnmple, the Atchison, Topekn nnd Sunta Fe, the Chesapeake and Ohlo, the Chl-
cngo, Rock Island and Pneclfte, and the Chieage, St. Poul, Minneapolis and Qmaha.
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ations inadvisable. One road, for example, states that the cost of
operating a bus plus that of operating a truck to handle the head-
end traffic would equal the cost of operating a rail-motor car. Some
roads are deterred from substituting busses by reason of the capital
outlay required.

(b) Use of busses in supplementary operations.—Qperations of 8
supplementary character are considerably less numerous than those
considered above. They include the furnishing of service to off-
rail points, including some seasonal service to parks and resorts; the
furnishing of more frequent service between points which continue
to be served by trains, such service being given in order to render a
more complete service by filling in the intervals between train sched-
ules; and operations to serve the requirements of local traflic which
make possible the elimination of stops of through trains by carrving
passengers to and from necessary stops. Such operations have been
undertaken to hold traffic to the rails by serving in a feeder capacity
and by keeping the public in the habit of dealing with rail organi-
zations; to achieve higher speeds in through-train operation; and to
take advantage of station, shop, and other facilities and the trained
personnel of the railroads. It is diflicult to distinguish operations
of this kind, especially those over the longer distances, from those
which carriers conduct independently of their rail service. A pos-
sible basis of distinction is provided by the rates charged, since these
operations tend to be at regular rail rates while independent opera-
tions are generally at competitive rates. Operations are sometimes
through a wholly owned subsidiary and sometimes through the hold-
ing of a substantial interest in an independent bus line.

'I.‘he operation of .bUSSQS in a supplementary capacity is limited,
owing to rate complications, the difficulty of articulating train and

- bus sc.hedules, the limi.ted opportunities for reducing train stops, and
the difficulty of securing certificates. There have been instances of
the abandonment of supplc.amento:[-y service actually undertaken be-
cause of these attendant difficulties. The lack of interstate regula-
tion in tl}e field of highway‘transportf;tion has also been a deterrent.
o s b cprtions by ety idepondnt of il o
are independent of rail service Eein ne?;;h eSl'gnated is t’.l 10se which
for the most part supplement’nr t% 8 her i substitution for nor
between Doints wher bt Ty ucn service, .gen(?rully oceur

po: ere & substantial volume of traffic is being handled
over the highways by independent operators, Prominent jnstances
of railroads entering into this field are the joint operations of Union
Pacific and the Chicago and North Western through the I
Transit Lines between Chicago and Los An Ugn the ntferstube
geles, St, Louis, and
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K&nsag City, and Omaha and the Twin Cities; the Union Pacific
operation fx:om Salt Lake City to Portland, Spokane, and Butte;
the St. Louis Southwestern operation from Dallas, Tex., and Las
(:‘l’ll('es, N. Mex., to Memphis and St. Louis; the New Haven opera-
t_:on between Boston and New York; the Boston and Maine opera-
tion between Boston and Portiand; and the Reading and Central of
Ne“;' Jersey operation between Philadelphia and New York. In
addition, there are the operations conducted by companies in which
the railroads have a substantial interest, such as those of the Pacific-
Greyhound along the Pacific const and east to Salt Lake City and
El Paso, in which the Southern Pacific has one-third stock interest;
the Southland-Greyhound Lines operating in Texas, in which the
Southern Pacific has 35 per cent stock interest; the Richmond-Grey-
hound Company, operating between Richmond and Washington,
D. C,, in which the Richmond, Fredericksburg and Potomac has 49
per cent stock interest; the Pennsylvania-Greyhound Lines and its
subsidiaries, in which the Pennsylvania Railroad has a half interest;
and the Nerthland-Greyhound Lines, in which the Great Northern
has 30 per cent stock interest. Operations are generally parallel to
the rail lines. In some instances, illustrated by the St. Louis South-
western, railroads have been led to reach out into the territories of
their rail competitors. Operations of the above general character
are explained by the carriers as a means of recouping lost rail reve-
nues occasioned by the diversion of travel from rail to bus. While
such operations add to the investment in transportation facilities, the
railroads urge that the service would be rendered anyway and that
they should share in it.

Evidence as to the profitableness of these operations is not con-
clusive.® Some operations have succeeded while others have been
unsable to do so. The Boston & Maine Transportation Company, for
example, reports that its Boston-Portland operation is consist-
ently profitable but that its Boston-Manchester operation is not.
The Pennsylvania finds its investment in Pennsylvania-Greyhound
stock profitable. The Southland-Greyhound reports a very small
return on its investinent in 1929 while the Pacific-Greyhound reports
a substantial return in that year. The Chicago and North Western
states that its joint operation with the Union Pacific as a whole
puys its way except for depreciation,*® but the Union -Pacific finds
that its bus operations have not been profitable in themselves as yet.

 Responsea to the queationnaire frequently apply to a rajirond's entire motor opera-
tlons, making it imposxible to determing the prefitablencss of operations of an Independent

character.
% For the year 1920 Interstnte Transit Lines shows an operating deficlt of $127,670.76.

There haa, however, been a conglderable reduction in train.-miles,
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The Norfolk Southern has operated bus service for four or five
years to seashore points at a loss. The Burlington reports a dis-
belief in the profitableness of long-distance operations, stressing the
need for effective hook-ups with other lines at the termini. Most
of the railroads have’not entered this ficld of transportation.

A generally minor type of operation but one which some rail-
roads have found profitable is that of charter busses. Such opera-
tions may take a railroad outside the territory served by its rail
lines. Being of an erratic character, such operations do not permit
of discussion from the point of view of coordination,

Efforts of short lines and electric railways to use motor-bus facili-
ties.—Indication has been given elsewhere of the vulnerability of
short lines to highway competition. Their passenger traffic had all
but disappeared by 1930, and their freight trafic was more than 25
per cent lower than it was on the average of the years 1911 to 1915.
These lines are doubtful of the likelihood that highway operations
would be successful. On June 30, 1930, 23 such carriers operated
busses. One such railroad succeeded for a while in protecting itself
by operating busses over its route and beyond to a populous city,
but later found its efforts largely nullified by the growth of inter-
state bus operations. Short-line railroads in isolated territories, par-
ticularly in mountainous sections of the West, where little or no
organized highway competition is met, have found it pussible to fit
in bus operations in such a manner as to save on train expense and
to furnish a better service. In some instances operations are extended
to points beyond the rail line.

Intercity operations of busses by electric railways have been of a
parailel, substitutional, and feeder character., Communities on
abandoned rail lines have been served with the less-expensive bus
service, and feeder lines have been instituted or arrangements ef-
fected with 'mdependent bus operators to serve as feeders. The par-
allel operations are supplementary to the rail, with arrangements to
el o give & mor vrid and positly
larity of interurban sc.hedules %han Ofetfreater frequ‘m(.:y and regu-

ose of steam railroads, there

are more opportunities to coordinate interurban sopyi .
service than there are in the steam-railroad fielq . vice with bus
i ’

: prompting bus operations. Inte
urban stations are generally bettor g : B Snter-
those of steam railronds, y r situated for thig purpose than are
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Some_ operations were undertaken to protect the revenues of inter-
urban lines by obtaining certificates to operate over specified routes
Pefure others did so. As operations of the independent lines grew
I scope, particularly in the interstate field, the electric railways

- Were required to extend their own operations for the protection of
their existing bus services. In this way and for other reasons opera-
tions have in some cases extended considernbly beyond the termini
of the rail lines, : '

b.To electric railway expressed itself as satisfied with the results
achieved, particularly where the operations were interstate or were
affected by interstate competition. One Ohlo electric road found
that a laree proportion of its rail patrons would not use its supple-
mentary bus service; lines in Michigan found they were furnishing
more frequent service as the result of bus operations rather than
effecting a saving in expenses; a railroad operating busses between
Chicago and Milwaukee concluded that there is no opportunity to
conduct profitable bus operations at regular fares and fixed schedules
between points served by high-grade rail service where there is also
extensive independent competition; a large operator in the East
and Middle West, which began its bus operations for the protection
of its rail business and found it necessary to operate bus service
extensively on its own account, faces an annual deficit of considerable
proportions.® Other lines report operating losses. Some lines have
found feeder service profitable and others have not.

Conclusions as to highway passenger transportation by rail-
roads.—The foregoing discussion has attempted to show what the
railronds have done by way of furnishing highway-passenger serv-
ice and the purposes which have prompted such activities on their
part. The experience gained requires appraisal from the point of
view of what has been accomplished in the direction of coordination.

For the purpose of this proceeding, the term “ coordination ™ has
been used to signify the use of two or more forms of transportation
in an effort to provide a better and cheaper service than can be
rendered by one alone. Concretely, it suggests questions as to the
possibility of linking new motor facilities with old rail ones in the
interest of economy or added service.

The first or substitutional type of bus operation is, in part, an
illustration of coordination. It haas been found advantageous

% This company operntes about 600 miles of electric railway and 2,000 miles of bus
lines, the latter extending from WashinZton and Baltimors on the east to Detrolt on the
west. lts investment In Its rall propertics 18 approximately $50,000,000 and in bus lines
$8,000,000, The consolldated balance sheet of its bus subsldiarles as of December §1,
1080, shows a deficlt of $400,410.00, For no year except 1026 was a profit shown, the
loss in 1020 belug $4,000.66 and In 1930 $250,427.63. Only two of the lincs which this
eompany operntes show a credit balance in profit and loss account,
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in those situations where the railroads are required by public
authority or desire, for reasons of their own, to continue service to
communities which are generally unable at the rates charged to
support any form of organized passenger transportation. Such op-
erations effect a reduction of losses, a betterment of service, and in
many instances an assurance of permanent service. They maintain
the railroads in a field of service which they have long occupied and,
illustrating coordination, may hold traffic to the rai} lines by making
direct connections with through trains. In some instances, opera-
tions of this character are rendered more unprofitable than would
otherwise be the case by reason of independent local operations and
long-haul operations where a local business is also done. Difficulties
of coordinating rail-bus service and independent-bus service in order
to stop these losses arise from the divergence of routes and of high-
ways from rail lines. _

Operations of the second or supplementary type present many
opportunities for coordination. The practical operating difficulties
of effecting such coordination and obstacles created by the lack of
regulation in the interstate field have already been indicated. In
addition to the purposes now served by such operations, there appear
to be opportunities for tying rail and bus service together to save
time where either rail or highway route is roundabout, to vary the
means of travel on long trips, to give wider choice of routes, and in
other ways. Through tickets and carefully adjusted schedules are
prerequisites to any such coordination. Regulation of interstate
busses is essential to achieving complete coordination in this field.

Railroad operation of busses in service independent of rail service
for the most part falls outside the field of coordinated rail-motor
operation. There are certain indirect zdvantages accruing to the
railroads from such operations, as in the use of railroad stations and
personnel, the speeding up of through service with the elimination
of locn} stops, and by way of maintaining the railroads as an active
factor in all forms of passenger transportation.

b i etin va it on Ut scrd 0 e prblems o
- : arising from the coexistence of rail
and bus service. It is the experience of long-haul operators that in
many instances local business must be done in orde[; to render the
operations profitable as a whole. Such long-haul operat ender b
confine their activities to runs between populous I‘):it' ors tc(_:,rler(llern \; 4
serve lateral points. Local operations alop mai ll.es and do no
frequently destroyed by the practice of 1 ﬁ n-line routes are
same routes in serving these loca] ong-haul operators over the
. ! cal hauls as well. The loss to local
operatgrs of this business frequently makes it impossible for them
to continue to perform the less profitable feeder servico to the lateral
1821.C. Q.
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points, not otherwise reached by any agency. Paying business on
heavily traveled runs, therefore, does not contribute to the mainte-
nance of unprofitable runs. There is here further illustration of the
need for comprehensive detailed planning if the requirements of
voordinated service are to be met.

V1. ABFECTS OF THE FUBLIC INTEREST IN HIGHWAY TRANSPORTATION

To this point attention has been confined to the purely business
aspects of highway transportation : The service and rates it offers, its
competition with other agencies of transportation, and the efforts of
the latter to adjust to this competition. There remain certain con-
?lderutions of a more general public character which also are of great
tmportance in the determination of the questions of coordination and
regulation which are before us. :

L Financing the motor carriers’ right of way—While questions
of taxation are clearly outside our province, the problems which con-
front us are rendered more difficult of solution by reason of allega-
tions that various of the competitors of rail carriers benefit dispro-
Portionately from public provision of rights of way and other trans-
portation facilities. We accordingly, in our 45th Annual Report,

dated December 1, 1931, recommended :

That Congress provide for an impartial and anthoritative Investigation for
the purpose of determinlng whether and to what extent motor, water, and
air carrlers operating In competition with the rallroads are receiving direct
or indirect Government aid amounting, in effect, to a subsidy; and if so, what
steps, it any, are necessary to correct this situstion, with a view to placing

competition on a just and equitable basis,

Much evidence bearing on this subject was offered during the hear-
ings in this proceeding. An analysis of this evidence is given in
Appendix G. This analysis sums up and appraises the facts made
available, indicates what further facts are required for a conclusive
answer, and draws attention to the essential questions of public policy

involved.
2. Traffic congestion and highway safety—Complaints were made

on this record that trucks and busses, especially those of large dimen-
sions, are a cause of highway congestion, and a source of annoyance
and danger to other users of the highways and to persons residing
in the vicinity of the streets and highways used. This complaint,
like the one examined above, raises questions which are now pri-
marily subject to State control. It also raises important questions
as to highway financing, inasmuch as the alternative to congestion
and dangerous conditions is the provision of wider or additional
highways. The problem also bears on that of coordination, as wit-
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ness the stress laid on the relief of highways which would result from
the railroads furnishing a completed terminal and line-haul service
and from the use of containers, demountable truck bodies, and simi-
lar devices.

A large part of the truck operations occur at night, when other
traffic is of small volume, but driving conditions mny be more danger-
ous than during the day. On many highways conditions are serious
day or night. Intensive operation of large trucks and blISS(.‘S.IS con-
fined for the most part to about a third of Fhe total State highway
mileage of the United States, as distinguished from county and
local rouds.** As to both types of vehicle the complaint would ‘rc_:st
more against through operations between the larger communities
than aguinst operations to and from local points served by the same
higzhways. In other words, the objection lies mainly against regular
use of the highways by lurge vehicles, perhaps in trains, operated
in through service.

Definite determination of the issues can not be made in the absence
of expressions of public policy with respect to the purposes which
highway systems and related city streets are to serve. It is for the
public to determine the relative importance of pleasure and commer-
cial use of specific highways and to weigh the attendant advantages
and disadvantages, No general answer is possible. Measures al-
ready taken by the States, such as limiting the size, length, and
width of vehicles and requiring the use of various safety devices,
afford n partial solution of the problem.

Responsible bus operators are stressing measures for the protec-
tion of their own riders and of others using the highway. One such
compuny demonstrated on the record what can be accomplished by
carcful selection.and training of its employees and
ing rules. The great majority of bus and truck o
siderably less advanced in these respects.

3. The economic soundness of the motor-
was frequently urged on this record that m
are not, for the most part, conducted at
therefore, represent an uneconomic develop
lic has contrib}lbed through the provision of highways, It is further
urged that this deve lopment has succeeded only in dissipating the
traffic of the ex1st1ng carriers without conferring commensurate
advantage on the public generally,

Motor operations are said by some to be unprofitable °8
true costs of operation under present conditions of regul

by good operat-
perators are con-

transport industry—It
otor operations for hire
a profit, and that they,
ment, to which the pub-

when the
ation and

o Boe Appendiz 4,

# Definitions of what conatitutes
tion is profitable iIf it ylclde roven
an adequate allownnce for depreci

profitableness vary. It may be assumed that an opera-
utt: sufliclent to meet ny) Cxpenses and taxes, Including
atlon and for theg operator's own acrviges, and to pro-
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taxation are considered and by others are so regarded only if certain
costs, principally a proper contribution to highway costs and the
-}nam_tenance of proper employment standards, which the industry
1s said now to escape, are brought into the picture. It is impossible
_Wlth the information now available to determine whether or not there
1s a gubsidy received by motor operators for hire. An analysis of
available information is contained in Appendix G.
.The marked growth in the past decade of motor operations for
- hire, whether measured by number of vehicles employed, business
done, or increasing lengths of haul, as well as the years of steady
perfomance and expansion of some operators, may be taken to
indicate that the industry has in many instances been profitable.
However, the operutors who appeared during these hearings were
generally of the larger and more skillful type. Moreover, certain
complaints were made by operators who testified, and in' the
aggregate these complaints are impressive as to the difficulties the
Industry is now experiencing. Thus there were complaints against
the overservicing of routes; against wildcat operations and destruc-
tive rate cutting; against competitive practice of certain railroads
and of carloading companies; against competitors who pirate rate
sheets; against shippers who shop around for bargain rates, espe-
cially on return loads; against inexperienced operators who are a
menace to the industry as a whole; against transportation brokers;
agninst dealers who encourage entrance into the industry in order
to dispose of motor equipment and who are too liberal in granting
credit for the purchase of such equipment; and particularly of
common-carrier operators against so-called contract operators.
Evidence supporting many of these complaints has previously been

reviewed. : ‘ . -
In part, the foregoing conditions reflect. the newness of the

industry and the fact that, as it has taken in added territory, it
has become increasingly subject to internal competitive strains.
The complaints listed also show that lack of regulation is an im-
portant fasctor in determining the present level of earnings. The
ease of entering the industry and the small size of the majority of
the operations result in an unsettled situation which may not be
representative of what conditions will be when regulation becomes
more comprehensive than it is at present and when operators have

vide both o return on investment commensurate with the risks of the buslness and funds
for the creation of reserves from wlhich to meet unusunl condltlons or the effects of poor
scngona or poor years, It s, of course, lmpossible to obtaln mtatistica which permit of
npplying thia deflnitlon In detatl, The unantistactory fluancial statements of the operators
themselves must be accepted nnd publication of theae 18 Lmited. Good accounting is the
cxeoption rather than the rule, and inadequate nllowancee for the operator’s own services

and for depreclatlon nre common.
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learned what tasks are peculiarly within their province and have
dispensed with others,

Profitablences of common-carrier bruck operations.—Common-car-
rier truck operators reporting in a special investigation made by the
Michigan Public Service Commission ** operated as a whole at a loss
in 1929, though nounopersting income made it possible to show 8
return of 5.4 per cent on investment. In the same year this class of
operators earned 11.5 per cent in Minnesota, 28 per cent in Iowa (fixed
termini common carriers only), 4 per cent in North Dakota, and 8.6
per cent in Oregon. Operations as a whole in a8 number of other
States, including Kansas, Ohio, Wisconsin, Washington, and Colo-
rado, showed a fair return. The marked range in the rate of return
earned doubtless is attributable in considerable part to differences
in the manner and accuracy of the reporting. In passing ou the fig-
ures cited a great deal depends on how much is included in the state-
ment of expenses for the operutor’s own services. The average in-
vestment in facilities is so sinall that even a liberal percentage return
on such a base would yicld only a small amount in dollars, not
enough to enable the operator to take out earnings which would suf-
fice for living expenses. While useful for some purposes and in fact
the only basis now available, statements of percentages earned on
investment are inadequate evidence of the profitableness of motor
operations for hire.

In six States 7 for which published information is available, from
about a fifth to a third of the common-carrier freight operators or
operators conducting both a freight and passenger business showed
no return on investment in the year 1928 or 1929. Thus in Oregon
in 1928, solely freight carriers earned as a class 7.05 per cent on
investment, 72 per cent of such operators earning a return on in-
vestment averaging 12.9 per cent and 28 per cent incurring a loss
averaging 8.46 per cent on the investment. In Ohio in 1929, 17.9
per cent of the freight operators showed no return on investx,nent;
such operators had 37.8 per cent of the tota] operating revenues
of the group. In California in 1928, all common-carrier freight
operators earned 6.34 per cent on investment. Those showing a
profit earned 11.07 per cent on investment and averaged 8,704 tons
per annum per operator, while those suffering a loss, 29 per cent
of é};e tlt:tal, carried 5,373 tons per operator. ’ _

nclusive answers to i .
truck operations are proﬁttl]lfleq;f:l{:lnr of how far common-carrier
quate financial statements, takin e t-mde from more ade-

’ g account of different types of situ-

®© Docket D-2525 and D-2542, Bz pParte +

Investigotion of 7
gortation by Motor Vehiole Operators, qecy N f Intrastate Rates, for Trans
™ See Appendix C. eclded Februury 6, 1031,

-
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fitions. as whether operations are in a highly competitive, overserv-
iced territory, with contract and wildeat operations, or in light-
traffic territory where there is less competition but also 8 much
smaller volume of business. Consideration should also be given to
the effects of differences in size of operator to determine whether,
if the average size were greater than it is at present, conditions
,would be more favorable, and to the effects of differences in lengths
cf haul, on the assumption that the unprofitableness of some opera-

ptions may result, as was testified, from attempting to cover too much
territory.

Profitableness of contract-carrier truck operations—Further, the
statistics cited relate almost solely to holders of certificates or per-
mits. The profitableness of purely private operations is a matter
of which only the individual operator can judge on the basis of his
OWN transportation set-up. Stable contract operations, on the other
hand, appear to be in general more profitable than common-carrier
operations. Common-carrier obligations, namely, the maintenance
of schedules, readiness to serve all who have freight to offer, observ-
ance of published rates, etc., and higher fees and other costs place
these operators at a disadvantage and cause many to surrender cer-
tificates and engage in the contract type of operation. Stated other-
wise, contract carriers can seek out profitable lines of work and
quickly abandon unprofitable ones, while certificate holders bear
groater costs in providing service and also can not abandon their
certificates without forfeiting the right to engage again in such

operations,

The figures for a given year, however, do not reveal the turnover
which occurs, especially among the smaller operators. The loss
from and the extent of such turnovers are of record only in the form
of general statements. There is doubtless a tendency for equipment
to go through successive hands, each time presumably at a reduced
figure and with a corresponding reduction of the financial status of
the operator. There are cases, as in the trucking of cotton, where
an admittedly low rate of return is accepted in order to utilize trucks
which business conditions have rendered idle.

T'rucking costs compared with rail costs.—A searching appraisal
of the economic soundness of the motor-truck industry would
rest on a scientific study of its costs compared with those of com-
peting forms of transportation. The present record lacks informa-
tion required in making such a study. Various references were
made to costs per truck-mile, but great variation is to be noted,
due in part to lack of comparability in methods of drawing up cost
statements or to failure to specify the conditions under which given

1821. 0. 0.
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results are obtained. To be significant, n statement of costs should
relate to a defined section of the country; in order to eliminate differ-
ences in wage scales, gusoline prices, and other cost items, should
specify the size of equipment, and should be for defined lengths of
haul. Depreciation charges should be adequate and their basis
specified ; adequate allowance should be made for the operator’s oW1
services; and there should be included, as n separate item, a charge
for return on investment, with indication of the rate used.

Responsible operators having satisfactory accounting systems re-,
ported costs per truck-mile as follows: 21 cents for trucks carrying
3 tons of high-grade merchandise; 30 to 35 cents for 2.5-ton
trucks; 18.14 cents (including taxes and insurance but not a returd
on investment) plus 4 to 7 cents per hundred pounds for pick-up
and 9 cents for delivery for trucks whose capacity is not specified;
20 cents for a 5-ton to 6-ton combined load (not including overhead,
averaging 12 per cent of gross revenue) plus 16 cents per hundred
pounds for pick-up and delivery; and 30 to 35 cents for heavy duty
trucks for highway movement only. One railroad operating motor
trucks reports costs of 23.5 cents, not including taxes or return oD
investment. Considerable variation occurs according to the seasoh
of the year and type of highway used.

Reduced to a ton-mile basis, these costs are manifestly far ib
excess of ton-mile costs by rail. Operating expenses p('r-tnn-mi]e
by rail averaged 0.745 cent in 1929, including all terminal expense.
and the total cost, expressed roughly as the revenue per ton-mile, wa$
1.076 ?ents, with which may be compared costs of several cents per
ton-mile by truck. To both figures wonld have to be added pick-up
and delivery expenses. However, the rail figure is for an average
haul of about 175 miles,” while truck hauls are more commonly in
the area in which terminal operations count heavily in rail costs.
Fundamentally, it may be said that the truck industry must look
to shogt-hgul‘trafﬁc in the main and to service considerations ns &
factor justifying operations of more of o long-haul charncter. This
conc.lusion is substantiated by the experience of severnl common-
carrier truck operators who had extensive cost information and who
are operating on a well-planned basis. These operators stated thot
their business could not be conducted at g profit unless the rates
charged averugeq considerably above those charged by their rail
competitors. ‘This position becomes more significant when it .

considered that the operators in i .
! question limit thems the
most part to the higher classes of traffie, emselves for

M No Arures are avalloble g te nverage Jon

gth of hnul y .
This figure is made up o part of portions of through houls from origln to deutination

1821,C G



COORDINATION OF MOTOR TRANSPORTATION 361

. It appears reasonable to conclude, particularly in view of the
Inadequacy of the financial statements of groups of truck operators,
that_umler present conditions a very considerable part of common-
carrier operations are conducted at a loss or at less than a reasonable
profit and that this branch of the motor-transport industry is char-
acterized by an instability which renders it difficult for it to adjust.
Itself to basic competitive conditions and to demonstrate its par-
ticular capabilities. Stable contract operations appear to be con-
ducted at a more profitable level than common-carrier operations,
end presumably private operations represent in every case a met
saving over the cost of employing outside service. Comparisons of
rail and truck costs indicate the need for a division of the field of
transportation on the basis of the relative costs of different agencies
of transaction.

Profitableness of bus operations.—Bus operations appear to be
conducted more generally without reasonable profit than responsible
truck operations as a whole. This condition is attributable to
the overservicing of routes, the presence of wildcat operators who
are said to skim off the cream of the traffic and to dissipate the
volume of traffic required for successful year-around operation, the
necessity, as competitors’ operations extend, to expand operations
beyond a known profitable limit in order to protect existing busi-
ness, the cutting of rates by both bus and rail carriers, alleged un-
ethical practices of certain bus operators, and the lack of regulation
in the interstate field. While the foregoing factors are mainly op-
erative in the interstate field, their repercussions on intrastate opera-
tions are very serious in some States. A more basic force explaining
the results of bus operation at this time is the increase in the number
of privately owned vehicles.

Many bus operators find it desirable to hold certificates as common
carriers and so find retreat from the industry difficult. Some doubt-
less hold on in the expectation that regulation will render the cer-
tificates held of greater value than they are at present.

The statistical information of record relates generally to the years
1928 and 1929, before conditions became most difficult. It is, of
course, subject to the usual limitations as to comprehensiveness and |
accuracy. Operations as a whole in Colorado in 1928 are said to
have returned 10 per cent on investinent and nearly 13 per cent in
1929; bus operators in Michigan report returns equivalent to 11 per
cent on investment in 1929; in North Dakota the return was about
6.5 per cent in 1928 and 1929; and in Washington a net income of
$283,409 was reported in 1929 on a gross business of $5279,000. On
the other hand, the larger operators in Oregon reported a net cor-
porate deficit of $95,665.17 for the year 1929 on & gross business of
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about $12,980,000 and an investment of $15.983,000; there was an
operating deficit of $335.340 in Kansas for 1929; Class 1 bus opers-
tors in Jowa incurred a deficit of $139.346 in 1929 while Class 11
operators reported a mnet revenue of $15.731: in Ohio in 1929, 434
per cent of the operators, who carried 36.6 per cent of the passengers
and to whom 21.5 per cent of the revenue accrued, operated at a defi-
cit; a large operator in the East reports a cumulative deficit from bus
operations of $490,419, its loss of $4,697 in 1929 jumping to $236.428
in 1930; and a large operator in the West states that “generally
speaking, over the entire system, business has been unprofitable.”
Differences in competitive conditions and the lack of uniform ac-
counting help to explain the very noticeable divergence of results
shown.™

For reasons indicated in connection with trucks, it is impossible to
base conclusions as to the earning power of the bus industry on com-
parisons of bus operating costs with the costs of competing agencies
of transportation, whether steam or electric train or private car.
The type of service is different and considerations other than costs
enter largely into the choice between private-car operation and the
use of some form of organized transportation.” The costs of re-
sponsible bus operators appear to range from about 15 to 24 cents
per mile for busses up to 25-passenger capacity and from 27 to 82.5
cents for busses up to 33-passenger capacity. The out-of-pocket cost
of passenger-train operation is set at about 70 cents a mile and that
of rail-motor-car operation at 40 to 45 cents. The bus costs average
in the neighborhood of 1 cent per passenger-mile, assuming full load-
ing. Railroads would have to do very large volume of business to
meet such a cost. Operating expenses per passenger-train car-mile
in 1929 totaled 30.271 cents, including expenses attributable to allied
services, while the average number of passengers per car (passenger-
miles per car-mile) was 12.5,

Conclusions as to pr‘_’ﬁta‘?km“ of truck and bus operations.—BY
way of general concl.usxon, it may be said that, while there are many
kinds of transportation which highway operators can perform more
advantageously than any other agency and therefore at a profit, the
newness of the m.dustry and ease of entering it, the lack of adequate
regulation, and inadequate knowledge of costs of the majority of
operators cause the industry to be chronically subject to the depress-
ing effects of excessive competition or of attempts to engage in ,
operations beyond the economic capabilities of the truck or bus in
compen.tmn with other forms of transportation. The public has per-

72 Beww Appendix C,

™ Any much compnrison would have to be op a

KA 1 3
veries greatly between the different forms of tr:nupo:'lf;trl:: fo bnels. an tho slzo of vehicle

1821,0.0.



COOEDINATION OF MOTOR TRANSPORTATION 363

mitted uneconomie developments to occur within an industry capa-
ble of &reat public service. It is therefore likely that adequate
mglllfltlon would strengthen and stabilize the industry to the extent
that it controls the number of operators and the amount, kind, and
extent of service. Coordination, under regulation, of motor and rail
transportation may have the same effect.

T!le future of the railrond rate level also has a bearing on the
profitableness of competing highway operations. An increase of
rail rates would increase the opportunities of highway operators
and & reduction of rail rates would lessen them.

Y. The declining unity of transportation service—Historically
speaking, the railroads have brought into being over a span of 100
Years a transportation system which was calculated to develop and
serve every essential need for land transportation. Their systems
reach into practically every county of the Nation and embrace a
Retwork of interdependent main, subsidiary, and feeder lines. The
cost of serving muny points which neither originated nor received
traflic in suflicient volume to make the service rendered profitable
was borne from the returns of the system as a whole. Communities
developed which were solely dependent on a permanent year-around
rail transportation service. Furthermore, some low-grade traflic

drew support from the greater rate-paying ability of high-grade

trufic. Highway and other transportation tends to destroy this

untty.
Motor carriers are generally said to seek the more desirable traffic,

whether as to commodities or as to points of service, They have
tended to concentrate their activities on routes lying between points
where the volume of developed traflic was large. In many instances
the truck and bus operators serving the larger communities do not
serve the smaller places along their routes and many operations, par-
ticularly those of contract-freight carriers, are strictly from terminus
to terminus. Local and feeder operations tend to be rendered by
small operators,

The trucl is not adapted, from a cost standpoint, to handle every
class of traffic. The common-carrier truck, to develop paying londs,
must carry fairly compact commodities of higher than average rate-
paying ability. One such operator stated, “ There is any quantity of
light and bulky merchandise and such commeodities as coal, pig iron,
long rails, and lengthy lumber and everything of that kind, that a
truck can not possibly handle” Special charges frequently are
applied for light and bulky articles. The common carrier, in turn,
finds more and more of its traffic being taken by the underbidding of
contract carriers, especially where individual shipments are of sub-
stantinl volume. Under such circumstances, the contract carrier
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becomes even more selective thun the common carricr. However,
contract carriers are of many types and a considerable proportion of
them take relatively low-grade freight. Instances of record are cval,
brick, road building materials, uncompressed cotton, logs, and fer-
tilizer materials. The Atlantic Coast Line reports that of its 1930
loss to trucks, 59 per cent in terms of tonnage was to contract trucks,
12 per cent to common carrier, and 29 per cent to privately operated
trucks, compared with losses of revenue of 39, ¢3, and 38 per cent,
respectively.

Comparisons limited to losses in tons and revenue are partially
invalidated by reason of the differences in the average lengths of
haul of various commodities and by reason of the fuct that trucks
tend to divert traffic mainly in the short-haul area, where rail rates
are relatively the highest. The greater the distance, the more the
truck operators select the class of traffic that they will carry. A
study made by the Atluntic Coust Line Railroad indicates that
in three of the States served the luss in revenue was greater than
the loss in tonnage and that in three other States the reverse was
true. On the system as a whole, the definitely ascertained loss in
1930 was 7.95 per cent in fonnage and 10.60 per cent in revenue, or
33 per cent more in revenue than in tons. On the Nashville, Chatta-
nooga & St. Louis Ruilway the loss in less-than-carload traflic, com-
paring September, 1925, and September, 1929, wus, as a whole, only
slightly greater in terms of revenue than in terms of tonnage, Other
evidence is provided by the actual lading of merchandise cars, which
is said to have become increasingly that of light, bulky, oversize, or
other traffic which is expensive or difficult to handle,

It is substantially true that traffic paying the greater revenue has
been lost but the difference between the loss in tonnage and the loss
in revenue is less than is generally estimated. A further considera-
tion is the fact that much of the high-grade traffic lost was was ex-
pensive to handle and therefore yielded relatively low net returns.
This fact would have greater significance if the rail carriers could
reduce their costs proportionately and if they could find other uses
for the fucilities rendered idle in this manner. This problem takes
on particularly difficult aspects where rail traffic is necessarily light.

The diversion of traffic may be viewed in another way. The rail-
roads are equipped with track, rolling stock, stations, and other
facilities for handling all traffic offered. They furnish a year-around
and dependable service, are prepared to handle peak loads of traffic,
and go to great expense to have cars ready at points where required
for loading. While the diversion of any traflic MAy menn severe
lqss, efspecmlly where tl.le tmﬁic. yields more than avorage returns,
diversion becomes especially serious where trucks take g large part
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of t'he volume traflic, leaving the railroads to prepare for the peak
busyu-ss ns well as to care for the lower volume of year-around
bUSlnf‘SS- This condition is most true of agricultural commodities.
especinlly perishable, whose movement is characterized by a high
seasonal penk.  Volume of traflic is last, and plans can not be exe-
cuted. It is probably in this sense that railroad men advance the
argument that trucks take the “cream of the traffic.” In these in-
stances the trucks are mainly of the contract or wildeat type and are
able to shift about ns opportunitics offer. The effects of this kind
of competition must be denlt with as one of the costs of having two
forms of transportation where one would be adequate.

The snme genernl problem is present in the case of passenger traffic.

Since in general the railroads can not reduce their expenses and
overhead costs in proportion to declines in volume of business done,
either the traffic remaining after diversions have occurred will have
to pay increased rates or the railroads will fail to earn a fair
return. Where railroad property has been rendered obsolescent, it
becomes necessary to determine how far the public shares the respon-
sibility and what part, if any, of the cost of carrying such property
in the future should be borne by rate payers. Where, however, there
is simply a reduction in volume of business, there are increased unit
costs which the railroads must shift to the public if the return on
such property is to be kept at a level recognized to be essential.
Those who must use the raillroads—and these would be essentially
long-distance shippers and shippers of low-grade commodities—yace
an incrense of their rate burdens, Shippers will endeavor to escape
the effects of increased rates, thus giving added incentive to terri-
torial decentralization of production. Such decentralization in turn
adds to the railroads’ competitive difficulties and may set forces in
motion which they will find increasingly ditlicult.

There are also certain local considerations which arise from the
fact that diversions of traffic are working curtailment of rail service
and abandonment of rail lines. Smaller places may lose rail service
that is essential to community life and development. No community
beyond the smallest can easily do without rail carload-freight serv-
ice for incoming raw materials and fuel and out-going manufactured
or agricultural products, especially products which must move con-
siderable distances to market. In many instances a further redis-
tribution of community strength is occurring because of changes in
the competitive position of jobbers and even retailers, who have been
the mainstay of the business life of numerous small communities.
Changed transportation methods have contributed to this situation.
While small communities and countless off-rail points have benefited
from the coming of a more frequent and attractive passenger service
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and from much of the truck service they now receive, these advan
tages must be contrasted with the substuntial possibility that in the
long run rail service may be entirely lost to such communities. Par-
ticularly vulnerable are points on branch lines, or on short, inde-
pendent railroads. Many abandonments of service attributable to
diversion of traffic already have occurred. Farm values are affected
to the extent that improved highways do not offset the effects of
abandonment of rail lines,

5. Military considerations—A final group of considerations am
those which arise from the need that the means of transportation
be adequate at all times for the national defense. A representative
of the War Department, testifying in this proceeding, stressed the
importance of coordination and of increased Federal responsibility
for transportation in ail its branches. Primary reliance, in his
opinion, must always be on trunk-line railways, coordinated with
overseas transportation by means of regulating stations some 2u0
miles in the rear of the seaboard by means of which traflic can be
coordinated with vessel movements. He snid: “ Qur arterial railway
system is the backbone of our national and international commerce
and of our national defense, and all other forins of transport are
for us but extensions and auxiliary services, none of which should
be permitted in any way, shape or manner to weaken or retard the
development of a national system of arteriul railways.”

This witness stated that highway transportation has an important
and apparently increasing part to play but, in the interest of orderly
functioning, should be coordinated with rail transportation on 8
collection and delivery basis; preferably such coordination should
be under railroad auspices. Legal obstacles should not stand in the
way of such coordination. “The creation of conditions that will
permit of correct solution of this problem is a Federal responsibility.
This should not l')e left to forty-eight differont states, any more than
the standardization and .coordination of railway transportation has
been left to state regulation. The actual solution of the problem of
competition and coordination of rail and motor transportation is 8
techn1an problem that can be solved only by broad transportation
operat}on snder centralized control of far-reaching transportation
executives.

On the cost side, requirements of milita
: ; ry transport for large
fast-moving unifs may necessitate more cost] . e

otherwise required, or cause the breakdown
ways. The b

¥ highways than are

. of many present high-
~t0n_ truck, with 9,000-pound whesl load, regarded as
absolutely essential, does not exceed the specifications which the

Bureau of Public Ronds recommends for us in building Federal
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afd highways. But much heavier trucks are in use.™ Provision of
highways adequate for such facilities would entail enormous costs.

VII, PRESENT REGULATION OF MOTOR TRANSPORTATION

(a) Under the interstate commerce act—A final problem is the
extent to which we now regulate, under the present interstate com-
Inerce act, the motor-vehicle operations of carriers subject to our
Jurdisdiction; and the extent of intrastate motor regulation.

Terminal service may include store-door collection and delivery
of freight and carriers may establish such service and collect their
P-Ul;lif-'hod charges therefor, provided no undue discrimination is prac-
ticed.  Washington, D. C. Store Door Delivery, 27 1. C. C. 347;
Merchants o Mfrs. Asgo.v. B. & 0. B. E. Co.,301, C. C.388. But
we have expressed the view that we are without power to require
carriers to establish store-door pick-up and delivery. Constructive
and Off -Track Freight Stations, 156 1. C. C. 205, 235.

Terminal trucking service performed by railroads, particularly
in lien of lighterage within the lighterage limits of New York
Harbor was considered in Constructive and Off-Track Freight Sta-

tions, supra, where we said:

It 1s no longer open to question that tertnianl trucking as e service is subject
to our jurlsdiction when voluntarily established and maintained by the carriers.
Tariffts Embracing Motor Truack or Wagon Transfer Service, 91 I. C. Q. 539,
546, Scetion 1 (4) of the Interstate commerce act makes it the duty of car-
riers, subject to the nct, to provide and furnish transportation as defined in
parugraph (3) of the saine sectlon, upon reasonable request.

» - [ ] L J " * L ]

Under all of these circumstances, it can not be fairly sald that the respond-
ents should abandon all forms of truck coordinatlon, except that used by the
three llnes mainteining inland stations, and that in respect of Interchange
freizht. The record is convincing that the carriers should make every effort
to avail themselves of truck transportation and coordination, properly policed,
on Munhattun Island to the end that the expensive pler statlons may gradually

be discontinued.

It was urged on brief that section 1, paragraphs 18 to 20, which
requires a certificate of convenience and necessity before a railroad
can extend or abandon its line, is applicable to railrord operation
of motor trucks in terminal service. This question was considered
in Constructive and Off-Track Freight Stations, supra, but was not
determined. It would appear, however, that the section is inappli-
cable to motor-vehicle operations in terminal districts.

™ Orders have recently been placed for n number of units of 6-wheel, 170 h. p. trucks,
snid to be cupable of making a heavy grade with a 10-ton load and having a top speed
of over 60 milvs per hour. These trucks are to be used by the Fleld Artillery.
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It is a practice of many railronds to provide substituted motor
service for line-haul station-to-station rail service under its appli-
cable rail tariffis. Such transportation is not, in our opinion, subjet
to the provisions of the interstate commerce act, but should be
brought within our jurisdiction.

Recently in a number of cases, the commission has authorized the
abandonment of lines or service provided motor-carrier service
be substituted. Abandonment by York Harbor & Beach R. I, 111
1. C. C. 695, 698; Abandonment of Ferry by New York, N. Il. aml -
H. R. Co.,150 1. C. C. 413, 415; Long [sland R. Co. Abandonmen’,
162 1. C. C. 363, 376; 166 X. C. C. 671, 678; 175 1. C. C. 163, 166;
Transit Commission v. U. 8., 248 U. S, 360,

Qur decision in Tariff Embracing Motor Truck or Transfer Sere-
ice, 91 1. C. C. 539, that motor-truck operations in terminal service
for the transfer of property are part of the transportation service,
over which we have jurisdiction, applies with like force to motor-
bus operations in terminal service for the transfer of persons.

In Jaloff v. Spokane, P. & 8. Ry. C'o., 152 L. C. C. 758, we dealt
with the matter of allowances to motor subsidiaries. The railway
company sold round-trip tickets between certain points, which gave
the passenger the privilege of using the subsidiary’s motor-bus serv-
ive over a part of the route on the return trip if he so desired. There
was no reference in the railway company’s tariff to this service
by the motor-bus subsidiary. The evidence did not show what al-
lowances were made to the subsidiary for service rendered by it to
passengers traveling on tickets sold by the railway company. We
said, ibid. 760:

It the allowance 18 guch thet the amount accrulng to the railway compuny
for the actual rail service rendered by it independent of any trunsportation by
the transportation compapy’s motor-hus line {8 less than the published fure for
such rafl transportation there is a violation of the net. e act requires thnt
all charges for transportation subject to the act be filed with uy nnd thuat such
charges be collected without deviation. Carriers must file with us turiffs show-
ing clearly and specificnlly charges for gervice subject to the uct Independent of
charges for gervice by motor bus. The charges for service sulject to the nct
must be collected and retalned entirely by the raflway company, It 18 not
a compliance with section 6 of the act to publish a through fure \;'hl«-h covers
rail service performed by it and service by motor bus performied by the trans-
portation company without sepurately stating the charge for the rail service.

The question of the :}pplication of revenue provisions of section
15 (a) to motor operations through a subsidiary was considered in
Jaloff v. Spokane, P. & 8. Ry. Co., supra, and we said:

Complairant alse contende that the investment of the rallway compnny’s
funds in the transportation company and advances made to the latter without
first obtalning our authority wus a diversion of the railway compnny's funds
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CONtrary to the provisions of section 15 (a) of the act relating to the recap-
ture by the Government of excess enrnings of common carrlers. The Invest-
went of the rullway company’s funds in the stock of the transportation eom-
pany and Joans made to the latter nre charged on the railway company's books
to the acenont of Investment in afMiinted companies, The advances made to
the transportation company have not been charged to railway operating ex-
Penses. 1t doey not appear that the hooks of the rallway company are mot
kept In compliunce with the commission's nccounting regulations. No vio-
fatlon of the provisions of the act relating to the recapture by the Government

of excess enrnings is Hsclosed.

\.thre motor service i1s rendered by or for a railroad in lieu of
train service the results are taken into the rail operating accounts.
Where the operation is conducted directly by the railroads or by a
subsidiary under the condition that the railroad assumes the actual
¢ost of operation, the revenue and expenses accruing are respectively
includible in railroud operating revenues and espenses. Where the
operation is performed by a subsidiary company at a specified charge
Per ton or trip or by contract with an independent company on a
similar basis, the amount paid for such service is deductible from
rail operating revenues. In all such cases, the results of motor opera-
tions are reflected, in net railway operating income. Any return to
the railroad in the form of interest or dividends on the securities
of a subsidiary is includible in nonoperating income accounts and
does not affect net railway operating income,

Motor operntions of railroads other than those in lieu of rail
service may be performed by subsidiaries or by other companies in
which the railroad has a financial interest. In such cases the results
of operations are not reflected in rail operating accounts but are
treated as nonoperating income or deficit. Net railway operating
income is not affected.

Examination of the returns filed by respondents in this proceed-
ing indicates that, in general, the foregoing requirements are
observed.

With reference to the question raised in the Jaloff case, supra, that
the railway company’s charter powers did not authorize it to organ-
ize a subsidiary to engage in motor transportation, we held that we
did not have jurisdiction to determine whether or not such action
by the railway company was ultra vires.

The interstate commerce act prohibits any common carrier sub-
ject to its provisions directly or indirectly, to issue any interstate
free ticket, free pass, or free transportation for passengers, except
to its officexs, employecs, and their families, and other persons speci-
fied. It also provides that the provision shall not be construed to
prohibit the interchange of passes for the officers, agents, and em-
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ployees of common carriers, and their families. The record shows
that some carriers subject to the act have issued passes to officials of
independent and railroad-subsidiary motor common-carrier com-
panies. This may not be unlawful under the principle announced
by the Supreme Court in United States v. Erie Railroad, 230 U. S
259.

Reports by carriers subject to our jurisdiction show a number of
grade crossing accidents with motor trucks used for the trunsporta-
tion of explosives and inflammable liquids. During the years 1928,
1930, and the first quarter of 1931, a total of 52 accidents of this kind
were reported. Accidents of the class under consideration are pe-
cculjarly serious because of the hazard to which all persons on the
train involved and in the immediate vicinity are subject because of
an explesion or the spread and ignition of quantities of highly in-
flammable liquids. The transportation of explosives act, United
States Code title 18, chapter 9, provides for the proper marking
«of shipments of explosives and inflammables and for penalties for
violation of the act; the language of the act is broad enough to in-
clude common carriers by motor vehicle engaged in interstate com-
merce, but requires modification to apply to private or contract
carriers.

In our annual report for 1930, we made recommendations con-
cerning freight forwarding companies and discussed generally the
situation with respect thereto. Forwarding companies are not now
subject to the interstate commerce act. We pointed out that an
investigation disclosed an urgent need for legislation to subject
freight forwarding companies to the regulatory provisions of the
interstate commerce act.

The relation of the so-called “ express freicht companies ” to the
railroads is similar to that of the forwnrdbing companies, Both
should be made subject to the provisions of the interstate co.mmerce
act.

Regulation of rail carriers was begun when motor-vehicle trans-
portation was unl'mown, and amendatory legislation since that time
btk 20 cognisnce of moto trrporaton 1 0 o tranapor-

: g ) by , the last general legisla-
tion relating to national transportation, was enacted before motor
transportation had reached any considerable proportions. Tmportant
and radical changes have taken place in tmnsportation.;;m[ d?stribu-
:tion since 1920. With changed and changing conditions lnws regu-

lating transportation of interstate commerce i

ran n should be revised t
mect existing conditions and future needs, See 0:]1‘ z’:tllfvxreltrlluﬂol
Report to Congress (1931), page 114 ot geq].
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(L) Zntrastate motor reyulation—To determine the scope of s
program of effective interstate regulation it is necessary to ascertain
the extent of intrastate regulation.

All of the States, except Delaware, have laws regulating the op-
eration of mator vehicles as common carriers of passengers; 39 States:
have laws regulating the operation of such vehicles as common
carriers of pruperty, and 34 States have enacted laws dealing with
the operation of truck contract carriers. This fact is evidence of
the need for regulation.

In the States where there is a density of population that promotes
an extensive use of motor vehicles, State boundaries become insignifi-
cant and the interstate character of the operations vitiates effective
State regulations.

Appendix F shows separately the name of the State, the date the
first law regulating motor carriers was enacted, the date of the pres-
ent law, the clusses of carriers regulated, and a brief resume of the
extent of such regulation.

These regulations cover a variety of fields, which can be classified
under the following heads: (1) Certificates of public convenience
and necessity authorizing the operation; (2) regulation of rates,
fares, and charges; (3) prescription of uniform accounting systemj;
(4) regulation of security issues; (5) prescription of compulsory
insurance; and (G) regulation of safety devices, size, weight, and
speed of vehicles.

As to the interstate carrier the State is limited in its action te
matters coming within its general police powers, as, for example,
matters of size of equipment, weight, speed, safety, and congestion.
of highways.

Taxation of motor vehicles is a problem which has been dealt
with by all the States, and there is wide variance in the bases upon
which the tax has been levied. This problem is not directly involved
in this investigation but is discussed briefly in Appendix G.

Regulatory control of motor carriers is usnally achieved by means
of a certificate or permit issued by a regulatory body for partirimde-
motor operations after it has been determined that such operation 13
in the interest of public convenience and necessity. Certificates or
permits for carrying passengers are required in 44 States and for
carrying property for hire in 37 States. See Appendix F.

The laws of some States provide that a motor carrier actually in
operation on a certain date and continuously between that date and
the date of application is entitled to a certificate of convenience and
necessity upon filing an application and showing that the operation
was in good faith. Other States have no such provision, and all
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applicants for certificates, whether they have been in operation over
a stated period prior to the enactment of legislation or have not
yet commenced operation, are placed on the same footing.

The fact of continuous bona fide operation for a reasonable period
prior to the enactment of regulatory legislation and at the time of
the application for a certificate is considered evidence, conclusive or
prima facie, as the case may be, as to the existence of public con-
venience and necessity.

The requirement that a certificate of public convenience and neces- .
sity shall be obtained before operations are begun prevents duplica-
tion and wasteful service where existing facilities are adequate to
meet the needs of the public, protects the public from irresponsible
operations, and stabilizes the industry and protects it against de-
structive competition. See Texas & Pac. Ky. v. Gulf, etc., Ry., 210
U. S. 2686, 277.

Most States require that the intrastate rates for common carriers
of passengers and property be filed, published, and observed, and
that they be reasonable and nondiscriminatory. Regulation of the
contract-carrier rates has been undertaken in only a few States.

Generally, only the larger and better organized companies have
adequate accounting systems. The great majority of operators are
of small size and keep inadequate records as to the cost and results
of their operations.

Forty-four States require the filing of annual reports but, lack-
ing a uniform basis in the accounts, these reports are of little value.
Seventeen States have prescribed the classification of accounts to be
observed. These classifications are of limited extent in some of the
Stats, but in others are worked out rather fully. Among the lat-
ter there is a large degree of uniformity, owing to the fact that the
classifications have been based largely on those prescribed for elec-
tric railways. In the treatment of certain subjects, however, as
taxes and deprecistion, there is disagreement in detail among these
classifications. Most of the 17 States have classified the operators
by size and have prescribed less complete accounting for the smaller
operator.

Stock issues of the operating motor transportation companies are
under the regulation of public-utility or other boards in States
where such regulation is imposed by law. Securities in the form
of equipment-trust certificates are sold to the public and are subject

to regulatit_)n by commissions in one or more States in which the
equipment is operated.
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. I.n 13 States common carriers of passengers by motor vehicle and
in 28 States carriers of property are required to carry liability insur-
ance. Fourteen States require cargo insurance.

The requirements as to insurance vary in the different States; gen-
erally there is a provision fixing liability insurance in a certain
dmount, as in Louisiana, $5,000 to $30.000 per bus according to pas-
Senger cupacity covering personal injury and $1,000 covering prop-
f-'"t.V damage; common-carrier truck operators must carry liability
Insurance or give bond for $10,000 covering personal injury or
poperty damage,

In sume States, bus companies with a certain cash capital, as $300,-
000 in New Jersey, need not file indemnity bond. The matter of pre-
seribing liability insurance or indemnity bonds is left to the discre-
tion of the regulatory body in some States. In certain instances a
bond to insure the payment of fees and taxes is required.

The States can not require a motor carrier operating exclusively in
interstate commerce to carry insurance covering interstate passengers
or insurance against loss or damage to cargoes. Sprout v. South
Bend, 277 U. 8. 163; Clark v. Poor, 274 U. S. 554.

The necessity for requiring interstate operators to carry liability
Instirance is perhaps greater than in the case of intrastate operators
becnuse the former are operating without any showing of public
convenience and necessity and without any showing of financial re-
sposibility and some of them are of the fly-by-night types. Well-
organized, interstate carriers as a rule carry liability and indemnity
insurance.

The desirability of having uniform rules and regulations as to
widths, heights, lengths, weights, speed, lights, and safety devices
of motor vehicles operating for hire over the public highways is
generally recognized.

It is a common practice to transport explosives and inflammables
by motor truck. In some States motor vehicles carrying passengers
are prohibited from carrying explosives or inflammables. Other
States have no regulations relative to the transportation of hazardous
articles by motor carriers.

During 1930 the Michigan Public Utilities Commission made
an investigation in the matter of motor-vehicle operations in Michi-
gan. In its report it stated that more complaints from all sources
had come to it regarding interstate bus carriers than were received
concerning intrastate operations. '

State regulation is more or less demoralized by the presence of
interstate motor carriers, and it is believed that this difficulty would

be to some extent at least removed by Federal regulations similar in
some respects to that adopted in the several States.
1821.C. 0.
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SUMMARY OF EVIDENCE

At the expense of some possible repetition of matters which

have already been stated, it is believed that the following summary
of evidence will be useful.

TRUCKS

Highway trucking is a comparatively new industry made up of
generally small-scale operators who lack the effective organization
and full service and financial responsibility generally required of
public service agencies; the industry is, however, functioning with
increased effectiveness and is of sufficient age to have demonstrated
its inherent aptitudes and limitations.

The trucking industry in 1929 carried approximately 6 per cent
as much freight, measured in ton-miles, us the railronds nnd 4 per
cent as much as all agencies of inland transportation (rail, water,
pipe line, highway, and air) ; in terms of tonnage originated, and dis-
regarding the distance transported, it is estimated that trucks origi-
nated for intercity movement 14.2 per cent as much traflic as did the
railroads in 1929; there are no comparative figures of the ratio of
gross earnings of motor trucks to railroads; trucks serve for the most
part points between which large volumes of traffic are curried and
usually over routes which more or less parallel those of the railronds;
of the traffic carried by truck the greater purt would in all probability
have moved by rail; truck competition exerts a large influence over
rail rates and in the aggregate accounts for losses in rail revenue of
several hundred millions of dollars per year; the movement of some
traffic has been due to the advent of the trucks and many small points
heretofore without rail service are now served by motor; truck
service for many classes of traffic is more complete, more flexible, and
more expeditious than rail service and frequently at lower rates:
the type of service desired is determined on a basis of relative
costs; ** the nearer the cost of truck service approaches that of rail,
the greater the degree of duplication of service.

Where rail traffic is light, diversions necessarily greatly increase
unit costs and imperil the continuance of established service; rail
carriers face the difficulties of curtailing operations, reducing em-
ployment, and of effecting other adjustments; many railroads are
incurring substantial revenue losses and are of necessity in many
cases lowering former standards of maintenance and service: the
alternative is increased transportation charges on trafiic not w,ithin
the effective reach of trucks, namely, heavy loading and generally

7 The more complete aervice rendered by trucks, whil
16 In exgence a form of reduced cost. ' € generally Mated as n copvenlence,
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low-value commodities, such as coal and iron ore, commodities tied
to the raijs by marketing considerations, as grain, and all classes of
t}‘aﬂic moving long distances; any increase in railroad transporta-
on charges renders truck competition with railroads more potent
and consequently more destructive.

_The growing use of trucks necessitates extensive financing of
highway construction and maintenance; their operation is attended
by dunger to persons and property on or in the vicinity of the high-
ways and is hazardous to the public.

Efforts to meet truck competition by reduced rail rates or im-
Proved rail service have generally been unsuccessful in recouping
sufficient traflic to improve net earnings; effective competition for
many classes of traffic, particularly less than carload, can occur only
where both truck rates and service are substantially equaled by the
railronds; rates on certain truck traffic, especially return-trip and
other traflic subject to excessive truck competition, are so unremu-
herative that rail carriers can not meet them at compensatory rates.

The railroads have undertaken to test the possibilities of trucks
.and other new facilities for use in conjunction with rail service;
their use of trucks in substitution for train service in areas of light
traflic has been uniformly beneficial in reducing costs and improving
gervice; many railroads now furnish pick-up and delivery service
on less-than-carload freight over considerable distances; highway
trucking by rail carriers conducted entirely independent of their rail
service is limited. The preponderance of railroad truck operations
are through the means of wholly owned subsidiaries. These opera-
tions fall into three genernl classes: (1) The all-highway movement,
such as that of the Wilson Line owned by Chicago, St. Paul, Minne-
apolis & Omaha Railway (subsidiary of the Chicago & North West-
ern); (2) both all highway and part highway and part rail. The
Southwestern Transportation Company (Cotton Belt) is extensively
engaged in this form. Other examples are those of the Boston &
Maine, and the New England (N. Y., N. H. & H. R. R.) Transpor-
tation Companies; (3) part highway and part rail, confined to
pick-up and delivery service at the terminals, with the line haul
by rail, This form was initiated by the Pacific Electric Company
(Southern Pacific), and has been adopted among others by the Texas
& Puacific, the Missouri Pacific, and the Missouri-Kansas-Texas.
This has often been referred to as the “express freight ” type, but
the operations of carriers under Class (2) also involve in part the
“ express freight ” principle of operation. There is also a substantial
amount of truck operation under contracts with independent truck-
ers. Ior example, the station-to-station service in lieu of local
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freight trains is quite extensively in use by the New York Central
and Pennsylvania, as well as rather extensive terminal operations,
such as those at New York and St. Louis.

In addition to these truck operations, there is also the container
service in which the motor truck is employed in the terminal work.
Chief users of the container are the New York Central, Pennsylvauin,
and Lehigh Valley. Another form of coordination is the truck-body
and the truck-trailer service of the Cincinnati & Lake Erie, and the
Chicago, North Shore & Milwaukee, respectively, and the proposed
truck-body operation of the PPennsylvania. The container, demount-
able truck body, rail wagon and other devices for meeting truckload
competition have not vet fully disclosed their possibilities, but are
helping to coordinate rail and truck service. The possibility of the
further use of the Railway Express Agency is also being considered
by the railroads. Some coordination has been effected by forwarding
companies.

The importance of speed and flexibility of truck service, barring
special types of traffic, judged from the broad public standpoint, may
be overestimated, but, on the other hand, rail-service standards may
be too rigid and certain practices with respect to classification of
freight and the publication of rates may require modification. To
achieve the maximum benefits of the new facility consistent with a
minimum degree of duplication of service, it is necessary that rail
and motor competition be conducted under an equality of oppor-
tunity and that service which, upon comparison of delivery time and
rates, is found to be a duplication should be limited within proper
bounds. A considerable part of the highway trucking service is
rendered at less than compensatory rates and is therefore more or
less self-destructive. Such competitive conditions may temporarily
benefit some shippers but, if continued unchecked, are bound to
result in permanent injury.

For less-than-carload and for much carload traffic, other than
bulk movements on 2 siding-to-siding basis, truck service is so much
superior to rail service and truck costs are so far below those of
railroads or any combination of rail and motor facilities that as to
such traffic for distances up to about 150 miles, but averaging not
more than 75 miles, trucks have a distinct advantage; in an inter-
mediate zone up to approximately 300 miles, truck service can equal
or excel rail service on the foregoing classes of traffic, but the line-
haul costs of trucks within this zone are greater, so that there are
here large possibilities for effecting coordination; in the zone be-
yond, the inherent advantages of the rail carriers with respect to
costs and speed meke truck competition generally of less concern.
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The trucking industry is subject to internal competition induced
by the ease of entering the industry, the small scale of most opera-
tions, and by the fact that only about 15 per cent of the operators
are common carriers and 20 and 65 per cent contract carriers and
private operators, respectively. No plan of rate regulation which
does not include within its provisions the contract carrier, is thought
feasible. While practically no demand has been made by patrons for
the removal of alleged discriminatory practices, it is shown that
some such practices exist. About 20 per cent of intercity truck
traffic represents interstate movements; State and interstate traffic
are so closely related that successful State regulation is said to de-
pend on concurrent Federal regulation; existing rail and water fa-
cilities in which a large amount of permanent capital is invested
should be used to the greatest possible extent in developing a coordi-
nated transportation service. Participation of railroad and water
}lines on an equal basis with independent operators in the transporta-
tion of freight by motor truck is desirable.

BUBSES

The bus industry has attained a greater degree of permanency and
a more effective organization than the trucking industry; consolida-
tion of lines has brought about a considerable number of companies
of large scope and one, The Greyhound Lines, which has practically
a nation-wide organization; the industry as a whole lacks the fuli
service and financial responsibility desired; substantial improvement
in these respects has been made.

Busses do a larger amount of business relative to that of rail
carriers than do trucks; measured in passenger-miles, busses did
approximately 26 per cent as much business as did the railroads in
1930, and they carried, disregarding the distance transported, 71
per cent as many passengers as did Class I railroads and earned 40
per cent as much gross passenger revenue. A comparison of 1929
with 1923 shows that the railroads have lost 274 million dollars of
passenger revenue, and, compared with 1930, 418 million dollars;
from 20 to 30 per cent of this loss is attributable to busses and the
remainder mainly to the increased use of private cars; to early
losses of short-haul business have been added increasing losses of
intermediate and to some extent long-haul business; some railroads
have ceased altogether to be passenger carriers.

The effects on unit costs of diversion of passenger traffic are more
marked than in the case of diversions of freight traffic, owing to the
greater inflexibility of passenger-train service; railroad passenger
traffic as a whole is now conducted at a loss; the problem of throwing
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the burden of current losses on other passenger traflic, especially the
long-haul traflic, is a very difficult, if not an impossible one; this loss
is a large factor in the failure during the past several years of rail
carriers to earn a fair rate of return on the value of their properties
devoted to public service.’

Improved rail service and reduced railroad fares have been
induced by bus and interrailway competition, and by a desire to
stimulate travel; improved service has fuiled to check severe losses
of travel, particularly over short and intermediate distances,
though some carriers are so situated as to have benefited from such
efforts; reduced fares of the excursion type have in some instances
proven profitable; a great variety of other reduced fares have been
and are being experimented with but the general indication is that,
barring certain instances, they do not improve net revenue; a require-
ment that interstate bus fares be filed, published, and observed would
aid in equalizing competitive conditions,

A number of railroads have for several years used busses in sub-
stitution for train service and have accomplished substantial savings
thereby and at the same time have benefited the communitils served ;
schedules are coordinated with those of connecting trains and ratl
fares generally prevail; long-haul bus operations paralleling rail
service, as illustrated by the Union Pacifie-Chicago and North
Western operations from Chicago to points on the West Coast, by
those of the St. Louis-Southwestern, the Boston and Muine, the
New York, New Haven and Hartford, and the Greyhound opera-
tions in which railroads have a large interest, have been undertaken
to prevent or recoup losses in revenues; some have been successful
and others have shared in the general unprofitableness of bus opera-
tions under present conditions. Coordination of bus with rail serv-
ice offers several advantages, both in economy and in servico not usu-
ally available to the independent operator, at least in the same de-
gree: (1) Use of railroad facilities on behalf of bus passengers, such
as station facilities, responsible ticketing agencies, advertising
facilities, extensive and convenient telephone and telegraph facili-
ties, financial responsibility, and conservation of capital re-
sulting therefrom; (2) availability of rail facilities, organized rail
personnel, and responsible local apents throughout the whole route
mileage of rail-bus operation for use either customarily or in etner-
gency as in the case of break-downs, blocked highways, storms, and
the like. ) ’

_ Ezxperience to date indicates that the ficld of passenger transporte-
tion has been divided between bus and steam railroad ecarriers about

T ffee our 46th Annunl Report to the Congress, December 1, 1p31 page 117
L .

1821.0.C.



CUUEDINATION OF MOTOR TRANSPORTATION 379

83 follows: On local main and branch lines busses and the private
car have almost completely superseded rail service; for moderate
distances up to about 150 miles bus service has strong competitive
powers even where rail service is frequent and otherwise adequate
to meet the public’s requirements; for intermediate distances up to
about 250 miles the marked difference in elapsed time en route and
1n comforts are only partially overcome by lower bus charges and pos-
gibly greater convenience of schedules and points of arrival and
. departure; in this field the railroad has an advantage; for long dis-
tances rail service is so decidedly superior to bus service for most
travelers that even substantially lower bus rates do not create a
lflrge volume of traflic; in short, the railroads’ branch and local main-
line train business has been superseded by motor vehicles; their
moderate-haul, main-line traffic must be divided in substantial pro-
portions with other means of conveyance; high-class train service
Iust be continued in the intermediate field if the railroads are to
sustain their leadership there; in the long-haul field they have a
decidedly advantageous position.

Approximately 25 per cent of intercity bus travel is interstate.
Many routes are excessively served. Substantially all bus service is
of the common-carrier type and coordination with service by rail
would be more easily effected under regulation than without it. There
are a less number of bus than of truck operators and the bus business

is better adapted to large-scale operations.
CONCLUSIONS

Upon consideration we conclude:
1. That transportation by motor vehicles, busses, and trucks, over

the public highways is, within certain distances, and in certain re-
spects a superior service, and that the rail and water lines should
be encouraged in the use of this instrumentality of commerce where-
ever such use will promote more efficient operation or improve the
public service;

8. That there is substantial competition between rail and water
carriers on the one hand and motor carriers on the other for the
transportation of both passengers and freight and that this compe-

tition is increasing;
3. That such competition is conducted under conditions of in-

equality, particularly in regard to regulation;

4, That a contributing cause, aside from the general business
conditions, of the present unsatisfuctory financial condition of the
railroads is the existonce of unrestrained competition by rival trans-

portation agencies;
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5. That there is today, and probably would be under normal
conditions, an excess of carrying capacity of existing transporta-
tion facilities;

6. That unrestrained competition is an impossible solution of the
present transportation problem and is incompatible with the aim of
coordination under regulation;

7. That Federal legislation relating to the regulation of motor
vehicles operating upon the public highways and engaged in inter-
state commerce is desirable in the public interest.

THE REMEDY TO BDE APPLIED

In arriving at a solution of the problems presented, it is desirable
to summarize the situation as we see it.

Interested parties agree that the transportation of passengers in
Interstate commerce by motor busses over regular routes or between
fixed termini should be regulated. This opinion appears to be
unanimous. In our annual report to the Congress for 1931, we said:

Motor Bus and Motor Truck Operation, 140 1. C. C. 845, decided Aprll 10, 1928,
wag an Investigation upen cur own motion into motor-vehicle operations in
Interstate commerce by, or in connection or competition with, carriers subject to
the interstate cominuerce act. Our conclusions were summurized on pages 745~
748 in 26 numbered parngrapls. Without restating these conclusious in detall,
it may be said brietly that we found that * * * {hcre whould he * * *
regulation of the interstate transportation of Passengers by common-currier
motor busses operating over regulur routes or between fixed termini, * * *
The regulation recommended embruced the usual jurlsdiction ever rates and
charges, the granting of certificates of convenicnce and uecessity, provision for
llability insurance or indemnity bonds, estnblishment of uniform necounting,
supervision of service, free pass regulatlon, and certaln other mutters.

Since this report was issued, the matter has recelved much consideration by
Congress, although no legislation has yet resulted. There scems, however, Lo
be quite general agreement that some such interstate regulation of motor busses
should be established. The bills which have been consldered have not, in gen-
eral, incorporated all of our recommendations, While we adhere to those rec-
ommendations, the thing of essential Impartance 18 to make provision for some
regulation. Once a start Is made, experlence will then show the nced for

amplifying or extending it, (Pp. 111-112)

We renewed our recommendations that interstnte transportation
of passengers by common-carrier motor busses operating over regu-
lar routes or between fixed termini should be regulated in the man-
ner and to the extent indicated in our report above referred to.
These conclusions and recommendations are affirmed on this record.

The motor-truck business is carried on for the most part i)y many
persons and in rather small units, and to a considerable extent by
the shippers themselves. The fixed investments are comparatively
small. Dgpots and expensive terminals in congested districts are
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nqt refluired. The proportion of fixed to variable expenses of oper-
gtion 1s small. Many trucks move if and when business is offered at
rﬂl-ll‘lll(trnli\‘e rates.  Schedules of movements are frequently not
Daintained.. Because of the far larger number of persons or com-
panies engaged in motor trucking for hire, the motor-truck industry
tends to be less monopolistic than the motor-bus industry.

Regulation to be effective should include both contract and com-
mon carriers. They should be treated separately because it is no
longer open to doubt that, consistent with due process of law, &
contract carrier can not be converted against his will into a common
carrier by mere legislative command, or be regulated as such.

Those opposed to Federal regulation of motor vehicles contend
that regulation under the police powers represents the limit of any
V-alid regulation of contract carriers, since the business of those car-
riers is said not to be affected with a public interest, and that any
ttempt to regulnte the dusiness of contract carriers as distinguished
from their use of the highways infringes on the prohibitions of the
fifth and fourteenth amendments.”™ This would depend, we under-
stand, upon whether the particular regulation was considered arbi-
trary or capricious, or whether it was deemed justly related to a
matter of public concern and was reasonably necessary and appro-
priate to correct the evil sought to be remedied; in each case &
judicial question and one which, in regard to the contentions here

made, has not been authoritatively decided.™

The Supreme Court decisions do not go to the extent of holding
that a State ean not regulate contract motor carriers doing business
on the public highways. And in Frost Trucking Co. v. Railroad

Commisgion, 271 U. S. 583, the court said:

* * * the caze presented {s not that of a private carrier who, in order
to have the privilegze of using the highways, is required merely to secure a
certifiente of public convenience and become subjeet to regulations appropriate
to that kind of a carrier: but it is that of a private carrier who, In order to

Y IFor dlscussion of the legnl problems involved, sce * State Regulation of Motor Ve-
hieles Operating In Interstate Commerce,' by Mae Asblll, American Bar Asgsociation
Journnl, Vol. XVII, pnge 87, nnd * Regulution ot the Contract Motor Carrier Under The
Constitution,”" by LaRue Brown and Stuart N, Scott, Harvard Law Review, Vol, XLIV,
pago 0630. BSee alro the following Supreme Court decislons: Miceh. P, U. Com. v, Duke
(Miok.), 208 U. 8. 670; Frost Trucking Ce. v. R. R. Com, of Cal., 271 U. 8. 583 Smith v.
Cahkoon (Fla.), 288 U. 8, 663 ; Buck v, Euykendall (Wash.), 267 U. 8. 307; Bush Oo. Vv,
Maloy (Afd.), 267 U. 8, 317; Hrooks v. U. 8. (So, Dak.), 267 U. B. 432; Int. Buazes Corp,
v. Holyoke Ry. (Mass.), 273 U. 8, 45; Morris v. Duby (Oreg.}, 274 U. 8. 135; Clark v.
aor (Ohiv), 274 U. B. B64;: Hammond v, Schappi Bus Idne (Ind.), 275 U. 8. 164;
Hammond v. Furing Bua Line (Ind.), 276 U. 8. 173 ; Interstate Buases Corp. v. Blodgett
(Conn.), 276 U. 8. 245; Sprout v, Suvuth Bend (Ind.), 277 U, 8, 1683, Jarley & Hamilion
v. Enosk (Cal.), 281 U. §. 68; and Interstate Transit v. Lindsey (Tenn.), 283 U, 8. 188,

™ Hee New State Ice Company v. Ernest A. Liebmann (March 21, 1932), — U. 8, —;
tlio Hodye Drive-It-Yourself Compony et al. v. City of Cincinnati et al. (January 4,
1832), — U. 8. —, 52 Sup. Ct. Rep. 199, adv. sheets 76 L. Ed. 180,
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enjoy the use of the highways, must submit to the condition of becoming a
common carrier and of being re;ulated as such by the railread commission,

From this expression it can be inferred that the State may, where
circumstances justify, regulate a contract motor carrier doing busi-
ness on the public highways, at least to the extent of requiring “a
certificate of public convenience.” ™

The authority of the State of Texas, which authorized its Board
of Railway Commissioners to fix minimum rates to be charzed by
contract carriers in no event less than those charged by common
carriers and forbade the making of contract charges less than those
fixed by the commission, was upheld by a 3-judge statutory court in
Stephenson v. Binford et al., 53 F. (2) 509. This case, we nre ad-
vised, will be appealed to the Supreme Court.

It is, however, well settled that the power over comnerce among
the States conferred upon Congress by the Constitution is complete
in itself, extends incidentally to every instrument and agent by which
such commerce is carried on, may be exerted to its utmost extent over
every part of such commerce, and is subject to no limitations save
such as are prescribed in the Constitution; and it is suflicient for our
purpose to state that the remedies we propose are, in our opinion, not
only appropriate, but clearly within the constitutional power of
Congress to prescribe.

So far as this record shows, the demand for Federal regulation
of the transportation of property by motor truck comes mainly
from the railroads. There is little present demand by shippers for
such regulation.

The fact that shippers do not now generally recognize the need
for Federal regulation of motor-truck operations does not prove
that such regulation is not required in the public interest. The
immediate advantages of unrestrained competition in transporta-
tion are easy to perceive; but the more remote consequences, which
may be.most injurious to all concerned, are not so easily foreseen
and recognized. This has uniformly been the experience with such
competition in the public services, of which transportation is the
most important.

. ':I‘hfa evidence in this investigation shows very clearly that such
injurious consequences may be expected from, and to some extent
have already been produced by, the unrestrained competition of

™ The Bupreme Court had noted probmble jurlsdiction In No. 5

. G607, Opden & Maoffett et al.
v. Michigan Public Utilitles Commission. That will bring before the court f(f"r'r Foview,
Ntigation concerning the valldity of Michignn leglslailon requiring contract mlotor mrrlnrl'
to Obtﬂ“:j ‘-‘91'“:""11"'8 f;l' Dt‘(l;m‘;ta :lrom the Mlehigan commisslon und to comply with the
rules and reguintions issued by the commieslon upder ti
is under questlon. le atatute, the valldity of which
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motor vehicles with the railroads and with each other. Some of
these consequences may thus be summarized :

I An instability in charges for transportation affected by the
competiton, resulting in widespread and unjust discrimination be-
tween shippers and uncertainty as to the basis upon which business

may be done.
2. The loss of much capital invested in both the railroads and the

motor vchicles,

3. Radical changes in the railroad rate structure which, in the
final analysis, may result in loading the traffic which is not affected
by the competition with the utmost charges that it is able to bear.

4. A tendeney to break down wages and conditions of employ-
ment in the transportation industry.

5. Increase in the hazard of use of the highways.

It is not our thought that anything should be done to suppress
new means of transportation, such as those supplied by motor
vehicles, which augnient and improve the service furnished to the
public. It is our thought that regulation should be provided which
will minimize injurious consequences by restraining competition
within reasonable limits, encouraging desirable coordination between
the rival forms of transportation, and stabilizing rates and financial
conditions.

Public regulation may be of three distinct general forms. One
is regulation through taxation. Another is regulation through the
police power in the interest of public safety and convenience. The
third is regulation of rates, charges, practices, service, and other
matters, such as this commission exercises .in the case of the

railroads.
Taxation is a most important matter, if conditions of competi-

tion are to be fair. Whether they now are fair in this respect is
as yet far from clear. The evidence on this point, summarized in
Appendix @G, is incomplete and unsatisfactory. We have recom-
mended to Congress a special and intensive investigation of this
question by a body armed with appropriate authority and means
of research.

The States are exercising their police power extensively for the
protection of public safety and convenience in the use of highways
by motor vehicles. This, also, is a most important matter. Con-
gress has not as yot attempted to occupy the field so far as inter-
stite conunerco is concerned. Uniformity in such regulations seems
highly desirable. It may be well for Congress to take action to
that end. This is a matter beyond our purview, but we have recom-
mended that it be made the subject of & special and intensive inves-

tigation under authority of Congress.
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The need for regulation of the third form has been shown. Spe-
cial and unusual difficulties, however, surround such regulation.
One is a practical difficulty. It has been found impossible in this in-
vestigation to determine the number of motor vehicles operating as
common carriers or contract carriers of property, or transporting the
goods of their owners, in interstate commerce. Nor is it known how
many concerns or individuals operate such trucks. The indications
are that the number of operators is very large, and that the opera-
tions are mostly on a small scale, If thisisa fact,as it nppears to be,
the practical difficulties of regulation are vastly increased. Regu-
lation which is appropriate and practicable in the case of a compara-
tively few large, well-organized companies may be quite imprue-
ticable in the case of a multitude of individuals or small concerns.

Another difficulty is legal in its nature, but has important practical
consequences. It is as yet uncertain how far regulatiop may luw-
fully be extended to contract carriers which do not operate as com-
mon carriers. Yet the common-carrier trucks are in competition
with the contract trucks, to say nothing of the trucks which are
owned by those whose goods they transport. An attempt 1o regu-
late common-carrier trucks without similar regulution of competing
trucks may not only be unfair but may have the result of driving the
common carriers into the contract field. It is the common-carrier
trucks, also, which now largely serve the smaller shipper. In equality
in regulation may, therefore, resuit in discrimination us between the
larger and the smaller shippers. The Stutes are now providing n
field of experimentation the results of which are likely to throw light
on the underlying legal question. Indeed, certain cases are now
pending in the courts, the decisions in which may be very
illuminating. :

A further consideration is that the Federal Government is wholly
inexperienced in this field of regulation. Under these cjreumstences
we deem it wise to make haste slowly. Our recommendation is,
therefore, that Congress provide at once to put Federal regulation
to the test so far as the transportation of passengers by motor busses
is concerned. This would provide an organization which would serve
as a nucleus for such further steps in motor-vehicle veoulation as ex-
perience and added information may show to be desirable and
practicable. We also recommend that immediate authority be exer-
cised over motor trucks, of both the common-carrier and contract
type, to the extent necessary to locate those which
interstate commerce and obtain from them such
regard to their operations as the commission m
quire. In this way data will be secured which,

are operating in
information in
ay reasonably re-
as the legal situa-
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tion clzfrilies, will be of great aid in pointing the way to further
regulation in the public interest.

Our recommendations, therefore, must be regarded in the light
‘ff 3 progress report.  They do not cover the utmost which we be-
lieve will ultimately prove necessary and desirable in the way of
Federal regulation of motor vehicles. They represent merely the
first step which we believe it is wise and practicable to take under

existing conditions.
REOMMENDATIONS

L. In docket No. 18300, Motor Bus and Motor Truck Operation, 140
Lcc 635, we made certain recommendations for legislation.
SPC‘CEﬁcatll_v those recommendations which we renew in original or
modified form are:

That Federal legislation relating to the regulation of motor
busney engaged in the transportation of persons on the public high-
Wways in interstate commerce is necessary and desirable in the publie
Interest,

That jurisdiction to administer such regulations be vested in the
commission with authority to delegate specific matters to joint boards
composed of members of State regulatory bodies charged with the
administration of State laws relating to transportation by motor
vehicle.

That there should be required as a prerequisite to operations (a)
certificates of convenience and necessity, and () liability insurance
or indemnity bond.

That certificates should be issued as a matter of course to bona fide
operators who have been in business for a stated length of time prior
to the effective date of the regulatory act, provided they comply with
all other applicable provisions of the act.

That certificates should be assignable with the approval of the
commission and revocable for cause.

That fares and charges should be just, reasonable, and non-
prejudicial; and that schedules of fares should be published, filed,

and observed.
That complaints against unlawful charges, practices, and service

may be made.
That participation in joint fares between common-carrier motor
. busses and railroads and water carriers should be permitted but not
~ required, and that such transportation should thereafter be subject
to the provisions of the interstate commerce act.
‘That a uniform system of accounts should be required and pro-
vision made for the filing of such reports as the commission may

deem necessary.
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That brokerage in transportation of passengers for hire by a person
not holding a certificate of convenience and necessity should be
prohibited.

That the issuance and exchange of free passes should be prohib-
ited except to the extent permitted under the interstate commerce act.

That railroads, whether steam or electric, and water carriers, sub-
ject to the act, should be specifieally authorized to engage in the
transportation of both persong and propcrty by motor vehicles
interstate commerce over the public highways and that thereafter
such service, when directly engaged in by any such ruil or wuter
carrier, should be subject to the provisions of the interstute com-
merce act and legislation supplemental thereto; and that to the ex-
tent that a certificate of public convenience and necessity is an ante-
cedent to the operation of other common-earrier motor vehicles, com-
mon carriers subject to the act should be required to obtain a
certificate of public convenience and necessity.

2. Transportation of property for hire by motor-frucks operating
over the pubiic highways in inierstate commerce should be sub-
jected by law to reasonable public regulation. Carriers should be
divided into two general classes, common carriers and contract (pri-
vate) carriers. The first should include all carriers who under-
take for hire to transport from place to place, aver the public high-
ways, by motor vehicle in interstate commerce, the property of those
who may choose to employ them. The second should include all ~
carriers not within the description of common carriers.*

3. No person should be permitted to operate a motor vehicle for
the transportation of property for hire either as a common-carrier
or a contract carrier, over the public highways in interstute com-
merce, without first having secured a permit as hereinafter provided.

4. All motor carriers for hire should be required to apply to the
commission for a permit to operate and upon compliance with all
the applicable provisions of the act should be entitled to such per-
mit, which should be issued for a definite period, should be assign-
able with the approval of the commission, and revocable by it for
good cause shown.

5. There should be required as prerequisites to the commencement
of operations: (1) If by common carriers, (a) a permit, and (3) lia-
bility insurance that will assure adequate protection for loss or dam-
age to cargo, end for personal injuries and property damage; and

S The terms * common currler,” * contract carrfer,” * pry

’ ) vnte .

“privately owoned or operated truckg’ refer largely to n Dpra.cticnl E:;;::rﬂ fm; htru'. nnd
operation. Legally epeaking, there are catlon of truck

only two clasaifi
for bire, namely, common carrier and privata carrier, catiens of motor-truck operatlyns
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(2) if by contruct carriers, (¢) a permit, and (&) Lliability insurance
to secure the public in cuse of personal injury or property damage.

6. All motor carriers for hire should be required to keep such
records of operations performed by them and make such reports
&s the commission may reasonably prescribe.

7. Freight-forwarding companies and express-freight companies
should be made subject to the provisions of the interstate commerce
act.

8. Participation in through routes and through rates between
' tommon carriers by motor truck and common carriers by raiiroad
&nd by water should be authorized but not required, and such trans-
portation. whether rail-and-highway, rail-water-and-highway, or
water-and-highway, and such carriers which may or do engage in
the same should be subjected to the jurisdiction of the commission
to the extent now provided by law in the case of through transpor-
tation by rail-and-water lines, except, however, the provisions as to
the compulsory establishment of such through routes.

9. Jurisdiction to administer these regulations should be vested in
the commission with directions or authority to refer specific matters
to joint boards composed of members of State regulatory bodies, fol-
lowing substantially the plan outlined in Docket No. 18300, supra.

10. The commission should be authorized to confer or hold joint
hearings with representatives of the State regulatory bodies, and
should be authorized to avail itself of the cooperation, services,
records, and facilitics of any State,

11. For the present no requirements should be made regarding the
qualifications of drivers, hours of service of employees, and the size,
length, weight of load, and speed of motor vehicles operating for hire
on the public highways in interstate commerce.

This for the reasons that the States now have a clear right to pro-
tect the public safety under their police powers; that, in the absence
of legislation by Congress, State regulations of this character, if
reasonable, are Iawful even though they may indirectly affect inter-
state commerce; that legislation by Congress would manifest an
intention to occupy this field of regulation and the effect would be
to immediately exclude all State legislation upon the subject and to
east upon the Government the duty and burden of enforcement. The
States have also very generally exercised their right to regulate in
these respects, and Federal regulation is not as yet shown to be nec-
essury. In order to obtain desirable uniformity in such regulations
so far as they affect interstate commerce, it may eventually become
necessary for Congress to occupy this field.

12. As recommended in our annual report, 1931, Congress should
provide for an impartinl and authoritative investigation for the
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purpose of determining whether and to what extent motor, water,
and air carriers operating in competition with the railroads are
receiving direct or indirect Government aid amounting, in cffect,
to a subsidy; and, if so, what steps, if any, are necessary to correct
this situation, with a view to placing competition on a just and
equitable basis; and that such investigation, if instituted, be extended
to cover also the question of whether it is desirable in the public
interest that regulations affecting public safety and convenicnee
in the operation of motor carriers be made uniform throughout the

country, and, if so, how such uniformity may best be brought
about,

Lewis, ('ommissioner, concurring in part:

I am convinced on the record in this investigation and the evi-
dence in Ex parte 103, a nation-wide proceeding, that just as
quickly as it can properly be developed, there must be put into
effect to the extent that public rather than any special interest re-
quires, adequate regulation of the commercial motor bus and motor
truck, extending to and including rates, fares, charges, und prac-
tices, and requiring that they be just, reasonable, and nondiscrimina-
tory; that unregulated competition would in time not only destroy
such an adequate and necessary railroud system as contemplated and
declared for by Congress, but also be detrimentul to the deveiopment
of proper interstate and intrastate motor transport; that the reper- '
cussion of unregulated truck competition in the field of transporta-
tion would detrimentally affect the general financial, commercial,
economic, and social structure; that coordination of rail, highway,
and other transportation facilities must come as quickly as it can
intelligently be developed. What is now needed is exact knowledge,
not now available, of the complicated problems of motor transport
that confront us.

Therefore, I would go further than the conclusions or recom-
mendations of the report. The thought of the commission is that,
having presented to Congress its broud views as to regulation, it
should stop there; that matters of detail are to be evolved by that
body. The conclusions or recommendations, however, reach beyond
the agencies of the Federal Government; they include the States.
Neither the Federal Government nor the States will just now wel-
come recommendations that call for new, additional drains on the "
public treasury. Of what avail will it be if there is a requirement
that interstate truckers take out permits and do certain other things
if there is no provision for adequate administration. That costs
money. It seems to me that the surest way to cover the cost is to
provide that, in addition to the certificate or permit, the operator
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shall obtain an interstate-commerce vehicle-license plate which shall
be displayed on the vehicle when operating in interstate commerce.
A charge can be made for this plate, the revenues so realized to
be paid to the Treasurer of the United States. This would provide
a fund against which appropriations could be drawn to cover the
cost of administration.

Such a licensing system should produce several highly desirable
results. First, it would provide an adequate staff of inspectors and
policing officials.  Second, it would effectuate and tremendously
simplify policing. Third, it would quickly produce a complete
register of all motor trucks operating for hire in interstate com-
merce. Fourth, the Federal regulatory body, with the cooperating
State regulatory bodies, would be placed directly in line to get that
definite knowledge of extent and character of highway transporta-
tion, taxation, cost, and all other information and data now largely
lacking but necessary to evolve a proper regulatory system and pro-
mote such coordination of transportation facilities as may be in the
public interest.

A very nominal charge for the license, at least in the beginning,
might be productive of the maximum desirable results. What is
wanted now is definite data and information. If that be the objec-
tive, then revenues beyond the cost of administration become wholly
a secondary consideration. Assuming, for the purpose of calcula-
tion, that there ure 300,000 to 500,000 trucks operating in interstate
commerce, a license-plate charge of $10 per truck Wou!d Produce 2
fund of $3,060,000 to $5,000.000 against which appropriations could
lie for administration. A flat charge might not be as fa‘ir betwgen
the lurge and small trucker as a charge graduated according to size,
weight, and possibly the use of the vehicle. .

I am favorably impressed with requirement 6 which would leave
it to the regulatory body to prescribe such records and reports as
could reasonably be required. The certified common-carrier truck
operator is probably in a position to make fairly adequate 1'ep9rts.
It is not so certain that very extended reports could be obtmfled
from a large portion of the contract truckers. It should take time
and ubservation to determine just what is the practical thing to do in
bringing this varied lot of © commeon carriers ” under regulnt:_on.

The conclusions or recommendations in the report do not include
8 requirement that truckers file either (1) minimum raIt;.'s ﬁiul(;l
charges or (2) their tariffs. I favor requiring filing. e
there would come to the regulatory body almost u_nmedmtely an-
other vast amount of data and information that Is necessary ll)n
-devoloping a proper 1'egl]lﬂ,t0!‘y SyStvemo There would soon e
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revealed the extent to which competition is within legitimate
bounds. There should be made available guides which would enable
regulatory bodies to determine whether such rates and charges are
compensatory and afford additional guides to determination of what
are reasonable rates and charges. There should also be brought
to light rebating, favoritism, and other obuoxious practices if they
exist.

With the complete listing of motor trucks, as well as busses, there
would soon be shed light on the question of whether the motor carrier
is bearing its fair share of the initial and maintenance cost of the
highway, its roadbed. Until some such specific data are available,
there will continue to be long, fruitless discussion on this subject.
The record in this case reveals wide variation of taxes as between
various States or sections of the country, varying as widely as from
$18 in one State to $900 in another on a 8-ton common-carrier truck
and from $9.60 to $134 on a “ privately used,” including * contract,”
truck. It should be added that the variance above noted is increased
by the gasoline tax in the two States cited. For the same mileage
the State imposing the $900 tax would collect $250 on gasoline while
the State imposing the $18 tax would collect only $100. ‘Therefore,
there is urgent need for full information, not only on behalf of the
Federal regulation of interstate carriers but also to provide States
proper guidance in the matter of just taxation. In the determination
of the question of taxation there should be developed the extra cost
imposed on road-building units in building heavier and wider roads
for trucks than would otherwise be necessary; and likewise accurate
data as to extra maintenance costs attributable to heavy uses.

I am in hearty accord with the decision that, at lenst in the
beginning, policing regulation covering qualifications of drivers,
hours of service, size, weight and length of load, and speed of motor
vehicles be left to the States; also that while the jurisdiction is
vested in the Federal regulatory body, it be given authority ansl
direction to refer specific matters to boards composed of membors
of State regulatory bodies. But if such burden is placed on the

States, certainly provision.should be made for covering all expenses
connected with the administration of interstate regulﬁtiun.

McManamy, Commissioner, concurring in part:

I agree that common-carrier busses engaged in interstate com-
merce serving regular routes should for the protection of the
traveling public be subject to appropriate Federal regulation, and
I believe this regulation should include the snfety of tife design
and maintenance of the equipment used, and the, number, quali-
fications, and hours of service of employees on such vehicles? That
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motor vehicles for the transportation of property over the public
highways should also be adequately regulated is, in my opinion,
not open to argument, but I am not at all convinced that under the
- conditions which prevail in the industry such regulation should be
undertaken by the Federal Government or that it can be effectively
accomplished if so undertaken.

This record shows that there were approximately 3,500,000 motor
trucks in use in 1930. Of these one-half were privately operated and

>probably not subject to Federal regulation; 30 per cent were con-
tract carriers and 20 per cent common carriers. Five per cent of the
total, or approximately 175,000 vehicles, are common carriers en-
gaged in interstate commerce and clearly subject to Federal regu-
lation. Seven and one-half per cent of the total, or about 260,000 of
the contract-carrier trucks are also engaged in interstate commerce
but the right of the Federal Government to regulate contract car-
riers has never been definitely established, Assuming, however, that
this right exists, I'ederal regulation if established will apply to not
more than 12,5 per cent, or about 435,000 vehicles. We will then
have on the highways about 435,000 motor trucks subject to Federal
regulation and something over 3,000,000 subject only to regulation
by the States, That I submit will in no way improve the present
situation.

Forty-seven States and the District of Columbia now have laws
and regulations governing the use of motor vehicles and more or
less effective organizations for the administration of such laws.
The laws of many of the States are comprehensive and well admin-
istered. Federal laws less comprehensive and complete than the
State laws will harm rather than help the situation. It is well
settled by decisions of the highest courts that when the Federal
(Government enters a field of regulation its authority is supreme and
its regulations supersede State regulations in the same field. Under
such conditions I doubt the advisability of the Federal Government
attempting to enter the field, particularly when at most it is proposed
to regulate not more than 12.5 per cent of the trafic. If, however,
the Federal Government does enter the field, the regulations estab-
lished should be far more comprehensive than what is here proposed
and should cover the safety of the design and maintenance of the
vehicle used and the number, qualifications, and hours of service of
the employees who operate such vehicles. To do less would simply
confuse the situation and render ineffective more complete and
efficient State regulations.

It is urwed that the railroads are entitled to relief from the unfair
competition of ynregulated highway traffic. With that I agree.
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Such relief, however, should be afforded by relieving the railroads
from restrictions which may exist over their right to use the high-
ways on exactly the same terms as motor-truck or motor-bus opera-
tors. Railroads should be permitted to extend or supplement their
service by the use of motor trucks or busses and to establish through
rates for such service so that motor vehicles could be freely used as
feeders for the railroads. Regulation of motor vehicles should be
established only for the benefit of the public and the protection of
travelers and employees. It should never be established for the pur-
pose of imposing burdens on one instrumentality of commerce so that
another could successfully compete. Such use of the power to regu-
late is destructive and is an abuse of that power.

It is suggested that regulation by the Federal Government would
promote coordination of the different forms of transportation. Just
how Federal regulation will bring that about has not been explained.
Effective coordination of rail and motor transportation can only
come from a desire to render adequate public service. If railroads
are given the right to supplement their service by the use of motor
vehicles and the desire to render complete service exists, coordina-
tion will follow as the day follows night. It can not be brought
about by imposing on owners of motor vehicles the burden of obtain-
ing Federal permits and on the Government the expense of issuing
them. Unless the Federal Government is prepared to fully and
adequately regulate motor vehicles for the transportation of prop-
erty for hire over the public highways, it should not cloud the right
of the States to do so by establishing halfway measures, What is
here proposed will, in my opinion, serve no good purpose.

I am authorized to state that CodissioNner Lee joins in this
expression.

Comssioner TaTe did not participate in the consideration and
disposition of this case.

Georae B. McGinry,

.. Secretary.
By the Commission.
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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

1821.C.Q.



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,
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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

1821.C. C.



COORDINATION OF MOTOR TRANSPORTATION - 401

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

I821.0.0C.



402 INTERSTATE COMMERCE COMMISSICN REPORTS

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.
1821.C. Q.



COORDINATION OF MOTOR TRANSPORTATION 403

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,

1821, 0.0,



404 INTERSTATE COMMERCE COMMISSION REPORTS

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.



COORDINATION OF MOTOR TRANSPORTATION 405

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

1821.0.0.
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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,

182 1.C. O
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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
;
§
g

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.
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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.
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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,

1821.C. C.
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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,
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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

1821.C.C.
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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, .
1821.C.C.
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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.
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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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