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To the General Court of Massachusetts.
The Commission on Interstate Co-operation respectfully

submits the accompanying report relative to the transporta-
tion of property by motor vehicle over the ways of the
Commonwealth by carriers engaged in interstate com-
merce, in accordance with the requirements of chapter 54,
Resolves of 1941. The study required for this report was
undertaken by our committee on Highway and Motor
Vehicle Problems, and the report embodies that committee’s
findings and conclusions.
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Ct)e CommontoealtJ) of Massachusetts

Resolve providing foe an Investigation by the Commission on
Interstate Co-operation relative to the Interstate Trans-
portation of Property by Motor Vehicle in This Common-
wealth.

Resolved, That the commission on interstate co-operation is hereby
authorized and directed to make an investigation relative to the trans-
portation of property by motor vehicle over the ways of the common-
wealth by carriers engaged in interstate commerce, with a view to deter-
mining the advisability of providing further for the regulation by the
commonwealth of such transportation. Said commission shall consider
particularly the protection of the ways of the commonwealth against
improper or destructive use, the cost of the upkeep of said ways, the
unnecessary burdening of said ways by trucks engaged in interstate
transportation of property for hire, the disadvantageous position of
railroads and carriers by water in competing with such trucks, the matter
of making the laws of the commonwealth consistent with federal statutes,
and the effect upon the commonwealth of the present competition between
said trucks and said railroads and common carriers by water.

Said commission shall report to the general court the results of its in-
vestigation, and its recommendations, if any, together with drafts of
legislation necessary to carry its recommendations into effect, by filing
the same with the clerk of the house of representatives on or before the
first Wednesday of December in the year nineteen hundred and forty-two.

Approved July 29, 19!t l.

RESOLVE REQUIRING THIS INVESTIGATION.

Chapter 54.
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SPECIAL REPORT OF THE COMMISSION ON
INTERSTATE CO-OPERATION CONCERNING
THE INTERSTATE TRANSPORTATION OF
PROPERTY BAr MOTOR VEHICLE IN THIS
COMMONWEALTH.

The study resulting in this report was made in accordance
with the requirements of chapter 54, Resolves of 1941,
which is printed in full on the preceding page. The original
form of the resolve appears in House Document No. 1930
of the 1941 session, filed with the petition of Peter F. Day
of Boston. This document was referred to the joint com-
mittee on Transportation, which on June 20, 1941, reported
a redraft printed as House, No. 2612. This was referred to
the joint committee on Rules, which reported on July 2
that it ought to pass in a new draft printed as House, No.
2674. Previous drafts had provided for a special recess
commission to make this study, but House, No. 2674 re-
quired that the study be made by this Commission. In
this form the resolve was passed, and it was signed by the
Governor on July 29. Since the subject matter had to do
with motor vehicle traffic, it was referred for investigation
to our committee on Highway and Motor Vehicle Problems,
which has made an extended study and has reported to the
whole Commission. The results of the study are set forth
in the present report.

Sources of Information.
In the course of its investigation the committee held hear-

ings on October 10, 1941, and May 8, 1942. It has also con-
sidered the subject matter of this investigation in several
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closed meetings, during which numerous points involved in
the study were discussed. Details of the investigation were
assigned to the secretary of the Commission, who has inter-
viewed public officials, both federal and state, operators of
commercial motor vehicles engaged in interstate transpor-
tation, railroad officials, shippers of merchandise, and others
likely to be concerned with interstate motor truck traffic
or affected by it. Extensive and very important data were
compiled and furnished by the Massachusetts Department
of Public Works from traffic studies made in 1938 and 1939,
and the Department cordially gave us the benefit of its
experience on many phases of the inquiry. The Commercial
Motor Vehicle Division of the Department of Public Utilities
has also been of great assistance, particularly by enabling
the secretary to make first-hand contacts with truck oper-
ators while traveling with its inspectors and examiners in
the field. Data concerning shipments of agricultural prod-
ucts of all kinds into Boston markets from points of origin
outside the State have been obtained from the Boston offices
of the United States Department of Agriculture. In addi-
tion to travel with investigators of the Commercial Motor
Vehicle Division, the secretary has spent considerable time
observing truck traffic on the principal highways that con-
nect Boston with commercial and industrial centers in
surrounding States.

At the beginning of the investigation letters were sent to
the officials in charge of motor vehicle administration in the
other five New England States and in New York, enclosing
with each a copy of the resolve under which the investiga-
tion was being undertaken, and asking for suggestions.
While we received replies from all the officials addressed,
none of the replies offered much information; most of them
stated that existing relations were satisfactory. The Com-
missioner of Motor Vehicles in Vermont expressed the hope
that this Commission would not recommend any change in
reciprocity arrangements now in effect between his State
and Massachusetts. The Commission has also corresponded
with the Board of Investigation and Research, established
by the Federal Transportation Act of 1940, to study prob-
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lems affecting ail types of transportation on a nation-wide
scale, but that Board had net carried its studies far enough
to be able to provide material for use in the present investiga-
tion, though it may begin to publish reports on the several
phases of its work soon after this report is submitted.

Scope op the Investigation.

The resolve requiring this study specifies that it shall
consider generally “the transportation of property by motor
vehicle over the ways of the Commonwealth by carriers
engaged in interstate commerce,'with a view to determining
the advisability of proceeding further for the regulation by
the Commonwealth of such transportation.” Thus we have
to determine, in view of all available facts, whether addi-
tional regulation of interstate commercial motor traffic by
the Commonwealth should be undertaken. *

The resolve then goes on to specify six items for inquiry,
as affecting or affected by interstate commercial motor
vehicle traffic; these items are

1. Protection of the ways of the Commonwealth against improper or
destructive use.

2. The cost of upkeep of said wayi

3. The unnecessary burdening of said ways by trucks engaged in inter-
state transportation of property for hire.

ilroads and carriers by water in4. The disadvantageous position of
competing with such trucks.

r

lonwealth consistent with federal5. Making the laws of the O
statutes.

,Ith of the present competition be-6. The effect upon the Commonwe;
tween said trucks and said railr lads and common carriers by water

The resolve was approved by the Governor on July 29,
1941, over four months before the United States formally
entered the second World War. Since July, 1941, the
stress of war requirements had directly and indirectly
changed conditions so much as to make some of u

tions raised by the six items academic and immaterial, if
they are to be discussed as of the time when this report is
being written —■ February, 1943. But we take it that we
are to deal with these questions as of the date when the
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resolve was approved and thus made effective, as far as we
find it practicable to appraise conditions then existing, at
the same time pointing out the drastic changes that have
since occurred, and the effects that these and other factors
are likely to have on interstate motor truck transportation
in the future.

It will be noted that items 3, 4 and 5 listed in the pre-
ceding paragraph all involve assumptions as to facts that
require determination in the course of the study. We do
not consider that we can properly make any such assump-
tions; we must examine the evidence to determine whether
and to what extent they are justifiable. Even the first item
suggests an assumption that interstate motor truck traffic
subjects the ways of the. Commonwealth to “improper or
destructive use,” but we cannot treat that as a fact until it is
demonstrated. Similarly we must ascertain whether there
is an “unnecessary burdening of said ways” by trucks en-
gaged in interstate commerce; whether the “position of
railroads and carriers by water in competing with such
trucks” is really disadvantageous; and whether the laws of
the Commonwealth are actually inconsistent with federal
statutes. The sixth item is difficult to discuss satisfactorily
because the effect upon the Commonwealth of the competi-
tion between one type of transportation and another may
have indirect and obscure ramifications that are imprac-
ticable to trace and to evaluate, and we do not know what
the proponents of the resolve had in mind when they in-
cluded this item in it. In preparing this report we have
taken into account both the general description of the
study set forth in the first part of the resolve and the speci-
fied items in the latter part. Determination of the answers
to the questions raised by the six items will go far toward
enabling us to decide whether further regulation of inter-
state motor truck traffic by the Commonwealth is ad-
visable.

At the hearings held by the Commission’s committee on
Highway and Motor Vehicle Problems the proponents of
the resolve stated their belief that inadequate regulation
made impossible the collection of adequate revenue from



HOUSE — No. 1521.1943.] 11

I

interstate motor carriers. They also asserted that motor
carriers from other States were engaged in unfair competi-
tion not only with railroads and water carriers but also with
the better class of motor truck operators whose principal
places of business are in Massachusetts. They charged that
many motor trucks from other States are bringing loads into
Massachusetts terminals without proper registration or
permit, and are taking out return loads at cut rates to the
disadvantage of local operators. They did not allege that
these “gypsy” truck operators engaged to any large extent
in intra-state business, though they might occasionally take
short-haul loads while waiting for return loads to the places
from which they came. The complaint was also made that
many trucks were operating without obtaining permits for
interstate operation from the Interstate Commerce Com-
mission. The basis of these complaints will be discussed in a
later section of this report.

In considering the numerous details of interstate motor
transportation it is important to describe in some detail
the background of the group of problems presented, as this
will clarify the answers to the general problems, as far as
any answers can be ventured at this time, and will also
provide material for dealing with the six specific proposi-
tions set forth in the resolve.

Development of Motor Truck Traffic.
The use of commercial motor vehicles, especially as car-

riers of freight and express, has developed very rapidly
since the end of the first World War. This is so well known
as hardly to require demonstration. Here in Massachusetts
the registration figures for trucks increased from 55,261 in
1921 to 108,685 in 1926, 116,580 in 1931, 118,477 in 1936,

and 126,322 in 1941. In 1942 the number of trucks regis-
tered was 114,086.

Although the number of trucks registered did not in-
crease rapidly after 1926, it should be remembered that the
improvements in truck construction greatly increased their
size, capacity and range from 1926 to 1941, and that the
use of tractor-trailer combinations developed during that
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period. Trailers were not registered separately until 1925,
and fewer than 800 were registered in any year until 1936
when the number suddenly jumped to over 10,000. In
1941 the number registered was 18,702, and in 1942 it was
17,317.1 According to the Interstate Commerce Commis-
sion the total number of trucks in the United States is about
5,000,000, and they are owned by over 3,000,000 separate
individuals and organizations.
The great majority of trucks registered in the United

States are operated by private carriers. It is estimated
that only about 480,000 trucks are operated for hire in the
entire United States —• less than 10 per cent of the national
total. The number of busses is about 120,000. In Massa-
chusetts prior to February 20 of the current year a total of
24,350 carrier plates had been issued, 8,235 for interstate
carriers, 805 for contract carriers, and 15,310 to common
carriers, including both those on regular and those on irregu-
lar routes. Of the interstate carrier plates, 6,721 had been
issued without fee under interstate reciprocity agreements,
apparently to vehicles registered primarily in other States.
Even if these are all Massachusetts trucks, we have nearly
100,000 trucks operated only as private carriers under Mas-
sachusetts registrations.

The distances over which trucks operate are demon-
strated by reports of the traffic survey made by the Depart-
ment of Public Works in 1938 and 1939. While this survey
showed the great majority of commercial vehicles checked
on Massachusetts highways as traveling to or from the
other New England States or New York, small numbers
came from every one of the other eight territories into which
the nation is divided by the Interstate Commerce Commis-
sion for classification purposes, and a few were bound for
each of these eight territories. Similarly, the records of the
United States Department of Agriculture disclose ship-
ments of fruit, vegetables and dairy products into Boston
by truck from many distant States, and a tendency of these
shipments to increase in numbers and volume throughout
the eight or ten years in which receipts of these commodities

ailers include light trailers of 1,000 pounds’ capacity or L
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by truck were recorded prior to the entry of the United
States into the present World War.

The reports of the Department of Agriculture on fruits
and vegetables are compiled to show carload lots or the
equivalent, for which totals are available covering the years
1928 to 1941, inclusive. These show that the largest ship-
ments of fruits and vegetables, 65,689 carloads, were re-
ceived in 1932, and the smallest, 58,549 carloads, in 1941,
though the total for 1941 was only 132 carloads less than
that for 1934. Over 65,000 carloads were received in 1936
and in 1937. Local trucking had begun before 1928, when
7,391 carloads were received by truck from near-by sources,
but long-distance trucking was not recorded until 1930,
when 58 carloads were reported as coming by that means of
transportation. This number increased rather rapidly to
5,419 carloads in 1940, and fell off to 5,033 in 1941, but it
will be noted that the percentage of the total receipts car-
ried by long-haul trucks had increased from less than one
tenth of 1 per cent in 1930 to over 9 per cent in 1940;
that is, it had multiplied over 90 times. Commodities
received by long-haul trucks included apples, asparagus,
snap beans, cabbage, cauliflower, celery, lettuce, onions,
peaches, peppers, potatoes, spinach, squash, strawberries,
sweet potatoes, tomatoes, turnips and several others in
small quantities. States from which considerable quantities
of fruits and vegetables came by truck during the period of
1930 through 1941 included Alabama, .Delaware, Florida,
Georgia, Maryland, New Jersey, North Carolina, Virginia
and Pennsylvania.

The data for receipts of livestock at Boston markets, from
1933 to 1941, inclusive, show increasing receipts by truck,
but as these data do not show points of origin, it is impossible
to tell over what distances these shipments came. It seems
probable that the great bulk of the livestock carried by
truck came from the other New England States and New
York, and only a small percentage from Massachusetts;
if this is true, the bulk of livestock shipments were inter-
state. It is notable that receipts of livestock increased
greatly during the period 1933-1941: the number of cattle
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from 34,342 to 78,949; of hogs, from 22,865 to 82,461; of
calves, from 65,888 to 93,985; and of sheep and lambs, from
5,718 to 8,889. In earlier years many of these animals,
particularly cattle, were driven on foot over the road, and
all not coming by rail are still designated as “drive-ins,”
but undoubtedly the great percentage of so-called drive-ins
now come by truck. The number of drive-ins shows the
following increases between 1933 and 1941:

Type of Livestock. Drive-ins. Percentage of
Keceipts. Dnve-ms.

Cattle:
1933 34,342 22,352 65.09
1941 78,949 60,740 76.9

Hogs:

1933 22,865 21.159 92.54

1941 82,461 81,207 98.5
Calves:

65,888 34,596

08,281

193:

93,9851941

Sheep and I
5,718 2,515 43.98

8,889 5,347 60

As we have indicated earlier in this paragraph, we believe
that these increases have occurred mainly in interstate
shipments from near-by States.

The records regarding dairy products are more specific as
to points of origin. Statistics on receipts of cheese begin
with 1921, and on receipts of butter, with 1923. There are
no reports of receipts of either commodity by truck before
1935. In that year, out of total receipts of 21,947,287
pounds of cheese, 5,940 pounds came by truck, and of a
total of 82,424,013 pounds of butter received, 1,286,343
pounds came by truck. In 1941 total receipts of cheese had
decreased to 15,676,034 pounds, of which 1,747,294 pounds
came by truck, while receipts of butter decreased slightly
to 79,130,929 pounds, of which 6,026,947 came by truck.
The percentage of cheese received by truck thus increased
from an inconsequential figure in 1935 to 11.1 per cent in
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1941, and in the same period the percentage of butter re-
ceived by truck increased from 1.6 to 7.6 per cent. Con-
siderable shipments of these commodities came from dis-trom dis

tant States. Of 481,019 pounds of cheese received from
Ohio in 1941, over half 254,850 pounds were delivered
by truck, but receipts of cheese from other States, except
New York, came almost entirely by rail. Considerable
receipts of butter came by truck from several distant pro-
ducing States, including Illinois, 1 lowa, Nebraska, Missouri
and Wisconsin, but the percentage of truck shipments
varies greatly from year to year, so that no steady trend is
indicated. Similar variation appears in receipts by truck
from such near-by States as Vermont and New York. The
great bulk of butter receipts still comes by rail.

Data for receipts of milk and cream in which receipts by
truck are separated extend from 1937 to 1941. During that
time total receipts increased from 5,622,995 units of 40
quarts each to 6,430,226 such units. In 1937 receipts by
truck were 1,176,360 units, and in 1941 the total had in-
creased to 2,603,099. Receipts of cream during this five-
year period increased from 578,136 units to 605,453 units,
and the total received by truck, from 67,148 units to 99,044
units. The total receipts of cream were less, however, in
1938, 1939 and 1940 than in 1937, and shipments by truck
did not show a steady trend, being less in 1938 than in 1937,
and less in 1941 than in 1940. Receipts of milk came en-
tirely from Massachusetts, the three northern New England
States and New York, the major part from Massachusetts
and New Hampshire by truck, but less than half of the
receipts from the other States by that mode of transporta-
tion, though large shipments came over the road from
Maine and Vermont. Trucking milk from New York was
apparently not successful, as only small quantities were
shipped in that manner in 1937, 1938 and 1939, and none at
all in 1940 and 1941. Cream was received during this
period from Massachusetts, 12 other States and the Domin-
ion of Canada, but only Maine, New Hampshire, Vermont,

lit
nguished
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New York and Canada made any recorded shipments by
truck, and Canada made none by truck after 1938.

Receipts of eggs and dressed poultry by truck are first
recorded in 1935, when 94,797 cases of eggs in a total of
1,216,801 cases were brought in by truck. In 1941 receipts
by truck had increased to 640,707 cases, though total re-
ceipts had increased only to 1,233,163 cases. Receipts of
dressed poultry were especially low in 1935, when they
totaled 46,569,250 pounds, of which 1,016,656 pounds
came by truck. In 1941 the total for dressed poultry was
69,103,256 pounds, of which 13,109,931 pounds were brought
by truck. Records of shipments of eggs and dressed poultry
date back to 1928. The data for receipts of eggs show a
large number of States as points of origin 18 outside
Massachusetts sending considerable quantities and several
others small numbers of cases. Shipments by truck came,
beginning in 1936, from Illinois, Indiana, lowa, Kansas,
Maine, Minnesota, Missouri, Nebraska, New Hampshire,
New York, Ohio, Rhode Island and Vermont, though
truck receipts from some of these States have been only a
minor fraction of their total shipments. This is especially
true of the more distant States. Dressed poultry has come
in large shipments from 14 States outside Massachusetts,
and a considerable portion of these shipments has been by
truck from Illinois, lowa, Missouri, Nebraska and New
Hampshire.

An effort was made to obtain data for receipts of fresh
meats, which were said to have been shipped in small quan-
tities by truck from Chicago and other midwestern points
in recent years, but no such data were found. The under-
standing among truck operators was that the attempts to
ship fresh meats by truck had not been wholly successful.

All the information available regarding interstate truck
traffic before the outbreak of the present war indicates that a
rapid increase in the use of this form of transportation had
developed during the decade 1931 to 1940. In the long-
distance transportation of food stuffs the extensive use of
trucks has developed largely since 1934 or 1935, and reached
a maximum for most items in 1940, after which many trucks
were diverted to transporting defense and war commodities.
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Federal and State Regulation

The development of motor truck traffic resulted in a
necessity for regulation. Many of the States, including
Massachusetts, began rather early to set limits on the sizes
and weights of these vehicles, unfortunately without much
regard for uniformity in their requirements. Competition
among motor carriers gave rise to complaints of unfair
practices, and led in this Commonwealth to a demand for
regulation of rates, determination of routes, and the licensing
of operators. The result was the first state law regarding
“Carriers of Property by Motor Vehicle,” which was in-
serted in the General Laws as chapter 1598 by'chapter 264,
Acts of 1934. In the following year a Commercial Motor
Vehicle Division was established in the Department of
Public Utilities to administer and enforce this chapter
(Acts of 1935, chapter 405). The operation of this chapter
was not satisfactory to either the public or the operators of
commercial motor vehicles, consequently the appointment
of a special commission to study the operation of the law and
to recommend a revision was authorized by chapter 33,
Resolves of 1937. The commission consisted of one member
of the Senate, three members of the House, one representa-
tive of the Department of Public Utilities and one of the
Department of Public Works, and five members appointed
by the Governor to represent
organizations, and the three
Commonwealth. This commii
the General Court in Decembe

labor, several motor vehicle
railroads operating in the
ision submitted its report to

1937, and it was published
as Senate, No. 99 of the session of 1938. The report pointed
out the weaknesses in the statute of 1934 and recommended
an extensive and thoroughgoing revision, which was adopted
without substantial change in chapter 483, Acts of 1938;
this repealed chapter 1598 of the General Laws as it then
stood, and substituted for it the revision proposed by the
special commission. With some minor amendments this
revised chapter is still in effec

In the same year in which it was established, the De-
partment of Public Utilities was authorized to assign to the
Commercial Motor Vehicle Division not more than 25
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investigators and examiners. 1 In 1937 a controversy about
the civil service status of the officers first appointed arose
when an attempt was made to remove a number of them,
and was taken into court, where a final decision is still
pending. Since the question of status has not been deter-
mined, the officers removed in 1937 have not been rein-
stated or replaced, and the Division has been left to admin-
ister the law with only six investigators, whose time is so
fully occupied with hearings and the investigation of ap-
plications and complaints that the men have little time for
enforcement work in the field that the Division was ex-
pected by its original sponsors to perform.

It must be definitely understood that the Massachusetts
Motor Carrier Act of 1938 applies in most particulars only
to commercial motor vehicle operators transporting prop-
erty for hire or compensation. It classifies these as common
carriers, which operate under certificates of public con-
venience and necessity; contract carriers, which operate'
under permits; and interstate carriers, which operate under
interstate licenses. Common carriers are classified as
“irregular route” or “regular route;” common carriers,
according to the types of routes over which they operate.
The law also provides for licensing brokers. It specifies
the conditions under which applications for certificates,
permits and licenses may be made, when hearings on these
applications must be held, what notices must be given, and
what conditions must be met, both for obtaining certificates,
permits and licenses and for operating under them. The
law requires common carriers to publish and file tariffs of
rates, which the Department may reject or suspend, and
the Department is empowered to establish rules and regula-
tions concerning the form of schedules, the time and manner
of filing, hearings and other details. Carriers are required
to adhere to, the schedules of rates that they publish and file.
Contract carriers, except those carrying valuable articles in
armored motor vehicles, are required to file copies of all
contracts under which they are operating. The Depart-
ment may also, in its discretion, require contract carriers

•lasses, but hA
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to file schedules of their minimum charges which may be
changed on thirty days’ notice. No carrier may hold both
a common carrier certificate and a contract carrier permit
except on good cause shown to the Department at a public
hearing. Holders of certificates and permits are issued each
year a single distinguishing plate for each vehicle used in the
conduct of their businesses, to be displayed on the front of
such vehicle. The charge for each plate is $5. These plates
are not to be transferred from one vehicle to another except
upon authority and with the consent of the Department and
payment of a transfer fee of $l.

Upon first application for an interstate carrier license a
fee of $lO is payable. One plate for each vehicle operated
is issued annually to a licensee upon payment of a fee of $5,
but the interstate license does not require renewal as long as
the licensee operates continuously. The plates apply to
specific vehicles and are not transferable. No fees are re-
quired of interstate carriers having their principal places of
business in other States with which reciprocity arrangements
in regard to such fees are in effect. Other provisions of the
Motor Carrier Act are not especially pertinent to this in-
vestigation, though it may be well to mention that one sec-
tion limits the working hours of all truck drivers. It must
always be remembered, however, that the other sections
of the act apply only to vehicles operated for hire or com-
pensation and not to private carriers.

The fees prescribed by the State Motor Carrier Act were
almost all increased in the revision of the act by chapter
483, Acts of 1938. Since that time the receipts of the Com-
mercial Motor Vehicle Division have much exceeded its
expenditures, as is shown by the following tabulation:

Ye

1937

1940 46,692

1941

1942
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If the business is to be charged only enough to meet the cost
of regulation, there is an argument that the present schedule
of fees is too high, as some truck operators have asserted.
The larger force of investigators and examiners that the Divi-
sion was intended to have would, however, cost much more
than the present small force, and the branch offices that
ought to be established and maintained, as we are recom-
mending, would also increase the expenses of the Division.
Until the work of the Division is established upon an ade-
quate basis, the proper cost of its operation cannot be
determined.

The increasing use of trucks in interstate commerce led
to the enactment of the Federal Motor Carrier Act of 1935,1

which was made Part II of the Interstate Commerce Act,
and was amended in considerable detail by an act passed in
1938.2 This regulatory act is clearly within the power of
the Congress under the constitutional authorization to regu-
late interstate commerce. Under this legislation the Inter-

is authorized to administer
convenience and necessity to
ntract carriers and licenses to
ble rules and regulations for
the act. The Commission is
mance of securities, the rates,

state Commerce Commission
the act, to issue certificates of
common carriers, permits to cc
brokers, and to make reasons
carrying out the provisions of
empowered to supervise the isi
fares and other charges of common carriers and the schedules
of contract carriers, and to require annual, periodical and
special reports from all motor carriers, as well as specific
answers to. all questions upon which the Commission may
deem information to be necessary. The Commission may
also prescribe the forms of accounts, records and memoranda
to be kept, and the length of time that they shall be pre-
served. The Commission and its agents are given access to
lands, buildings or equipment of motor carriers used in
connection with interstate or foreign operation, and also to
accounts, records, memoranda, books, papers and corre-
spondence, and are authorized to inspect and examine all
such property, records, etc. The conditions of lawful and

Public No. 255 74th Congress. Approved August 9, 1935,
h Congress. Approved June 29, 191
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unlawful operation are defined by the act at length. It must
be noted that this act applies only to motor carriers trans-
porting property for compensation; it does not apply to
private carriers transporting their own property, whether
produced or purchased by the carrier, or to motor vehicles
used exclusively in carrying livestock, fish (including shell-
fish) or agricultural commodities (not including manu-
factured products of such commodities). These exemptions
obviously relieve many carriers from any supervision by the
Interstate Commerce Commission. The transportation of
fruits and vegetables from Florida, ot of dairy and poultry
products from the Middle West is not subject to the Federal
Motor Carrier Act except as to safety requirements, so
carriers engaged in these modes of transportation can op-
erate entirely without federal supervision, except as to these
requirements. This is the principal reason why many trucks
operated on interstate trips do not carry I. C. C. number
plates.

This statute differs from the Massachusetts Motor Car-
rier Act in exempting the transportation of agricultural
commodities and fish, which is not exempted under the
Massachusetts law if done for compensation, but it is like
the Massachusetts law in not applying to private carriers.

To the date of this report, the dimensions and weights of
motor trucks have been regulated by the several States by
statute. During the last few years the lack of uniformity
in state provisions has led to attempts in Congress to secure
legislation giving authority to the Interstate Commerce
Commission to prescribe size and weight limitations, but
these attempts have been defeated, largely because the
States, led by those in the Northeast, have made great
progress toward attaining practical uniformity in motor
truck specifications. Almost as soon as Commissions on
Interstate Co-operation began to be organized, those in the
Northeast set up a regional committee to consider the needs
of uniformity in laws and regulations applying to motor
trucks and to promote the adoption of common standards
throughout the region. The committee has worked out a
complete set of standards during the five-year period.
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These apply to length, width, height, weight of different
types of vehicles, weight on each axle, weight per inch
width of tire, etc. This schedule of standards has been
recommended for general adoption by all States during the
war emergency as a flooring below which no State will go,
and, by agreement of the Governors of nearly all States,
has been made effective for the duration of the war emer-
gency.l The statutory maxima in Massachusetts as to
length are 33 feet for single units and 40 feet for tractor-
trailer combinations, and as to weight, 30,000 pounds for
two-axled and 40,000 pounds for three-axled vehicles. Under
his emergency war powers, however, the Governor has in-
creased the length limits for
for combinations to 45 feet,

ingle vehicles to 35 feet, and
nd has adopted a formula for
■ of wheels and the carrying
e.x This tire-capacity formula

weights based on the numbe
capacitj'' of tires on each vehic
appears to make possible the carrying of loads much exceed-
ing the statutory maxima previously in force. Certain other
New England States have not been inclined to relax enforce-
ment of their statutory size and weight limits except upon
application for a permit in each separate instance. In any
State, gross weights transported on highways are necessarily

cities of bridges on those high-
dimensions and weights, like

and the payment of taxes, are,

limited to the carrying cap£
ways. Statutes regarding
those requiring registration
of course, applicable to all c mmercial motor vehicle;

The war has made truck transportation more important
and at the same time has hampered its effectiveness. Com-
petent truck drivers and office workers have enlisted or have
been drafted to' an extent resulting in a labor shortage.
The limitation of speed to thirty-five miles per hour slows
operations, and, according to operators of standing and
reliability, causes increased use of gasoline and additional
wear on tires. The requirements of reports and returns to
the Office of Defense Transportation in order to qualify
for certificates of necessity to operate have thrown much
extra work upon accounting and bookkeeping staffs de-
pleted by war requirements for army, navy and industry.

ee on Motor Truck Problems is described
ularly the Sixth Report, for the year 1942,

c
c

House, Nc
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The more far-sighted operators see a prospect of being super-
seded by freight and express aircraft following the end of the
war. Shortages of fuel and tires, together with restrictions
on the use of tires already owned and held in reserve,
further complicate the problems of truck transportation.
On account of the demand for speedy delivery of war
materials and supplies, many commodities for civilian use
formerly carried by truck have had to be left for the railroads
to handle. It is clear that present conditions are not only
much different from those existing in pre-war years, but
that these conditions are subject to constant change.
What post-war conditions in the field of transportation will
be is largely a matter of speculation. It seems evident that
air transport of freight and express will have a great effect
upon both rail and motor traffic after the war, but it is not
so evident in what ways or to what extent this effect will
develop. Other factors not anticipated now may also have
an influence. Our findings and recommendations must,
therefore, be made with reservations and limitations dic-
tated by the circumstances under which this investigation
has been made.

The specific questions propounded by the resolve directing
this investigation will now be considered.

Specific Questions,
The items of inquiry set forth in the resolve are stated

on page 9. These will be discussed in the order in which
they appear in the resolve.

(a) Protection of the Ways of the Commonwealth
“Protection . . . against improper or destructive use”

implies use causing physical damage to highways, though
some types of improper operations, e.g., without prescribed
registration or permit, do not in themselves cause physical
damage. Such damage is most likely to be caused by ex-
cessive loads or negligent operation. By excessive loads we
mean loads in excess of the proper carrying capacity of the
roads and not solely in excess of the capacity of the vehicle.
An overloaded light truck can hardly impose enough stress
on a well-constructed highway to damage its surface, whereas



HOUSE — No. 1521. [Mar.24

a heavy truck with an overweight or unbalanced load may
cause such damage. The statutory maximum gross weights
of 30,000 pounds for two-axled single trucks and 40,000
pounds for three-axled trucks and tractor-trailer combina-
tions restricted traffic to weights that the construction of
through highways was designed to bear. Oversize and over-
weight vehicles of special types could be moved only under
special permits issued on application to the Department
of Public Works. We have already noted that these statu-
tory limits were enlarged in June, 1942, by executive order.

Our studies indicate that a large percentage of trucks
engaged in interstate traffic are of heavy types. The tabula-
tions of results of the Traffic Survey of 1938-39, furnished
by the Department of Public Works, show that 58,804
single trucks registered in Massachusetts were counted,
only 739, or less than 1.3 per cent, of which were interstate
contract carriers. In the same survey 3,093 combination
units registered in Massachusetts were counted, of which
686, or over 22 per cent, were interstate contract carriers.
The 58,065 single units listed as Massachusetts private,
common or contract carriers were probably in some in-
stances operating as interstate carriers, because some
vehicles so registered are not required by the Commercial
Motor Vehicle Division of the Department of Public
Utilities to procure interstate carrier plates in addition to
common or contract carrier plates, while private carriers
are not subject to the State Motor Carrier Act. The in-
dications are, however, that smaller units are used propor-
tionately less than large units in interstate traffic. This
indication is confirmed by data given in the survey for
foreign, that is, out-of-state trucks. The total number of
such trucks was 8,475, of which 1,239, or 14.6 per cent, were
combinations, while of 1,432 listed as interstate contract
carriers, 729, or over 50 per cent, were combinations.

Our own counts of motor trucks on the main highways
centering on Boston point to the same conclusion. Of
1,226 trucks counted on fourteen afternoons between July 9
and November 12, 1942, inclusive, 953 were single units and
273 were combinations. Of the single units, 673, or nearly
71 per cent, were registered only in Massachusetts and were
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probably engaged mainly in intrastate traffic, but 217 of the
combinations, nearly 80 per cent, carried plates from other
States; 195 of these had Massachusetts plates also. Obvi-
ously, these vehicles with out-of-state plates were being
operated largely, if not entirely, in interstate transportation.
In all classifications combined, 86 vehicles had no plates
indicating Massachusetts registrations or licenses, raising a
question whether they were being operated in violation of
law. This question will be discussed later in this report.

It will be noted that more than three fourths of the trucks
observed were single units and less than one fourth were
combinations. The great majority of the single units were
of less than 5 tons’ rated capacity, but some were 10-wheel,
3-axled vehicles capable of carrying 10 tons or more. The
carrying capacity of even 10-wheel single units is generally
less than that of combinations, many of which can carry
loads of 20 to 25 tons over the weights of the vehicles.

Under peace-time conditions, many trucks were not
loaded to capacity by weight, though bulky loads sometimes
exceeded height limits in near-by States. In the Traffic
Survey, however, a considerable number of trucks were
found to be loaded beyond the capacity for which they were
registered, and the gross weights of some were above the
legal limits. The number of single unit trucks weighed was
39,253, of which 8,565, or 21.8 per cent, were found to be
loaded over; their registered capacities. Combinations
weighed totaled 4,376, of which 871, almost 20 per cent,
were overloaded. Loading over the legal limit of 30,000
pounds for two-axled single units and 40,000 pounds for

single units and combinations also occurred, as
shown by the following Traffic Survey figures:

Pe
Overloaded

130

Combination units with more than three axles were too
few to be included in the tabulation. The figures indicate
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a marked tendency to load the heavier vehicles over the
legal limit much more than the lighter vehicles; less than
1 in 25 of the two-axled units exceeded the legal maximum,
whereas almost 1 in 5 of the three-axled single units and
more than 1 in 5 of the combinations were carrying more
than the law permitted. Vermont reports show that a con-
siderable percentage of trucks weighed in that State are
loaded beyond the legal maximum, and that frequently
trucks are carrying unbalanced loads, with an excessive
part of the weight resting on the rear axles or on one side
of the vehicle. Overloading of this type and unbalanced
loading are likely to cause unnecessary wear on road surfaces.

The type and quality of highway construction naturally
determines the capacity of the highway to carry heavy loads
and resist impact. Engineering authorities State that defi-
nite calculations of the strength of highway materials can
be made only for cement concrete. Such calculations must
take into account other factors besides the loads that the
structure is expected to carry, especially stresses due to
weather conditions. In New England, weather extremes
require that roads be built much stronger than would be
necessary if only traffic loads required consideration. Trucks
with large pneumatic tires impose only moderate strain
upon road surfaces, because such tires are elastic and have
large areas on the ground, thus distributing the weight of
the load, yet continuous operation of large trucks soon
causes serious injury to road surfaces built to carry only
lighter types of traffic. This is evident from recent experi-
ence with minor roads over which a large volume of traffic
has had to be routed for war purposes, but it does not
apply to main through highways, which have not shown
injury from heavy war traffic.

In recent years many miles of main highway in Massa-
chusetts 'have been constructed of bituminous macadam,
with good results as to construction and maintenance costs
and as to wear.' A late example is the 3-lane reconstruction
of Route 2, the extension of the Concord Highway from the
State Reformatory at West Concord to Littleton Common.
The construction cost per mile of bituminous macadam is
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less than that of concrete for roadways of equal width, and
the material is less likely than the concrete to be affected by
changing weather conditions because it is not so rigid. If
it proves capable of carrying heavy traffic over long periods,
it may be a better material than concrete for highways in
this region.

Since July, 1941, when the resolve requiring this investi-
gation was adopted, construction and reconstruction of
state highways in Massachusetts have practically been sus-
pended, and maintenance activities have been substantially
reduced. Restrictions upon dimensions and weights of
commercial motor vehicles have been liberalized in the
interest of the war effort. Requirements under the State
Motor Carrier Act, however, are still in force. Operators of
trucks from other States engaged in transporting property
for hire into the Commonwealth are required to obtain inter-
state carrier plates for all vehicles used in such transporta-
tion. When these vehicles come from States with which we
have reciprocity agreements no charge is made, but the
operators are not relieved from the obligation to obtain the
plates before bringing their vehicles into the Common-
wealth. Since the plates are not transferable from one
vehicle to another, new applications must be made and new
licenses obtained for each unlicensed vehicle that comes into
the Commonwealth. It frequently happens that trips must
be made at night, when no office is open at which licenses and
plates may be obtained. In practice operators are not
penalized for bringing in vehicles without license, but are
required to procure licenses and plates before their vehicles
leave the State. This concession appears necessary to pre-
vent serious delays in handling shipments. In some in-
stances trucks undoubtedly make trips in and out between
the time when the office of the Commercial Motor Vehicle
Division closes at night and the time when it opens in the
morning, thus violating the law because no license and plate
are obtained. We have no means of determining how nu-
merous such violations are, but believe that they might be
reduced by maintaining a small number of district offices
and by an increase in the number of investigators in the
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Commercial Motor Vehicle Division, as soon as a decision
in the pending court case permits. Even then, some viola-
tions will probably occur unless inspectors can be kept on
the roads at night. Under pre-war conditions, however, it
appears that there was not much overburdening of the high-
ways, and that such cases as did occur were due to excessive
or unbalanced loading of trailers in tractor-trailer combina-
tions, which rarely caused actual damage to highway sur-
faces. Such violations, as well as failure or neglect to ob-
tain proper licenses and plates, undoubtedly constitute
improper operation that should be prevented as far as
possible.

Defense and war requirements have greatly changed con-
ditions affecting the construction and maintenance of high-
ways and the operation of commercial motor vehicles over
them. We have noted that construction projects have been
deferred and expenditures for maintenance have been de-
creased. The executive order previously mentioned in-
creased the length and weight limits for trucks, and so tends
to increase the burdens upon highways, but the sizes of tires
required to transport the heaviest loads have such large
surfaces on the highways that the pressure per square inch
is not excessive. According to the statements of commercial
operators, the tire-capacity formula does not greatly in-
crease the weight limits for much of the equipment now in
use, and it has not been recognized by labor organizations
as modifying their contracts, some of which specify load
limits. We understand that in this State no trucks have
been weighed during the last, two or three years, so that
weight limits cannot be said to have been enforced. The
Vermont motor vehicle authorities report that a consider-
able number of trucks from Massachusetts weighed in
Vermont in 1940 and 1941 exceeded the 40,000-pound weight
limit, and that some showed unbalanced loading. In spite
of this report, we believe that Massachusetts operators do
not make a general practice of overloading.

Methods of Protecting Highways. Remedies for abuses
that occur in this field depend upon inspection and enforce-
ment. If the agencies established for these purposes are
adequate, they can compel compliance with the law and
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insure collection of all the revenue for which the law pro-
vides. The laws are now enforced by three state agencies:
(1) the Registry of Motor Vehicles in the Department of
Public Works; (2) the State Police in the Department of
Public Safety; and (3) the Commercial Motor Vehicle
Division of the Department of Public Utilities. The powers
and duties of the first two of these agencies in regard to
motor vehicles overlap considerably, while the functions of
the Commercial Motor Vehicle Division are largely dis-
tinct. In regard to motor vehicles, the State Police deal
with violations of traffic laws and rules of the road, such as
operation without proper registration and insurance or the
required driving license, excessive speed, passing adverse
traffic signals, passing other vehicles on curves or hills,
reckless driving, etc. The Registry acts on reports from the
State Police and deals with violations of the types just
noted when observed by its inspectors, but a large part of
its work consists of registering vehicles, licensing operators,
supervising periodic inspections, enforcing maintenance of
proper equipment, etc. The Commercial Motor Vehicle
Division deals only with the operation of commercial vehicles
for hire, as described on pages 17 to 20. Its officers have
no jurisdiction over traffic violations, equipment and nu-
merous other matters within the authority of the other two
agencies.

It appears that these three agencies operate independently,
in the main. The State Police report to the Registry such
violations of law as involve operation or equipment. They
have stations or barracks scattered throughout the Com-
monwealth, and the Registry has several district offices in
accessible locations, but the Commercial Motor Vehicle
Division has only one office, at 100 Nashua Street, Boston,
to which all matters within its jurisdiction must be re-
ferred. We are informed that the State Police and the
Registry do not note violations of laws and regulations
within the jurisdiction of the Division, and that the officers
of the Division do not report violations that come within
the authority of the other two agencies, or make use of their
stations and offices.

The field forces of the State Police and the Registry are
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much larger than that of the Division. The authorized
force of the State Police is over 300 men, but on October 1,
1942, the number had been reduced by enlistments, draft
calls and other war requirements to 220. The Registry
has two grades of enforcement officers, designated respec-
tively as examiners and investigators. Before the war the
two classes totaled about 200, but in February, 1943, the
number had been reduced to about 130, of whom 12 were
on special guard duty. We have noted that the Commer-
cial Motor Vehicle Division has been short handed for
nearly six years.

Such observation of highway traffic as was practicable
disclosed instances of apparent non-compliance with the
State Motor Carrier Act. Some of these proved to belong
in classes to which the act does not apply largely private
carriers not operating for compensation but some actual
violations evidently occur. We believe that with a more
adequate investigating force the Division could stop nearly
all these violations, the majority of which may not be will-
ful. A larger force would also enable the Division to main-
tain offices at one or two other places besides Boston, thus
facilitating the making of applications for licenses and per-
mits and the filing of complaints. The necessary space would
not be large, and could probably be provided in district
offices of the Registry of Motor Vehicles, in locations to be
determined by the Division. If offices were accessible out-
side Boston, licenses and permits could be more readily ob-
tained, and some technical infractions of the law now prac-
tically necessitated by conditions could be obviated. The
greater accessibility of these offices to truck and van opera-
tors would save such operators much time and expense.

(b ) Cost of Upkeep of Highways.
The cost of upkeep or maintenance of highways, which

constitutes the second - problem involved in this study,
varies according to type and the method and material used
in construction. Methods of constructing each type of
highway are largely standardized. Construction is usually
done by contract, while maintenance work is done largely by
employees of the Department of Public Works. Data re-
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garding the costs of maintenance were furnished by that
Department. We have confined this section of the report
to actual figures for the year 1941, although costs that year
had probably been affected somewhat by war conditions.
During the year expenditures for ordinary maintenance
amounted to $1,136,073.96, and for betterments,1 $27,-
300.70, a total of $1,163,374.66. The total mileage of state
highways on January 1, 1942, was 1,924.788, but during the
year 1941 the mileage maintained was 1,899.271. The cost
per mile for ordinary maintenance was therefore $598.16,
and the cost per mile for betterments was $14.37, so that
the total cost per mile was $612.54. The cost of ordinary
maintenance included $333,790.72 for surface work, which
constituted 29.4 per cent of the total expenditure for ordinary
maintenance, and averaged $175.75 per mile. Other ex-
penditures in this classification were $396,716.70 for right
of way (34.9 per cent), $264,536.06 for roadbed (23.3 per
cent), $125,658.02 for drainage (11.1 per cent), $13,617.40
for bridges (1.2 per cent) and $1,755.06 for lights (0.1 per
cent). Expenditures for betterments were divided as follows:
for roadbed, $12,351.36 (45.2 per cent); for surface work,
$5,941.87 (21.8 per cent); for drainage, $5,021.85 (18.4
per cent); and for right of way, $3,985.62 (14.6 per cent).

, The area and cost of maintenance of the several types of
road surface maintained by the Department of Public
Works in 1941 were as follows

Tvpp mr St-pfapp’ Area Cost of
(Square Yards). Maintenance.

Asphalt macadam ........
15,740,188 §142,797 33

Bituminous concrete . 4,879,179 38,306 76
Plainconcrete 476,082 10,508 74
Reinforced concrete

........
5,100,420 41,902 44

/

Sheet concrete 418,430 3,389 76
Dual • . 1,031,217 7,695 41
Granite block 35,691 250 94
Road mix asphalt 8,423

Road mix tar 154,616 1,290 11
Obsolete types 2,226,471 87,649 23

Totals 30,071,017 $333,790 72

1 Permanent improvements for which special maintenanceallotments are made.
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Thus obsolete types constituted only 7.4 per cent of the total
surface area maintained, but the cost of maintaining them
amounted to 26.3 per cent of the total cost of surface
maintenance.

The cost of maintenance of these several types of surface
per square yard in 1939, 1940 and 1941 is shown in the
following tabulation:

Cost of Maintenance
per Square Yard. Average

Type of Surface. j : for Three
1939. | 1940. 1941. 1 Years-
!! I

Asphalt macadam $0.0076 $0.0135 $0.0091 $O.OlOl

Bituminous concrete .0051 .011 .0078 .0080
Plain concrete .032 .040 .022 .031
Reinforced concrete ..... .0080 .0088 .0082 .0083
Sheet concrete .0035 . 0044 . 0081 .0053
Dual 0022 .0126 .0075 .0074
Granite block . .004 .0009 .007 .0040
Road mix asphalt .0018 .000 .000 .0006
Road mix tar .0025 .0044 .0083 .0051
Obsolete types 0312 .0320 .0393 .0342

The average cost per square yard of maintaining all typos
of surface was $O.Olll in 1941. On the basis of the data
for the three years the obsolete types were the most expen-
sive to maintain and the plain concrete came next. It will
be noted that the average cost of maintenance, of asphalt
macadam was about 25 per cent more than the cost of main-
tenance of bituminous concrete and reinforced concrete,
but only about one third of the average cost of maintaining
plain concrete. The average cost of maintenance of other
types of surface was generally less than the cost for asphalt
macadam, bituminous concrete or reinforced concrete, but
the total area of the other types of surface was much smaller
than that of the three just specified, which probably carry
nearly all of the heavy traffic that passes over state
highways.

Chapter 54 of the Resolves does not require data regard-
ing the cost of construction of highways, but a brief state-
ment of the cost of certain types of construction has been
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compiled from figures furnished by the Department of
Public Works. This does not cover all the types of surfac-
ing included in the statement of cost of maintenance, but
states average construction costs per mile for five types of
surfacing and seven variations of width and numbers of
lanes. This tabulation shows, as would be expected, that
reinforced concrete is considerably more expensive to con-
struct than other types of surfacing, while the average cost
of maintaining it is not so markedly less than the cost of
maintaining some other types of surface as might be sup-
posed. Whether concrete has a notably longer life than the
recent types of bituminous macadam has not yet been con-
clusively demonstrated.

(c) The Burdening of Ways by Trucks engaged in Interstate
Transportation.

This points to an idea that too many and too large trucks
are being operated in interstate transportation of com-
modities that ought to be carried by other agencies. This
cannot be assumed without examination of such evidence
as we have been able to gather. The language also indicates
that trucks engaged in interstate transportation are thought
to be more burdensome than those operating only intra-
state.

The petitioner testified at our hearings that interstate
trucks were carrying freight that ought properly to be car-
ried by the railroads, and emphasized the interference with
other highway traffic that the larger types of trucks often
cause, owing to the size and bulk of the trucks and their
loads. We have already noted (pages 24-26) that trucks
on interstate trips are, on the average, larger and heavier/
and that they carry heavier loads, than those used only for
intra-state transportation. This naturally follows from the
nature of the interstate trucking business; consequently,
these trucks as a class do burden the highways more than
other vehicles. The question is, however, whether and to
what extent this burdening is unnecessary; and, further,
if this is found to be so, whether any remedy within the
power of the State can properly be applied.

Whether trucks or railroads are a preferable transporta-
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tion agency is a question that the increasing competition
between the two had developed into a continuing con-
troversy long before this investigation was undertaken.
If the war had not interfered, the answer might have been
developed by competition. A general principle has been
enunciated that trucks are preferable for short hauls and
railroads for longer hauls, but the line between short hauls
and long hauls has been variously located. Apparently the
most advantageous operating limits for trucks depend con-
siderably on the type of truck, the nature of the load, the
condition of the highway and other factors applicable in
each particular instance. Before the war the tendency was
clearly for trucks to operate over increasing distances year
by year, and indications are that this tendency would have
continued if war conditions had not intervened.

The difficulty with competition as a solution of the prob-
lem is that conditions in the transportation business were
not static before the war and are not likely to be static
after the war, though undoubtedly they will be different.
If all truck operators had known how to compute costs, and
there had been no change in the personnel of operating com-
panies and of individual operators, it might have been
possible to determine what types of commodities could be
transported profitably by trucks, and for what distances,
but with cost accounting practically unknown to many
operators and operating and managing personnel constantly
changing, conditions were never static. Operations demon-
strated by one trucking company to be unprofitable for
it might be tried by a competitor or successor in ignorance
of the experience of the first company, and might even be
fairly successful under somewhat different circumstances.
Operators who failed, or retired usually had no difficulty in
selling their equipment to other persons or companies that
knew little about the details of the business but were willing
to take a chance on the risks. The result naturally was that
some companies developed a business within a limited radius,
while a number of operators did business over large and
frequently changing areas. Many operators had only one
or two trucks, which they might use to pick up loads where-
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ever loads could be found, or might rent out to larger opera-
tors temporarily short of equipment. Naturally many
people who tried the business were weeded out, but more
constantly came in, so that no permanent competitive con-
dition between railroads and truck operators did or could
develop, and no definite boundary between the proper fields
for the two types of transportation could be drawn. Pos-
sibly such a line could be fixed by governmental authority
and justified in wartime, but in time of peace such a restric-
tion would be completely inconsistent with the practice of
free enterprise that we are supposed to be defending.
Further, the fixing of a line, if it could be done at all, would
be within the jurisdiction of the Federal Government under
the power to regulate interstate commerce, and not within
the jurisdiction of the several States.

While the wr ar continues a large part of the interstate
truck traffic must necessarily be devoted to transportation
of war materials and products, so that the States are being
urged to facilitate it and to relax their restrictions rather
than enforce pre-war requirements and interpose obstacles
to free movement. The pressure upon all transportation
agencies and facilities is such that practically all interstate
truck traffic must now be considered necessary. While
some duplication doubtless existed before the war, present
requirements are so urgent that every vehicle and every
wheel can be used. As long as this condition continues,
no state action that would tend to change it is practicable.
An increase in the speed limit for trucks carrying war com-
modities is even to be tried in the interest of speedier de-
liveries and more economical operation.

(d) The Disadvantageous Position of Railroads and Water
Carriers in Competing with Such Trucks

In the section of this report concerning Development of
Motor Truck Traffic we set forth at some length certain
data about receipts of foodstuffs in Boston markets. These
figures showed a constant increase in long-distance trucking
of these commodities from 1930, when the first record of
long-distance trucking appears, through 1940, with a slight
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decrease in 1941. The statistics for receipts of fruits and
vegetables show that receipts by rail tended, with some
variations, to decrease during this period, both by freight
and express, and that receipts by boat decreased much
more than by rail; in fact, at the end of the period ship-
ments by boat would have been inconsequential except for
bananas. Receipts by rail freight were, however, abso-
lutely and proportionally as large in 1940-1941 as they had
been in 1933-1934, though less than they had been in
1928-1929. The increase in long-distance trucking cor-
responded to a decrease in total receipts by express and by
boat and a moderate falling off in trucking from near-by
points. Regarding particular commodities the statistics
show considerable variation; for example, receipts of onions
have increased by all land types of transportation, whereas
receipts of potatoes by truck have increased, while receipts
by rail and boat have decreased. During the same period
receipts of fruits and vegetables by truck from certain
States have increased greatly, and those by rail have dimin-
ished correspondingly; for example, maximum receipts
from Delaware were 540| carloads in 1931, all but one half
carload coming by rail, freight or express, whereas in 1941
total receipts from that State were 387 carloads, of which
all but 22 carloads came by truck. From Florida the great
bulk of receipts have always come by rail; the maximum
by boat was 564 carloads in 1933, but no receipts came by
boat in the three years 1939 to 1941. Less than 10 carloads
came by truck from Florida in any year before 1937; in the
five following years receipts by' truck increased from 14
carloads in 1937 to 275 in 1939, and decreased to 203 in
1941. In 1928 receipts from Maine were almost all by rail
and the small remainder by boat, but in 1940 and 1941 there
were no receipts by boat from Maine, and over 25 per cent
of the total came by truck. From Maryland receipts by
truck began to be recorded in 1931, when they totaled
10| carloads, while receipts by rail were 1,008 carloads; in
1940 total receipts from Maryland had decreased somewhat,
to 962 carloads, but of these only 228 came by rail, while
734 came by truck. From New Jersey, total receipts in
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1927 were carloads, all by rail; receipts by truck
appear first in 1931, when they amounted to 22 carloads of a
total of 608; but in 1940receipts by truck had increased to
1,182 of a total of 1,398. Receipts by truck from North
Carolina increased from 14 carloads in 1931 to 347 in 1941,
while in the same period receipts by rail decreased from
1,120 to 581 carloads. During this period receipts by boat
from North Carolina were variable and did not show any
definite trend; the minimum was 2 carloads in 1937, and
the maximum 284 carloads in 1940. Receipts by truck from
Virginia and South Carolina increased, while those by rail
decreased and receipts by boat were irregular; total receipts
from these States, especially Virginia, decreased considera-
bly. The trend of the statistics suggests that considerable
quantities of produce have been coming into Boston in
recent-years without being reported to the local offices of
the United States Department of Agriculture. If this is
true, the unreported receipts must have come by truck.

Official statistics for receipts of livestock in Boston
markets show marked increases by truck and decreases by
rail, though livestock shipments by truck were largely from
near-by States. No receipts of butter and cheese by truck
were recorded until 1935; in that year 1,286,343 pounds of
butter and 5,940 pounds of cheese came by truck, in each
case only a small fraction of the total receipts. Maximum
receipts of butter by truck came in 1939, when they were
6,354,878 pounds out of total receipts of 76,671,200 pounds;
maximum receipts of cheese by truck came in 1940
1,935,961 pounds of a total of 14,285,761 pounds. Total
receipts of butter fell off over 10 per cent between 1934 and
1941, and in the same period total receipts of cheese dimin-
ished nearly 25 per cent, so that receipts of these two com-
modities by rail decreased more rapidly than receipts by
truck increased. The largest receipts of butter by truck
came from Illinois, lowa, Nebraska, Missouri, Ohio, New
York and Vermont; the largest receipts of cheese by truck
originated in New York and Ohio. Receipts of eggs and
dressed poultry by truck are not recorded until 1935, when
94,797 cases of eggs and 1,016,656 pounds of dressed poultry
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came by truck, whereas 1,114,297 cases of eggs and 45,'-
552,594 pounds of dressed poultry came by rail. In 1941
the total receipts of eggs had increased slightly, but 640,707
cases came by truck and only 592,456 by rail. Receipts of
dressed poultry by truck increased to 13,109,931 pounds in
1941, but total receipts were so much larger that receipts
by rail were nearly 56,000,000 pounds. The largest receipts
of eggs by truck from outside States originated in lowa,
Maine, New Hampshire and New York; the largest truck
shipments of dressed poultry came from Illinois, lowa,
Maine, Missouri, Nebraska and New Hampshire.

From these figures it is evident that increasing quantities
of important foodstuffs have been coming into the Boston
market from distances much greater than the theoretical
best radius for motor truck operation, and that in most
instances this growth in the business of long-distance truck-
ing has been accompanied by a decrease in receipts of these
foodstuffs by rail. Except in the category of fruits and
vegetables, receipts by boat have never been of consequence,
and in that category the most important boat receipts have
always been bananas. The data indicate that truck com-
petition has affected the railroads more than it has long-
distance water carriers, which under war conditions are
practically out of the picture. The effect of truck competi-
tion on shorter water routes, as between Boston and Maine
ports, such as Portland, Bath, Bangor, etc., has been very
marked, but the steamboat lines operating to Maine ports
were forced out of business fully as much by passenger car
competition as by trucks.

We understand that railroad officials admit a natural
advantage of trucks on short hauls, but that they contend
truck competition on long hauls is made possible or at least
facilitated by unfair advantages that trucks enjoy at public
expense. The railroad advocates argue that trucks have
rights of way provided by public construction and are not
assessed taxes on them, whereas railroads have been obliged
to acquire and construct rights of way at their own expense
and to pay annual taxes on them; they have also con-
structed and maintained extensive handling and terminal
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at little or no cost, while the
facilities also. The operators

facilities that the trucks use
railroads are taxed on these
of trucks refer to the heavy
and other charges that they

registration fees, excise taxes
are required by state laws to

pay, but the railroad authorities argue that these charges
are not high enough to meet the truck operators’ fair share of
the cost of constructing and maintaining paved highways
and other facilities now made available with state and fed-
eral funds, and that therefore the trucking industry is
being subsidized while the railroads are contributing heavily
to public revenue. Truck operators also cite public aid
given to railroads in past years by way of land grants and
advances from public funds. This argument does not
apply to New England railroads, but mainly to those con-
structed beyond the Mississippi River during and after the
Civil War; in this section there was no public domain to be
granted when railroads were being constructed.

These arguments have been published at length in public
reports, especially the report of the Interstate Commerce
Commission on Public Aids to Transportation, and in a
reply to this report, entitled “What is Public Aid to Trans-
portation?” prepared for the Association of American
Railroads. The finding of the I. C. C. report is that most
classes of motor carriers are at least paying their way and
so are not subsidized. A further study of the subject is now
being made by a Board of Investigation and Research
established by the Federal Transportation Act of 1940.
The railroads urge that truck competition with them in
long-haul business should be restricted and regulated. To
what extent such regulation is necessary or desirable, what
form it should take and by what authority it should b,e im-
posed, are questions to be determined.

Restriction and regulation are undoubtedly within the
power of Congress in the field of interstate commerce, and
to some extent this power has been exercised in the Federal
Motor Carrier Act of 1935, now Part II of the Federal
Interstate Commerce Act. This legislation has been de-
scribed on pages 20 and 21.

To regulate interstate private carriers, if such regulation
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is desirable, amendments' to both the federal law and the
state law will evidently be necessary. The broad exemp-
tion of vehicles transporting farm produce, now included in
the federal statute, has not met with universal favor. Its
application to any one transporting farm produce has en-
abled carriers of and dealers in such produce to enjoy as
much exemption as producers, who were clearly the ones
whom the framers of the law sought to benefit. An ex-
emption to actual producers transporting their own products
ought to be sufficient to meet the needs of most farmers. A
general discrimination in favor of any carrier of farm produce
and fish is not justifiable by any slight benefit that farmers
and fishermen may derive from it indirectly. This is,
however, a matter for federal and not for state action. It
might be made the subject of a memorial to Congress, but
a change in the law would doubtless be opposed by agricul-
tural organizations. To make private carriers subject to
the Massachusetts Motor Carrier Act would change the
entire principle of the act and greatly increase the problem
of enforcement. It might also increase the burden of war-
time regulation on motor carriers, a result to be avoided as
far as possible.

Under present circumstances the controversy between the
‘railroads and the truck operators is academic because ~every
agency of transportation is burdened to the limit and former
conditions of competition have disappeared. No safe pre-
diction can be made about transportation conditions after
the war; in view of developments in air transport great
changes in express and many lines of freight transportation
are in prospect. Until the nature of these developments can
be better determined, it would be poor judgment to propose
new laws or to alter present laws to meet problems of com-
petition that are evidently past history. After the war the
competition of air lines with the railroads for long-distance
traffic is likely to be more severe than any so far given by
truck and bus transportation. Regulation must then be on
an interstate and even international basis. The Commission
has therefore decided not to make any recommendations re-
garding this phase of its study, but to keep the problem in
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mind, and to make further studies of it with the co-operation
of other state agencies within whose jurisdiction the subject
comes.

(e) Making the Laws of the Commonwealth consistent
with Federal Statutes.

The Commission has not found any serious conflict or
inconsistency between federal laws and state laws in this
field, consequently it does not consider that any action
along the line suggested is needed at this time.

(/) The Effect upon the Commonwealth of the Present Com-
petition between Trucks and Other Transportation
Agencies.

This question must be taken as of the date of the re-
solve, July, 1941, and not as of the date of this report, now
March, 1943. On the former date traffic by both forms of
transportation was increasing on account of the defense
effort, but the conditions of peace-time competition had
not entirely disappeared. We believe that the operation of
trucks and busses in interstate transportation was in some
respects beneficial to the Commonwealth by speeding up the
transit of commodities over hauls of moderate length, and
providing direct deliveries to destinations without two or
more handlings on the way or at terminals. The operation
of trucking and bus lines by the railroads indicate a recog-
nition of the advantages of motor carriers for some types of
transportation. To some extent these railroad operated
motor carriers served as feeders for the railroad lines, but
to a considerable extent they were operated over routes paral-
lel or nearly parallel to the rail lines, with the same terminal
points. They did not extend outside the territories of the
railroads operating them, whereas the services of some
truck and bus companies covered much longer distances.
The general effect of the operation of trucks and busses by
other companies was to reduce the business of the railroads,
but this effect was even more notable in regard to short-haul
than long-haul transportation, and was due fully as much to
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private carriers and private passenger automobiles as to
public motor carriers of freight and passengers. Thus the
Old Colony Railroad lines, almost entirely within the Com-
monwealth of Massachusetts, were even more affected by
competing motor transportation than the interstate lines of
the New Haven Railroad system, because the great bulk of
traffic carried on the Old Colony lines was local, though a
considerable amount of interstate traffic originated or termi-
nated at points served by those lines. The effect of inter-
state motor transportation upon carriers by water is shown
by the discontinuance of many such carriers that were once
operated regularly. Examples are the Eastern Steamship
Company lines to Portland, Bath, Rockland and Bangor,
etc., and the well-known Fall River Line to and frbm New
York. Other coastwise lines operated over longer routes
were reported to be in financial difficulties when their ships
were requisitioned by the Federal Government at the out-
break of the war. The result was a loss of taxes and travel
facilities formerly provided by the displaced carriers, but
these losses were probably more than made up by receipts
from the motor carriers that displaced them, while the
traveling and shipping public evidently preferred the service
provided by the motor carriers. Even if it were possible
for the Commonwealth to keep any line of business static,
and to protect it against all competition, such a policy would
not be progressive or desirable. No government should, of
course, aid one competitor against another by special favors.

Under conditions existing while this report is being written,
all forms of transportation, as wq have said, are overburdened
to meet war requirements, so that former conditions of com-
petition do not exist, and the Commonwealth suffers from
inadequate rather than competitive transportation.

It must be noted that representatives of truck operators
and of railroads who appeared at the hearings held by the
Commission, and who were interviewed at their offices and
in the field, had very little complaint against the existing
laws and their administration. Their general opinion was
that the special Commission of 1937 had done a good piece
of work and that the state Motor Carrier Act had worked



HOUSE— No. 1521.1943.] 43

out well. As to “gypsy” trucking, they said that it was not
a serious factor in interstate business, and that cases that
they noted were handled quickly upon complaint to the
federal or state authorities. Several truck operators said
that at times they had reason to hire independent trucks for
brief periods or for single interstate trips, but in such cases
the vehicles are leased according to I. C. C. requirements,
and interstate carrier plates are obtained for them as pro-
vided by the state law. It was generally agreed that the
operators engaged in interstate business are interested in
proper administration of both federal and state laws, and
that they perform a large share of the necessary policing,
informing federal and state officials of violations when such
action is necessary. The operators believed that commercial
vehicles seen without state or I. C. C. carrier plates are in
almost all instances private carriers not subject to the state
or federal motor carrier laws. Some operators suggested
that the fees for D. P. U. plates are too high, and others
favored making interstate carrier plates transferable from
one vehicle to another of the same owner.

Conclusions
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examiners employed by the Commercial Motor Vehicle
Division of the Department of Public Utilities, by the estab-
lishment of one or more branch offices by that Division, and
by more co-operation among the authorities now charged
with enforcement of the motor vehicle laws of the Com-
monwealth.

4. The practice of “gypsy” trucking appears to have been
declining in importance before the development of defense
and war pressures, and has been further reduced by war
requirements and conditions. It has probably been en-
couraged by the exemption from the federal law of vehicles
transporting farm produce and fish, but this exemption
cannot be changed by state action.

5. Motor freight traffic had increased rapidly during the
decade 1931-1940 and thereafter until checked by war-
time restrictions. This increase was notable in the trans-
portation not only of fruits, vegetables and other perishable
commodities, but also in handling other classes of commodi-
ties, such as furniture, for all of which direct delivery from
the point of origin to the ultimate destination without re-
handling is an advantage. The capacity of trucks and their
radius of operation increased greatly after 1930.

6. Such disadvantages as railroads and water carriers
have encountered in competition with trucks are largely
inherent in the nature of the several forms of transportation.
Whether various public aids have given trucks unfair ad-
vantages over other forms of transportation is still an open
question, which may be determined by the Federal Board
now investigating transportation problems.

7. Interstate truck traffic is a minor fraction of the total
traffic on Massachusetts highways, though it does impose a
burden out of proportion to the number of vehicles oper-
ated in connection with it. Types of construction adequate
to sustain heavy vehicles on the principal highways of the
Commonwealth are necessitated by weather conditions,
and generally cost least for maintenance though they carry
the heaviest loads.

8. Registration fees for trucks are now much lower in
Massachusetts than in any near-by State. An increase
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would affect more trucks of Massachusetts operators than
out-of-state operators, because it is not practicable to dis-
criminate against vehicles from other States. If it is demon-
strated, as it may be, that trucks in general, or any classes
of trucks, are not paying their fair share of the cost of con-
struction and maintenance of the facilities that they use,
it will appear that the fees should be increased. They were
lowered when the gasoline tax was adopted, and it was ex-
pected that other States would follow suit, but the others
retained their scale of fees and adopted the gasoline tax also.

9. Revenue collected as fees for licenses, permits and car-
rier plates issued by the Commercial Motor Vehicle Division
so far exceeds the cost of operation of the Division as to
indicate that these fees may be on too high a scale. An
adequate inspection force and branch offices would, however,
increase the expenses of the Division more nearly to equal
its receipts.

10. Reciprocity arrangements with other States have
greatly reduced the costs of operation of Massachusetts
motor truck operators whose vehicles go into States that are
parties to these arrangements. The operators generally
favor extending rather than curtailing reciprocity.

11. War conditions have affected all types of transporta-
tion; a surplus of transportation facilities has been trans-
formed into a deficiency. Post-war conditions cannot be
predicted, but indications are that air transportation will
compete vigorously with all forms of highway, rail and
water transport, and that this cohrpetition will be especially
severe in long-haul interstate business. Regulation of this
competition will almost certainly be treated as a national,
even international, rather than a state problem. Deter-
mination of the best policy will require much study and
analysis of facts and tendencies as they develop.

Recommendations.
1. A moderate increase in the inspection force of the

Commercial Motor Vehicle Division should be made, and
one or two branch offices of the Division should be estab-
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lished as soon as possible after a final decision is rendered
in the legal proceeding that has been in progress since 1937.
No legislation would be required for this except an ade-
quate item in the General Appropriation Act. We be-
lieve that more field work by representatives of the Division
is highly desirable.

2. Arrangements should be made for more co-operation
among the agencies now administering the motor vehicle
laws. Each should at least report to the other two such
violations of law as are noted by its officers outside the
limited fields of their own inspections. This also can be
arranged without new legislation.

3. The present broad exemption of all carriers of farm
produce and fish contained in the Federal Motor Carrier
Act should be amended to include only actual producers and
private carriers, and to make the law applicable to truck
operators who transport these commodities for compensa-
tion. This proposal is within the jurisdiction of Congress,
so that this Commonwealth can do nothing on the subject
but to request the Congress to take the necessary action.
The form of a memorial to the Congress requesting such
action is appended.

4. Under different circumstances we should be disposed
to recommend an increase of registration fees for trucks to
at least 25 cents per 100 pounds, but under war conditions
the change is probably inadvisable. Since fees paid by
operators of Massachusetts trucks in other States are de-
cidedly higher than those imposed upon out-of-state opera-
tors here, it has been proposed to us that trucks from other
States should pay fees in Massachusetts equal to those
exacted on account of Massachusetts trucks operated in the
other States. This is not practicable because it would dis-
criminate against out-of-state trucks, whereas the other
States charge trucks from Massachusetts no higher fees
than they charge trucks primarily registered in their own

should be considered again atStates. The subject of fees
the end of the war.

provided by law for licenses,
, issued by the Commercial

5. The scale of fees now
permits, carrier plates, etc
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Motor Vehicle Division should be reviewed to determine
whether they are excessive, but in this review the cost of an
increased inspection force and branch offices must be
considered.

6. It has been suggested to us at hearings and elsewhere
that the Commonwealth ought to restrict interstate truck
operation much more severely, to the extent of setting up
ports of entry and making rigorous examinations of all trucks
crossing our state lines. Such measures cause serious
friction in peacetime and are out of the question during the
present war emergency. They are contrary to the general
tendency toward freer movement of traffic, and furnish an
argument to support the contention constantly being urged
in Washington that the Federal Government ought to take
over complete control of all interstate highway traffic.
In time of peace legislation of this character would result
in retaliation by other States and furnish an argument for
drastic action by the federal authorities. We cannot
justify any recommendation along this line.

7. In our discussions with truck operators a question was
frequently raised why the interstate carrier license plates
issued by the Commercial Motor Vehicle Division could not
be made transferable from one vehicle to another of the
same operator, as are the plates issued by the Interstate
Commerce Commission. Our firfet impression was that
such a change would be an improvement over the present
method of issuing plates for individual vehicles, but further
consideration and discussion convinced us that serious
difficulties would be likely to result from the change, con-
sequently we do not recommend it.

It may seem that we ought to advocate action of a more
definite and extensive character than we are proposing.
Under present conditions, however, we believe that the
least possible interference with interstate transportation
is the best policy for the duration of the war. We note again
that the principal motor truck operators favored continu-
ance of the present system. Undoubtedly considerable
changes in transportation methods and policies are de-
veloping, and these should be closely observed to determine
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how far changes in state laws and regulations are desirable
or necessary, and to what extent uniform action should be
taken by the States on a regional or national basis. This
Commission is in a particularly favorable position, in view
of its contacts in other States and with federal agencies,
and its work on the subject over the last five years, to study
and report upon the requirements of interstate transpor-
tation, and to make recommendations with due reference
to the action of the Federal Government and the other
States of the Union. Unless otherwise directed it will con-
tinue its investigation and study and report to the General
Court from time to time as developments may require.



HOUSE —No. 1521.1943.] 49

In the Year One Thousand Nine Hundred and Forty-Three.

Resolutions in favor of the amendment of the federal

MOTOR CARRIER ACT, NINETEEN HUNDRED AND THIRTY-

FIVE, SO-CALLED, NOW PART II OF THE INTERSTATE COM

MERGE ACT.

1 Resolved, That The General Court of Massachusetts
2 hereby memorializes the Congress of the United States
3 to enact, and the President of the United States to sign,
4 an act amending the Federal Motor Carrier Act, nine-
-5 teen hundred and thirty-five, so-called, now Part II of
6 the Interstate Commerce Act, so as to limit the exemp-
-7 tion of vehicles transporting farm produce and fish to
8 actual producers and private carriers of such commodi-
-9 ties and to make said Motor Carrier Act applicable to

10 vehicles transporting such commodities for hire or cotn-
-11 pensation and to the owners and operators of such
12 vehicles, and be it further
13 Resolved, That the Secretary of the Commonwealth
14 forthwith transmit copies of these Resolutions to the
15 President of the United States, to the presiding officer of
16 each branch of Congress and to the members thereof
17 from this Commonwealth.

Appendix.

Cl)e Commontoealtft of Q^assacljusctts








