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In the course ef a single generation the satire pattern o f laa* 

transportation in the United States has ehaaged. ta the oiaos of the 

draft animal we have the motor vehicle, which, far practical purposes, 

is aa equally flexible mode of transport, has greater capacity, mueh 

ai&her speed, and a larger radius of operation. Owe people have grasped 

tnls form of transportation with avidity, bota for pleasure and for boat* 

ness, for private and for commercial purposes. Our steadily iaoreeslnc 

national wesltn has permitted and Justified a concomitant extension of 

our State and local nighway improvements to meet the broader potestLalitlea 

of motor transport, today we have th® accomplished fact o f the motor track 

and the motor passenger carrying veaicle as definite elements in our 

national transportation equioaent. 

»lth this change have mm- many problems, fhmee range tm» leeai 

traffic and parking regulations to tha broadest Interstate fsaatleag tawifw 

ing reciprocity in the recognition of State laws, fees aad Ueeaaes, *m to 

matters of interstate ooameroe both by privets and oemmen carrier*, ffe* 

fact tnat the motor track: end passenger bus mar operate for hire aad profit 

on the public roads, and that they may occupy a oompetitiva piece with, attar 

forms of commercial transport introducss a ssrise ef problem* Spread eg 

the entire field of taxation. The developaeat of all alaaees of mater 
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transportation lias been so great and the use ie now so extended taat 

questions of public safety on tne open highway are sdded t© tha ettvera* 

an i per-iexi/i6 problems r<?ised. 

The great f lexibi l i ty of xotor vaiiicle operation has to eoapletelj 

obliterated towaanlp and county lines, aad is so capaole of dieming State 

lines tuat it would seem tuat the States would by a natural impales of 

en&lig&tened self-protection tmke ovary reasonable step to conform to tee 

obvious requirements of this nee transportation aad i t* proper control. 

That they have not "obeyed tuat impulse* is shown by even a 

cursory examination of existing state rsgulatloas. Bach State &a« attacked, 

the problem from its own standpoint, and without esach consideration of the 

effect its legislation may haver upon vehicles entering i t froa other 

jurisdictions. It may b» said, in fact, that the only regulation upon 

wttica there is effective uniformity ia al l States is that of the register

ing of vehicles, and the issuance of identifying license plates. Beyond 

that, tne broad field of control is occupied fey a great mueber of diversi

fied statu.tea and rulings. 

fMle a l l States register isotor vehicles, only nlnsteen have 

created an office of coswissloner or registrar of vehicle* fer tale purpose, 

the otners assigning these duties to various State officers or departaents. 

to provide legal proof of ownership and to protect ths venicle against 

tneft, twenty-two States and the District of Columbia have adopted la** 

requiring a certificate of t i t le for a l l owners. The fundamentally issper-

tant provision for an operator's license is found in the laws of only 

twenty-Civ® States aad the District of Columbia, aad only nineteen of 

these require aay Jcind of examination of applicants for license* 



As a means of insuring compensation for injury or damage la cases . 

of accident, nineteen States nave Adopted a law which exact* proof of 

financial responsibility, either by posting collateral, talcing out band 

or obtaining insurance, on the part of any person convicted of a major 

traffic offense before ais license or permit to operate is restored. 

One State (Massachusetts) Imposes compulsory insurance upon a l l driver*. 

The regulating of traffic has received attention to greater or 

less decree in a l l States, but witn considerable divergencies on certain 

points, for example, only tnirty-one States and the District of Columbia 

have fixsd definite speed limits, these varying in the case of passenger 

ears from 30 to 50 miles ner hoar. 1. "reasonable and proper speed* is 

stipulated In fourteen States, with some of them specifying a figure 

beyond which uigaer speed is deemed "Prima facie evidence of lisp roper 

driving." Forty States require drivers to use hand signals to indicate 

their intention of turning or stopoin^, but the nature of that* algnai* 

is uot uniform. 

Limitations on the else and weight of motor vehicle* have been aai 

by a l l States, but in many cases, i t must be admitted, without having goat 

very far into a scientific investigation of highway and, traffic condition*. 

this lack of accurate scientific data i s revealed when the great diversity 

of existing regulations regarding the physical characteristics of vehicle* 

i s contrasted with the standardisation of the vehicles themselves under . 

mass production methods of manufacture and the uniform standard of excellence 

towards which our highway syste* is steadily progressing, fe cite osl/ a 



few illustration*, tne maximum pensd*»ible width of a vehicle ta the 

several States ranges fro» 84 to 102 iacheaj aei&t trm 11 to 14-1/8 

feet; length of a single vehicle from 26-1/2 to 40 feet; and i*a«tfc of 

a combination of vehicles from 30 to 3b feet. i r u t t r variance ia 

found in th® matter of weight, which may rang* fro® 1S.000 to UtQO0 

pounds gross in tha case of a pneumatic tired four-waeel vahisls. and 

froa-; 16,000 to 48,000 pound* gross on a pneumatic tired si*-wfleel 

vehicle. 

For several years committee* of the American Association of Stat® 

Highway Official* and tae National Automobils Chamber of Cowasree have 

worked jointly t-> formulate a cod© ef regulation of wai^at, dimension 

aad speed which aslant find uniform acceptance by a l l State*. A* the 

outcome of tae«e deliberations the fajerican Association of State fii^*wa<jr 

Official* at i t* recant meeting in ft&ehiagton agreed tapon the following 

recosmeadat ion*: 

CD m m . . 
So vehicls shall »xee«d a total outside width, 

including any load thereon, of «l«jat feet except 
vehicles now in operation which, by reason o f the 
substitution of pneumatic tires for other type* ©f 
tire*, exceed the above limit* 

(3) HSKHg 
Mo vehicle unladen or with load shall exceed a 

height of twelve feet, six Inohee. 

(a) So vehicle shall exceed a leagte of thirtjr^fiv* 
feet extren-a over-all dissension, inclusive of front aad 
rear bumpers. 

(b) Coabinations of vehicle* shall consist of aat 
more than two unit* and, when so combined, shall oat 
exceed a total length of forty-five feet . 
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(a) The track tractor sad semi-trailer stall be 
construed to be aw;< vehicle for the purpose of deter-
mining lengths. 

(d) For occasional movements of Materials or 
objects of dimensions which exceed the limits herein 
provided, a special -Demit shell o* required. 

(a) Minima.'?- speed. Mo motor vehicle sastll be ta
ns oessarlly driven at such a slow speed as to iszpeds or 
block the normal and reasonable movement of t raffic except 
when reduced speed is necessary for safe operation or 
when e vehicle or * combination of vehicles Is necessarily 
or in compliance with law proceeding at reduced speed. 

(b) Maximum soeed. No bus or truck shall be operated 
at a speed greater than forty-five miles per hour. Faesenger 
automobiles say be operated at such speeds as stall be con
sistent at all times witn safety and the proper use o f the 
roads. 

(c ) Teuioles equlnped with solid rubber or cushion 
t ires shall be operated at a speed not la excess of 10 
miles per hour. 

(5) L0A3 

(a) The wheels of all vehicles, including trailers, 
except those operated at 10 miles per hour or leas, stall 
be equipped with pneumatic t i res . 

(b) l o wheel equipped with nlgn pressure, pneumatic, 
solid rubber or cushion tires, shall carry a load, in excess 
of 3,000 pounds', or any axle load la excess of 16,000 pounds, 

BLesearch indicates tnat low pressure paeuaatle 
tires can carry 9,000 pounds per wheel without increasing; 
pavement slab stresses. 

an axle load shall be defioad as tat . total toad 
on a l l wheels whose centers may 'be included between two 
parallel transverse vertical planes forty incise » apart. 

(c) rhese limitations are recommended for a l l 
main rural and intercity roads, but should aot ta 
construed as inhibiting heavier axle loads in metropolitan 
areas If any State desires. 
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(d) fhase weight specifications for wheel .aad axle 
loads amy be restrletsd by th* State Highway Bepart»eat 
for s reasonable period whore road auegrades are seaterlalljr 
««a'«ned fro® thawin& after deep frost or frost a continued 
saturated condition, of the soil. 

subject to tne limitation ixposed by the racomtaeaded 
axle loads no venlcle shall be operated who*® total cress 
weight, with load, exceeds that given by the fomnia 

s * c(L plus 40} where 
s s total gross weight, with load, in pound* 
c * » coefficient to be s5etemined by tne 

individual State* 
L - the distance between the f i rs t and last 

mxlwiB of a vesicle or combination e f 
vehicles, in feet 

k value of 700 is re cos tended for "c* as the 
lowest walcn should be imposed but tals should net .fee 
construed as inhibiting greater values. 

but i t i» trie control of vehicles according to their business 

eharactasristics that presents perhaps tha scat intricate phase of tne 

a»tor transport proble*. Part of our difficulty in understanding and 

rationalising this question Is possibly dua to the fact taat the preseat 

system of regulation rests on an assumption which, froa a s t r ict ly engineer

ing standpoint, is entirely arbitrary; that is, that all vehiclea may be 

divided into two claases. those privately owned end operated and tne** 

operated for hire. Tne distinction between these tee group* has ooavs . 

to be regarded as a proper oa® in most States of this ©ouatyy a* well ft* 

in smoy foreign lands where' th* s«w problem has arisen, oa tne grounds ; 

taat an operator using ta« public highways a* a place of business fe r 

direct profit to himself should way more for teste f ac i l i t i e s thts the \ 

private vehicle owner who carries his own goods or nerohandise, or hi* 



own family or friends, in vehicles owned and operated by aim only inaideat-

ally to -.lis major business. 

Under the for-aire group, a further necessary breakdown distinguishes 

between the common-carrier, whs holds himself out indiscriminately to serve 

the general public, and the contract carrier who operates only under contract 

with separate cl ients . Detailed consideration of these matters would exceed 

the scope of tue present oaper, but i t may be noted that forty-seven States 

and tue District of Columbia now regulate the operation of buses, waist* are • 

common carriers of nersons; thirty-nine States aad the District of Columbia 

have laws regulating the operation of common carriers of property; and 

thirty-four States have enacted laws dealing with contract carriers. 

Taxation of aotor vehicles reflects diversity in the taxing 

jurisdictions - Federal, State, aad municipal; in the types of taxes -

general, including ad valorem tares levied on the motor vehicle as. 

personal property, aad special, Including annual registration aad license 

fees, .uotor fuel taxes and the life®; and in the basis o f impost - mi&t* . 

horsepower, cost ©rice or value, engine diaplaeement teenage eafaoity* 

sometimes an arbitrary flat rate or a combination of the above factors* 

4s a result a 3-ton truck may pay from $3,60 to 5134 animal registration 

fee , according to the State in which It is registered, .and I f operated as 

a common carrier, the total fee may mount as high as $900 per year. 



Reciprocal relations between the States are also non-uniform 

in character, altnougn tiaa orivate passenger car enjoys fairly liberal 

treatment in a l l jurisdictions. Commercisl vehielee, however, generally 

can operate in States other tnan the State of registration ©sly under 

very limited reciprocity, aad muat register and pay fa l l fees ta many 

States. 

Trie matter of taxation i s involved in tha bro««t question of 

reciprocity. States are naturally jealous to receive scuts contribution 

froo vehicles from other States that use their roads constructed at 

high cost, and sometimes their effort* to this end have disrupted 

commercial traffic and reacted upon their own vehicle owners. A recant 

instance of this kind occurred in October, 1932, wnen a new ia» went tatb 

effect In Pennsylvania requiring all out-of-State f&r-hlr* frock operator* 

to take out Pennsylvania licenses as soon as they entered the Stats. Qffioer* 

»t once »rrest#& drivers and impounded trucks in considerable numbers pend

ing payment of the required license fees. lew Jersey officials, whose laws 

offer full year-round reciprocity to a l l types of vehicles from other 

Stetes, at one© retaliated and ordered tfeat a l l fonnsylvaaia trucks* 

privately o-oerated and for-hiro alifes, must be lieeaaod in New Jersey 

immediately uoon their entering that State. Other coaaposaa&lths sur

rounding jpenneylvanla indicated that thajr would take similar act ios. 
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Normal truck traffic across State lines in tae affected art* came t© 

an almost complete standstill , while snippers aad operators besieged 

their State off ic ia ls with recrialnations aad complaints, Tb* situa

tion was cleared up only by a nastily suanoaad conference and a 

compromise atfreesent. Similar occurrences la tit*® past have always 

demonstrated tae natural pressure of commercial airway trmasport acroas 

State l ines, and its resistance to overly severe restrictions. 

But the total amount of interstate traffic after all is a small 

part of a l l asotor vehicle mileage. In the ease of passenger cara, i t Is 

probably in tne neighborhood of 10 per cent, far tro«*c* ©f a i l kinds, 

surveys In many parts of the United States would sea® to imAioete that 

the average Is about ? p@r cent, .the real problem which i s most press

ing and serious at the moment is that of eoultabljr adju*ti-Q« motor 

veaicle taxes wltnin toe State. 

fills matter has three broad phases. If f irst we eonaidar tha 

public road system as a whole, a daciaioa saust fee reached as to tHe portlaaa 

of tne total cost that my equitably and successfully ae placed upon laadsd 

property and upon nighway transportation Itself. Sext, when we aepamt* mat 

public highways into the classes tndlaated by uaa, by anperrlsla^ authority, 

or by any other satisfactory basis of classification, we nuat data mine 

w&at part of the cost of each should fee paid by th© users of tha dif fer-
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• a t ferour-% of roads, rsgardles- tills time af wnetnar tae laaa ar the 

vehicle Is tne source af tne revenue. Fiaally, whea ** classify thw 

traffic Itself m%mr %lmn the nighway, we find reaeaa to differentiate 

feetwetn tit;- type and ase aada of tne vehicle. It will ta ft wry ttim 

proule* to coma to a definite conclusion on assany palate involved in these 

Matters of taxation. *va do not yet agre* oa tha f^dasasataAs. 

As aa approach to a solution of these smtters, the Bureau of Paaiie 

Soaas has cooperated wifca fire States in <soMastl«g tax or traffic surveys 

de«l 6aed to furnish facts on whiah sound oonoluaieas stay aa eased, la 

1930 n general tax. study waa conducted la Wisconsin ia cooperation with 

the .iiev-mrtmnt of Scoaoasies of tne State University. Tm incidence af Al l 

taxes and tasir distribution was determined to show just what shifts la 

funds actually occurred ia oaoneetian wita taa aî awajr coaetrufttioa pm&mm 

«f taat 5t»te in 1930, In tha following year aa #xtaa«lve traffic amrway 

aad a tax study were canductad ia MieM«»a, wita tm cooperation of the 

State Highway ,9epert*eat and tivs University of flseaaaia to Aavelo* tha 

relation between shifts of tax fuads aaoag tha polit ical unit* payla$ taaa 

aad the amount of traffic by local eleaa&t* sf trana-portatiaa. is tha y®*r 

1932, a cooperative study of the taxes of l l l i w i s was «ad* sistllar tt Halt 

mmdueted ia siseoaeln two rears before, aad in 1933 s awrvey aaa »t*jf$»* 

la timw *fers#y in eoajusetion with taa Stata It^awsy Corslaalon, ia whioh 

(special attention is being given to tae several class 1 fie* tie** sf titMfc 
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traffic, interstate, intrastate, by private owner, contraot hauler and 

common carrier. This study begun late in the year wil l continue through 

most of 1933. While we wait for results, i t seems that highway transpor

tation is beginning to take a place as a general tax carrier. 

To the highway administrator, this tendency i s unwelcome, but not 

so because of selfish or bureaucratic motives in the least. It i s an off

hand, ill-considered attempt to adjust a most d i f f icul t and deeply serious 

matter. It may indicate that a period of many years will elapse before 

any really sound or conclusive steps are taken to secure adjustment of the 

tax situation as i t affects highways. The importance of immediate relief 

in some directions must, nowever, be recognised, and i t is a hopeful indi

cation that some States have limited the period during which additional 

diversions of motor vehicle revenues shall continue, and some have mat the 

demand for local relief by assuming obligation for local highway indebted

ness. These are, at least, thoughtful ways of meeting an emergency. 

Highway transportation as i t affects public safety has been under 

consideration for many years. Some aspects of the general problem have 

been successfully met. I think engineers have done their part both in the 

construction and control of vehicles and in the designing and building of 

roads to make both of these elements much less responsible for accidents 

than the pe rsonal element represented by the operators of cars and trucks. 

Widths of traffic lanes, uniformity, regularity and texture of surface 

construction, clearances, gradients and alignment have been stu^i#d: a » | i . . 

adjusted so that in new roads and in reconstructed sections of old roads 
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little remains to be done to insure the traveler agalnat accidents 

iabarent la tne road or pavement, fhe treatment ef shoulders, the 

nee of curb* of tne l lo type and the width aad detelle of drainage 

•tructuree have received attention and are adapted to the traffle in 

all new caeee. The one remaining phase of general design taat la lass 

eowuconly applied is the treatment of laterseotteas. Ixpense alone has 

prevented highway grade crossing sllnlnatlon where existing or predictable 

traffic indicates that such treatment is desirable. Sat even here th* 

engineer is ready with designs and construction details that will awet 

practically any possible case. In soee States, conspicuously in Maw Jar My, 

such eliminated intersections ar« notable aad extreasly satisfactory. 

The various organisations that have developed road narking and the 

standardised system of orecautionary signing are now engaged in revising 

end combining the two manuals Issued originally by the American Association 

of State Highway Officials and the National Confersno* on Street and High

way Safety and with the completion of this task ths reswiaiag efforts to 

Increase th* safety of highway transportation will test largely with the 

Operating off ic ia ls . There will have to 'be devised undoubtedly an ads qua te, 

worieabl* system of insurance to underwrite th* property and personal lea*** 

incident to accident*, and greater effectiveness will ham* to be secured la 

licensing only the reasonably competent driver and In policing the public 

highways to enforce proper regulations. Maay of to* State officials are 

fully conscious of the problsa presented and are giving the awtter th* 

thought aad recoanendlng the action appearing eost satisfactory under their 
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local conditions. Most of the principles are agreed upon and the major 

effort is now directed to practical methods of application. Licensing 

of a l l drivers, some form of public l i ab i l i ty insurance, an adequate 

highway police body, and a considerate, intelligent and firm enforcement 

of law are accepted in principle. A section of the Uniform Vehicle Coda 

is devoted to the licensing of chauffeurs and drivers. 

Ho doubt the important economic problem involved is the adjustment 

of highway transportation into i ts proper and deserving nlace in the 

national system of communications. History has repeated i t se l f to date, 

and competition nas been emphasized where cooperation and correlation 

should have been sought. The value and service of truck transportation 

are established beyond question, fhe place and need of rail transportation 

are equally unquestioned. So far as the accomplishment of transportation 

service is concerned the two forms of transport should be amalgamated, each 

to serve the other, each to supplement the other, fhe law snould treat 

voth forms of transport equitably, without restricting either beyond tha 

extent necessary for safety and equal service to a l l comers. The great 

f lex ib i l i ty and freedom of movement possible with motor truck transport 

should not be curtailed and the railroads should be relieved equally of 

requirements that no doubt militate against their most efficient and 

economical operation when considered, not alone, but as a part of a larger, 

more extensive and penetrating system of communications* 

fhe necessary and inevitable solution can not be approached exclu

sively from the point of view of either mode of transport; i t must obviously 
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be an adjustment, but not necessarily a compromise. Representative 

interests are at work now to find i f possible a common ground, and i t 

i s apparent and gratifying that this truly fundamental problem of 

highway transportation will be considered with greater enlightenment 

than has prevailed at times in the past. 


