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In the Matter of the Investigation

on the Commission's own motion into

the operation of the various trans- Case No. 3134.
portation systems doing Musiness in

the State of Calirfornia.

Associlated Jobbers and Manufacturers by Rex Sawyer.
A. M. AKins, Irenchise carrier.
Albers Bros. Milling Co., by C. S. Connolly.
Assoclated 01l Company, by R. Hutcherson.
Anmerican Short Line R.R. Assn., by Clarence M. Oddie.
Atchison, Topeka and Santa Fe Ry., by Robert Bremen,
Gerald E. Duffy and Berne Levy.
Alensde Chamber of Commerce, by E. G. Ryder.
Acme Fast Frelght Sexrvice, by W. Owen Pelkey.
Associated Produce Dealers and Brokers, by Homer A. Horris.
Asbury Truck Company, by F. H. Asbury.
Allied Truck Owners, by Horace T. Beverly, Nathan J.Elliott
and Sanborn, Roehl and Brookman.
Brotherhood of Railrcad Trainmen, by Earry See.
Bekins Van & Storage Co., by Reed J. Bekins.
Beker, Hamilton and Pacifi: Co., by E. Hoffman.
Board of Harbor Commissioners of long Beack, by
James F. Collins and Charles A. Bland.
Bey Shore Freight Lines, by L. A. Feeney.
Bishop and BahlerE. W. Hollingsworth.
California Portland Cement Co., by Wm. Guthrie,
Asa V. Call.
California Farm Bureau Federation, by Edson Abel.
California Livestock Assn., by John ¥. Curry.
Cennexrs' League of California, by W. S. Everts, I.F.Lyons.
California Trensfer and Storage Co., by J.F.Vizzard.
Christenson-Eemuond Line, by James E. Todde.
Californle State Chamber of Commerce, by Ches. S.Knight
and Washe L. ConnollY.
Chickering and Gregoxry, by Horace T. Beverly.
Citrus Soap Co., by George T. Franck.
Call and Murphy. )
Consolidated Produce Co., by A. M. Xlein.
Consolidated Steel Corporation, Ltd., by T. A. Loretz.
California - Arizona Cotton Ass'n., by F.A.Stewart,
Certain-teed Products Co., by Frank l.Chandler.
California Hay, Grain & Feed Dealers Ass'n., by
E. J. Forman.
Colgate~-Palmolive-Peet Company, by W. M. Castleman. '
Californie Reisin Growers Ass'm., by C. E. Byde.
Califorzia Interurban Motor Transportation Ass'n.,by
C. S. lMellennegeu, C. G. Anthony, David Shearer,
H. Jo Bischoff end Reginald L. Vaughan.
Cermichael Traffic Corporation, by B. EH. Carmichael.
Credit Nanagers Assn. of Northern and Central Califarnia,
by CesHeWalker.
Californie Ink Co., by John M. Desche.
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Dried Fruit Association of California and Rice Millers'
Association by E. R. Higgins.

Dunhaem, Carrigan & Hayden Co., by G. J. Olsen.

Dinpube Chamber of Commerce by Mrs. J. Jacobson.

Eureka Chamber of Commerce.

El Centro Chamber of Commerce.

Fidreboard Products Co., Inc., by H.A.Llincoln.

Farnsworth and Ruggles by Geoc. D. Hart.

Fresno Chember of Commerce and Commercial Club.

Fresno Traffic association, by Frank M. Eill.

Great Northern Reilwey Co., by Zarl and Hall, Wm. L. Oliver,

Golden State Coe.,Ltde Dby L.H.Wolters.

Gladding, McBean & Co., by John J.McGinnis.

General Petroleum Company of Celif., by Robert McHenry..

Globe Grain & Milling Co., Phillips Milling Co., *

Je He Baxter & Co. and Leslie- Califormia Salt Co.,
by R. P. McCarxrthy.

Guggenhime and Company, by W. Jo Lane.

Healdsburg & Santa Rosa Auto Frt. I." ne, by S. M. Thomas.

Howard Terminal by John P. Ventrep.

Holland axd Hollend by E. H. Hollend.

Humboldt County Board of Trade by L. D. Smith.

Kern County Farm Bureau by J. J. Deusl.

Key Systen, Ltd., East Bay Street Raillways, Ltd. and Key
Terminel Railwey,Ltd., by Brobeck, Phleger & Harrison,
James S. Moore, JTe

Los Angeles and San Irancisco Nave Co., by A.E.Gillespie.

Lyon Ven & Storage Co., by David C. Bole.

Los Angeles and Salt Lake R.R.Co., by E.E.Bennett,

Los Angeles Steamship Co., by MceCutchen, Clney, Mannon
& Greeme and Allan P. Matthew.

Los Angeles Chamber ¢of Commerce by E. R. Brashear.

Los Angeles Harbor Dep't. by W. A. Dahlquist.

M.B. Lehr.

Montgomery Ward & Co., by L.B.Hughes.

Monolith Portland Cemert Co., by W.D. Bumett, Waldo A.
Gillette.

Madera~Wawone Stage Line by F. J. Coulter.

Merchants Exchange by E. H. Eart. :

MeCloud River R.R. Co., and MeCloud "'ransport:ation Co.,

by D. M. Swobe.
Merchants Freight Forwarding and Distributing Co.,
by R. M. Stanbroughe. ‘
Merchents Central Credit Ass'n., Ltd., end Merchants Ass'n.,
Inc., by C.D. Callom. -

Northwestern Paclific R.R.Co., by E. H. Kaggard.

Nelson Steamship Co., by F. W. Windley.

Napsa Transportation and Navigaetion Co., by D.C.Russell.

Caklend Chember ¢f Commerce by E. G. Wilcox.

Overlanc Transfer Co., by E. A. Higdon.

Porterville Poultry Ass'n., by W. B. Roby.

Pacific Electric Railway Co., by Frank Xerr and R.E.Wedekind,

Petaluxe Chamber of Commerce by E. S. Graham.

Poultry Producers of Cerntral Califoria, by John E.McCuxdy.

Pacific Greyhound lines, H.C. Lucas and Orla St.Clair,

L. G. Markel and T. Finkbohuer. _

Peoples Express Co., by Hyland Hinmen.




Pacific Cotton-Seed Products Corporation, and
Cali fornia~Arizona Cotton Assne., by L.H.Stewarte
Pacific Coast Aggregetes end Kalser Paving CO., by
Jobn E. Porter.
Pacific Coastwise Steamship Conference Lines, by
Allan P. Matthew.
Pacific Freight Lines and Motor Freight Terminal Co.,
by Wallace K. Downey. -
Peraffine Companies,Inc., by A. W. Erowne.
Quirncy Railroasd end Arcate & Mad River R.R. and Larrson
Traffic Service by 4. Larrson.
Richmond Chamber of Commerce by P. M. Sanford, E.B.Bull
and ¥. M. Chandler. -
Railway Express Agency,lnc., by A.L.Eermell and Edw.Stern.
Redding Chamber of Commerce by Leslie T. Alward.
Sen Diego Truck Owners Ass'n. and Oppenheimer Txuck Co.,
by Herold W. Dill.
Southern Pacific Company and affiliated 1inas by Guy V.Shoup
and E. J. Foulds.
Sen Francisco Chember of Commerce by Hal Remington.
Stockton Chamber of Commerce by J. C. Somers.
Sacremento Wholesalers & Mfgrs. Ass'n., by W. G.Stone.
Sen Diego Chamber of Commerce by C.F.Reynolds. '
Sen Diegoe Comsolidated Gas & Electric Co., Whitney & Co.,
end Brunswick Drug Co., by C. J. Gamble,
Sonke*s Truck Service by J. J. Sonke.
Standard 0il Co., Py R. N. Slingerland and W. 0. Banks.
Smith Trucking Service by Louils E. Smith.
Sperry Flour Co., and California Hay,Grain & Feed
Dealers' Ass'n by E. B. Smith.
Sierra Reilway Compeny of Caliromia. by J. T. Bullock
and E. A. Butchart.
Sen Diego and Arizona Reilwey Co., by R.G.Dilworth.
Sen Diego Cooperative Poultry Assme., by G.C.Keeney.
San Joaquip Marketing Assn., by Daniel Marceau.
San Joaquin Farm Bureau Federation by H. S. Van Vlear,
Standard Sanitary Manufscturing Co., by Tahor G.Lifferding.
Schuler— O'Connell Greain Co., by E.R.Warren.
San Francisco Milling Co. and Schulz Bros., by Carl R,
Schulz.
Susanville=Doyle Stege by D. S. Mitchell,
Stockton, City of, et al., by Thomas S. Louttit.
Sa¢ramento Chamber of Commerce by A. S. Dudley,
Santa Rosa Chamber of Commerce.
State Dep't of Agriculture, Bureau of Market Enforcement
by W. B. Woodburmn.
Santa Monica Chamber of Commerce by L. J. Muchenberger.
Thelen & Merrin for various transportation c¢ompanies
and shippers.
Universal Transcontinental Freight Service by D.P.White.
UeS.LeBattery Corporation by Frank C. Petitt.
Union 01l Compeny of California by J. D. Reardon.
Velley Truck Line by J. Eills Wythe.
Western Pacific Railroad Co., by F. i. Angellotti,
L. N. Bradshaw and Henry Poulterer, also representing
affiliated lines.
Wholesale Fruit & Produce Deelers' Assn., by Samiel T.Bush.
Western Growers' Protective Assm., by C. B. Moore.
Watsonville Apple Growers' Assn., by Wme. Pulswich.
Wood and Seitz by P. F. Wood.
A.W. Way, for certain franchise carriers.
Youngs Market Compeany, Huggins-Young Company, by Chas,.
A.Schaeffer,
Be




EARRIS, Commissioner:

The Railroesd Commission on December 16, 1931; on its
own motion instituted an investigation of freight transportation
conditions iz California. The reasons for the invoitigationanro

the radical ohanges teking B1AS8 10 TTANSPOTTAvION amd Wie YEFy

apparent unsetiled ataie in whish transportation agencies and
goeneral business found themselves as a result of these changed

and changing conditions. The purpose of the investigation was %o
£ind the facts and suggest remedies, and, as stated by the Commis-

sion at the openixng hear:.ng,l ™apon the oompletion of this inves-

tigation to either take such poaitive regulatory action, even

though it be of a most drastic character, that is necessary and
possible under the existing law, or to meke definite recommends=-
tions for legislative action, or doth, as my be warranted in the
goneral pudlic interest®.

Twenty-four hearings were had, at San Francisco, Los
Angeles, Sax Diego, Fresmno, Stockton, Sscramento, Redding, Santa
Rosa, Bureka, El Centro and Bakersfield, beginning on January 4,
1932, and ending on June 24, 1932. There were 125 appearances,
241 witnesses testified, representing shippers and receivers of.
freight, Chambers of Commerce, ahipping organizations, and all
types of legally operated transportation agencies. Before the
hearings commenced the Commission invited the cooperation of all
gtate, county and municipal officers, end of all shippers, ship-
ping organizations, Chambers of Commerce and other clca;&a of the

1 The complete statement of the Commisgion 1is shown in Appendix
1l, rage . l




public who were affected dy the unstable tranasportetion conditions.
Special notices of the purpose of the investigation were sent to

over 13,000. A questiomnaire was sent to 12,418 shippers and re~

ceivers of freight.®

The investigation covered all phases of transportation,

including the following carriers:
Railroeds,
Certificated (regulated) trucks,
Uncertificated (unregulated) truocks,
Coastwise steamers,
Inland waterway vessels,
Express companies.

The concluding hearings were devoted to testimony as to
the effeot upon general dbusiness of existing transportation condie
tions. .

| For the sake of clarity and accuracy it should be stated
here that the term "Uncertificated Trucks®™ includes the private
carrier for hire, also called the "Contract Carrier™, who has not
dedicated his service to the public, ard the so-called "Wildoat
Truck"” operator who pbsea as a private or contraoct carrior for
hire dut 1is really oporat«:\.né as a common carrier, and also carri-

ers not for hire or the shipper-owned truck.

TEE TRANSPORTATION PICTURE:

- The learings and 'the return to the questiomnaire devel-

oped a very complete picture of the growth in California of each
of the different classes of transportation, of the part that each
now plays, Of the chenges that are now taking place in each; of

their respective ‘_prc;perf'economic Tields; of the general disastrous

result that rollbu the invasion by a trsnsportation agency of a

L copy of the questionnaire is contained in Appendix IX, page

« An abstract of the information contained in the return
thereto 1s contained in Appendix ITT, Page .
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field in which it does not economically belong; and of shifting

trade centers and chavnging methods and conditions of dusiness at-
tributable to changing trassportation conditions. Dominsting all.
was the struggle, mot for supremacy, but for existence of regula-
ted caréicra, bothlland and water, attacked upon all sides by the

unregulated.

EFFrECT OF BUSINESS DEPRESSION:

Carriers of all classes, regulated and unregulated, rigd
it difficult and in some cases impossidble to make doth ends meet,
While their daifficulties are in part due to declining tonnage -
the regult of depressed business - there are Oother reasons to which
their distress is due, which must be remedied before stability can
return to the industry. Proof of this is to be rbundlin statistics
offered at the bearings which conclusiyoly show that undermining
influences were at work before the business depresaion began.> Dee
preszion augmented and culminated conditions that bors in themselves
the seceds of inevitadble collapse.

UNDERLYING CAUSES OF DISTRESS:

In general, it can be said that the same causes were

found wndexrlying thq ¢1stressed conditions .of all c¢classes of trans-

rortation agencles. Disregarding general

3 see Appendix IV, pege




business conditions, these causes may be summarized as follows:
(1) Cearriers performing essentlally the same transpor-
tation service, one class under strict state regulation and
another class without regulaﬁion; one class supervised and
controlled as to 1ts service, schedules and rates and pre-
vented by law from bidding freely in an open market for bus-
iness; the other unlimited in all these respects; one class

required to show financial resporsibdllity before engaging in

business and then boucd to comtinuity of service; the other

obligated to nothing.

(2) A rapid developmernt of auto truck transportation
following highway construction, with a lack of recognition
and knowledge both upon the part of the railroeds and truck
operators as to the field which this class of transportation
can economically serve.

(3) The failure to proverly study the particular trans-
portatior needs of particular industries. )

{4) An excess of transportatior facilities due in part
to reduced frelght volume and in part to the entry into the
Tield 3& truck operators, atvracted there by the opportunity

| to enter 1t practically without & capital investment, and to

the advantege over competitors that freedom from regulation

gave them.

DINOVATIONS IN TRANSPORTATION AND
AUSE TR :

¥ith the flexidility of truck operatiors has come store-
door pick-up and delivery;4 and a distridutior in certain lines
of business such as building waterials from point of origin or

some general center to the point 6: consumption, as to a house

4 Store-=dcor plok-up and delivery services have also been in-
sugurated By the major rall Lines and some of the coastwise and

inlapd water carriers.




under construotion. In th;s second case the tendency is toward
the elimination of intermediste distriduting centora.s The evie
dence seemed to Justify economically this new method of distridbu=
iion, dut its soeial advantages were seriously questioned. On the
other hand in other limes of business, as in groceries, the ten-
dency is to aplit up the intermediate distributing centers into
smaller widely scattered units which subsist by hand-to-mouth
buying and maintain themaelves on a very small capital invest-
ment. And then there iz the peddler truck suddenly achileving un-
due eminence, operating with or witbout regularity and destroying
all stability in the produce snd other markets without providing
the consumer with an assured supply or dependable c;}uaxil.j.tsy.6 Axnd
lastly and of portemtous significance is the absorption by the
truck and particularly the unregulated truck, of an increasingly
large volume of the short haul business of the raihaad, thus
casting an increasing burden on their long haul or transcontinen~
tal freight, theredy handicapping Califorunia prod};cta and partiou-
larly those of the farm in the Bastern markets.! The short line
railroads, whichk of course have no Iooal long haul income to sus=

tain them, are ic a paftioularly deploradle comlltion.a

EFFECT ON BUS :
The effeat of all this upon the carriers and upon agri~

culture, industry and business generally, may de summarized as

follows:

RATLROADS, KXPRESS COMPANIES AND

CERTLF ICATED TRUCKS:

Enormous Ireight losses resulting in greatly decrsased

Ses Appendix ¥V, page -
See Appendix VI, page .
See Appendix VII, page .
see Appendix VIII, page ______
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pay rolls and lessened servico;g the development of a freight »0lji-
citation conditiox under which these carriers are gx;oatly handicap-
ped by reason of their inability to change rates at will, a privi-
lege which uncertificated trucks enjoy and an advantage that they
avail themselves of to the utmoat;lo and the forced reduction of
thousands of rates, many delow meximum reasonable ﬁmi:aa.u
 COASTWISE STEAMFRS AND IRIAND |
ATERWAY VESSELS:

The same divergent and unfair competitive conditions were
Tound to exist between regulated and unregulated water ocarriers as
exist between land carriers, aggravated by the ability of common car-
rier boat lines engaged in the comatwise trade to commence operations
without first obtaining the authority of any regulatory body.lz

UNCERTIFICATED OR UNREGULATED TRUCKS:

The chlef .cause for the digturbed condition of trahsportt-
tion is in the operstion of these truqks. The evidence is conmclusive
that an enmormous volume of their tusiness is conducted at leas than
the ocost of aorvinc.m Tﬁeir rates vary from day to day snd u:o not

14

uniform as between shippers or communities. To get business from

regulated carriers many of thex offer a reduced time in trsnsit that
can only be met by violating the highway speed laws.ls Many of them
disregard weight, height and length limitations and other yrovisions

of the Motor Vehicle kot. I may summarize the things that they &o

%  See Appendix IX, pege .
10 see Appendix X, page .
1l 1he record shows that during the year 1931 and for the first five
wonths of 1932 carriers under the Jjurisdiotion of this Commission re-~
quested and were granted authority to publish on less than 30 days'
notice approximately 63,000 reduced rates to meet unregulated truck
competition. The Rate Expert of the Commissiox testified that a great-
er npuxber of rates were reduced on regular statutory notice.

See mpengii: gi Page .

See o< ’ (- . '
14 shipgge alter shipgz‘; testified they were handicapped in conduct-
ing their bdbusineases by their lack of lkmowledge of trausportation rates
obtained from unregulated truck carriers by their competitors. Inlfor-
Tgtion to the same effact was contained in the return to the questionnaire.

The record shows that S-ton trucks are operating from San Francisco
t0 Los Angeles in an elepsed time of 13 hours, 12 minutes, an average
speed of 34% miles per houxr for a heul of 455 miles and exceeding the
running time of such passenger trains as the "Sunset Limited™ and the
"Lark"” between the same points. _
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which regulated carriers camnot do, as follows: (a) Discriminate
between persons and places; (b) Make redbates; (o) Grant seoret
rates; (d) Change rates at sny time without notice; (e) Disre-
gard reasonable hours of continuous service of truck drivers, thus
mi:ing the operation unsafe for themselves and the pubnc; (£) Dis=-
regard other safety precautions such as those relating to shipment of

explosives and dangerous serticles. They have disagtrously affected
the Jrosperivy of regusated carriers, curtalled the ability of the

latter to merve the pudlic and at the same time have not proapered

themselves as indicated dy the continued change in truck ownership
end by the lack of continuity in operation.

PUBLIC EAZARD: .

A very important factor in the development of truck haul
| on the highways is the element of hazard to the general pudlie na-‘
ing these highways. For many years most rigid supervision has bdeen
given to the safety features of rail and water transportatiom on the
part of varilous governmental agencies and mich legislation has deexn
enacted to protect both the pudblic and employees from undue hazards
on railroads and steamships. The design and maintensnce of equip=-
ment is carefully supervised. An externsive system of rules governw
ing actions of employees is required end their details supervised
by pudlic authorities. Laws have Deen pasaod prescribing the size
of crews and the hours of service of employees and this Commission
maintains a special branch of its staff whose sole function is to
supervise practices and standards relating to safety on the part
‘of rail carriers. This Commission has promulgated ccrtaiﬁ Trules
(General Order No. 88) looking toward safe operation on the part
of certificated truck carriers, dut only the most general restric-
tions relating to weight and size of equipment, and mexirmm speeds
of travel and certain general equipment features such as headlights
anﬁ brakes, gererally applicable to all vehicles, have deen provided.

10.
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‘as to uncertificated carriers. The evidence shows that trucks are
being frequently operated over such distances as that between San
Francisco and Los Angelea &t speeds comparable with those of fast
Passenger trains opyrutod on private rights of way: v1*‘1'&"'s):mrnu:n'e’gn
there were evidences of instances where drivers bad taken leads
from San Francisco to‘ Los Angeles, received return loads, and drive
en back to San Francisco without rest. While such instances are
undoubtedly the exception rather than the rule, they are indicative
of the totsl disregard of the fundamentals of public safety. This
matter is important to the pudlic, not only as respecting the inher=
ent factor of public safety itself but as another example of ine-
quality of regulation and bdurden Letween the various groups of sar=

riers.

G BUSIN :
While a few shippers were of the opinion that they benee

Titted by the very low and non-compensatory rates they were able to
seoure under present conditions, the overwhelming majority of the
witneases for mduatry,_ agriculture and business and the shippers
end receivers of freight to whom the guestiopnaire was sent were -
Phetic .'m their desire to see transportation atabilizcd.m The pres-
ent condition so far as dissrimination detween persons and communi-
ties is concerned was likened to that prevailing on tho ra:liroads
before regulatory legislation was enacted.

A system of uﬁlmown transportaetion charges and Practices
is deing introduced dy unregulated carriers into an ocanonié struce
ture which has been built upon a system of known charges and (rac-
tices with demoral:lzixig results.

, Business stability without adequate transportation

L3y In the questionnaire sent to shippers and receivers of freight
the following questior was asked: "Do you favor the regulation by
the State of the rates, rules and regulations of carriers operating
on the public highways for ccmpensation?" 1523 shippers answered in
the affirmative and 227 in the negative, 87.04% being in favor of
regulation. Those in favor of regulation reported shipments aggrega=
:ﬁf !J;: ,:%éivgl;ong au:;d :ll:oae agalinst regulstion 2,613,180 tons. On
8is 84, o e shippe - S DY)
suts Ppers want regulation. See Ap:pmd:lx IxI,
11.
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* ¢ &
stebility was declared DYy many witnesses to be impossidle of attaine .
ment. Indusiry and agriculture were bdboth said to De suffering from
umsettled markets resulting inm part et least, from unsettled trans-
portation. There was much evidence to show that hﬁvy losses were
sustained and extensive frauds perpetrated upon farmers dy the whole=-
sale extry of financially irresponsidble txuck operators into the trans-
portation field.l? '

Thare was much evidence that the transcontinentel railroads are
the most important to California of present transportation tacilitiu;m
that these roads are in Q serious financial condition; that this condie
tion 1s due in part to inroads on their business by unrogulatod' carri-
crs;m that the orippling of these roads or the necessity of increas~
ing rates oz long haul interstate traffic would work untold injury to
California agriculture and to the public at large. |

The importance to California of the proper maintenance of its
interatate transportation agencies is seen in Appendix VII showing that
the valus of perishadle farm products shipped from Celifornia in the
year 1930 to interstate destinations was in excesa of $180,000,000. I:t
is apparent that this walue exists only because of an ability to markes
these products in large gquantities in the East. Unless these producis
car be shipped both expeditiously and eoconomically into that trapsgon=
tinental territory their perishadle nature would result in the destruc-
tion of their value. At thé présent time there iz no known means by
whioch the necessary speed of dalivery into eastern markets can be secure
ed for these orops excert dy the railroads. Californiats position in
this regard is psculiar as it iz the greatest producer of perishadle

products of any state in the union and is further distant from availlae

ble markets than any other state.

THE WILDCAT CARRTER:

AS hdretorore stated, the orux of the whole situation is the une

regulated or uncertificated operator. While the shipper-owned car-
rier and the genuine comtrast carrier are in part responsible, the

main oculprit is the "wildoat"™ operator who holds out

17 See npndh VI, page
See Appendix III, page
19 see sppendix XIII, page __
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hig service to any or all of the public, and at the same time,
using alleged contracts and other pretextsas a defense, denles

that legally he is a common cerrier.>’ Ir "wildoat™ operators

can be curbed, a large part of the transportation problem can

be solved,

THE TRUCK AND TEE EICHWATY:

Op land the public highways provide the opportunities.

and the truck the means of wildcatting, whick has increased as
bighways havé been extended and‘improved. Berore the coming of
the railroad, the wagor road and the waterweys carried all the
rreight; After its coming freight practically vanished from the
wagon roads and they were built and improved to accommodate purely
local dusiness and ordinafy travel by buggy. Thelr use for trans=-
portation for hire practically ceased. Then came the automébile,
the building of highways for its accommodation and to some extent
a return to the highway of transportation for hire, but it is in-
teresting and important to note that this return, while increasing

in volume, has not yet monopolized the highways. The Californis

20 Cases 3149 and 3217, Motor Frelght Terminal Co. et al. vs. Moye
Forwarding Co. et al., Decision 25139, August 29, 1932. Case
BZ00, Motor Freight Terminal Co. vs. F. W. Dean (West Coast For-
warding Co.] et al., Decisfon 25140, August 29, 1932, Case 3050,
Railway Express Agency, Inc. vs. Consolidated Package Service et
al., Decision 25073, Augusy 15, 1832. Case 5248, Californis In-
Terurvan Motor Transportation Association vs. Cherles Halir, Deci-
sion 25017, July 30, 1932. Case 3023, southern Pacitic CoO. et

al. vs. L. E. Swith et al., Decision 25035, August L, 1052. case
374, California interurban Motor Transportation Assn. et al. vs. .
R. T, McConnell et si., Decision 25034, August 1, 1932. case 3201,
Motor Frelght Terminal Co. vs. National Shipvers ALssociation, Ltd.,
et al., Decision 20034, August 1, 1932, Case 3i72, Coast Truck
Line vs. C. E. Boyle & Son, Decision 24870, June 13, 1332, =~ Cese
II77, Motor Service nxpress vs. Leonard and Dee Hill, Decision
24758, May 9, 1932. Case 3144, Motor Freight Terminal Co. vs.
Renry Jensen et al., Decision 24747, May 2, 1932. Case 3129,
Motor Frelght Terminal Co. vs. Paul Morris Trucking Co., Decision
34748, day 2, 1932. Case 3208, Motor rreight rerminsl CO. VS.
Horman Bahls et al., Decisior 25018, August 1, l1l952.




v & --
@

HEighwey Patrol is authority for the statement that of the total
traffic now on Califorﬁia roads 90.1% ILs in passenger cers and
9.9% in *rucks.

The truck is here to sitay. It plays an increasingly important
part in the +transportation field. It 1s so new that its functions
and limitations axe not yet thoroughly determined. It has the

~right to make its own place subject vo regulation. The trenspor -
tation éystem is 1n @ constant stage of evolution, and the pudlic
is entiﬁled to the most efficient means pf transportation as they

are develoved.

INLAND AND COASTWIST VESSELS:

Tildecat¥ing is not so conspicuous or so disastrous in
transportation by water, though it does exist, dbut a deplorable
condition obtains which is due in part to inadequacy of fhe Law to
waich attention will be direéted later. |

FTREIGHT FORVWARDIRS:

In the past few years the rumber of so-called freight
forwarders has materially increased. Their method of operatidﬁ
varies but in general they undertake to picx up shipments at
store door by truck, transport them to destination over the lines
of rallroads, steamship lines or other common carriers and effect
store Qoor delivery at polnt of destination by motor trucks.
Tarough retes are maintained for the entire transportation service
and there 1s & general Zolding out o %ho public %0 undertake |
the through *trunsportation of freight Lrom store d0or to store
door through the medium, In part, ol other carriers. The
Commission has construed Section 2{k) defining an express coTrpor-
etion to ineclude the type of freighé forwarders referred.to'above

I2 Re Frost Fast Freight Service 31 C.R.C. 668. All freight

forwarders should be regulated.




TACKTION:

The diversion of freight from the railroxds to
the unregulated truck has resul.ted in a heavy decrease
in taxes paid dy the former to the utate.zl As an
illustration the tax payments by the Southern Pacifie
Company alone from March 1, 1930, to March 1, 1931, were
decreased on this account $300 ;000.00.2‘?’ Probaﬁly s
small pert of this diverted freight was carried by cer-
tificated truck lines and a gross receipt tax was paid
on it by them instead of dy the rallroads. DBut there is
1o doubt that most of this freight

21

The major railroads pay a tax of 7 per cent. upon their
gross receipts and the short-line railroads pay 5% per cent.
upon their gross receiptas. Highway transportation companies
operating as common carriers detween fixed termini or over
regular routes pay a tax of 5 per ceant. upon their gross >
receipts. (Political Code, Secs. 3664(a) apnd J664(sa), abd
california Comatitution Article XXX Sections 14 and 1%).

“e See Aprendix XIV, Page .
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went to "wildoat™ operators and paid no gross receipt tax vhatovoi-

to the state.>>

Strioctly speaking, taxation prodlems are not with-
in the province of this Commission, but they bear a relation to reg-
wletory problems which justifies some consideratiom of them. It is
strenucusly maintained by the trucking intereats that the tax they
pay upon their property is at a heavier rate than the property tu:'
paid dy the railroads. Or the other hand, the railroads contend |
that even if this is true trucking interests should pay something.
more than a mere tgx on their trucks, by way of a payment or ohaﬁ'gc-
for use of the highways, s0 that the competitive agencies would bt
on an equality with respect to the gross receipts whioch they must

turn over to the State.

REMEDIRES SUGGESTED BY WITNESSES:

Many suggestions were made as to the remedy for these
oonditiona.‘% These may be summarized as follows:

1. Equality of opportunity for different oclasses of
transportation performing essentially the same service
through the imposition of & substantial equality of reguls-
tion. Matters relative %0 equality of taxatiox, working
hours, bonding and orating requirements, eto., were empha-
sized by many witnesses ir this connection.

2. Adequate enforcement of present laws: One recom=-
mendation repeatedly advanced was the establishment of e
board of inquiry and enforcemsnt within the Railroad Com-
mission. .

3. Closer coordination of the efforts of present state
asgencies charged with authority over transportation agen=
cies, particularly the Railrcad Commission, the State Board:
of Equalization, and the Californis Higbway Patrol. More
adequate enforcement of speed and weight laws governing
trucks was asked. :

4., Limitation of truck lengths and the elimination of
trailers. ‘

23 e preponderance of the tonnage trensported on the highwiy tor
hire 1is hauled By unregulated carriers. See Appendix XITI,page

24 At the request of the Commissionr Professor Ford K. Edwards, Chair-
man of the Department of Transportation University of Southern Cali-
fornia, made an extensive study of transportation conditions in Cel-
irornia. Professor Edwards® testimony, in part, is contained in
Appendix XIV, Dage . : \

18.




$. Lightening of regulation upon the regulated car-
riers, and in particular a lessening of the period require
ed to make changes in rates, 1f equality of regulation can
not de achieved.

6. A greater degree of physical coordinastion of rail-
road snd truck transportaticom.

CONCLUSIONS:

Regulation by the State is for the protection and welfare
of the public and only.incidenta]iy for the protection Oof the regu-
lated business. It had its inception in the need of protecting the
public against tpe qppression and exactions of monopoly and is ap-
pnod paxrticularly in those cases Ihgre monopoly is oclothed with a
pudblic interest. This power of the State is also involved where
& business is clothed with a public interest, even though it is
not strictly a monopoly dut by reason of position has an advantage
of dargaining power over the public. It would be ditﬁcul_.t fkoday
to cite a case of a transportation agenoy whioh is a monopoly or
which baz any advantage over the public in bdargaining power with
réapect t0 intrastate traffic. EHardly any bdusiness is more in-
tensely ocompetitive than transportation but this very chenge in
its position has perbaps brought more vividly to view the publies
interest with which it is clothsd. Beeause of this pudblic in-
terest, regulation dy the State la necessary. When trauspor-
tation was a monopoly discrimination between persons and places,
excessive rates, rebates, inadequate service and other aduses
were corrected by state and federal regulation but that regula-
tion was over all transportation agenciés. The advent of new
transportation agencies, and the shifting of transportation from
the rail and the water to the truck and the highway have brought

about changed cocnditions which the law does mot adequately cover,

The very evils which regulation is intended to corroct}have retwns

ed i even more vicious form under a condition of the law where

some of the transportation sgencies are rigidly rogulafod. sOome are

17.
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or may bde partly regulated and some are not regulsted et all. The
public interest derands that regulation be extended mlike over all
or thet it be withdrawx from all and the law of the jungle be giv-
en full and equel play.

Which of theae two oourses should be pursued iz a met-
ter of state policy to bde determined by the legislature. If one
course is deemed by that body to Be the one whioch should be taken,
there are various provisions of the Public Utilities Act and rele-
ted Acts dealing with common carriers which should be repealed or
revised so that tbe hand of public euthority should rest as Lighte
1y as possible upon those agencies of transportation which are now -
supervised and controlled in so meny aspects of their businesses.
The other course, to-wit, the extemsion of processes of regulation

to cover alike, as nearly as may be, all agencies of tranaportn-‘

tiom, fuvolveg weny paaesient ond logel dIfTiouliles. Because of
the preponderant bellef of the shipping pnblio.zs an disclosed by
this proceeding, that this is the road which should be taken, it
seems appropriate that the difficulties to be encountered and the
Commission®s judgment as to the dest means of xurmounting them
ahould be considered at some length.

Under ths Comstitution of California all trsnsporta-
tion comparies are declared to be common carriers. Ths right of
the legislature to confer powers upox the Railroad Commissiom for
their regulation 1s declared to de plenary and unlimited by any
provision of the Constitution. The Railrosd Commission shall
Bave such power and jurisdiction to supervise and regulate public

& large majority of the witnesses wkho app eared at the hearings
were in favor of regulation of all transportation companies opera-
ting on the highways for compensation. See also :ootnof.e 18, yege




.utilitios as shall be conferred upon it by the Legislature. 4 very
limited jurisdiction over common carrier truck operatioms 1s vested
in the Commissiox under Section 22 of .lrtic;.c XIX of the Constitu-
tion, wherein it is provided iz part:

*Saild commission shall have the powexr to establish
ratess of charges for the transportation of passengers and
freight by railroads and other transportation companies,
and no railroad or other transportation company sball
charge or demand or collect or receive a greater or less
or different compensation for such transportation of passe
engers or Ifreight, or for any service in connection there-
with, between the points named in any tariff of rates, es~
tablished Dy sald comuission, than the rates, lares and
charges which are specified in suck tariff. The comuis~-
sion shall have the further power to examine books, rec=-
ords and papers of all resilroad and other transportation
conpanies; to hear and detemine complaints sgainst raile
roxd and other transportation companies; to iasgue sub~
poenas and all necessary process and send for persons and
papers; and the commission and each of the commissioners
shall have the power to administer oaths, take testimony
and punish for contempt in the same manner and to the
sane extent asz courts of record; the commission may pre=
scride a vniform system of accounts to be kept dy all raile-
road and other transportation companies.”

Under Western Asgociation R.R. vs. Railroad Commission

(1916), 173 Cal. 802, the Supreme Court of Caiirornia« held that
"transportation sompanies™ as used in the adove quoted constitu-
tional provision emdraced certain common carrier truck and afaga
operations deing conducted detween fixed termini, and the Cormis=
sion was directed to require the operators there involved to rile
their r&toz, fares, charges and clagsifioations with the Commis-
siox. Shortly thereafter, at the 1917 seasion of the Legislature,
steps were taken to draft a comprehenaive statute for the regula~
tion of such common carrier truck and stage operstions. The result

was the enactment of the so-~called "Auto Stage and Truek Transpor-




tation 4Lot®, Statutes 1917, Chapter 213. Thils Aot has been amend-
ed from time to time and is now applicadble aolql'y to common car-
rier truck operstions where tho operations are conducted between
fixed termini or over regular routes. The provisions of the Aot
applicadble to the regulation of stage companies were superseded
by emendment to the Public Utilities Lct iIn 1927 (sections 2% end
50} of the Pudlic Utilities Act) and Dy amendment deleted from tho‘
Aot iz 1928. It has been demonstrated in this proceeding that 1t
is illogical to regulate orly the common carrier trucks operating
betweer rixed termini or over regular routes, and the Truck Act.
(Statutes 1917, Chapter 213) should be amended to apply alike to
all common carrier truck oﬁerations. From an adminisgtrative view-

point it would be preferadle to embody in the Public Utilitles Act;

the provisions of the said Truck Act with the suggested amendments

and to repeal the Truck Act. In like mamnner the Public Utilities
Act should de amended so as to be applicable to all common carrier
operations by water. This could be done by deleting Irom 33¢tion
2(1) thereof the words "regularly” and the phrase "oﬂ regular
routes™., Seotion 2(k) should be awended by including therein all
forwarding companies.

11 transportation compenies on land snd water operating
as common carriers should be required to procure coxrtificates of
convenience and recessity. Without this requirement there can be .
no adequate control amd no prevention of destructive competition.

Iz my opimion the public interest demands that contract
carriers operating over the pudblic highways should also be re—
quired to procure certificates of public convenience and necess-—

1ty and that legislation to this end should de enacted, assuming




that such may be done comstitutionally. It is, of course, recog-

nized that the constitutionelity of such legislation is questioned
and has not yet been definitely determined by the. Supreme Court of
the United States.as

In the absence of legislation requiring certificates of
contract cexriers it is doubtful if regulation will protect the.
public ageinst the evils that flow out of discrimination between
pers&ns and pleces, rebates, secret rates and vio;ent rate fluctu-

ations.27

26 -
In Stephenson vs. Binford (1931), 53 Fed. (24) 509, a three-
Judge statutory court upheld the validity of the Texas statute re~
quiring a vemit (in the nature of a cextificate of public conven-
ience and necessity) as a condition precedsnt to contract operations.
The Texas statute provides in part that "mo epplication for permit
shall bBe granted by the commission until after a rearing nor shall
any such permmit be granted if the commission be of the opinion that
the proposed operation by any such comntract carrier shall impair the
efficient public sexrvice of eny authorized common carrier or common
carriers then adequately serving the seame territory * * *-,

An appeel to the Supreme Court ¢f the United States has been ta-
ker from the final decree of the court in the matter and will prob-
ably be argued in Octover or November of the present year.

The Supreme Court of Montama in Barney vs. Board of Railroad Com-
missioners of Montane, decided June 25, 1932, reached & conclusion
at variance to that found in Stephenson vs. Binford, supra. In the
Montana case the state statute forbidding contract truck operations
without first obtaining a certificate of public convenience and ne-
cessity from the Board of Railroad Commissioners and in this regard
comparable to the Texas statute, was held to be in violation of the
Fourteenth Amendment to the Federal Constitution. The case will no
doubt likewise reach the Supreme Court of the United States in the
near future.

27

Should it be determined by the Supreme Court that a state may
ot constitutionally deny the use of its highways to contract car-
riers, legislation should be enacted requiring a permit or license.
from this Commission or other state authority. An adequate permit
system should 1nclude provisions (a) requiring formal applications
and hearings; (b) requiring a showing of financial responsidility
end safe equipment; %c) requiring that public liability insurance
or surety bonds be filed to protect third persons and their prop~
erty end the property of the state; (d) requiring & showing by the
applicant that the highways which he proposes to use are in such
condition as to comstruction =mnd use as to permit the use sought
%0 be made thereof by the applicant without unnecessary wear and
tear thereof and unnecessary or unusual inconvenience and-hazard
to other users; (e) reguirinz limitations in any permit issued as
% the highways over which it might be used; as to the hours of the.
day or the days of the week in which it might be used; as to the
commodities or c¢lasses of commodities that might be carried; and




The use of the public highway dy & transportation coxmpany

for hire, even by private contract, at once clothes the businessz

with public interest. Certainly the right of the parties to the

Priva‘ce contract is inferior and subordinate to the right of the

puablic whose road 1s reling used.

The use of the public highway for transportation purposes
should be viewed as an extreordinary use and a privilege which may

De fordidden altogether and may be regulated by the State mot only
for the protection of that part of the public transportation system
which operates on the highways dbut as well for the protection of the
transportation aya'éem as a whole. As said by Chief Justice Hughes
of the United States Supreme Court, speaking for & unanimdns Court
{n the casé of Sproles vs. Binford, decided May 23, 1932 (76 Law Bd.

Adv. Op. 827},

»The use of highways for truck transportation has its
menifest conveniences, dbut we perceive no constitutional
ground for denying to the state the right to foster a fair
distridbution of traffic to the end that all necessary fa-
cilities should de maintained and that the pudblic should

" pot be inconvenienced by inordinate use of its bighways
for purposes of gain. This is not a case of denial of the
use of the highweys to one class of citizens as opposed to
another or of limitations having no appropriate relation to
highway protection.™

A certificate of convenlence and necessity should issue
to the contract carrier only upon a showing (1) of convenlence apd

necessity, (2) financial responsibility, (3) an enumerationm of the

where necessary requiring limitations as to the weight of load and
truck end size and speed of truck less than those prescribed dy
law; (f) limiting hours of labor of drivers; (g) requiring them

to carry on their trucks at all times copies of the contracts upon
which the operation is bdased; (h) including a legislative declara-
tion that any contract for the itransportation of property ror hire
by motor truck is void as against public policy unless the charge
for such transportation is not less than a reasomadle chaxrge to
be determined by the Railroad Commission. The use of the publioc
bighways for such transportation should be prohibited except upon
condition that the ocarrier exact such charge as a minipnm,

The legislation setting up such a permit system should embody
appropriste penslties for transportation under contract in viola-
tion of law and suitadle provision should be made for the mainte-
nance by such carxriers of records of all transportation service ren-
dered and the compensation received therefor, subject to inspection
Htgfrioera of the state charged with the enforcement of such legis-

OD.
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contract or contracts upon which the operation is based, and (4) a
showing that the contract rates are not less than reasonable rates.
Contract carriers should de required to carry on their trucks at
all times copiles of the contracts upon whioh the operation is dased.
A certificate should not be required of contract carriers
operating within a radius of thixty (30) miles beyond the corporate
linits of any city or village or shipping point, provided the opera-
tion is not between cities, villageé or shipping points. This ex-
ception will protect merchants in their right to deliver goods in
territory tributary to their places of business and will safeguard
farmers and orchardists fiom delay during peak time movements of
crops from farmslfg shipping point snd from orchard to cannery.

EVFORCEMENT OF THE Lif:
It mst be recognized frankly that if an sttempt 1z made

by the Legislature to extend the progesses of regulation 1o cover
all transportation agencies, additional funds would have to be pro-
vided to.set in motion the machinery to secure obedience to the laws
and regulations made pursuant thereto. The Commisaion is naturally
hesitant in suggesting additional appropriations in view of the pres-
ent fiscal condition of the State. Should the Legislature deem it
advisable to thus extend the processes of regulation s0 as to re=
quire additional funds, 1t 1s suggested that it would be appropriate
to provide for their collection by some system of charges against

the agenciesz concerned.

PLATES FOR ALL CARRTERS:
' The adoption of distinguishing plates for trucks opera=-

ting as common carriers, contract carriers, or ahipper-awnag where-

by they can be readily distinguished.

SEIZURE OF EQUIPMENT:
Provision in the law should de made, prodbably by amend-

ment to the Motor Vehicle Act, whereby licenge plates t0 all car~
riers, common carriars end contract carriers, will be issued only

upon a showing that the operator of the equipment is possessed
23,




of the required certificate of pudblic convenience and necessity
or permit from the Railroed Commisgion, and, in the event of

revocation of such authority by the Railroad Commission, the

Motor Vehicle Department should be authorized apd required to

forthwith revoke the license plates theretofore issued to the
operator in question. The Motor Vehicle Department. should be
given summary suthority to seize, hold and finally sell equip-
ment where such equipment is found to be in illegal use.

MORE DRASTIC MEASURES:
If it is delieved that the foregoing recommendations

will not mccomplish the result sought and there seems no other
way to provide for the protection of business, adoqunﬁo public
service amd proper enforcement of the law, then the legisla=
ture should give serious consideration to a more comprehensive
method of dringing order out of our transportation ehaos. If
commercial and shipping interests are to be stabilized, then

definite rates and permenent tramsportation facilities must de

open On an edualiky *0 *Le pﬁ%iﬂo. 14 proper and adequate trans-
portation facilities are to be provided, transportation companies

must de protected in their service to the public. rpo operation
of the unregulated earrier on the highway is the basic troubdle

in the problem before us. An edequate and sure way to accom-
plish these ends, may be to take the seemingly drastic step of
proxibiting private carriers for hire from operating on the pube
Iic highways. Thig would leave the publicly built axd owned




highways open to ths pleasure car, the privetely owned and oper-
sted truck and the certificated common carrier.

STATE REGULATORY TAWS:
In Appendix XVIT will be found & sumeary of the laws

of the states relating to regulation of motor vehicles as cow-
mon and contract carriers. This will be of paxrticular value to
those who may be considering a rwisi_on or redrafting of Cali-
fornia laws on that sudject. |

COORDINATION OF VARIOUS STATE AGENCIKS:
In addition to the Reilroad Commission the following

state departments have responsibilities with regpect to trans-
portation matters:
1. S'tate Board of Equalization for taxation purposes.

2. Division of Motor Vehicles in the nmatter of regis-
tration.

3. California Highway Patrol in the enforcement of
traffic laws, including sizes of equipment and
weights of loads. ‘

Department of Agriculture, Division of larkets,
in respect to regulation of peddler trucks hand-
ling agricultural products.

This Commission desires to cooperate with these Jepart-
ments and all local regulatory authorities to the end that all
activities may bde harmonized and coordinated. We suggest cone-
ferences from time to time of representatives of all these de-

partments and of this Commiszion.

The Commission will retain jurisdiction of this case for




the purpose of issuing supplementary opinions when in its judgment
¢ircumstances Jjustify them. o
and ordered filed
The foregoing opinion is hereby approved/es the opinion
of the Railroad Commission of the State of California. cz
ated at San Francisco, Callfornls, this 10—

~ Cefmissioners.
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+ Xhe. Commission has prapared 3 statement thattwishes 1o puake v thisdima before proceeding
further,

The Railroad Commission has initiated and instituted this investigation in the commonknowledge
that the condition of freight transportation of this State i1s extremely unsettled. Similar transitory
periods of transportation changes have taken place in the past, but at no time have these changesbeen
of such magnitude or so combined with general financial depression as to bring into all business deal-
ings such a degree of uncertainty ayexists at the present.tirac. Weaze of the belick that,the time has
arrived when the public interest demands a careful appraisal of the changed conditions of transporta-
tion as a basis for the application of any remedics which may seem necessary or justificd,

To this cnd we havc cited to appear before us all transportation companics operating undcr our
jurisdiction to ascertain from themallbasic, facts withintheinknowledge whichi miay throwhightapen
the present somewhat chaotie situation. We will also welcome the appearance and assistance of all
other transportation facilitics, such as the contract carriers who are not under ourjarisdiction.

SRS Tl\l
The Commission also particularly desires the assistance of;dLm&thb!qd‘Statc County 2nd Munic-
ipal officers, and of all shippers and other business interests and organizations whopee affected by
the unstable transportation conditions. It is only through the.conpesation.af all:efithese dnstrumen-
wlities that this Commission may hope to get adequate-information

Yaloun batnartistn-no ¥, (o)

It is the purpose of this Commission upop: the: completions-of: this dnvcstignciom;to ¢ither take
such positive regulatory action, cven though,.it be of ya. most, drastic character, that. s, PeeEsRary and
possible under the existing law, or to make definite recommendations for legislative action, or both,
as may be warranted in the,general public interest. 4, detailed statementof-the data helicved generally
10, be,ngegssary will be. offered by a.member of the Commission’s, staff;, suggestions. for.<hanges.or
amendment in the form of the proposed questionnaire; as'well asa thorough ‘discussion-of the pro-
cedural stcps ncccssary 1o carry thxs matter- to‘a“qmck and*s'mﬁ?actory ‘conclusion will;of coursc,”bc

'

’Wclcomc ¢ Shan e e e acheerint 0 e e o ot G nfn.-m Yy T 1' RTRTYA 110 QR SR UL T

R TIPSR PRI I A 'u.u Aot bt nyasal msingichs badh

Thcrc are ccrt:un thmgs whxc.h must bc constantly in mind throughout thc hcarmg The pubhc
interest is the real test; the pubhc is entitled to the most cﬁiacm and complete txanspormuon service

available’at theleast ‘toral ‘cost. Onthe"othier hand Preference toor discrimination again "a’ﬁ-f form
of transportation is unsound in economics and un-Aracrican in principlé. ‘One’cf the Malh’*problems
1s how to work out the rclauonshxp of the various competing forms of transportation;soay tg provide
the maximum of public service at the least cost to the shxppcr and consumess, and with f:ur compen-

sation to labor and capital employed. e bislol § ¢ orbenanse (d)

_ It is our present plan, in addition to chcztmg this gcncral mformauon, to have’ A erics ¢ of public

hearings, probably scparately for cach of the various agencies of transportation, with theidedof devel-
oping the conditions under which each is now operating. The investigation>has becri assigned to
Commissioner Harris, who will have immediate charge of further proceedings isvconnection there-

with. A2nEemod nabichiornes 1o wribiavae (0
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STATELENT SHOWING TCTAL TONNAGE HANDLED VIA CER-
TIFICATED, NON-CERTIFICATED AND PRIVAIELY
QMNED THUCKS SZGREGATED ACCORDING TO DIS-
TANCE OF ZAUL INDICATED IN RESMONSE TQO

QUESTION 7 CF SHIPPERS' QUESTIONNAIRE
) B e m'aSyne e
(See ippendix II page- )
CALENDAR YEAR 1931

— e,

: Colunm (A - ey BT :

Miles Hauled  :  Toms : % of Total Reported  :

- e et ettt eis-wtncr—

50 or less » 3,038,148 ° 61.34

50 to 100 ‘. 1,046,986 - 21.14

* 100 te 200 . 507,440 * 12.06
P 200 to 300 : 197,79C ¢ 0%.239

to 4C0 : 39,469 00.79

. 400 %A 500 : 29,944 1 00.60

: Over 500 : Z.978 - 00.08
: Total Tons : - ' R
: Acgounted for 4,953,755 - 10C.00




RECAPTITCLATION OF ANSTERS 7O QUESTICNS NCS. 9,
10, 11, 12 and 13 of SEIPFERS' QUESTIONNAIRE
AIRCCESEIQOCRITAL
(See ippendix II Page - )
- CALENDAR YZAR 1931 -

:Colum= (1) : (3) : {4

T Question | : Jotal
: No. : ¢ : - No : Angwers

- .

o : : : 1066
846 - -

1072

782 - -

227 - 1750 -

QUZSTION NO. 13

(4)

tColumn (L) ¢ (2) : (3) :
: : Total :Total VWeignt in Tons :% Based on Total
1 Answer s Answers .:Shivped by Fach Group:ieight of Answers

.

Yea : 1523

14,483,574 - 84.71

No - 287 2,613,180 ‘o 15.29

1750 . 17,066,754 : 100.00
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APPENDIX IV

The economic conditions existing slnce 1929 unquestion-
ably have contributed largely to the yresent plight of transporta-
tion. But giving due counsideration to this the record shows that
trensportation compenies, and especially those under the Comis~
sion's jurisdiction, have been faced with steadily declining traf-
f£4¢, particularly the short haul, for a number of years prior to
1929. A constant struggle has been going on for the transporte-
tion of the commerce of the state. On the ore hand the railroads,
steanship lines and certificated trucks have sought to retain or
angnent their treffic. On the other hernd the unregulated truck
carriers have sought the trarffic and in a large measure because
of the freedonm from regulation have successfully increased the
traffic handled.

A particulerly sggravated situation exists between lLos :
Angeles and the Harbor, which is illustrative, t0 a lesser or greater
degree, of transportation conditions existing throughout the state.
These points are served by four railroads, namely, The Atchison,
Topeke and Santa Fe Railway Compasny L 0s Angeles & Salt Lake Railroad
Conpeny, Pacific Electric Rallway Company and Southern Pacific
Compeny. Over one hundred trucking companies likewise serve the
two polints, 28 of them dbeing regulated and the rest unregulated.
The unregulated trucks in their struggle for the traffic indis-
eriminately cut rates, with the inevitable result thet the regu-
lageg t§ggk)lines wore forcod to do likewise. (In Re Ashton, 36
C.n. - L] ) .

The railroads bhave adhered o their pudblished schedules.
But although they have materiazlly reduced some rates they have been
forced ¢0 wateh their traffic dwindle. Illustrative of this .is the
carload lumber movement outbound from Los Angeles Harbor and Long
Beack for a six-year period commencing with 1925: -

los Angeles Harbox Longs Beach Total

Tons during 1925 394,186 2,747 396,933
" 1926 468,287 32, 620 500,907

1927 363,003 87,041 450, 044

1928 239, 130 73, 541 312,671

1929 189,429 76,955 266,385

1930 120,22% 50,798 171,021

More pronounced has been the loss of the less than car-
load traffic. The Pacific Electric Rallway ¢ited as typical the
volume of such traffic handled from and %o Seanta Ana. The evidence
in this proceeding shows that post-office recolpts, telephones,
bank deposits, assessed valuation and automobile registration at
Sante Ansa have doubled in volume during the last past lO-year per-
lod, while the less tharn carload business transported is less than
half of what it was %ten years ago.

Following our decision In Re Ashton, supra, the regulated
truck lines operating between Los Angeles and the Harbor establish-
ed a uniform tariff efrective November 1, 193l. The rates shown
in this tariff were adhered to. But because of the competition of
unregulated carriers who indiscriminately cut their rates bYelow those




of the regulated carriers the treffic of the latter immediately
Tell.off % 2 marked degree. The following table showing the ton--
nege and revenues of the Los Angeles and San Pedro Tramsportation
Compeny fox 1931 1llustrates forcidbly the effect on the regulated
tmuck of maurezulated competition:

\Tonnageiaandled Gross Revenuo
(193 ) {1831)

January 7052 - $21,194.12
February 6498 20,331.55
Merez 62495 19,362.18
April - 7207 20,717.26
Msay 5296 17,538.18
June - 6852 17,866.59
July 5771 ‘ 15,671.31
Augast T 6336 16,306.96
Septender 4297 13,356.75
October 5431 15,791.59
*November 3844 9,721.27 .
*Decenber 2454 7,785.31

* Months during wiaich the uniform tariff was in effect.




APZENDIX V

Trucks are used extensively in hauling lumber and buillding
supplies from the maln distridbuting points at tldewater direct to
buildings under congtruction at the interior points. Until a few
yepTs 2go the ontire movemwnit was from the wholesale yard to_the
local distributor end thence to the point of construction. local
distpibuto.v at points in the Sacramento, San Joaguips and Russian
River Valleys %testified in this proceeding that a continued growth
of this prectice’eventually would eliminate the local distributor
frox business. Considerable of the difficulty of the local dealers
. .13 tho unknown transportation costs of their competitors who use the
" trucks. Severel testified to this, but the testimony of one witness_
taken from the record is -llust*ative. ‘ ‘

. "We distribute in the vicinity or Merced 1n thiv way:
we distridute in Mexrced County in a retail way south of :
here. . . We £ind considersable difficulty in determining.

what trensportation costs from W points to jobs, and in
that manner £ind more or less combetition that we £ind hard
to ¢compete with . . . Weo know the cost of the stuff at the .
bey, we know the rallroad rates; we don't kxow the truck
rates. We have ourselves found ox one job three dirrerent
truck rates lower than ra*l rates. '

‘-"Question.. Do you find the rates vary from'dayvto day?

"Answer. Yes.

"Q. Would 1%t be any bemefit to you if you were able to
determine precisely what *he rates by all transportation
companies were?

*A. Yes.

"Q. Do you bellove that trucks operating on tHe highways
Tor compensation should be under the same regulation as the
reilroads end other forms of transvortation.companies?

"A. Y65¢

L B A B

"Q. Do you belleve that unregulated truck competition and
the ability of different people to get different retes on lum-

ber from the bay %o jobs in your %erritory has impaired to any
extent the value of your investment in business in Merced?

"4e It has."




APPINDIX VI

The operator of the so-called peddler truck buys farm
products at the point of production and sells them in the adja-
¢ent markets. He is an itinerant, moving froxw district to dls-
trict of the state as the croms develop, or to the fields in ad-
Joining states. TVarious types ol peddler trucks use the highways
of the state as the main adjunct of their dusiness, not only haunl-
ing farm products to the market dut also hauling whatever commodie-
ties may be obtained on the return trip.

A. M, Klein, Vicec-President of the Consolidated Produce
Comparny, Ltd., of los Angeles testified:

"Our experience with the truck is such that it affects
the produce industry not only of the state dbut the nation
over. I have been in dbusiness here 40 years and have seen
the growth of the state and the growth of our industry, and
I have never seen conditions so upset in 40 yoars as they
have been in the last two or three years on account of truck
transportation.”

In ‘a similar vein was the testimony of W. D. Woodburn,
appearing in behalf of the State Department of Agriculture, Buream
of Market Enforcement:

"The State Department of Agriculture, through its polic-
ing institution, the Bureaun of Market Enforcement, is charged
with the enforecement of two acts, the Produce Deslers act end
the Deciduous Fruit Dealers Aet . . « The trucking situation,
as it appears to have developed, is undermining or just revers-
ing tke purpose for which these acts were put into law. In-
stead of devoting our time adjusting controversies between
growers cnd dealers, theat repeatedly arise in all businesses,
we are forced vo attempt to prosecute unlicensed, unhonded
truckers who are operating as produce dealers [ . . I feel
thet something definite should be done by the authorities +to
eliminate these wildcat truck operators - that is how we de-
scribe them . « » Some of them haul them for hire; some
of them take @ buy them outright; others handle them on a
consignment basis. We find the majorlty of the trucks we
have trowble with take any other wey besides an actual cash
payment for the produce. They will just say 'I will handle
for your account;' next they will say 'I will give you $£30
a ton:, whatever the price is - 'I will pay you after I sell
them.*' "

ok kK K K K XK

"The trouble that the Department has with the truckers
is that the trucker is one day operating as a droduce dealer
within the meaning of our Act, and the next day he is operating
as a hauler of some other line of traffic. If they consistently
opereted as produce dealers within the mearning of our Lct, we

C0ULA TR UL OUP 10387 QR CHALM AMMAMIAHS, ond bdre them

within the law. However, we have exhausted all possible means
to bring these truckors under llicense and bPond. 43 I stateld Do-

fore, 1f we had some way of finding out just what truckers were
handling produce and on what basis they were heaudlimg produce 1t
would save en untold smount of money %W the growers in the State
of Califomia." |
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. i The effect of ;the peddler truck on the hay market at
Los Angeles and vicinity was descrided by a hay and grain dealer
as follows:

- "The present system of trucking out of the Imperial Val-
ley is for & man without any funds whatsoever tTo0 go down there
and buy a load of hey. That wildcatter glves a check; he has
no money in the bank; he runs up here with that load of hay,
and he must sell that load of hay (if he can't get one price
he has got to get another); comes into Los Angeles or whatever
bank he has given this check on and he deposits hls check be-
rore 1t reaches back to Imperial Valley. One of those fellows -
we heppen %o have hundreds of them at the »resent time - but
one of those people can demorallze the market.

"Today the farmers recelve two to three dollars a ton
less for their commodity, due to this condlitionm, but it is
sorething that he has encouraged himself, and is still en-
couraging this condition, btut it is ahsolutely bdamkrupting
hm.ﬂ , , .

Mr. M. P. Holliday, a grower of hay in the Imperial Val-
testified as follows:

"For about six years I have been growing hay in the val-
ley. At that time there was very little hay, good hay, mov-
ing out of the valley, and we worked up a very nice trade on
the hay, ferming a very large acreage, uUp to- about nearly 2500
acres, for two years. That hay was moved at that time to Los

Angeles markets mostly.

"Q. By rail? A. By rail. We used to sernd out
fwom 14 to as high as 22 cars a day by rall. Ny highest was
in '28, when I moved a little over 22,000 tons out of the val-
ley, and then the trucks sterted coming in and from that time
on our business has gone down faster thar we got it up. The
condition hes been zo that We vould not - never at any time
were we sure of the market, sO it beceme more of a peddling
proposition in the business then a market in which to work it
o, 27 G SHAL YRS A0S S0 SRS, e

"Q. Whet do they add to the price for thelr transporta-
tion charges? Ao Mostly deduct. The big ond of them -
this is a back haul, aad outside of a few legitimate trucks -
there are some nen who have put momey in for a short time in-
%0 it, but the biggest end of them are men who have a back
henl, end they come down here and they scour around and buy
where they.can buy the cheapest, of course.

"Q. What commodities do they bring from Los Angeles into
the Imperial Valley? A. They bring lumber, cement, bar-
rels of o0il, flour, merchandise of different kKinds.

"Q. Do you £ind that they heul miscellaneous freight of
all descriptions? A. Yes, gir,20d then they go back, and
after they sit around or the merket for several days, as some-

times happens, sewveral days, they will start taking off S0
cents or a doller a ton; I know men, peddlers that have real-
1zed only a dollar and a half a ton over the cost price, %o
save a dey's waiting with thelr truck on the market. That
Xind of a condition cannot be good for legitimate business,




bocause ol who have thoir momey invested - Ifor Instance, take
+he Star Hay Compaony that I was dealirg with for several years -
- sent %them nearly 14,000 tons of hay one year - business got so
bad with them on account of the trucks he had to give up hils
»isiness and consolidate with another one. Now, this firm has
around $300,000 invested ia their business; they probably car-
ry $100,000 or more of merchandise in their business, and
srucks stand right in front of them, with nothing invested =~
probadbly $50 or $75 in o truck - end they undersell them from
50 ecents o $2.00 a ton every day. I used to be able to go
out and buy a thousand tozs oF hay and go to market; today, If
you ere able to buy a hundred tons at a time you have got a big
day, because you don't know from one day to the other what the
market will be.

"Q. Has taat condition afrfected the prosperity of the
Inperial Valley? A. A great deal.

"Q. In what way? A. Affects 1t so that there is no
set price that the farmer can use; no way of telling from one
day to the other what he will get for it. I run e scale and
I do a great deal of collecting for hay that comes over, and
Azy today is going out of the valley anywhere from four 1o
seven dollars a toxn. ‘ ‘

"Q. Does that cover cost of vroduction? A. No,
sir, your average cost of production in the Valley in '29 and
'30 was sbout £9.20; a little cheaper today on account that

we have had v cut weges.

"Q. Do you kmow how many acres are devoted to the c¢ul-
tivation of hay in Imperisl Valley, approximately? A.
Around 100,000. . . :

"Qs Is it one of the major industries? A. Yes, sir.
"Q. Would you be in favor of some form of regulation

which would stabilize the transportation conditionms? 4. I
certainly would.”




APPENDIX VII

Thé railroads in this state carry the dulk of our com=~
merce. (See Appendix III). The mrosperity of California is largely
dependent upon an adequate rail system, not only that our products
ney be carried to points within the state but that they may elso
reach the Middle West and Eastern markets at freight rates which
will pemit them to meet the competition of other producing points
located closer to the markets. Below is shown the extent of the
interstate carloaed movement by rall of California perishables and
their estimated value for the yoar 1930, which are predominantly
dependent upon the rallroads for transportation: ‘

- Carlot Estimated

Deciduous Fruits (Tree) Shioments Value
Dears 10979 actual 5%,000,000
2lums 5889 " 2,700,000
Poaches 5739 " 2,650,000
Apples 1900 estimated 2,100,000

Total Deeciduous (4) (Tree) 24507 $11,450,000
Grapes marketed fresh 60088 actual 20,600,000
Citrus fruits 52000 estimated 64,800,000
Cantaloupes (incl.Honeydews,etc.) 22000 " 9,875,000
Lettuce 36000 " 22,500,000
Other merketed fresh vegetables 44500 " 33,600,000
Nuts (wolputs. and elmonds) 1200 " 9,000,000
Egzgs 2026 actual g, 600,000

Total 242321 $ 181,425,000

It seems obvious, and the opinion was exypressed by traffic
officiels, that if the raillrosds continue to lose thelr short-
haul business az attempt will be made to increase rates on the
long-haul trafiic wherce competition from other forms of transpor-
tation companics ¢oes not exist o any marked degree. That this
attempt might be mude camnot be considered as an idle threat as
the Celifornie transcontinental raillroads in 1931 petitioned the
Interstate Commexce Commission foxr authority to increase the
retes on the above commodities 15% (Fifteen Per Cent Case, 1931,
178 I.C.C. 539). 4ny increase in the freish+ rates on these commodi-
ti0s would sexriously affect tho ability of the Califoranis producer
%o compeve in the Zastern markets. This was the opinion expressed
oy every shipper of these commodities apprearing at the hearings.

The ability of the California growexr of deciduous fruit,

lettuce and cantalounes %o successfully market his Frong§§.‘a

. o il ol
%he M{&éie ﬂesﬁern and Zastern markets at higher freight rates
was made the subjoct of a spocial study by 4. G. Mott, Chilet
Enginoer of the Commisszion.  Below is shown ils enadysis of the
relatlonshlp of wrices t0 costs for representetive deciduous fruits
dolivored to typical Zestorn maxikets. In cormenting on the results
of This survey Mr. Mottt stated:
7 "It 48 only by means of rapid tramnsportation
afforded by the railroads that these products of
Califomia cen be marketed, and if the alternative
is to be faced as betwecon the increasing ol rates
on these commodlties whiclh cannot be diverted to
competitive forms of transportation, or the failure
of the railroads %o survive, we have in either of
these eventualitles the ruination of the California
perishable fruit industry. = Stated another way,.it
is important that some means be Tound by which the
reilroads mey Tretain & larger proportion of the
so=called strictly competitive traffic, or we may be
faced with a serious loss in the ability of these
carriers %o serve, osnd a more serious injury to such
industries as are tctally dependent upon them, of
waleh She vegetsbhle and frult industry is an out -
stexding exomple.” :




MO?DATLO Dxcmousmnmxm . 1¢

3 s Table Grapes 3 mioo GREI i s o : - 5 :
s : New York ! Chicago :@ ¢ Kew York : Chicago s Total Grapes s_____Pears $ Peaches

s ' { Per Centt - i - 1Peér Cent: s Per Cent: t Per Coentt ¢ Per Cents 3 Por Cent: iPer Cent
t Unit 3 Amount : of Total: A-ount :or Total: Amount 3 of Totel: Amount 1 of Totel: |Amount ¢ orl'l'ottlz h;;nt 3 orl‘rohJ.: h;:nt sof }':1;11
10 (1) {1g) (135) (14) (15) (1€

Item
1) (2) (3}

Total Unloads Analyzed, 100 Lbvs., 1,276,208 100,00 408.3;95 1ofo.ob 2,700,140 100.00 256,789 100,00  4/691,422 100.00 253,294 100.00 8,336 100,00

?

(@)

(2) Portion of Total Unloads analyzed that
Lo 8014 at price less than cost of
Transportation & Refrigeration (Present

Rates), 100 Lbs. 47,551 3.73 8,190 - .20 34,245 1.25 5,966  2.32 95,920  2.04 1,004 .40 3,043 3.44

s0ld at price less than cost of :

Transportation & Refrigeration (Proposed

(3) Portion of Total Unloads analyzed that
Rates), 100 Lbs. 91,698 7.8 25,320 .62 82,708  3.01 14,98 5,84 214,624  4.07 1,270 .50 4,155 4.7

S | ol CRLET

{(4) Portion ¢f Total Unloads analyzed that
80ld at price less than coat of
Transportation & Refrigeration (Present )
Rates) plus cost of Harvesting, Packing D .

and Selling, 100 Lbs, 510,126 39.97 155,267 38.03 653,828 20.14 88,919 34,63 1,308,130 27.88 65,564 25,88 35,299 3993

[

(6) Portion of Total Unloads analyzed that
i s80ld at price less than cost of
Traneportation & Refrigeration (Proposed
B Rates) plus cost of Harvesting, Packing . :
end Selling, 100 Lbs, 660,720 51,77 206,251 50,52 842,77 0,864 126,142 49.12 1,835,806 39.13 104,758 41.35 47,589 63.87

(6) Portion of Total Unlosds analyzed that
: 80ld at price less then cost of
Transportation & Refrigeration {Present _
Rates) plus c¢ost of Harvesting, Packing, - _ » , .
" Selling end Growing, 100 Lbs, 674,600 52,86 210,6p4 a .57 843,043 30.65 126,289 49.18 1,854,486 39.03 182,686 72.08 47,589 53.87

(?) Portion of Total Unloads anelyzed that

. 801d at price leas than cost of
Transportation & Refrigeration (Proposed
Rates), plus c¢ost of Earveating. Packing, ‘ .
Selling and Crowing, 100 Lbvs, 704,394 62,25 256,241 62.7¢ 1,103,732 40,13 189,37 73.75 2,343,740 49.96 208,25_5 82.?_2 58,405 66,128

(8) Portfon of Total Unloads analyzed that

5 3014 at price less than total cost of.
Producing and Marketing {Present Rates),
i including Interest end Depreciation of _ , .
' Producer, 100 Lbs. 801,093 62,77 260,084 63.46 1,216,055 44.24 169,37 73,76 2,‘466,105 52,57 215,199 84,98 64,282 61,45

{9) Portlon of Total Unloads snalyzed that
: 8014 at price less than total cost of
oing and Marketing (Proposed Rates),
uding Interest end Depreciation of
duoer,

100 Lbs, 906,088 71,00 297,084 72,76 1,620,768  58.93 228,818 69,11 3,052,683 65,07 220,550 67,07 64,428 72,94




SIMMARY 'OF ALL CALIFORNIA PEACHES, PEARS, GRAPES AND PLUMS
URLOADED AT 58 PERXTMARY MiRKETS IN TRARSCONTINENTAL TERRITORY

{ Cotwm €3] - -] T3] ) (L)
‘ : ' : : 1
Peaches

. P) {7)
: : uma x  § Totel Peaches,
Pears § GOra $ Prunes zPo‘rs Grapes,FPlums

Item - 1 Und¢ 3

t '_'Lino 3

“1,
B
=
4
" B
e,
7.

8,

) 100 Lbs.
Per Cont

Total Transcontinental Unloeds,
Portion of Total Transcontinental Unloads Analyzod,
Estimated quantity of Totel Transcontinental Unloads aold at prioo pUT T then cos-%t of
Traneportation & Refrigeration (Present Rates), =~
Estimated quantity of Total Transcontinental Unloads aold at price less than cos% of
Transportation & Refrigeration (Proposed Rates), " n
Estimated quantity of Total Transcontinental Unloads scld at pcrico lees than cos € of '
Transportation & Refrigeration (Present Rates) plus cost of Harvesting,Packing & Selling, "' =
Estimated quantity of Total Transcontinental Unloads sold at price less than cos € of Trans~
sportation & Refrigeration {Proposed Rates) plus cost of Earvutlng,hohng & Selling,
Estimated quantity of Total Transcontinental Unloeds s0ld at price less than com-t of Trans-
sportation & Rerrigeration {Present Batol) Plus cost of Harvesting, Packing, Selling
and Growing,
Estimated quantity of Total Transcontinental Unloads sald at price less thean cost of Trens~
asportation & Refrigeration (Proposed Batea) plu.a cost of Harvesting, Paoking, Solling
and Orowing,
Estimated quantity of 'I‘otal Transcontinental Unloads sold at price less than to®tal ¢ost
of Producing and Marketing {Present Rates) including Fixed Cost of Producer,
Estimated quantity of Totel Transcontinentel Unlceds sold at price less than to%al cost
of Producing snd Marketing (Proposed Rates) including Fixed Cost of Producer,
Railway Revenue (Present Rates) Earned on Totel Transcontinental Unloads, -
Estimated Railway Revenue Farned on quantities sold at price less than cost of
Transportation & Refrigeration (Present Rates),
Estimated Railway Revenue Earned* on quantities 8014 at price less than cout of
Transportation & Refrigerstion (Proposed Rates),
Estimated Railway Revenue Earned on quantities sold at price less than cost of "Iramsporta-
tion & Refrigeration (Present Rates) plus cost of Harvesting, Packing and Sel1 M ing,
Estimated Reilway Revenue Barned® on quantities s0ld at price less than cost of Trasporta=-
tion & Refrigeration({Proposed Rates) plus cost of Harvesting,Packing and ‘Sell- ing,
Estimated Railway Revenue Earned on quantities s0ld at price less than cost of "I‘ranaportt-
tion & Refrigeration{Present Ratea) plus cost of Harvoatins,l’aoking,Selling e x ¢rowing, -
Estimated Railway Revenue Earned* on quantities ecld at price less thesn cost of" Trapsporte~
tion & Refrigeration(Proposed Rates)plus cost of Harvesting,Packing,Selling a xd Growing,
Estimated Railwey Revenue Earned on quantities sold at price less than total co=@t of
Produoing end Marketing (Present Ratss) inoluding Fixed Coat of Producer,
Estimated Rafilway Revenue Earned* on quantities sold at price leses than totpl ot of
Producing and Marketing (Proposed Rates) inoluding Fixed Cost of Producer,

1(” Lbs.

Note: * Fstimates of Revenue earned shomn {n lines 13, 16, 17 end 19 ere calce ulated
at present rates on quantities that would have s0ld for less than: ind fcated
coste with proposed rates,

786,015,

11,24
27,039
36,943

313,856

423,426

423,426

619,713
483,006

673,319
1,658,402

57,052
77,949
662,236
893,430
893,430
1,096,695
1,019,143
1,209,704

2, 143 109

n.az
8,572
16,715
554,637
886,176

1,544,763

1,762,084
1,820,785

1,866,005
4,621,960

18,088

22,610
1,170,283
1,869,830
3,259,429
3,717,966
3,841,867
3,937,271

12,386,614

57,67

252,087
- ;&s,oqa
3,463,388
4,846,698

4,896,429

6,188,352
6,611,643

8,059,970
26,840,201

523,062
1,171,761
7,;48,513

10,@35,046

10,3%.&7

12,:}09,889

13,479,101

16,684,137

746,362
0

16,062,100

301,967
844,090
4,532,725
6,458,964

7,199,035

8,682,341
9,245,346

11,010,670
$3,395, 567

627,837
1,335,883
9,424,229

13,428,357

14,994,610

18,497,805

19,249,205

22,912,699




APPENDIX VIII

The short line railroads of California have been more
seriously affected dy the truck competition than the transcontine-
ental carriers. This condition can be best deseribed by refer-
ring to the two largest short line railroads, the Northwestern
Pacific Railroad Company Iin Northern California and the Pacific
Electric Rallway Conxpany in Southern Celifornia.

The Northwestern Pacific operates 441 miles of railrosd.
It serves an agricultural area in lfexrin, Sonome and iendociro
counties and to some extent In Humboldt County. The portion of
the line north &f Willits was built primarily to serve the redwood
timber belt and provide an outlet for Humboldt County to the Easte
ern market. With the develoyment of highways there was a marked
diversion of the passenger traffic to the sutomobile, ard sirce
1929, when the Redwood Eighway was improved, a marked decline in
freight traffic, whick hes been diverted to the unregulated truck
carrier. Competition from this type of carrier has forced rates
in many instances to a ridieulously low level.

: Since 1921l the operating revernues of this lime have de~

creased from $8,609,731.86 to $4,153,264.46 in 1931, the net in-
como dropping from a profit of $204,156.38 in 1821 to s loss of
$1,752,259.20 in 1931. During the pericd from 1821 to 1931 the
population in the area served by the Northwestern Pacific increag-
ed 20 per cent. There was likewise an increase in the farm acreage,
Postel receipts, gas and electric service, telephone comnections
and automobile registrations. '

Due to the decline in tonnage the Northwestern Pacific
bas found 1t necessary to abandon & 36-mile narrow gsuge lize fram
20int Reyes to lonte R10o. Likewise 1t has been compelled to aban~-
dozn 22 statior agencies, and has materfally reduced the Ireight
and passenger train miles and number of employees. The less-thenw
carloed tonnage handled ir 1931 is 34¢% of that handled in 1921.

The Pacific Electric Reilway Company serves the southern
Porilon of the state contiguous to Los Angeles. The territory serv-
ed 1s perticularly favoradle to the operation of ressenger vehicles
end trucks. This railway was origirally built prixerily for the
hauling of passengers. The wide use of the pPrivate automodile and
1o some exten? the common carrier motor dus hes mede serious inrocads
upon. the passenger revenues of this carrier. This decline, however,
has been going on for a number of years, snd it is problematical
wkether or not the Pacific Zlectric Railway Company will ever regain
& substantial amount of the passenger business lost. It has made
serious efforts to augment its freight business, but ia confronted
with severe competition from the motor truck, and perticularly the
uaregulated truck. At first the truck competition was felt iz the
less-than-carload business, although at the present time the compa=-
ny is serifously feeling the effects of this competition on its car-
load traffic. From a normsl movement of rock of approxixcately
40,000 carloads per annum this traffic has declined to approximte=
1y 12,000 carloeds in 1930 end 7,000 carlosds im 1931,. notwithstand~
ing that the Pacirfic Electric has made repeated rate reductions in
an effcart t0 hold the traffic to the reils.




The other short line railroads in California have dbeen
arfected by truck competition to a greater or less degree.

Below is a statement showing the operating revenuos and
expenses Of the ten largest short line rallroads for the last past
five years.

PACTIFIC FLECTRIC RaILWAY COMPANY

-
-
-
k)

1927 1928 1929 1930 19331

Rate Bese £74,627,000 $76,631,000 478,742,000 $78,124,000 $78,622,000

Operating Rev. 19,814,541 18,310,988 18,417,335 15,602,360 13,281,619

Taxes 1,113,665 1,138,742 1,112,611 1,082,934 938,165
Sub-TO't&l 3 46 9. P o B A 4 » < v 6 » 93 ) 3 0 Pebe y 9894430

Operating Income 2,149,421 1,296,205 1,805,403 610,512 292,189

Rate of Return

Interest on :
Funded Dedbt 42,892,565 §2,631,439 §2,638,121 §2,652,669 $2,564,621

NORTEWESTERN FPACIFIC RAILROAD COMPANY

1927 1928 1929 1930 1931

Rate Base $44 341,000 $44,544,000 $43,347,000 $42,033,000 $42,083, 000

Operating Rev. 6,606,409 €,355,971 6,186,763 5,585,533 4,153,264

Operating Exp. 5,362,006 S,732,204 5,384,887 5,072,598 35,958,181 .
Taxes 488,838 478,961 449,434 433,754 401,549
Other Net Debits 141,876 - 04,323 52,716 101,226 135,497

Sub=Total 5,992,810 6,305,488 5,887,087 5,607,578 4,495,227

Operating Income $61%,569 $50,485  $299,726  § $52,045 § $341,965

Rate of Return

Interest on ‘
Funded Dedt $1,353,042 $1,346,727 $1,352,098 §$1,355,048 $1,363,524

ﬁ Red riSWQ.




SACRAMENTO NORTHERN RATLWAY

-
-
-
-»

1931

1927% . 1928* 1929 : 1930
418,273,000 $18,777,000 418,806,000 $19,894,000 $20,065, 000

Operating Rev. 2,450,542 2,321,542 2,104,386 2,083,308 1,648,263
Operating Exp. 2,108,747 2,072,289 2,051,670 2,369,046  1,863,68%
Taxes 146.928 138,113 130,494 122,103 117,283

Sub~Total - , 676 2, 2I5i46§ 2 , 182 R 164 2 ,491 y IQQ 1 , 980, 5‘! -3

Operating Income $193,867 $111,140 ¥ $77,798  # $407,841 # $332,709

Rate of Return

Interest on
Funded Debt $282,717 $309,968 $344,625

SAN DIEGO AND ARIZONA RATLWAY COMPANY

1927 1928 ;1929 1930 1@31
Rate Base $12,226,000 $12,272,000 $12,342,000 $12,328,000 $12,353,000

Operating Rev. 1,349,092 1,225,832 1,275,250 1.017.784 73’2.336

Operating Exp. 1,003,847 931,682 945,773 823,262 702,770
Taxes 79,995 69,303 67,543 65,701 60,255

Other Net Debilts 12,363 1,872 i 3,115 14,823 ff 24,828
Sub-TOtal 9 g )y 0 R 10 ry 1_,0104261 4.540 ..

Operating Income $252,887 £223,175 $265,049 $143,444 # $ees

Rate of Return 2.07%

Interest on
Funded Debt $990,480 $1,015,180 $1,039,436 41,066,872 $908,628

# Red figure.
* Includes San Francisco-Sacramento Railroad Company operations

prior to consolidation.




SUNSET RAILWAY COMPANY

1927 1928 1829 1930

@1,439,000 §1,434,000 §1,442,000 $1,437,000 $1,427,000

Operating Rev. 359 »499 237,742 294,262 172,804

Operating XExp. 304,992 175,888 164,504 118,384 83,033
Taxes 34,920 22,571 21,008 = 13,960 12,168

Otber Net Debits 57,694 41,812 35,439 24,287 15,934
Sub~Total o7 )EGE 240 3 27L &5,;45 IggJ EoL II:,BS
Operating Income # $38,107  # $2,529  $73,314  $16,173  $10,862

Rate of Return

Interest on :
Funded Dedt 4 » 7 $23,444 $21,441

PACTFIC COAST RATIWAY COMPANY

-
-
-
-

1927 1928 1929 1930

Rate Dase 42,380,000 $2,400, 000 $3 386,000 $§2, 395,000 $2,406,000

Operating Rev. ’ 250,379 206,062 184,879 107,726

Operating EXp. 204,649 228,903 187,671 161,019 154,2)7
Taxes 1,089 9,148 11,104 12,287 10,324

Other Net Debits 7 - - 4
sub~Total -205 , 745 S35 , SCENE gaoaﬁ 164,545
Operating Income # $28,215 $12,328 $7,287 § $18,427 # $56,819

Rate of Return

Interest oo
Funded Debt

# Red figure.




YOSEMITE VALLEY RATIROAD COMPANY

1927 .  1¢28 1829 1630 - 1931

Rate Base $8,469,000 $8 472,000 $8,526,000 §8,540,000 $§8,596,000

Operating Rev. 563,715 362,904 519,901 ‘ 446,045 222,706

Operating Fxp. 590,542 334,346 307,732 329,405 224,182
Taxes 77,589 38,905 25,958 24,843 47,766

Other Net Debits 18,84% 19,848 14,972 11,182 6,706
Suh=Total Eglseo 393, 099 KT LE@ SE, 440 2939 3, 654

Operating Income $76,735  # $30,195  $171,239 $80,605 # 375,948

Rate of Return

Tnterest on $218,300  $215,800  $215,900  $215,900  $215,900
Tunded Debt ' ’

CINTRAL CALITORNIA TRACTION CONMPANY

-
-
-
*

1927 1928 1926 : 1930 s 1931
Rate Base £3,558,000 $3,539,000 $3,563,000 $3,570,000 $3,610, ooo

Operating Rev. 542,406 . 445,049 390,894 453,276
Operatirg Exp. 443,931 435,103 441,621 418,225 390, 249
Texes 28,776 17,316 26,083 21,825 19,830

Operating Ixcome $69,699 # $7,370 # $76,810 $13,225 # $100,523

Rate ¢of Return

Interest on ) .
Funded Debt # 518,984 867,975 $72,483 $73,875 = §64,184

# Red Figure.




TIDEWATER SOUTHERN RAILWAY COMPANY

-
L
-
A, ]

()
(o]
3
oo o0

s 1927 . 1928 1930 & 1931

Rate Base $2,268,000 $2,404,000 $2,501,000 $2,440,000 $2,500,000
Operating Rev. 352,230 349,361 308,853 448,171 287,687
Operating Exp. 228,839 241,133 279,268 336,638 265,843
Taxes 30,696 30,861 26,057 22,593 24,807

S‘Ib-Total 9’ [ 94 30 ’3 9) 3 »
Operating Income $72,695 $77,387 $3,528 $88,040 # $2,763

l Rate of Returxz 3.164 3.22% 0.14% 3.684% -

Interest ox )

Fanded Debt 312,711 $11,744 39,740 $8,121 $34,860

*STSRRA RATLWAY COMPANY OF CALIFORNIA
D Y1927 i 1828 :+ 1929 i 1930 : 1931

Rate Base $5,016,000 $3,006,000 §2,841,000 §3,019,000 $3,048, 000
Operating Rev. 649,905 646,831 644,503 415,368 271,013
Operating Exp. 435,268 392,818 387,116 334,491 234,013
Texes 51,719 42,120 69,738 46,482 27,881
Other Net Debits 51,173 46,601 45,687 30,484 8,007
Opersting Income  $111,745  $165,202  $141,962 $3,911 $1,112
Rate of Return 5.71% 5.50% 4.8%% 0.13% 0.04%
Interest on : '

Dunded Debt $106,14 505,728 $ee,362 $08,247 $92,015

# Red Figure.

* Now in the bhands of receiver.




TOTAL TEN SEORT LINE RATILROADS

-
-

1927 - 1928 1929 1930 & 1931
Rate Base $170,612,000 $173,479,000 $174,686,000 $173,778,000 $174,710,000

-s @k & S M s @ B S P

Operating Rev.32,645,869 30,506,589 30,348,189 26,469,529 21,141,167

Operating Exp.26,835,366 26,420,407 25,649,563 23,991,982 19,947,242
Taxes 2,054,215 1,986,040 1,940,027 1,846,482 1,660,028

Other Xet)
. Debits ) 281,962 204,258 145,699 152,566 141,323
Sub-Total 25,:”:,“3 ﬁr6164 700 E: y =ESJ Eg EE,Q?IJGQ mn 5mv5§5

Operating |
Imgm ?:},{:’74,326 #.11895?896 §2,‘612,900 $478,499 # $607,426

- e W 4 M A & & el S S S R s R W W W W W A g O

Taterest on
Funded Dedt $5,858,03¢ 35,725,356 85,784,187 §5,852,5908 $5,680,954




APPENDIX IX

The record shows that due to the loss of short-heul
traffic to the unreguleted trucks The Atchison, Topeke end Santa
Fe Railway hes greetly diministed and in many instances totally
ebolished local Ireight trains.

Durirg the five-yecr period from 1927 to 193, dotk
inclusive, the Loc iAngeles & Salt Lake Rallroad Compeany closed
28 stations in California and in some instances curtalled thelr
local Treight train service 50%, primarily due to their inadil-
ity to meet truck competitiox.

This condition hes greatly diminished the number of
exployees ¢f the railroads. The President of the Noxrthwestern
Pacific Railroed stated that the average nuwber of exployees in
kis company in 1921 was 2255 snd in 1931, 1584,

The following statement shows the total payroll of The
Atchison, Topeks and Santa Fe Rallway Company (Coast Lines), the
station employees peyroll, agency stetions maintained, and the
total number of employees for the years 1227 to 183l inclusive.

Station Employees Total Agency Totsl Number
Payroll rayroll Stations loyees

£198,066.21 §1,745,042.40 140 13,025
198,433.10 1,674,333.41 138 11,606
201,046.25 1,664,389.02 138 11,548
183,254.88  1,370,731.71 133 9,310

159,042.57 1,178,393.30 127 8,258

The above is illustrative of simiiar oconditions pre-
vailing on other railroads.




APPENDIX X

DUnregulated trucks, the record shows, extensively so-
l1icit Treight by advertising, personal solicltation, ocut rates,
offers to perform auxiliary services such as purchasing, making
market reports, stacking and storing. Their rates can fluctuate
to meet the demends of traffic.

The rates of the cerriers under the Comission's Juris~
dioction cannot be made so flexidle. Under the law they are Tound 7
dy the rates in their tariffs from which they camnnot deviate.

Under Section 15* of the Public Utilities Act no rate, rule or
reguletion may be cheanged except after thirty (30) days*' notlce

t0 the Commissior andi to the public by carriers amending their
tariffs as provided in Section 14 of the Public Utilitles Act
unless, for good cause shown, the Commission may authorize chang-
es Iin rates, rules and regulations on less than thirty days® no-
tice. Eowever, t0 accomplish publication on less thar statutory
notice an application must be prepared and presented to the Com-
mission and the change proposed must be Justified dy the Coxmis-
sion. As & practical nmatter this entails a delay of several: days
before rates of regulated carriers can be changed legelly. Thus

the regulated carriers are not on & rate competitive equality

with unregulated carriers who may change their rates at will,

* section 15 reads as follows:

"nless the commission otherwise orxders, no change shall
be mede by any public utility in any rate, fare, toll, rental,
charge or classificatiom, or in any rule, regulatior or contract
relating 10 or affecting any rate, fare, toll, rertal, charge,
classification or service, or Iin any privilege or facility, ex~
cept after thirty deays' notice to the commission and to the pub=-
lic as hereir provided. Such notice shall be given by filing
with the cormission and keeping open for public inspectiom new
gchedules stating pleinly tke change or changes to be made in the
schedule or schedules then in force, and the time wher the change
or changes will go into effect. The commission, for good cause
shown, may allow changes without requiring thie thirty days' no-
tice herein provided for, dy an oxrder specifying the changes so
to be mmde and the time when they shall take effect, and the mane-
zer in which they shall be filed and published. When any chazge
is proposed 1z any rgte, faxre, toll, reuntal, charge or classifi-
cation, or in any form of contract or agreement or in any rule,

regulation Of QCILTAGY ToAgting to or affecting any rate, fare,

toll, rental, charge, classification OF Semfmg; Qr m “ny Pri-
vilege or facility, attention shell be directed to such ¢

on the schedule filed with e comission, By some aheracter to

z;gdzgési;;;f"by the commission, immediately preced mg or follow-




APZENDIX XX

' The common carriers By vessel may be divided into two
classes: rirst, those exgaged in the coastwise trade, and seocond,
those operating exclusively upon the inland weaters of the state. '

Cf the latter class there are sixty-four (64) operating
under the Jurisdiction of this Commission, most of tkex being en-
geged in heuling between points on Suk Francisco Bay, the San Joa-
quin axd Secramento Rivers and their tridutaries. Under the law
as it exists at the present time carriers on the inland waters are
Tequired to obtain & certlificate of public convenlence and necesa—
ity before beginning operations (Section 50(d) of the Public Util-
ities Act). This section was added to the Public Utilitles Act in
1923. Since its enactment very few certificates of public conven—
iexnce and necessity have teen granted dby this Cormission. Most of
the carriers now aperating were engaged in this business prior to
the passage of Section S50(d). Very few of them at that time main-
taiced, or now xaintain, regular schedules, the vast majority per-
forxizg & service wherever traffic was or is offered. The record
izdicates that there is an excess of transportation facilities a~
veailable on the rivers, with the result thet a constant struggle
is being made for traffic, oftex et 1llegal rates. The laxrger
linegs rendering a regular service, both freight and passenger, are
barely able to exist. The following table shows a four=year pericd
of earnings ard experses Of The River Lires, & coordinated sexrvice
of the Celiforniz Transportation Company, Sacramento Navigation Com-
pany and FPay Transportation Company, representing an Investment of

$4,756,629:

1928 1929 1930 1931
Earcings $1,832,689.57 $1,854,688.38 $1,779,499.18 4§1,382,678.30
Experses 1,792,770.44  1,821,031.44  1,768,590.16  1,485,263.24

Net $39,019.13 $33,656.94 $10,909.02 * $96,554,94

* peficit.

The coastwise carriers are likewise faced with a difficult
sitvation. The Public Utilitles Act does not require a cextificate
of pudlic convenience and necessity before vessels may be operated
in the coastwise ftrade. There 1s an adbundance of idle boats avail-
able wkhiock the recoxrd shows can be obtained at a dare bdoat charter
of spproximately $20 per day. The exse in obteining hulls and the
lack of any regulatory requirement of a certificate of pudlic con-
venience and necessity invites ruinous competition witk the regular-
ly established lires which have large iuvestments In vessels and
equipment. The reccrds of this Commission show that ecompeting
coastwise boat lines spring up over xight, invariadly offering rates
lower than those of the established lines but without any knowledge
of the cost of operatiox.

The lack of effective regulation of the coastwise carriers
- 1s threatening the lines long established. 4. F. Eaines, Vice-
President of ths Pacific Steamsihip Company, testified:

*The Paclific Steamship Company, in sssociation with other
coastwise water carriers, is endeavorirg o maintein a sube




stantial fleet of Pacific Coast merchant vezsels. . . The
people of the United States need a merchant marine, realiz-
ing its necessity in times of peace as well as in times of
war. Congress has recognized thet & strong, capable ad
flexible merchant marine is essential. . . The olass of
steamship service on this Coast has been and.is graduslly

" deteriorating, and unless our competitors cex de regulated
the modern, fast, usseful and comfortable steamers will not
e replaced. C

The Pacific Steamship Company, successor of the Pacific
Coast. Steamship Company, is now negotiating a financial re-
organization caused by unholy and needless competition. This
is the second time in nine years that the Pacific Steamship
company has been odliged %o re-finance, with great loss of
money invested, due to the same causes. .« . ,

"The Pacific Steamship Company service is degenerating
fram good, substantial combination freight and passengex
steamers to a line of cheaply operated oargo boats, due to
the lack of control of campetitors.’ With large capital in-
vested and the necessity of maintsining regular service, we
are subject to attack by irresponsidle operators using oheap,
glow, antiquated tonnage, with practically no Investment and
insufficient responsibility to meet their liadilities in case:
of accident or disaster, to pirate our business. When the
trade is poor these irresponsidles drop cut and leave the com~
panies with large investments to comtimue. Then whex dbusinesx
revives the irresponsibles come out of their holes and attack

again.

*Tt ¢osts us much to overate a steamship, whetber ahe
runs full, part full, or empiy - schedules mist be maintained -
therefore whenever a new service iz to be started, or addition-
al tonnage put in the trade, it is Ilmperative that a certif-
{icate of necessity should be required and the service of the
regular lines in that trade should be given first considera-
tion and protection.™ _




APPENDIX XTI

Ixtensive truck and trailer cost atudies were made Dy C. G.
drthony, President Pacific Freight Lines. Acocurate performance rec-
oxrds of 87 trucks and trzilers were kept. The trucks and trailers
were operated detweex Los Augeles and Los Angeles Harbor, Imperial
Valley, Sau Luis Obispo, Fresno snd San Diego, c¢overimg over 350,000
miles monthly. The cost figures shown below are compiled fLrom Exhibit

94 (Witness Anthony).

Table l.
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In explanation of the above tables Mr. Anthony testified
as follows:

*The actual cost of operating a truck 1s dependent upon
many factors. The cost will vary with the type of equipment
used. The size and load carried enters into the equation.
The c¢ost will also vary with the topography of the region in
which operated, the congestion in a given region, the dbuying
power of the owner, the care of the egquirment and methods of
acoounting used in establishing ocosts. . . .

Thccurate costs were kept of the operation of each piece
of equipment from day to day, s0 that the yearly averages
were readily obtainsble. - & composite picture of these oper-
ations is presented ix the above tables.

"The cost of operating these motor trucks and trailers
is placed under two headings, "Fixed Charges™ and "Variadble
Costs". The fixed charges include interest on investment,
insurance, garage, license and driver's salary. The variea-
ble costs cover gasoline, oil, grease, repalrs, tires and
depreciation. The fixed cbarges vary inversely with the mile-
age traveled, while the variable costs vary directly with the
mileage traveled. Because of this inverse variation of the
Tixed charges, 1t 1s Impossible to state the coat per mile
unless we konow the miles traveled.

TABLE 1.

"Table 1 shows the daily fixed charges of verious capae
01ty trucks and trailers ranging from 2 ton to 10 ton equip=
ment. Interest 1s rigured at 6% yearly on the average invest-
ment. Insurance charges are taken from quotations of the Auto-
mobile Clud and checked agesinst actual experiexce. License
charges are those fixed by law for California. :

*Amounts allotted to wages are predicated upon informa=-
ticn gained from drivers now working for Pacific Freight Lines,
dbut formerly in the employ of contract haulers and from many
drivers applying for positions. The wage scale set forth in
Table 1 is less than that aoctually veing paid by Pacific
Freight Lines, and was reduced intentionelly to produce a fig=
ure so low that it would be free from the criticism that driv-
ers could be obtained for less than the wage scale set forth
in this table. Becsuse of scarcity of work amd the unemploy-
ment problems, drivers are willing to work at the present time
on this wege scale. - Where drivers ere paid by the trip rather
than by the day the wages received closely approximaste the
amounts used in Table l.

TABLE 2.

"Table 2 gets forth the varlable costs far the seme equip-
ment. Gasoline 1s figured at 12¢ per gallom, lubricants charg-
ed at actual cost to Pacific Freight Lines, tires at list of
iareh 10, 1932, less 10%, ellowing 30,000 miles for pneumstics
on trucks end 40,000 miles on trailers. Maintenance is actual
experience. Depreciation is figured on a milesge basis, allowe
Ing = life of 100,000 miles for trucks and 250,000 miles for




trailers. Depreciatior may be charged off on either a year-
1y or a mileage dasis. On a time dbazis depreciation iz assume
ed to be & fixed charge; on a mileage basis it becomes &
variable cost. I regard the mileage basis as more accurate
as it does not charge an idle truck with the same rate ax

the truck doing 200 to 300 miles daeily. It bhas deen my ex-
perience that maintenance plus depreciation for 100,000 miles
juet about equals maintenance plus depreciation figured on &
200,000 mile bazis. As the number of xiles allotted to the
lite of a truck are increased the depreclation per mile de-
creases dbut this reduction of depreciation cost is offset by
the fact that maintenance Iinoreases.  This is due to the fact
that a moving part is & wearing part and has a definite life.
After a given number of motions the part is worn to an unusg-
ble condition and must he renewed. :

. *7o arrive at the cost of operating & given truck a given
number. of miles both Tables 1 and Z must de used to get the
angwer. TFor example: let us say that a 5 ton truck carrying
Sk ton payload and pulling & 4 wheel trailer carrying an 8 ton
payload travels from Los Angeles t0 Sen Diege, a distance of
126 miles, discharges. its cargo and returns to Los Angeles
expty. What is the cost of this operation? To.determine the
total ocost add the fixed charge of the truck or $8.88 (Tabdle
1 Colum. 5) to the fixed cost of the traliler, or..87 (Tadle L
colum 7) giving a total of $9.76. The variable cost will de
$.1229 per mile for the truck.(Table 2 Columm 5) plusz $.03 for
the trailer (Tadle 2 Column 7), Oor a total wariable of $.15%
per mile, and for 126 miles the total variable cost will be

$20.03. The total operating cost will be =

$9,76 = the rixed charge plus
20,03 =~ the wvariadle cost, or:
$5%.79 = to haul 13% tons 126 miles

The equipment returns to Los Angeleg empty s0 the rou.nd,trip
cortx 2 x 29.79 or $59.58.

"The average contract rate to San Diego is 15¢ foxr 100
Ibs. or $3.00 per ten. The revenue returned for hauling 13% -
tons @ $3.00 per ton equals $40.50, an amount showing & Profe
it of $10.71 on the bhaul to San Diego, dut a loss of $19.09
atter the equipment has returned to Los Angeles emptly; there-
fore, a return cargo or back haul must be odbtained to make &
15¢ per 100 rate profitabdble.

TAELE S
"To elininate the necessity of mmltiplication and eddi-
tion a= outlined in the above example, Table 3 has= been pre-~
pared. Table 3 shows the cost per mile of operation of truck
and traller of various capacity for various distances. For any
given mumber of miles traveled, add the truck cost per mile to

the trailer cost per mile to get the cost per mile of a truck
and trailer movement. . :

} TABLE 4
"To still further simplify the cost determination, Table

4 has_Yeen prepared. Table 4 shows cost per trip of truck and
trailer operation of various capacity for various distances.”




Miles

é

The following table shows the revenue, based upon a Live
ton truck loaded %o capecity, actually being received by unregulated
carriers:

From

85
327
7L
72
155
84
203
197
177
208

160
352
93
52
177
236 -
8%
169
8%
68
85
88

San Francisco Bay Points

Modesto
Salinss
Ripon

San Francisco
Cakland
Dinuba
Kingsdurg
Fresno

Red Blufl

San Francisco
San Francisco
Turlock

San Jose

San Francisco
San Francisco
San Franci sco
Gridley
Yodesto
Mantecs
Modesto
Tracy
Bethany

San Francisco

To

Modesto
Los Angeles
Los Banos
Sacranmento
Madera
Modesto
San Francisco
San Francisco
San Francisco
Sen Irancisco
Bay
Willows
Santa Barbara
San: Francisco
San Franeisco
Fresno
Bakersfield
Modesto
San Francisco
San Francisco
San Francisco
San Francisco
Hollistex
Senta Cruz
Weed

Commodity

Revenue

Salt

Canned Milk
Beet Pulp
Canned Milk
Mill Yeed
Feed )
Dried Fruiit
Dried Fruit
Dried Fruit

Dried Fruit
Groceries
Groceries
Canned Goods
Canmned Goods
Canned Goods
Canned Goods
Canned Goods
Canned Goods
Canned Goods.
Canned Goods
Powdered Milk
Eay '
Hey

Me rchandi se

$13.00
26,00
7.50
12.50
12.50
7.50
17.00

- 17.00

15.00

18.00
20.00.
54.00
11.00
7,00
15.00
25.00:
10.00
18.50
12.50
10.00
10.00.
15.00
50.00




APPENDIX XEIT

In anelyzing the financial condition of The Atchison,
Topeka & Santa Fe Railway Company, Southern Pacific Company, Union
Pacific Railroad and Western Pacific Reilroed Compeny, the four

transcontinental railroads which serve California, Mr. A. G. Mott,

Chief ZEngineer of the Railroad Commission testiflied as follows:

"Returning to Sheet 1, (Exhibit 1ll) showing the
results of operation of the Santa Fe, we have portrayed
one o the strongest carriers of the country. Its invested
capital has Increased over 10 per cent in the five~=year
period, whereas its operating revemues, the far greater
ortion of which are freight earnings, have decreased from
206,000,000 to $150,000,000, or a decrease of more than
25 per cent, and although operating expenses have also de-
creased greatly, the operating income available for return
has decreased from $45,000,000 to a little over $28,000,000,
or nearly 40 per cent. The rate of return on this property
in 1927 was 5.77 per cent, increasing to a little under
7 per cont in 1929, but decreasing to 3.18 per cent. in 193l.

"The Santa Fe is an unusually conservatively financed
carrier, with the result that its interest cherges are
relatively a small proportion of its total earnings. Its
operating income in 1927 amounted to more than four times its
interest charges, while in 1931 this ratio had shrunk to a
little over twice its interest charges. Parenthetically,
it should be stated that it is my understanding that all
of the carriers shown in this exhibit contend that their
rete dases are substantially in excess of the rate base
figures develoged from the Interstate Commerce Commission's
valuetions,™ k¥Ex

"The second sheet shows comparable information with
respect to the Pacific System of the Southern Pacific Company.
The Pacific System is roughly descrided as that portion of
the Southern Pacific Company extending from Sam Francisco
on the one hand northerly to Portlend, easterly over the
Central route to Ogden, end southeasterly to El Paso, Texas
and Tucumcari, New Mexico. Invested capitel has not in=-
ereased quite so ragidly on the S.P. Operating revenues have
fallen from nearly $215,000,000 in 1927 to $146,000,000 in
1931, a decrease of 32 per cent. The operating income
available fox return has fallen fram $44,000,000 in 1927 to
less than $20,000,000 in 1931, or more than 55 per cent.

The rate of return of the Southexrn Pacific Company increased
from S.41 per cent in 1927 to 5.72 per cent in 1929, and
decreased t0 2.23 per cent in 1931.

*The Soutkern Pacific Company hes a lerger interest
bill to pay, with the result that in 1927 its operating
income amounted to slightly over 1% times its funded dedbt
interest, dut in 1931 its operating income amounted to
only 60 per cent of its funded debt interest.”




o ¢

"It should be borme in mind that these larger com-
penies have in the past had substantial non-operating
income esrnings, largely in the form of dividends and
interest on securities of other corporations, in many
instances, other railroads. With earning power of
these other corporations, particularly railroeds, im-
paired end dividends reduced or omitted, these carriers
must rely more and moreon their operating income to
meet their fixed charges.

*Furthernore, without substantial earnings on in-
wvested capital, additional capital can not be expected to
flow into the enterprise to provide the same degree of
adequacy of facilities that has obtained in the past.

"The situation of the Southern Pacific is particularly

S1ENAFLGERS 10 GERIIOTRIG) DoF AR ORAY s the Southerp

Pacitic come under the necessity of meeting more and more
its own fixed churges out of 1its own operating income,

buy as heretvorore pointed out, it must take care of Lixed

charges and othe:r deficits on geveral of the more impor-
tant short line railroads in Callfornia which it owns, or

allow these railroads to pass into daxkruptey.

"It will not be pnecessary to review in detail the
figures of the Union Pacific and Western Pacific, except
to observe that they follow the same general tendencies
as to the two already reviewed.

] might say that the Union Pacific is for the Union
Pacific system, which includes the Los Angeles and Salt Lake,
the Union Pacific Railroad, the Oregon Short Line and the
Oregon-Washington Railmad.

"The f£ifth sheet of this exhibit shows the situation
for the four transcontinental railroads combined. These
four railroa3§, it will be noted, have an invested capital
in the of $2,500,000,000, The combined operating
revenues for 1927 amounted to $641,000,000, but they have
since declined nearly 28 pexr cent. to é463,000,000. The
combined operating inceame of $131,000,000 in 1927 has de-
creased 45 per cent, nearly ome-half, to less tham $73,000,000.
The comblned rate of return has fallen from 5% ver cent in
1927 %o 2.79 per cent in 1931. The operating income amounted
to more than twice the interest on the funded dedbt in 1927,
but in 1931 the operating income exceeded these interest re-
quirements by only 16 per cext.

*In passing, it should be observed that the situation
is very much worse in 1932, for whereas the four railroads
combined earned 2.79 per cent in 1931, their earnings for
the first three months of 1932 amount to less than 1 per
¢ent, there having been a reduction of more than 60 per
cent in net income compared with the same period in 1931.
During this same three months period the Southern Pacific
T=2iled to earn its operating expenses.




"1t is, of course, not 10 be inferred that all of the

present difficulty of the railrosds is the result of the disor-

genized condition in the transportation industry, dbut the rec-
ord heretofore mede indicstes that the unrestrained competitiocn.
on the part of unregulated carriers is one jmportant factor
contridbuting to the dismel financiel situation reflected in
these exhibdits. Weze the prodlems confined to the welfare of
the rallroads themselves and the stabllity of the investment
measured by the billions invested in these railroed facilities,
the problem would indeed be serious and worthy of most earmest
consideration. The fact is that Californiats concern iIn this
problem is far broader than the welfare of the railroads thew~

selves.™

Below is shown the results of operatiom, for a Tive=
gear period, of the four transcontinentel railrads serving Cel-

ifornia.




ToE ATCHISON, TOPEKA AND SANTA FZ RATLVAY COMPANY
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SOUTHERN PACIFIC COMPANY - PACIFIC SYSTHM
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214,098,487, 218,885,255,
149,215,801,
17,573,929 .

3,984,229,

181,212,056.
17,551,203.
4,816,113.

225,677, 73%.

15%,351,56%.
18,068,082.
5,762,842,

5875,844,000. $861,2908,000. $850,097,000.

168,837, 681.

132,851 ,268.
15,315, 053.

5,851,066, -

146,117,961. 198,663,428,

107,434,090
13,990,523,
'5.020,912:

138,808,956.
16,499,760
5,027,212,

170,775,969, 173,579,372,

177,182 ,487.

153,698,287,

126,445,525, 160,335,928

344,124,518, $45,305,863.

%8,675,931. 628’663,948.

$48,495,250.

$28,835,863.

435,139 ,3%.

4.02%

430,179,651

519,672,456, 538,547,500

2,234 4.53%

i e R G e S el S me age e W

$%2,158,000. $29,702,679.




UNION PACIFIC RATLROAD COMPANY - SYSTEM ®

FRER—e— b

1927

1928

1920

1930

-193L s

o-Yoar : |

Rate Dase

Operating Revenues

Operating Expenses
Taxes
QOthexr Net Debits

Sudb-Total

Cporating Income

£$681,344,000. $694,625,000.

203,891,622

140,334, 442.
15,985,844
8,087,946.

215,169,246,

146,256 ,488.
15,978,222
9.115,541.

5706 ,035 ,000.

217,356,593

147,026,561 .
17,089,568,
7,914,886

Aversge - @

376,775,000, $721;781,000. $704;102,000. |}

189,672,812,

131,154,850.
‘15,041,887,
8,178,153,

154,568,411,

109,951 ,304.
12,181 ,908.
7,732,678.

196,131,697.

134,944,747,
15,255,486
8,205,843,

164,408,252,

171,550,251 «

172,081,025,

T 5%, 374, 890.

129,865,98C.

158,406,076.

339 ,463,390.

07,744 ,851.

343,818,985.

&L, 578,034

545,325,568,

835,297,722,

$18,260,713.

$24,702,431.

415,136,208,

$37,725,621.

416,550,166

YESTERN PACIFIC RATIROAD CQMPANY

prEsie i s

-
.

S-Yooxr

1927 1928 1929 1930 1931 : _Average

$102,015,000. 104,820,000 107,654,000, $111,156,000. (120,784,000 $109,290,000. |

Operating Revenuer
Operating Zxpenses

‘Texos
Qtker Vet Debits

Sub-Total
Operating Ynecme

‘Rate of Return

Interest orn Tunded Dedt

16,433 ,463.

13,125,069.
1,503,477,

17,594,074.

14,206 ,209.
1,171,177,

17,687,808.

14,438,043,
1,287,403,

(516,566. )

(364,523.)

(539,0686. )

16,298,%8C.

13,152,8%9.
1,103,279,
12.,702.

12,914,527.

11,4%9,804.
1,106,614.
104,839,

16,185,708,

13,272,303,
1,236,390.

(238,683,

14,111,980,

15,013,063,

15,186, 380.

14,587,820,

12,851,257,

14,270,100.

42,320 ,483.

$2,137,962.

$2,581,011.

2.46%

32,288,856,

$2,501,51.6.

62,449, 650.

$1,910,760.

“2,612,667.

$263,270.

42,764,607,

&,,915,608.

(Red Figuze., )




APPENDIX XTIV

By Exhibit No. 1 it was shown that the Southern Pacific.
Company's loss of traffic to trucks during the year Marech 1, 1930,

% Mexrceh 1, 1931, was 5,720,843 tons, segregated according to

loss in revenue as Tollows:

© O 8 o o o> B N

5

11

Commodity
Generel Merchandise

Petroleunm & Products

" Hay

Tumber & Products
Fruitvs, fresd
Carned Goods

Vegetables, llelons, Potatoes, Onions

anvos, Parts & Tires
Truits, dried

Sugar

Live Stock

Seans, dried

Iron & Steel

Papel?- & Products
Dairy Products
Fertllizers

Packing Zouse Products
Crein & Prodacts

Miscellaneous

To%tal

Per.cent of

Revenue Total
$3,989,899 30.5
1,581,865 12.1
1,154,565 8.8
1,008,673 7.7
£97,256 6.9
634,764 449
523,578 4.0
479,882 3.7
396,307 2.0
378,856 2.9
258,920 2.0
195,693 1.5
177,190 1.4
154,535 1.2
135,080 1.0
127,271 1.0
122,461 .9
88, 657 7
770,112 5.8
12,075,584  100.0




APPENDIX XV

The Commission's Chief Engineer made a study based upon
& check of truck transportation at fifteen typical highway loca=-
tions within California during the fall of 1931 for the Primaxry
purpose of classifying truck carriers engaged in hauling Califor-
nis Intresstate traffic.*

The detalled information obtained showed (1) name of
owner or operator, (2) license number, (3) capacity of truck, (4)
Polcts of origin end destinetion, (5) nature of the load, (8) owne
er of the load. and (7) general information obtained froar driver
as to chersoter of operations. From the information thus odtain-
ed the operations of sach operator were placed in ome of three
classifications, namely: :

(1) Carriers for hire certificated
{2) Carriers for hire mot certificated
(3) Cearriers not for hire

The following shows the number of trucks and trailers op=-

erating in eackh classification:
Trucks Trailers

Kunber of loaded trucks operated by carriers :
for hire, certificated 811 587
Number of empty trucks operzted ty carriers
for hire, certificated 247

Number of loaded trucks operated by carrilers

for hire, not cartificated 8,358
Ruzber of empty trucks operated by carriers

for hire, not certificated 3,959

Numbex of loaded trucks operated by carriers
not Ior hire ' 7,038
Xumber of emply trucks operated by carriers
a0t £or hire . 4,297 348

Loaded PEmpty Total

Total Trucks & Trailers, for hire,

certificated 1,498 o786 1,874
Total Trucks & Trailers, for hire, .

not cartificated 11,612 5,359 16,871
Total Trucks & Trailers, not

for hire 7,647 4,645 12,292

Grand Total (all 3
classifications) 20,757 10,380 31,137

The relative trucking use of the highways by the warious
classes of truck carriers is reflected by the following tabulation:

* This oheck was msde by the State Board of EQualization with the co-
operation of the State Eighwey Patrol. The original records of the
Board of Equalization were made available to the Rellroad Comrdssion,




RELATIVE TRUCKING USE OF EIGEWAY
BY VARIOUS CLASSES OF CARRIERS |

: Uzits c'lmacity
: : : : _ .A.vea:ago

Aggregate. Tons
Truckss Trailera.rotal-Per gcent: Tonnasge :Pex cont-Per Tait

Carriers for E:ire : - :
certificated 1,158 716 1,874 6.02 8,478 9.60 4.5

Carriu-a for Elire '
Not Certifice-

ted 12,317 4,654 16,971 54.50- 53,241 €0.28 3.1

Carriers not for
Hire ' 11,335 957 12,292 39.48 26,804  30.12 22

TOTAL 24,810 6,327 31,137 100.00 88,323 100.00 2.8




statement of Professor Ford K. Edwards

wmui{s statemezt which I have prepared is cauposed of two
pants. The first enumcrates certain dasic principles which I be=-
lieve should guide ¢ Commissiox im 1ts approach to the prodlem.
The second pert lLists those specifilc recomendetions through which
these principles may de cerried into effect. _

woafore enuwmerating these principles 1t might deo stated
that the impression OF the writer is that the ixesent difficuliles
arise froz & seriously decrsased volume of traffic, an over-supply
of trzasportation facilities and an irnequality of regulation ard
corpetition detween the various competing agexcles. The desired
1 45 the estedlishment of our state transporiation system on a
sourd dDasic free from diserimination to the publlc.

»The principles above referred to are as rollows:

1. The public is emtitled to the mozt efficient, econ-
ozical and convenilent transportation that has beem or may d»e devel-
oped. NXNo carrier has an irherent right to any traffic except in
that 1t cen provide the most econonical and convenient meapns of
trensporting it.

2. The carrier providing this transportation Is entitled
to receive & Tair compensation for the service rendered and whate
ever steps are necessary 10 accomplish this end siould be taken.
Rate levels should dbe high enough to provide for the cost of pro-
viding the service plus a falr return on the Iinvestment. '

3. No carriers for ailre should e allowed to Operate
Yolow the cost of producing the service. It is rot in the pudlic
interest that sny individusl carrier oxr group of carriers should
operate for rates which do not meet the cost of production. Ix
other words, any cerxrier for hire which is not self-supportirg
canrrot Justify its existence on the highwsy and should be remov~
ed for the protection of the iavestors, the remalining cerxliers
end the public.

*For example, =ssume ten mex to be selling s product and
one of these ten, in order to dispose of his goods, sellsz below
the cost of production. Even though e provides but a minor mxt
of the goods on the market, the market price drops to somewhere
rear the level of this noan-cowpensztory selling price. The indi-
videal ultimately will be forced out of dusiness when his assets
bave been sufficiently depleted, but If there is a continual flow
of such individuals the price my become permanently depressed
below the cost of production. ' .

»Tais conditiorn exists today in the tramsportation field.
Assume the following hypothetical case, which, Judging from tes-
timony presented by truck dealers before this Comxission, 1s typi-
cal. A4 truck driver decides to go into bdusiress for himself. Ke
saves $500 out of his wages over a pericd of tims and borrows $300
from a friead. Witk the $800 he mekes a down payment on a truok,
and starts operation. Xut he finds competition severe and 1t is
Qifticult to get business at a fair charge. He therefore starts
underquoting his competitors and working long hours for a small wage.
As soon as he commences cutting his rates delow the cost of provi-
ding the service the final result may be foretold. Ir =ix months




or so he surrenders the truck to the dezler through inability to
meet his payments. The dealer may lose another %zoo in recondi-
tioning the truck and reselling it. 4 total of $1,000 has been

lost during the period.

"The freight shipped on this truck during the six months
zever paid its cost of handling. It was as truly subsidized to
the extent of 31,000 as if it had moved by rail, water or other-~
wise and the truck operator and the iruck dealer had pald a por-
tion of the freight charges. OSuch an oreration is parasitical in

ts nature - it exists only because of a flow of capital from out~
side the industry and whick lc consumed in the unprofitable oper-~

ation. That this condition vrevails to a very wide extent is evi-
denced by the testlumony rresented belore the Commission by carri-
ers, shiprvers and motor truck dealers. The specific evils rosulte
ing from this coxndition may be surmmarized as follows: '

1. It causes wholly unwarranted losses to 11l advised
and over eager investors who supply this flow of capital.

2. It seriously embarrasses the carriers who are at-
tezpting to operate on z sound basis and threatens thelr financiel

security.

3. It has worked lmmediate injury to some shippers who
have suffered loss through the financlal irresponsibility of some
of the truckers; and 1t threatens a vastly greater loss to-all
skippers through a dreakdown of a sound, nondiscriminatory, common
cerrier systen of transportation, which is the bdackbone of all econ-
onic activity. The individual shipver may be able to depand tem-
vorarily upon the itinerant trucker, but industry as a whole mist
of necessity bove a reliabdle, dependable common carrier transpor-
tation structure ~ and such a structure cannot exist where cepital
is being dlscouraged from cntering that divizion of our transpor-

avion system by the rresent competitive conditions. Thus to re-~
veets 1t is 1ot in the public interest that any part of the trans~
portation systen moving goods for nire ~ elther common carrier or
contract carrier - should be allowed to charge below the cost of

providing the service.

4. There chould be no artificlal limitaticn upon the
$leld of service Iin vwhich eack agency of tramsportation chould
serve.  The rallroads, water carriers and highway operators should
have a full right to rind thelr own field ~ the determining fac-
tor beilng the cost of providing the service, all costs, properly
chargeadle against the operation belng included. The transporita-
tion systen is in a coxvinual state of evoluticn and the mublie is
cntitled to the most efficiont means of transportation as zuch are
developed. No artificial handicap through regulation or taxation
should be resorted to to forece traffic to any particular agency
of transportation.

5. Regulation zhould be aprlied equally +to all forms
of common carrler transportation, and such regulation should de
eppliod to contract carrier operation as will prevent it throwing
an wunfelir burden upon the common carrier and jeopardizing the con-
tizuance of the service the latter renders.

X Ok o kK M K ok ok ok %

6. This equalization of regulavion should be obtained
by extending cxisting regwlation to the unregulated forms of itrans-
vortatiorn rather thazn by removing any of the present supervision.

f




s ® ..
Certain shippers have cxpressed thelr belief that this egquallty
o7 regulation should be accomplished by removing existing regu-
ladvion from the rallroads rather than imdesing any additlonal
zeasures on the Ttrucks. But such recommendations have boen
vague end indefinite with few specific suggestions. Perheps
the best indication as %o what reguletion would have to be re-
moved from the reil carriers to equalize competition is that

glven 1y various railrocds aud short lines themselves. They
suggest the Tollowing:

The pexliod of statutory notice be reduced or eliminated.

Cerriers be relicved from observing the long end shoxrt
aanl wrovision. | .

CezTasld e Pel}.é?é& fmm observing tho cambination of

rates as a moximum.

Rellroads e memitied to quote rates to bo in offect
only during tho movemont of a single shipmenv.

"If the reilroads are o meot the existing competition of
2ll vehicles Tor 2ire now operating on the highway, certainly some
such drastic measures as the arove are necessary. The shippers
zust have had something of tais nature in mind when they speck of
reducing reguletions now imposed on the railroads.

"However, if such proposals were adopted It would remove
the heart of =1l rate regulation. Discrimination has been the out-
stexding evil of our transportation system for the removal of which
vhe public has resorted o regulotion.

"o now remove cuch rezulation would merely re~introduce
0ld evile. It would zimply evade and postpone +he mazjor Iissue
which is the re-esvaeblishment of transportation onm & sound desis
freo from discrimination to the public. Most of the saivpers op-
vearinz before the Comeisslon have vestiflied as to the need for
a uniform published rete lknown and avalladle to all. The carri-
ers in e similar veir have protested zgalnst the nced of radical
rate reductions %0 meet day to day competition in wvarious local-
itles yet both would defeat thelr purpose if ravte regulatlon was
lightened to the degree mentioned. Whev the shippers desire is
& stebilized rate open %o 2ll, and what the carriers need is a
failr compensation for the sexrvice performed. Certainly neither
of these objects would be accomplisihed by aellowing the rallroads
40 indiscrimizately cut their rates on short notice or ¥o cut rates
to individuel shippers %o nmeet ever changing truck competition.
The victor of rate wars ic usuelly livtle better off then the van~
quished and the locel industry may easily be demoralized by the
ever shifting rates and the yersonal and local diserimination Iin-
troduced.

"To repeat, equallty of regulation should be obtained by
extending the application of existing statutes as broadly as is
necessary. &S to the specific recoammendations, I would suggest
the following:

l. The scope of cormission Jurisdliction saculd be extended to
incluvde all transportation for hire. Thils would incdude
vhe followming:

(lg Rail carriers

(2) Wever carriers

(3) Common carziers onr the highway
(4) Contrect carriers on the highway
B ok o % Xk Ok XK Kk K K K K
The group designated as coxmmon carriers should include
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all oporators who can be mpocsidly included in this category with the
approval of the courts. It would prodvably Iinclude 2 large portion of
the e=1d.sting contract ca:r;erg end radial operators. The corxuission
should go as far iz this regard as test cases cerried bofors the
courts will vexrmit - on the grounds that they are Yaffocted with the
public interest.?

Tho writer appreciatos the legal Aifficulty of including
the hona fide contract carrier within the scope of regulation, dbut
such should be accomplished if test cases now pending vefore the
courts should make such possible.

2. The commission chould bve given or ohould assume active
Jurisdletion acs follows: ‘

(1) I% should definitely set both the maximum ond minirmm
. rates to be cherged by common carriers on the highway.

(2) .The Commission should sct the minimum rate to be charged
by convract carricrs based on the reasonable cost of
providing the sexrvice.

(3). Comtract carriers should be required to obtain permits
from the Commission which would be lssued upor a showing
of:

Sona fide contracts

Fitness and capeclity of apnlicant to conduct
the business he offers to 4o.

Ratos crharged which are campensatory.

Financial respozsiblility.

Tae writer belileves that adequacy of exlisting sorvice
should not be a factor ia issuing such pernits at

least watil more is kmowzn as to the number of such car-
riers in existexce and the part they play after the
comissioz has eliminated those orerating illegally.

(4) A1l overators for hire, both common and contract,
.. should be required +to Xeep uniform accounts open 0
the commission. ‘

(5) A1l operators, both commozn and contract, should be
roquired to use uniform way bllls, dills of lading,
receipts, e¥¢c., and to maintain these records for a
steted period to the end that discrimination, re-
vaticg, rate cuttiing, ete. nay be climinated.

(6) in operator, estcblished as o common carrier, should
rot be allowed to wick and choosco hiz goolds vut 1f
gronted e frenchise should be regquired to handle all
tyoes of gools.

{(7) The commission should estabdblish the minimum rates for
. water carrlers.

(8) Wator ca:riers should be required to obtain certificates
of public convenience and necessity before commencing
opaTration. _ :

"(9) Tho contract cerziers should be required to adhere to
the general safely orders of the Commission nrescribed
for cormon c¢arriors.




3. A bureat of investigation and enforcement should be created
within the Commission. The certificates of common carriers or per-
nits of the contract carriers not discherging their obligations or
tound finencielly irresponsible should be revoked.

4. There should be strict enforcement of motor vehicle weight
and speod restrictions.

5. Animpartial fact finding body ghould detormine what is a
fair tex burden upon the va¢iou, agcncios of transportatior, finding

(1) What consititutes a falx dayment by each type of
.. vehicle and cack type of serxvice for the use of
the state highway, and .

(2) What constitutes a fair confridbution by eech cerrier
(over and ebove payment for the use of the highway)
towerd the goncral cxpenses of the state.

The costs so found are a necossary factor in determining the cost of
weration and the rate level of the various carriers.




 APPENDIX XVII

RESTME OF STATZ RECUIATION OF MOTOR
VEHICLE CARRIERS.

ALABAMA -
Acts 1931, No. 273, ». 303 repealed Acts 1927, p. 309
Common carriers of passéngers or Proyexrty must'obtain
certificate. Carricers defined as only those "operating between
Tixed temini or over a reguler route and who hold out to carry

Tor hire, so long as it has room, for all persons applying,

or goods of every one bringing goolds to him for hire”. (Sec. 1)

ARIZONA
Revised Code of 1928. (Laws 1918, Ch. 130)

Common carriers of passengers or proyerty must obtain
certificate. (Sec. 736) No person trancsporiing persons or pro-
pexrty shall carry for hire over any highway or between points
where there is a certificated overator without obtaining permis~
slion 0 =0 operate, and then only in accordance with such rles

as may be preseribed. (Sec. 737)

State v. Smith (1927), 252 Pac. 1011 held act %o te

confined +0 common carriers.

ARKANSAS
Acts 1929, No. 62, p. 137, amended Acts 1927, No. 99, p.

One trensporting mersons or property for compensation

shall obtain a license certificate (Sec. 3.)
A

Jones v. Fersuson (1930, 27 S.W. (24) 96 held the act




to be valid bul not applicedble to drivate carriers.

CALTIRQRNIA
tatutes 1917, ch. 213, es amended, (2 Deering's
General Laws (1931) 2534, ict 5129)

4 "transportation company™ is one owning, comtrolling,
operating or manazing ony aute truck "used in the business of
transportation of propérty, or as & common ¢arrier of property,
for compensation, * * * bvetween fixed termini or over a regular
route, and not operating exclusively within the limits of an
ircorporated ¢ity or town or of a city and county * * *7.,
{Sec. 1lc)) and certificate must be obtaired (Sec. 5).

The act does not apply to private carriers. (Frost

v. Railroed Commission, 271 U. S. 583)

COLORADO
‘Session Laws 1927, ch. 134, p. 499
Que carrying persons or property for dompensation be-.
tween fixed points or over established routes, "or otherwise, who

indiscrizmingtely accept, discharge and lay dowm cither dvassengers,




o é

Ireight or express, or who hold themselves out for suoh pur -
poses ™ * *n, (Sec. 1(4)), must odtain a certificate (Sec. 4.)
Section Laws 1931, ch. 120, p..485

Regulates private carriers. Class A private car-
riexrs are those "operating ¢ver substantially reguler or es-
tablisheﬁ routesﬂor between substant;ally fixed termini; orx
to a fixed terminus or termini."

Class B private carriers are those not operating
"over substantlially regular or established routes or between
substantially fixed termini.”

Term "private ca:fier“ applies to those in business
of transporting persons or pfoperty for compensation by contract
or otherwise, and includes all personé or corporations operating
their own vehicles for the transportation of their own property,
who charge or collect rrcm'the consignee, purchaser or racipienf
of such property, compensation for transporting or delivering
the same. (Sec. 1(h)).

Private carrier must obtain permit (Sec. 3) and iz sub-

ject to tax (Sec. 5) to be paid to the coumission. (Séc. 7)

CONNECTICUT
| Public Acts 1921, ch. 77, p» 3088

- Motor vehicle transporting passengers for hire "as to

artord_a means of transportatior similar to that artorded_by a

street rallway company, by indiscriminately ieceiving or 4is=-

charging passengers; or running on a reguler route, or over Any

portion thereof; or between fixed texmini™ is a "jitmey". (Sec. 1)
Public Acts 1927, ch. 203, p. 4277 (amends 1921 act) "

Operator of "jitney™ must obtain certificate from com=

missicn specifying route. (Sec. 3)




Public Aets 1929, ch. 292, p. 4762
Term "common carrier” includes taxicabs, rates and
service regulated by commission (Sec. 2), and certiticafo to
be obtained. (See also Public Acts 1931, ch. 204, p. 216)

'FLORIDA
Gereral Laws 1931, ch. 14764-(No. 126), p. 486
Term "auto transportation'compan&" includes vehicles
(1) operted in common carrisge of persons or property for compen=-
sation® over regular routes or on fixed schedules or between fixed

.termini", (2) operated in tramsportation of persoms or ﬁroperty

under oéntéaét or private carriage for compensation, tSS oporatea
for hire as defined by Sec. 1280 Compiled General Laws of 1927.

(Sec. 1(k)) (NOTE,~ Sec. 1280 defines "for hire™ as vehriocles "as
nay dbe ief or rented to another for a considerationm)

Term "private contract carrier” means an auto trans-
por tation oompany not a ccumon carrier but transporting undexr
contract for one or.more persons for compensation, where such car-
riage consists of continuous or recurring carriage under the same

contract. (Sec. 1(1)).

Common carrier must obtain certifiocate (Sec. 3)

Private contract carrier must obtain certiticafo‘(Sec.ﬁ).

"For hire" vehiocle must obtain a permit which shall

issue as a matter or"right. (Sec. 5)

GEORGIA

Laws 1931, No. 243, p. 169
Operator of vehicle transporting persons oxr property

for hire as a common carrier (Sec. 3(0)) must obtain certificate.

(Sec. 4)




IDAHO

‘Session Laws 1929, ch. 267, p. 614 (Rapeals 1925, oh. 197
and 1927, ch. 237)

"Auto transportation coﬁpany" includes vehicles used
in the dusiness of transporting peraoné or property for compensa~
tion between fixed terminl or over a regular route (Sec. l(e)),
and permit must be obtained fram commission (Sec. 2).

Cormiasion order limiting size o: vehicles affirmed,

see Coeur D'Alene Auto Freight v. Comm. (1931), L Pac. (24) 627

ILLINOIS

Laws 1921, p. 702.

Sec, 55(a) refers to carrisge of passengers (freight)
for hire, indiacriminately accepting and dlscharging such persona
(freight) as may offer for transpoitﬁtion. Under section 55
pnblic utilities must obtain certificates.

INDIANA
Acts 1925, oh. 46, p. 138

Each individuael, "and every city or town", trénaporting
passengers or property for cémpensation as a common\édrrier'doolarod
to be a public utility. (Sec. 1) Certificate required (Sec. 2).
~Act does not apply to vehicles ﬁthe mea jor use of which 18 for
private business of the owners and the use of which for hire is
only casual or occasional or under special céntract or arrangempnt*

(sec. 5). Vehioles transporting for rallroad declared common

carrier“(Sec. 6).

IOWA
Acts 1923, ch. 97, p. 90
"Motor carrier™ is one operating for transportation of
passengera‘or proyperty tor compensation, between fixed texrmini

or over a regular route, "or for delivering oils, goods or




merchandise other than farm products in the vicinity of and from

a distriduting point" except operations solely within a muni-

cipality (Sec. l(b)),'anqrmust obtein certificate. (Sec. 4)

Acts 1929, ch. 129, p. 161
Regulation of freight operations for compensation,
not over regular routes or between fixed termini. Permit must

be obtained.

See, generally, State v. Blecha & Owen Transfer (1931),
239 N. W. 125. ‘

KANSAS

Laws 1931, ch. 236, P. 344
TPublic motor carrier of property™ 1s one tramsport-
ing property'ror hire as a comon carrier having a fixed termini
or route. |

"Contract motor carrier of property"™ is one not a
pudblic carrxier engaged in ﬁransportation of property for hire as
a business,

| "Private motor carrier of property” is one engged in
trensportation of property "sold or to be s0ld by him in further-
ance of any private commercilal enterprise.” | ‘

"Public motor carrier of passengeré" is one trans-
porting passergers or express for hire as a oommdn oarrier having
a fixed termini or route.

"Contract ﬁotor carrier of passengers" is one not a
public carriexr engaged in transportation of passéngers or express
for hire. (Sec. 1)

Public motor carriers must obtain certificate. (Sec. 7)

Contract motor carriers and "privatg.motor oarrier of '

property" must obtain a license from the commission. (Sec. 8)




As to all, the vommission may license, supervise and
regulate schedule, service and method of operation; presoribe
uniform accounting system; require annual and other reportis;

prescride rules and regulations, etc, (Sec. 5)

See Contihental Baking Co. vs. Woodring (1932) 76 L. ed.
(Adv. Op.) 818) |

KENTUCKY
Acts 1926, ch. 112, p. 361 (Repealed 1924, ch. 81)
"otor transportation company” is one in the.businesa

of transporfation of persons for hirg, (Sm& ll

Yo ome shall engage in tremsportation of persons IOT q
nire vetween fixed terminl or over a regular route without first

having obtained certificate, (Sec. 3)

LOUISIANA
Acts 1926, No. 292, p. 532
"Motor carrier” is one operating between fixed termini
or over a regular or irregular route, transporting e ssengers or
property for compensation. (Sec. 1(t)), is doolared to be a com~

mon carrier (Sec. 2), and must obtain certificate (Sec. 3)

MATRE
Laws 1923, ch. 21, p. 364, amending 1921, ch. 184, p. 199
Commission has Jurisdiotion over carrying of passcagers
for hire over regular routes (Sec. 1), and no perscn shall operate
such vehicle "on any street or hishwéy in any c¢ity or towm" iith—

out obtaining certificate. (Sec. 4)
(Additionael sections added to regulatory statute by

‘Laws 1925, ¢h. 167, p. 149, and Laws 1929, ch. 301, p. 301)




MARYLAND
1. DPassenger vehicles

Annotated Code (1924) Article 56 (Vol. 2, p. 2044),
Séc. 251, as amended by Laﬁa 19é7, ch. 620, p. 12851, prqvidcé that
operator of vehiocle to be used in the "public transpar-tation of
passengers for hire” must_obtain permif‘to operate. Undér section
252 all motor vehicies, except school duses, "operating for hire
* % % on regular schedules or between fixed termini”, including
those used by corporations, groups, and associationé transporting
their stockholders or members, whether on the cooperative plan
or otherwise, are subject to act, except that public duties of a
common carrier shall not be imposed on one not actually engaged in
public transportation. On application to operate "over any
specified route" commisslon may grant permit for not exceeding 20
vears. (Sec. 255) Under section 2524 (Laws 1929, ch. 225, p. 618)
Employee's Certificate of Convenience shall issus to employes |
owner of vehicle where employees he proposes to trénsport for hire
nave not adequate tramsportation service froam and to employment.

2. TFreight Vehicles

Aunotated Code (1924), Article 56 (Vol. 2, p. 2048)
Sec. 258, provides that owner of vehicle to b® used "in the pﬁblic'
trénsportation of mercheand se or freight™ must obtain permit to

operate.

Exemption re hauling of farm products, see Laws 1931,

ch. 380, p. 958. ‘
See Rutledge v. Boughmen (1927), 138 Atl. 29, for

construction of statute re privéte and coﬁmon carriers.




MASSACHUSETTS
Acts 1931, ch. 408, p. 567

Vehicle nay not opexrate in any city or tom for car-
riage of passengers for hire so as to afford a means of trans-
portation similaxr to that of railway, by indiscriminately re-
ceiving and discharging passengers along the route on which
vehicle 18 operated or may be running, or for tramnsporting pas-
sengers for hire as a business between fixed and regular texrmini
without first obtaining a license for such operation from the
city council. (Sec. 1)

In certein ceses department of pudblic utilities may
issue license direct. (Sec. 3) |
MICEIGAN

Acts 1931, No. 212, p. 363.

One transporting persoms or property, for hire, over
fixed routes or detween lixed termini, who holds out to public to
tranaport indiscriminately, or as a common caxrier, classified as
& public carrier (Sec. 1 (1i)). '

All others carfyiﬁg for hire, either under contract or
otherwise, but not within classificeation of public carrlers, are
classified as private carriers. Législative intent to include
overy carxrier for hire not in fact & common oxr publiec carrier.
(Sec. 1(3))

" Private carrier permits shall issue a8 matter of right
upon proof of ‘compliance with all provisions of law (Sec. 5)

Separate powers granted to commission over public and‘privafe car-

riers. (Sec. 3 and 4)

In Ogden and Moffitt Co. V. Michigan Public Utilities,

October 29; 1931 (D.C.E.D.Micgigan), a three judge federal court
upheld the provisidns of the rpregéing statute with reference to

contract carriers.




MINNESOTA
~ Laws 1925, ch. 185, p. 178
| Transporting of persons or propertj for ccampensation
as common carrier between Tixed termini or over a regular route

(Sec. 1(h)) requires certificate.

MISSISSIPPI
Laws 1926, cb. 128, p. 204 (See also Mississippi Code,
1930, Annotated, Vol. 1, Sec. 7117 et seq.)
rAuto transportation coampany™ 1s'one in the business of
transporting persons or property for compensatiop as a common
carrier between fixed termini or over a regular route, and must

obtaln certificate.

MISSOURT |
Laws 1931, p. 304 (Repeals Article 8 of Chapter 33, Revised
Statutes of Missouri, 1929)
"Motor carrier® is one oyerating for transportation of
persons or property or providing or furnishing such tranepbrtation

service for hire a2z a common carrier. (Sec. 5264(b))

"Contract hauler™ is one ongaged, as hislirincipal business,

in transporting for campensation or hire, persons or property for
e particular person or corporation to or from a particular place
or places under special or individuvuel agreement, not operating as
e common carrier. (Sec. 5264(0))

Common carrier must 6$ta1n certificate. (Sec. 5288)

As to "contract haulexr®™ commission may f£ix or approve
rates and charges, prescribe maximum but not minimum scales for
genexal appliéation, supervise schedules and service, prescribe
uniform accounting system, require annuasl reports, etc. (Sec.

5270)




In Schwartzman Service Ine. v. Stahl, et al Public

Service Commissioners of Missouri, August 1, 1932 (D.C.W.D.

Missourl) the foregoing statute for the regulation of con-
tract mofor carriers was sustained by a three Jjudge federal

court (Circult Judge Valkenburgh and District Judees Otis.

and Reéves.)




nContract hauler's permit™ must be obtained, hearing to
be had 6n application, and permif shall issue if commission finds
from the evidence "that the public will be benefited by the c¢crea-
tion of the proposéd service”. Consideration is to be given to

existing transportation service. (Sec. 5271)

MONTANA
Laws 1931, ch. 184, p. 491.

Miotor carrier™ is one tramsporting persons or provertiy
for hire, "on a commercial basis elther as e common carrier or
under privéte cortract, agreement, charter, or underteking.”
(Sec. 1(h))). |

Motor cerriers are of three classes, A. B. &£ C. Class A
carriers are those operating between fixed termini or over a
reguler route, under regular rates or cherges. Class B carriers
are those operating under regular rates or charges and not be~
tween Tixed termini or over a reguiar route, Class C carriers are
those distriduting, delivering or collecting wares, merchendise,
or commodities, or transporting persons, where the remuneration
48 Tixed in and the service furnished under a contract, cherter,
sgreement, or wndertaking (Sec. 2).

A1l three classes must obtain a certificate. (Secs. 8,9,10)

In Barney v. Board of Raillroad Com'rs. of Montana, June 25,"

19%2, the Supreme Court of Montana held té be unconstitutional
the provisions of the foregoing statute with reference to certi-

fiontion of contract carriers.

NEBRASKA

Laws 1927, ch. 150, p. 403 (See Compiled Statutes 1929, chs
60, p. 1254)

"Motor traﬁsportation company™ is one engaged in business

of transporting persons and baggage for hire between fixed

terminals. (60-~101)
COURLESATR haF GERSTEL CORYFOR) $ACORt Tiing of rates,
and may regulate service, require reports, and provide uniform

accounting system. (60-102})




NEVADA
Compiled Laws, 1929, Vol. 3, p. 1730
"Public utility" includes those transporting per-
sons or propefty for hire ovér highways as common caxrriers
(Sec. 8106), and certificate must Dbe obtained (Sec. 6137).
Annusl licenss must be obtained from Commission. (Vel. 2, sec.
4403) .
NEW HAMPSHIRE
Public Laws, 1926, Vol. 2, ch. 258, p. 1007
Evéry person in the business of tremsporting pas-
sengers for hire, and receiving and discharging pessengers along
a reguler route is & common carrier (Sec. 1), and must odbtain

permit from commission. (Sec. 2)

NEW JERSEY
Laws 1926, ch. 148, p. 226
' Auto bus included in term "“pudblic utility"

NEW MEXICO
Statutes Compiled, 1929, Article 10, p. 303
"Motoxr carrier" is one operating as a common
carrier of paséengers or property, for hire, between fixed termini
or over a regular route (11-1001) and a certificete is required
(11-1003). | |
| " Laws 1931, ch. 52, p. 98, is similer to California

Motor Carrier‘Transportation Agent Act.

NEW_YORK
Cahill's Consolidated Laws, 1930, ch. 49

Jﬁrisdiction of cémmission extends to "common carriers

* % ¥ ang stage or omnibus lines or routes" (Sec. 55, Common

carrier must obtain certificate. (Sec. 53)




NORTH CAROLINA

Laws 1927, ch. 138, p. 395

" "Motor vebicle carrier”™ is ome in the business of
transporting persons or property for compensation between cities
or towas (Sec. 1(k)), excepting "casual trips under contract or
on call" providihg‘additional traffic is not picked up glcng the
route or om return other than "those or that included in the
original tripm(Sec. 2). Franchise certificate must be obtained.
(Sec. 3) . o

NORTE DAKOTA
 Laws 1§31, ch. 188, p. 327

-

"Auto traamsportation company™ is one in business of
transporting persons or property as a comon carrier (Sec. 1(d)).

"Coxmon carrier” means every auto transpértatioh come
pany which offers to the pubiio to carry persons or property for
compensation. {Sec. 1{d=1)}). |

Two classes of common carriers: Class A companies,
operating between fixed termini or over a regular route upon &
regular time schedule at regular rates; and “épecial auto trans-
portation companies™, not operating detween fixed terminl or over

a regular route. (Séc. 1(i)). Both classes must obtain certi-

Ticate (Sec. 2(1)).

ORIQ
Laws 1929, p. 482.
"Motor transportation company® includes ome in
business of tiansporting persons or properfy, or of providing

or furnising such service, for hire, for the public in general,

(Sec. 6l4=-84) Certificate must de obtained. (Sec. 814-87).




OXKTLAHOMA

Laws 1929, c¢h. 253, p. 351

| "Motor carrier™ is one transporting passengers or pro-
yerty fox cémponsation, carriers being divided into three classes:
Class A includes those operating as common carriers betiween fixed
termini or over a regular route; Class B includes all carriers not
operating as Class A and C carriers, "whether as private ogrriers
or common carriers™; eand Class C includes all carriers operated by
owners for trgnspoftation of their own goods who charge or coilect
from cbnsignee, purchaser, or recipient for transporting or deliver-
ing same. (Sec. 1)

Commiséion.may regulate every carrier doing an intercity
business, fix or approve meximuwm and mipimum rates, supervise ac-
counts, etc., provided ™o showing of convenience or necessity shall
be required of Class ' carriers" (Sec. 2)

Class A carrier must obtain certificate. (Sec, 6)

Class B carrier must obtaln permit, whiohfa:mmiséion.may
issue as prayed for after hearing, refuse to issue, issue for partial

exercise, or attach conditions, provided that am interstate carrier

need not meke a showing of any convenience ahd necessity. (Sec, 7)

Extent of applicabllity of Oklahoma statute to Clasa C

carriers, see Collins etc. v. Corp. Comm. {1931), 7 Pac.(2d) 123,
The provisions of the foregoing statute with reference to

Class B carriers was upheld in certain particulars in Roadway Expressa

Tne. v. Corporation Commission, July 26, 1932, (D.C.W.D.Oklahcma)

Oregon Code Annotated, 1930, Vol. 3, p. 4378, as amended by
Laws 1931, ch. 118, p. 165.
"Motor carrier™ is one transporting persons or property
for ccmpenaétion for the éenexal public. "Contrmct haulers™ are
those transporting for compen&at;on for a.particular perboﬁ or cor=

poration to or fram a particular place under special or individual




agreement and not operating as a common carrier. "Commercial
carrier™ also defined.(Sec. 55=-1301, as amended 1931)

"Motor carrier”™ must obtain permit from pﬁblic service
cammission,_and motor carfiera, contract haulers, and commeroial
carriers must obtain a license from the secretary of state covering

the operation. (Sec. 55=1305)

PENNSYLVANTIA
| Purdons Penn. Statutes, Ann., Title 66

"Common carrier® includes all common carriers engaged
for profit in the conveyanée ol passengers or property by, through,
over, adove, or under land or water, or both. (Sec. 1)

Laws 1928, No. 513, p. 1647 provides that the Secretary
of Revenue shall suspend the registration of any motor vehicle upon
presentat{Pn of a cexrtificate tfom the Public Serwvice Commlission
setting forth that, after hearing, it has found that such vehicle
had been opexrated as a common carrier, without approval by the Com~

misaion.

RHODE ISLAND
Laws 1923, ch. 254, p. 1056

Regulates common carrier passenger service.

SOUTH CAROLINA

Code of Laws, 1932, p. 954, ch. 162

Wubfcr vehicle carrier™ is one in the business of trans-

portation of persons Or property for compensaticn. (Sec. 8507)

Certificate must be obtained and thdre shall be six élasseu or'oerti-

ficates:




.

Certificate A - Regular schedule and route, passengers
" B - Not upon fixed schedule or route, passenger

" C - One who will not solicit transportation

. of persons outside of corporats limits,
does not operate upon reguler schedule,
but who is privately employed for specific
trip and who will not sodielt or recelive
patronage along the route.

~ Property, regular routes and schedules
E - Property, irregular

T « Business commonly known as contract hauling,
when applicant does not propose to opeorate
upon a regular schedule OX OVer & Tregular
route, or to s0licit or receive palronage

along the route. (Sec. 8510)

SOUTH DAKOTA

Laws 1925, ch. 224, p. 241, as amended by Laws 1929, ch.
181, p. 207, and Laws 1931, ch. 179, p. 222.

"Motor éarrier* 18 one transporting persons or property
for hire, "or for distributing, delivering or collecting oils or
o1l producfs, goods, wares or merchandise”™, except exclusively
within munfecipelity, and with certain other exceptiong. (Sec.
1(1) as smended 1931) ‘

' wPor hire" meens for remuneration of any kind, direct-
ly or indiféctly, péid or promised. An occasional accommodative
transportation service by one not in the transportation business,
shﬁll pot be construed as a service for hire, even though person
transported shares in cost or pays for the service. (Sec. 1(3)).

Four classes of motor carriers: -

Class A = between fixed termini or over a regular route
under reguler rates and charges,

Class B - regular rates and charges dut not between
tixed termini or over a regular route,

Class C - "where the remuneration is fixed in and the
transportation service furnished under a
contract, charter, sgreement or undertaking
where such carrier does not engage in or




hold itself out to furnish service to the
pudlic generally",

where remuneration for transportation
is odbtained indirectly and not based upon
specific rates or charges. (Sec. 2, as
axended 1929) o
Commission mey fix rates of Class A and B carriers and’
regulate facilities, operations, accounts; service, safety of
operations, etc., o all carriers. Rules and regulations shall
have due regard for the differences existing between the'olassés.
(Sec. 3)
 Cless A carrier must obtain certificate (Sec. 8),
and Class B carrier a permit (Sec. 9), and if public convenience
and necessity is found, certificate or permit shall be isﬁued
authorizing operation "from the date thereof until the first day
of July mext following." (Sec. 10)
Class C or 01533 D carrier may not operate without
fir st having obtained written notification of its registration as
such carrier, afted application for registration and payment pr-

fees. (Sec. 1l)

TENNESSER |
Acts 1929, ch. 58, p. 108, as modified by 1932 Code of
Tennessee, pp. 1224 et seq.

No person shall transport persons or property for com=
pensation on any highway without first obtaining a certificate
from the commission, and such operators are subject to control,
supervision, and regulation. (Se¢. 5471) However, statute does
not apply to those operating uﬁon road over which certiricato’
has not been granted (Sec. 5473), mor to the making of casual
trips on call or under contract, solicited by verty served, for
carrying of passengers (Sec. 5475), nor to persons, not engaged

in business of transporting for cémpensation, who may be called

upon as private carriers to transport rreight or Property vhen

certiticated carriers do not furnish sdequate means of trans~

portation.




TEXAS
Passenger carriers, Acts 1927, ¢h. 270, as amended

"Motor bus compeny™ is one transporting persons for
compensation over fixed routes or fixed schedules, or otherwise.
(Sec. 1(c)), and certificate must be odtained. (Sec. 5)

‘Truck and freight carriers, Acts 1929, ch. 314, p. 698,

as amended Acts 1931, p. 482.

"™Motor carrier™ is one transporting property for com=
pensation ﬁhere a highwa# between two or more towns or villages
is traversed. (Sec. l(g))

"Contract carrier™ is a motor carrier transporting
other then as a commom carrier. (Sec. 1(k))

No motor carrier shall‘operaté Aé 2 common carrie:
without first obtalning a certificate (Sec. 3), and‘contract .
carrier must obtain a permit (Sec. 6, as amended Acts lQSi,,p.
485), whidx pemit shall not be granted until after hearing, nor
ir ihe camnission be of opinion that the proposed operation will

impair efficient service of any euthorized cammon carrier them

adequately serving the same térritory. (Sec. 8(¢c)). Commission

may prescride rules and regulations covéring opefétion of con=-
tract carriers in competition with common carriers,.and shall
prescride minimum rates which shell be no less than rate pre-
scrided for common carriers for substantially fhe same service.

(Sec. 6aa)

See Stephenson v. Binford, 53 Fed (24) 509




UTAE

S —

Laws 1927, ¢h. 42, p. 60, as amended by Laws 1929, ch. 94,
P. 176. (This act does not apply to carriers, as defined
in Gompiled Laws 1917, sec. 4782, hodding a certificate
when operating between the points nemed in the certificate.)
"Autanobike company for hire™ is one engaged in business
or transporting, or soliciting or securing the transportetion of
passengers or property, for compensation, when such business of -
transportation is engeged in or tramsacted by contract or bther—
wise for more than one persor or 6orporation. Persons or corpora-
tions may transport their own property. (Sec. 1, 1989), A
permit must be obteined and commission, after hearing,pmgy refuse
to issue permit, or may issue in whole or in part. (Sec. 2, 1929)

Commission may prescribe rates, rate of speed, weighf of load, and
stops to be made, which shall be reasonable.

VERMONT |
Acts 1925, No. 74, p. 115
Indiscriminate carriage of persons or property for hire,
regularly over fixed route or between fixed termini declared

cammon carrier service, and certificate must bde obtalned.

VIRGINIA

1932 Supplement to Virginie Code of 1930, p. 140
(Laws 1932. p. 700)

miotor vehiclé carrier™ is one transpdrting passengers

or propert& for hire as a common'carrier, and certificate must be

obtained.

WASEINGTON
Lews 1921, ch. 111, p. 338, as amended Laws 1927, ch. 166, p.179.

"Auto transportation compeny" is one tramsporting per-

sons or préperty, for compensation, between fixed termini or over




& regular route. (Sec. 1) No one shell engege in business as
a cameon carrier éxcept in accordance with act (Sec. 2, as

amended 1927)., Certificate is required (Sec. 4)

WEST VIRGINTA

Code of 1932, p. 432
No vehicle shell be operated for transportation of
passengexrs or property until certificate of convenience has been
issued by state road commission; this without regard to whether
operation 1s beiween fixed termini or over regular routes or

otherwise. (Sec. 1488)

WISCONSIN

Laws 1931, ch. 421, p. 697.

‘ "Auto transportation company™ is one operating for
compensatién as & common carrier between fixed termini or over

a regular route, carrying passengers or property.

TYOMING
Laia 1931, ch. 133, p. 214
| "Coumon carrier™ is one who, for hire or reward,
transporta'person or propérty of such as may choose to employ
him, over regular routes dbetween fixed termini, provided that
et least three regular trips each week are made and that no -
certificate shall be required except on regular routes where such
service is mainteined. (Div. 1, sec. l(e))

"Contract carrier” is one who*trénsports, under cohtract,
express orAimplied, for hi:é or reward; in any other manner than
a8 a common carrier.(Div. 1, sec. 1(f)

Common carriers must obtain certificate (Div. 2, sec. 2},

and contract carrier must secure annual pexmit (Di#. 3, sec. 2). )

’

Two types of license plates axe lssued by commiéaion.




