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(1) 

FREIGHT MOBILITY: 
STRENGTHENING AMERICA’S SUPPLY CHAINS 

AND COMPETITIVENESS 

TUESDAY, MAY 11, 2021 

U.S. SENATE, 
SUBCOMMITTEE ON SURFACE TRANSPORTATION, 

MARITIME, FREIGHT, AND PORTS, 
COMMITTEE ON COMMERCE, SCIENCE, AND TRANSPORTATION, 

Washington, DC. 
The Committee met, pursuant to notice, at 2:32 p.m., in room 

SR–253, Russell Senate Office Building, Hon. Gary Peters, Chair-
man of the Subcommittee, presiding. 

Present: Senators Peters [presiding], Klobuchar, Blumenthal, 
Schatz, Markey, Baldwin, Duckworth, Tester, Warnock, Fischer, 
Thune, Blunt, Sullivan, Young, Johnson, Capito, Scott, and 
Lummis. 

OPENING STATEMENT OF HON. GARY PETERS, 
U.S. SENATOR FROM MICHIGAN 

Senator PETERS. First, I want to thank all of our witnesses for 
joining us today for this important discussion. 

The fact that most Americans can safely assume the things they 
will need will be in stock, from groceries to household goods and 
more is certainly a testament of the freight industry. This is espe-
cially important during the pandemic. Deliveries have increased ex-
ponentially, so that American families can get what they need from 
the safety of their homes. 

We owe a debt of gratitude to the workers who have made this 
possible by putting themselves into harm’s way by working around 
the clock. 

The freight industry is also critical to our economy at large and 
to American competitiveness. Every day the freight industry moves 
billions of dollars’ worth of goods that power numerous industries 
and businesses. As a result, the freight industry has outsized im-
pact on our economy. 

Unfortunately, this outsized impact means that problems in the 
freight industry have ripple effects, throughout the entire economy. 
This subcommittee held a hearing on April 27, where we learned 
that supplies in the auto industry, many of which are small busi-
nesses, are struggling to keep up with rapidly rising cost of freight 
and logistics. The issues involved are complex, and they include 
problems within and beyond the freight industry’s control, many of 
which also stem from the pandemic. 
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But the bottom line is that small businesses are experiencing 
higher prices and major delays and these challenges highlight a 
major issue that I am certainly committed to addressing, and that 
is the resiliency of our supply chains. Our supply chains are incred-
ibly efficient but, unfortunately, not resilient. So, when unexpected 
happens, like a ship blocking the Suez Canal, thousands of miles 
away, supply chain problems can compound dramatically. And ulti-
mately, the strength of our economy depends on the strength of the 
freight industry and our supply chains. 

A key part of this economic engine is the flow of international 
freight through our country’s ports of entry. And as Chairman of 
Homeland Security and Government Affairs Committee, I am fo-
cused on the safe and secure facilitation of trade and travel at 
those entry points, which are staffed by our U.S. Customs and Bor-
der Protection, also called the CBP. 

CBP officers and agricultural specialists are critical to ensuring 
that cargo that enters the U.S. is secure and that pests that may 
inadvertently travel with that cargo, will not hurt our agricultural 
industry. I have led bipartisan measures to address major staffing 
shortages for this integral position, and I will continue to work to 
ensure that CBP has the adequate resources to fulfill its mission 
to keep freight moving efficiently through ports of entry. 

Our competitors, especially China, understand that infrastruc-
ture and supply chains are directly linked to economic competitive-
ness. That is why China is making unprecedented investments in 
infrastructure and logistics, not only in China, but around the 
globe, as part of its Belt and Road Initiative. 

Congress must ensure that the United States maintains its glob-
al leadership by investing in our infrastructure, in our freight in-
dustry, and our workers. The millions of workers employed in the 
freight industry are the backbone of our economy. We must ensure 
they have the pay and protections they deserve, along with a safe 
working environment. 

Safety is also essential to protect the public at large. Whether we 
are addressing trucks that share the road with millions of Ameri-
cans every day, or railroad that move goods through and near our 
towns, Congress must make safety a top priority. 

In conclusion, we have a chance to enter a new era of freight mo-
bility that will support countless jobs and families, grow new in-
dustries, protect the environment, and improve safety. And I look 
forward to looking with my colleagues on this subcommittee to 
make that vision a reality. 

And now, I invite Ranking Member Fischer to share her opening 
remarks. 

STATEMENT OF HON. DEB FISCHER, 
U.S. SENATOR FROM NEBRASKA 

Senator FISCHER. Good afternoon, and thank you, Chairman Pe-
ters, for convening this hearing. 

First, I would like to take the opportunity to thank those work-
ing in the freight transportation industry for their work throughout 
this pandemic. The truckers, railroaders, longshoremen, and other 
essential freight transportation workers across this country. They 
stepped up to deliver the critical supplies we needed to stay safe, 
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healthy, and maintain vital services, throughout this very trying 
year. I am grateful for all their work and their sacrifice. 

Today’s hearing on freight transportation is timely, given the on-
going discussion about the need to invest in our infrastructure. 
When we think about what core infrastructure is, and what Amer-
ica’s core infrastructure needs, we think about the state of our 
roads and bridges, ports, railroads, waterways, airports, and also, 
broadband. 

We have heard, time and again, about the need to invest in in-
frastructure, either in hearings before this subcommittee, and also 
the full committee. From reports, such as the American Society of 
Civil Engineers’ Infrastructure Report card, and from numerous or-
ganizations, including those represented here today. 

We know that investing in core infrastructure has bipartisan 
support. Just look at the FAST Act. We passed that in 2015, and 
the FAA reauthorization in 2018. Or the most recent Border Bills 
and the Pipeline Safety reauthorizations. Each of these bills passed 
either unanimously, or with large bipartisan majorities. And Con-
gress has the opportunity to work on infrastructure again, in a bi-
partisan manner, as we look to reauthorizing our Federal Surface 
Transportation Programs, set to expire this September. 

The witnesses here today represent some of the users and opera-
tors of that infrastructure, and they have firsthand knowledge of 
what those needs are. Their testimony today will add to the exten-
sive record that we have about the need for investments in that 
core infrastructure. 

Of course, a surface transportation reauthorization not only in-
vests in infrastructure, but it also sets Federal policy for the safe 
and efficient movements of goods across that infrastructure. I look 
forward to hearing about the wide variety of issues affecting the 
freight transportation sector that Congress should consider in a 
surface transportation reauthorization. 

The first among these issues is how to improve freight transpor-
tation safety. There are a number of bipartisan proposals to im-
prove transportation safety, including legislation I have introduced, 
with Chairman Peters, to understand the scope and the severity of 
blocked railroad grade crossings. Advances in technology, targeted 
policies can make our transportation network safer. 

Another important topic is how to improve the efficient move-
ment of goods by developing Smart policy and removing unneces-
sary and burdensome regulations. The freight transportation indus-
try is a broad and diverse part of our economy. Federal policies 
should be based on sound data and they should recognize the wide 
variety of operations that are handled, on a daily basis, across this 
country. For example, my bipartisan HALLS Act would provide tar-
geted flexibility for agriculture and livestock collars, to ensure they 
can move their perishable products. 

Finally, there has been a widespread reporting of freight conges-
tion at port facilities, cargo delays, and a lack of capacity that have 
been exasperated by the pandemic. 

I look forward to hearing from our witnesses about their work to 
address these problems and the potential long-term impacts the 
pandemic will have on the freight industry. 
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Mr. Chairman, I thank you. My apologies, we have a Markup in 
Rules Committee, so I will have to excuse myself. I hope you excuse 
me, as well, and I will be monitoring the hearing. So, thank you 
very much. Thank you to the panel. 

Senator PETERS. Well, thank you—thank you for your open— 
thank you for your opening remarks, Ranking Member Fischer, and 
I know you are conducting important business. So, I know you will 
be doing that as well, following the developments in this com-
mittee. So, thank you for your opening statement. 

Senator FISCHER. Thank you. 
Senator PETERS. We appreciate that. Our first witness today is 

Mr. Chuck Baker, who is President of the American Short Line and 
Regional Railroad Association. Mr. Baker is here representing ap-
proximately 600 short line and regional railroads across the coun-
try, many in my home state of Michigan. 

Mr. Baker has many years of experience working with the rail 
industry, including as a partner at Chambers, Colin, and Hardwell. 
Welcome, Mr. Baker, to the subcommittee and you may proceed 
with your opening statement. 

STATEMENT OF CHUCK BAKER, PRESIDENT, AMERICAN 
SHORT LINE & REGIONAL RAILROAD ASSOCIATION 

Mr. BAKER. Thank you. Good afternoon, I am Chuck Baker. I am 
here representing the Nation’s 600 short line freight railroads. 
These railroads operate in 49 states, over nearly 50,000 miles of 
track, or approximately one-third of the Nation’s railroad network. 

In the states represented by this subcommittee’s members, there 
are 242 short lines operating over 20,000 track miles. Chairman 
Peters’ state of Michigan is one of 10 states where short lines oper-
ate more than 70 percent of the state’s rail network. 

Short lines are most often associated with small-town and rural 
America, but they also serve large urban areas and many of the 
Nation’s busiest ports. And they are not always so short. The Rapid 
City, Pierre, and Eastern Railroad in South Dakota, Nebraska, 
Minnesota, and Wyoming is 743 miles long. 

Regardless of size or location, there are four defining characteris-
tics of today’s short lines. One, most short lines operate a track 
that was previously headed for abandonment. As money losing 
branch lines, they received little investment by their previous own-
ers. They were, at one time, the weakest link in the freight supply 
chain, but are now a success story, enabling our customers to re-
main competitive in the global economy. To be successful and reha-
bilitate this track, short lines invest up to 33 percent of their an-
nual revenues into their infrastructure, among the highest percent 
of any industry in the country. 

Two, for larger areas of the country, short line railroad service 
is the only connection to the national freight rail network, pro-
viding an economic lifeline for thousands of businesses, manufac-
turers, and farmers, and allowing their products to be competi-
tively priced in the global market. 

Three, flexible, friendly, local service is a key driver of our suc-
cess. We deal face to face on a daily basis with our customers and 
communities, so we can respond quickly to their needs, and so they 
can stay competitive. 
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And four, short lines are small businesses. Our combined annual 
revenues across the 600 short lines are less than the annual reve-
nues of any one of the four largest Class I railroads. 

While it is absolutely crucial to enhance the competitiveness of 
American freight, and that is what short lines are focused on doing 
every day, it is also crucial to do so in an environmentally sustain-
able way. As you may have read in my written testimony—which 
incorporates an excellent environmental report from my friends at 
the AAR—EPA data shows that rail, which accounts for 40 percent 
of U.S. long distance freight volume, is responsible for just 2.1 per-
cent of the transportation sector’s greenhouse gas emissions. 

Freight trains can move one ton of freight more than 470 miles 
on one gallon of diesel. My testimony highlights a series of exam-
ples where moving products by rail, as opposed to on the highways, 
saves millions of gallons of fuel and thousands of tons of CO2 emis-
sions. 

In addition to the supply chain and competitiveness benefits of 
supporting rail, and the environmental benefits, there are other 
public benefits of policies that support rail, such as improved safe-
ty, reduced road congestion, and reduced highway maintenance 
needs. 

As this committee develops your portion of a surface transpor-
tation reauthorization package, we offer a few suggestions that will 
maximize the benefits that short line railroads can provide to 
America’s supply chain. We strongly support the CRISI grant pro-
gram, as it is the primary grant program that supports short lines, 
and it provides for direct short line eligibility. The authorization 
levels should be significantly increased and there should be no new 
commuter rail or large project set-asides that squeeze out short line 
participation. 

We support the INFRA grant program and urge you to allow the 
program to support the most efficient freight projects by removing 
the $500 million multimodal cap. We know that we are preaching 
to the choir on this issue, especially with full Committee Chair-
woman Cantwell and we thank her for her relentless leadership on 
the topic. We also support the Cantwell-Blunt Railroad Grade 
Crossing Elimination Act and Senators Thune and Hassan’s RRIF 
Reform Bill. 

And we urge you to refrain from any new laws that would under-
mine the economics of freight railroading and harm our ability to 
be an important part of America’s supply chain, such as increasing 
truck size and weight limits or mandating railroad-crew size laws. 

In conclusion, we believe short lines are an important link in the 
freight supply chain, a link we have worked hard to strengthen 
since we began purchasing these light-density lines decades ago. 
We understand that in the big picture, our share of infrastructure 
funding will be limited. But you should not underestimate the 
power and leverage that that funding provides. 

That leverage brings three advantages. One, as described in my 
testimony’s Michigan examples, properly targeted public funding 
helps subtract substantially larger amounts of private investment 
by our customers. Two, for rehabilitation of lines serving our small-
est customers, targeted public funding is often the piece needed to 
justify our own private investment. And three, for larger projects, 
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public funds can turn multi-year projects into single-year projects. 
So, the economic and environmental benefits you are seeking are 
realized much sooner. 

I appreciate the opportunity to present the short line perspective 
and I am happy to answer any questions. Thank you. 

[The prepared statement of Mr. Baker follows:] 

PREPARED STATEMENT OF CHUCK BAKER, PRESIDENT, AMERICAN SHORT LINE AND 
REGIONAL RAILROAD ASSOCIATION 

I am Chuck Baker, President of the American Short Line and Regional Railroad 
Association (ASLRRA), the trade association representing the Nation’s 600 Class II 
and III railroads. 

It is a privilege to testify before you today. As this Committee and the Congress 
look to make significant, necessary investments to strengthen America’s supply 
chains and ensure American competitiveness, rail must be part of the solution. 

Freight railroads are a fundamental cornerstone of the Nation’s logistics and sup-
ply chain network, providing the most efficient and environmentally-friendly means 
of surface transportation. The U.S. freight rail system is unique in that it is largely 
provided on a privately operated and funded right-of-way with a common carrier ob-
ligation. These unique factors combine to form what the World Bank has recognized 
as the best freight rail network in the world, offering the American economy an en-
during and crucial competitive advantage, which should be maintained and ex-
panded. 

My comments today will highlight how U.S. short line and regional railroads are 
an important part of the U.S. freight rail network, providing a safe, competitive, and 
environmentally friendly low-carbon option to thousands of customers and commu-
nities who would otherwise be cut off from the national railroad network, and I will 
offer suggestions for policies that enhance those benefits. 

SHORT LINE RAILROADS ARE A SIGNIFICANT PART OF THE FREIGHT 
RAIL SYSTEM 

Those of you who have served on this Committee are very familiar with our 
story—the variety of goods that we haul, the variety of operational size, and the va-
riety of ways we aggressively partner with customers to ensure they remain com-
petitive. Full Committee Chair Cantwell and Ranking Member Wicker, along with 
many other Members of the Committee have staunchly supported policies and pro-
grams enhancing the inherent economic and environmental benefits of freight rail, 
including short lines, which we greatly appreciate. 

The name ‘‘short line’’ can create the mistaken impression that these railroads are 
all very short rail lines. The fact is they come in all sizes. The Omaha, Lincoln & 
Beatrice Railway in Senator Fischer’s State of Nebraska is 2 miles long, while the 
Rapid City, Pierre & Eastern Railroad in Senator Thune’s State of South Dakota 
is 743 miles long. In Florida, Iowa, Massachusetts, Michigan, Minnesota, Montana, 
New Hampshire, South Dakota, and Vermont, short lines operate track that 
stretches almost the entire length or width of the state. 

Short line railroads operate in 49 states over nearly 50,000 miles of track, 
or approximately one third of the Nation’s freight railroad network. In the 
states represented by this Subcommittee’s Members, there are 242 short lines oper-
ating over 20,000 track miles. Short lines are often called the first mile/last mile 
of the Nation’s railroad system and handle in origination or destination one out of 
every five rail cars moving on the national system. In 36 states, short lines operate 
at least one quarter of the state’s rail network. Subcommittee Chairman Peters’ 
State of Michigan is one of ten states where short lines operate more than 70 per-
cent of the state’s rail network—21 short line railroads operating approximately 
2,800 miles of track. 

Although short lines are most often associated with small-town and rural Amer-
ica, they also serve large urban areas and many of the Nation’s busiest ports, in-
cluding Seattle and Tacoma, Miami, Los Angeles and Long Beach, Hampton Roads, 
Pascagoula, Savannah, Mobile, New Orleans, and New York/New Jersey. Likewise, 
various short line railroads operate as neutral terminal switching carriers for mul-
tiple Class I railroads in Chicago, New Orleans, Kansas City, and St. Louis. The 
Chicago South Shore and South Bend Railroad and the New York & Atlantic Rail-
way operate freight traffic over two of the busiest rail commuter corridors in the 
country. 
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For the benefit of those not as familiar with short lines, let me comment briefly 
on four defining characteristics. Taken together, we believe these characteristics 
contribute significantly to sustaining strong and competitive rail service for regions 
and businesses that would otherwise be left behind. 

Most short lines operate track that was headed for abandonment under 
previous Class I owners. These were light density lines in smaller towns and rural 
areas with challenging infrastructure that could not generate enough revenue to be 
viable under the cost structure of the big national carriers. These former branch 
lines served customers that were located ‘‘off the beaten path’’ for the larger rail-
roads and that typically shipped smaller volumes. With marginal or unprofitable fi-
nancial returns, the previous owners understandably made minimal capital invest-
ment, resulting in deferred maintenance. They were, in the lexicon of this hearing, 
the weakest link in the freight supply chain. Thankfully, rather than abandoning 
these lines, the larger railroads spun them off to local entrepreneurs to reconstitute 
as independent short lines, and that has been a remarkable success story over the 
last 40 years. To be successful, short line owners must not only eliminate that de-
ferred maintenance but must upgrade the track to handle the heavier, longer trains 
that are operated today by our Class I connecting partners. Short lines therefore 
invest on average from 25 percent to 33 percent of their annual revenues into main-
taining and rehabilitating their infrastructure, and this makes short line railroading 
one of the most capital-intensive industries in the country. 

Short line railroads are most often the first and last step in a logistics 
process. One in five cars on the network originate or terminate on a short line. We 
are small businesses, and we keep small businesses connected to the larger econ-
omy. Even our strongest supporters in Congress support us not because they are 
particularly interested in railroads but because they understand the importance of 
our service to farmers and businesses in their states. And that’s the right way to 
think about it—the trains we run keep customers connected to the national railroad 
network, allowing them to reach their markets with safe and reliable service at com-
petitive rates. It perfects the supply chain for tens of thousands of businesses and 
that perfection is required for American businesses to succeed in a competitive glob-
al economy. This is evident in every state in which we do business. 

In highly congested areas, we provide critical switching and transloading oper-
ations as supply chain options for shippers and receivers seeking flexible and cre-
ative ways to address logistics challenges. We do this with a high level of customer- 
focused service to ensure that every penny of value is squeezed out of every supply 
chain dollar to ensure competitiveness for American businesses in a competitive 
global marketplace. 

Flexible, efficient local service drives our success. Short lines create value 
not through our size or total market share but in who and where we serve. For large 
areas of the country and particularly for rural and small-town America, short line 
railroad service often offers the only connection to the national freight rail network. 
Without short line service, shippers and receivers in these areas cannot take full 
advantage of the efficiencies and reach of the national rail network. For the busi-
nesses and farmers in those areas, our ability to take a 25-car train 75 miles to the 
nearest Class I interchange equals in importance the Class I’s ability to attach that 
block of traffic to a 100-car unit train and move it across the country. Our customers 
depend on the economics of rail service and our interline services with the Class 
I railroads to remain competitive in their domestic and international markets where 
pennies per bushel or dollars per ton can make the difference between winning or 
losing business. 

Short lines can make a go of it in challenging locations and markets because we 
deal face-to-face with customers and offer the flexible service their businesses re-
quire. If our customers require an extra switch on Sunday morning, or they need 
to double their deliveries with almost no notice, they can reach the President or the 
General Manager of the short line personally who will do everything they can to 
make it happen. The short line is a small enough operation with enough desire for 
growth, capacity to support it, and flexibility in their approach to be able to adjust 
to the ever-changing demands of the marketplace. 

Short lines are a growth engine—particularly for areas of the country that 
have not shared in all of the country’s economic growth. Short lines are obsessed 
with growing our businesses by helping our customers grow their businesses. While 
we may only move the traffic a few miles to the interchange with the Class I, the 
service and access we provide each individual customer is critical to that customer’s 
success. In a recent analysis undertaken by PwC (attached), each job on a short line 
indirectly drives an additional 2.6 jobs. In total across the U.S. economy, 0.51 per-
cent of business inputs rely on transportation services provided by the short line in-
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dustry, amounting to 478,820 jobs, $26.1 billion in labor income, and $56.2 billion 
in value added. 

Short lines work relentlessly to create new business opportunities with current 
and new customers. After all, a railroad can’t pull up its rails and relocate, so they 
are committed to the success of their local communities. They invest in technology 
and innovation that provides increased safety and new opportunities for customers. 
They are problem solvers, seeking new ways to service a customer, and create value 
for themselves and the communities in which they operate. As any shipper will tell 
you, logistics transportation costs and service are huge determinants of success and 
we take that responsibility very seriously. 

ENVIRONMENTAL IMPACT OF FREIGHT RAIL 
While the transportation sector is the biggest source of greenhouse gases in the 

United States, EPA data shows that rail, which accounts for 40 percent of U.S. long 
distance freight volume, is responsible for just 2.1 percent of the sector’s emissions. 
As the AAR has documented (attached), freight trains move on average one ton of 
freight more than 470 miles on one gallon of diesel fuel. 

Let me bring that down to the local level where short lines are making a consider-
able contribution. Tacoma Rail in Washington State moves an average of 69,000 
tons of interchanged traffic daily, using an average of 350,000 gallons of fuel per 
year. Comparable truck moves on the highway would use 645,000 gallons of fuel— 
that savings is the energy equivalent of the annual electricity usage of 475 homes. 

The Nebraska Central Railroad moves 56,600 tons of corn from the Stromsburg 
Subdivision to Columbus, Nebraska using 7,850 gallons of fuel. For trucks to move 
an equivalent volume of corn from the same origins to the same destination would 
use approximately 39,900 gallons. 

The Louisville & Indiana Railroad in Indiana operates two shuttle moves in 
Southern Indiana to and from Consolidated Grain and Barge (CGB) in Jefferson-
ville. The first runs from Kokomo Grain in Edinburgh and averages 100 cars annu-
ally. Moving this on its privately owned and maintained rail line rather than the 
parallel publicly owned and maintained I–65 and US31 highways saves 8,759 gal-
lons of fuel and, using EPA’s Greenhouse Gases Equivalencies Calculator, avoids 
discharging 89 metric tons of CO2 into our environment. The second operates be-
tween CGB facilities in Jeffersonville and Louisville and averages 600 carloads an-
nually. This move saves 18,118 gallons of fuel and 184 metric tons of CO2—that’s 
the equivalent of taking 8,000 trash bags to the recycling center instead of the land-
fill. 

The Lancaster & Chester Railroad in South Carolina ships 281,500 tons of soy-
beans, soy meal and soybean oil per year between the South Carolina cities of Ches-
ter, Fort Lawn and Kershaw. That move uses an average of 80,000 gallons of fuel 
per year. The comparable highway move would use over 320,000 gallons of fuel. 
That savings is the equivalent of growing 35,000 trees for 10 years. 

Lake State Railway in Michigan moved 296,000 tons of aggregate from Alpena, 
MI to Kawkawlin, Grayling and Flint, MI in 2020. Those moves used approximately 
111,176 gallons of fuel. Comparable truck moves would use approximately 383,164 
gallons of fuel. That savings is the equivalent of the power needed to fully charge 
every one of the 295 million cell phones in the United States tonight. 

The Fulton County Railway in Georgia handles a huge amount of the refrigerated 
food and beverage rail traffic in the southeast United States, and kept vegetables 
and beer moving from as far away as Mexico and Washington State as demand 
spiked during the pandemic. In 2020, FCR handled approximately 592,000 tons of 
cold storage food and beer—apparently not even the coronavirus could quench 
America’s thirst for Corona! Railroads largely exited refrigerated transportation in 
the 20th century, but small short line innovators like FCR have been winning traffic 
back. Without this short line, this traffic would have moved the entire way by truck, 
consuming almost 8.7 million gallons of fuel, compared to 2.8 million gallons by rail. 
That savings is the equivalent of converting 2 million light bulbs from incandescent 
into LED. 

These savings are real, and they are realized on every short line in the country. 
INFRASTRUCTURE PRIORITIES FOR SHORT LINES 

As Congress begins to develop what will likely be a robust and ambitious infra-
structure program, your Subcommittee will play an important role in ensuring the 
continued strength of the American supply chain, and the competitiveness of busi-
nesses large and small across the U.S. Here we offer some suggestions that we be-
lieve will maximize the economic, competitive, and environmental benefits offered 
by the short line freight railroad industry. 
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A) Include Short Line Railroads Fully in New Infrastructure Investment 
We strongly support the CRISI grant program as it specifically provides for short 

line eligibility and puts a focus on benefit-cost analysis. In our experience, with that 
level playing field, short line projects fare well. The authorization levels for the pro-
gram should be significantly increased (we suggest that the $1.4b/year contemplated 
by the House in H.R. 2 in 2020 would be a reasonable target) and there should be 
no big, new set-asides or eligibilities (e.g., eligibility for commuter rail or set-asides 
for intercity passenger rail or large projects) to ensure an even playing field for all 
current applicants and allow for the potential continued success of short lines in the 
annual CRISI competition. 

We are also supportive of the INFRA grant program, or a successor program such 
as PNRS as proposed in H.R. 2 in 2020. There is value in a merit-based discre-
tionary grant program open to multiple modes of transportation, especially one that 
is focused on freight and goods movement. We recommend three changes to this pro-
gram: 

1) Allow the program to support the most efficient and effective freight projects 
by fully removing or at least significantly increasing the $500 million cap on 
non-highway portions of the multimodal freight projects, as suggested in 
H.R. 2. We know that we are preaching to the choir on this issue especially 
with Chairwoman Cantwell and thank her for her relentless leadership on this 
topic! 

2) Ensure that the program can fund efficient and effective projects by increasing 
the ‘‘small projects’’ set aside. Currently, the 10 percent cap on small projects, 
defined as a minimum grant of $5 million for projects that do not meet the 
$100 million project minimum, does not provide enough opportunity for INFRA 
grants to be used to help with most short line infrastructure projects. The 10 
percent set aside should be increased to 25 percent to more accurately rep-
resent the many needs in the less populated regions of the country. There’s 
certainly nothing wrong with dedicating funding to mega projects, but if a less 
expensive project can achieve significant economic and environmental benefits 
and improve America’s supply chain and competitiveness, we should remain 
open to those smaller projects also. The proposal in last year’s H.R. 2 to elimi-
nate the small set-aside entirely in PNRS would move in the wrong direction 
and we hope will be reconsidered. 

3) Maintain reasonable non-federal share requirements for INFRA grants and 
consider increasing the maximum permissible share of INFRA program fund-
ing per project from 60 percent to 80 percent for small projects. Giving increas-
ing preference to grant requests with ‘‘over-matching’’ may appear logical but 
can lead to missing otherwise important short line projects that cannot over-
match with internal funds or are not located in urban areas that enjoy signifi-
cant taxing and bonding authority. 

We’d also recommend including short line railroad project eligibility in any new 
transportation grant programs that are created targeting emissions, congestion re-
duction, resilience, or any similar goal where short lines can help be part of the solu-
tion. For instance, H.R. 2 in 2020 created two new programs (Sec. 1202, Increasing 
the Resilience of Transportation Assets—Pre-disaster Mitigation Program and Sec. 
1213—Carbon Pollution Reduction) in which short line projects were not eligible but 
could have and should have been. Not only is rail an environmentally friendly way 
to move freight, it is also an attractive option to provide resilient infrastructure that 
can serve as a competitive alternative to the highway system and enhance America’s 
supply chain. Adding freight rail project eligibility would help achieve the goals of 
the program and moving some freight to rail also improves mobility on public roads. 

As was done in H.R. 2 in 2020 and in the EPW Committee’s America’s Transpor-
tation Infrastructure Act of 2019, The National Highway Freight Program should 
become more multimodal and raise or eliminate the non-highway cap, so that pro-
gram can become a source of funds for State DOTs to support freight rail projects 
if they choose. Maximizing short line access to this program, as well as the others 
I have referenced in my testimony, provides important leverage to attract private 
investment, provides flexibility to allow State DOTs to solve their transportation 
challenges in the way that they find most effective, and allows Congress to get the 
most bang for its buck out of finite resources. 

Let me give you a couple of examples from Michigan where the state’s Depart-
ment of Transportation (MDOT) provides funding to help connect new or expanding 
businesses to Michigan’s rail system, through their Freight Economic Development 
Program. The grant program can cover up to 50 percent of the costs associated with 
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rail infrastructure, including rail spurs, loading and unloading equipment, and site 
preparation. 

Cargill utilized these MDOT funds to build the rail infrastructure needed to serve 
a new $19 million animal nutrition manufacturing plant in Owosso. Previously, 
Cargill’s animal nutrition business had 43 manufacturing facilities across the U.S. 
and none were in Michigan until this plant was built, and the rail connection was 
an important fact in the decision to build. 

Zeeland Farm Services utilized MDOT funds to build the rail infrastructure asso-
ciated with a new $130 million soybean processing plant in central Gratiot County. 
The plant is capable of processing more than 40 million bushels of soybeans annu-
ally and generated 75 new full-time jobs. Both facilities are served by Great Lakes 
Central Railroad and in 2020 they generated an additional 5,572 carloads for the 
railroad. 

These are huge private investments made possible in part by comparatively mod-
est public infrastructure investments. Together MDOT invested $1.435 million in 
the rail portion of these projects. This public investment provides important lever-
age and short line railroads are well positioned to utilize this leverage to build or 
repair the infrastructure that shippers require. These are wins for American com-
petitiveness and the supply chain at the same time as they’re wins for jobs, the en-
vironment, and safety. 

Whether as part of existing grant programs or new ones, we would suggest several 
principles that would help short lines better utilize any infrastructure program: 

1. Short lines should be directly eligible applicants for project grants, like CRISI. 
Too often in the past, Federal programs have been only open for application 
to local units of government, which in turn requires short lines to create unnec-
essarily complex and burdensome applicant structures and which sometimes 
favors politically popular projects over economically beneficial projects. 

2. The application process needs to be as simple and transparent as possible. 
Short lines are small businesses and generally the individuals writing and en-
gaging with the government on our applications are employees with other du-
ties on the railroad. We do not have full time grant writers or the resources 
to hire expensive consulting firms. 

3. The analysis used to judge a project should not be a rigid one-size-fits-all proc-
ess. For example, the process to apply, the public planning and the engineering 
required, and the appropriate benefit-cost analysis format for incrementally up-
grading a ten-mile segment of existing track serving five small grain elevators 
should not be the same as building a new subway line or adding lanes to an 
interstate highway. 

4. If there is to be an associated environmental approval process, it must be 
streamlined to be completed in a reasonable period of time. Approval processes 
that last for years are a deal-killer to those running a business. 

B) Improve Highway-Rail Grade Crossing Safety 
We support the Cantwell-Blunt Railroad Grade Crossing Elimination Act (S. 

1465) which would make an important contribution to enhancing safety and reduc-
ing traffic congestion. While short line railroads strive to work closely with our com-
munities and customers to avoid causing any unwelcome impacts, there are many 
opportunities throughout the country to eliminate crossings to improve the mobility 
of people and goods, and improve the health and safety of communities. This legisla-
tion will help provide funds to our government and tribal partners to allow them 
to work with us to close, relocate or improve many challenging crossings. 
C) Improve the Rail Financing Loan Program, RRIF 

We support Senators Thune’s and Hassan’s RRIF reform bill, the Railroad Reha-
bilitation and Financing Innovation Act (S. 468), which would improve the RRIF 
program and make it more viable for short lines. It addresses several important 
issues that have been hurdles to participation in the RRIF program for our short 
line members, including the streamlining of the application process, the extension 
of loan lengths, the increased flexibility regarding collateral requirements, and the 
authorization of funds to reduce both the direct cost of applying and also the credit 
risk premium charges that have frequently been a hurdle to completing successful 
loans, which would bring the RRIF program more in line with the comparatively 
more successful TIFIA program. As Senator Thune said at the bill’s introduction, 
‘‘States like South Dakota rely on short line railroads to transport agricultural prod-
ucts and other goods to market, and the RRIF program was originally designed to 
provide stable financing to small railroads for infrastructure investment. Unfortu-
nately, short lines are often unable to afford the time and expense associated with 
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the current RRIF application process, discouraging them from using the program. 
This legislation makes necessary updates to RRIF so short lines are better able to 
use the program as originally intended.’’ 

D) Implement Regulatory Policies Thoughtfully 
Finally, let me briefly mention two issues that we believe would severely threaten 

the economics of short line railroading and that we hope will not be included in any 
surface transportation reauthorization or infrastructure package. 

Avoid any Increases to Truck Size and Weight (TSW) limits—Any increases and 
exceptions to current Federal limits would further subsidize freight highway trans-
portation, alter the economics of freight shipping, and would result in a shift from 
freight rail to highway transportation which would impact the environment and the 
public infrastructure paid for with taxpayer dollars. We oppose any legislation that 
increases current size or weight limits. As this committee specifically has jurisdic-
tion over the length question, I’ll note that Chairs Cantwell and Peters and Ranking 
Members Wicker and Fischer all voted in favor of the Wicker-Feinstein motion to 
instruct on this issue the last time it came up for a Senate vote back in 2015, and 
of course Ranking Member Wicker has been a tremendous leader on this issue for 
a long time. 

Avoid unnecessary operational mandates on private railroads, such as a crew size 
mandate—This is an unnecessary and unjustified concept, considering the lack of 
data regarding any safety benefits of such a mandate and the overall safety record 
of freight railroads. It would also discourage future innovation, while legislating on 
an issue that has properly been the subject of labor negotiations for more than a 
century. Further, this mandate would disadvantage railroads in the competition for 
freight and over time shift freight to the highway, where it is inherently more dan-
gerous and less environmentally sustainable. 

While less headline-grabbing than a crew size mandate, there are also other po-
tential unnecessary operational or regulatory mandates on railroads that are of con-
cern to us, such as banning the transportation of liquefied natural gas (LNG) by 
rail or forcing STB mediation for commuter rail requests to access freight track. We 
urge caution on any new mandates or regulations that aren’t supported by solid 
data, as they limit flexibility, stifle innovation, and ultimately harm our ability to 
deliver benefits to America’s economy, supply chain, competitiveness, and the envi-
ronment. 

For instance, we believe that the Fischer/Tester/Moran/Klobuchar/Peters 
blocked crossings portal bill (S. 700) is a thoughtful approach and likely to achieve 
a better result for everybody than the more inflexible approach taken in H.R. 2. 
SUPPORTING A BIPARTISAN EFFORT AIMED AT SUCCESS 

I sincerely appreciate the opportunity to give the views of the short line industry 
at this hearing. As I wrap up, I would like to share a personal observation prevalent 
among the small businesses I represent. The short line industry was involved in a 
decades-long effort to extend and then make permanent the short line 45G rehabili-
tation tax credit, legislation that many of you on this Subcommittee were instru-
mental in passing. The tax credit was made permanent last year. 

When we launched that initiative in 2003, short line economics were little under-
stood by the majority in Congress. Indeed, for many, short lines were just a quaint 
name on the Monopoly board. We worked hard at developing and documenting our 
story and Members of Congress gave us the opportunity to tell that story, took the 
time to understand the story, and visited our local properties to get a first-hand look 
at who we were and what we did. Most importantly, our Congressional allies com-
mitted to leading a sustained bi-partisan effort, regardless of who controlled Con-
gress. We worked to extend this legislation in seven separate Sessions of Congress, 
and party control of the House and/or Senate changed many times during that pe-
riod. Regardless of party control, and often in the face of fierce partisan battles, our 
chief sponsors never wavered in their commitment to sticking together in bi-par-
tisan support of the legislation. It showed that government works when you work 
hard at working it out. We need that today more than ever and I hope that can 
be the spirit in which you approach creating a much-needed surface transportation 
bill or broader infrastructure package. 

Toward that end, Congress should restore the Highway Trust Fund (HTF) to a 
user-pays system. The U.S. has historically relied upon a user-pays system to fund 
investments in public road infrastructure, and there is broad agreement in the 
transportation and business community and Congress that this is how the program 
should work. Unfortunately, since the gas tax user fee hasn’t increased since 1993, 
revenues into the HTF have failed to keep pace with investment needs, requiring 
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$157 billion in general fund transfers since 2008. It’ll be another $195b over the 
next 10 years at the current pace. 

As my colleagues at the AAR also point out in their written testimony, general 
fund transfers to the HTF distort the freight transportation market in favor of the 
commercial trucking industry and put other modes at an unfair competitive dis-
advantage. This is especially problematic for railroads which largely build, main-
tain, and pay for their own private infrastructure. Congress should address this 
modal inequity by reaffirming the user-pays system and increasing the fuel tax or 
moving to a VMT fee. 

CONCLUSION 
In conclusion, we seek equitable infrastructure investment in short line freight 

railroads, an industry with a proven record of success, as you seek to modernize the 
country’s infrastructure for our collective future success. Congress should ensure 
that new infrastructure investment encourages as much freight as possible to move 
by rail because (1) the public benefits when freight moves by rail—in terms of im-
proved safety, reduced congestion, reduced highway damage, and reduced environ-
mental impact and (2) private freight railroads largely pay for their own infrastruc-
ture while highways have been relying on tens of billions of dollars of taxpayer sub-
sidies to cover what user fees don’t. Investments into rail and policies that support 
rail or at least don’t harm rail will translate into jobs and foster growth especially 
in rural America, reduce transportation’s carbon footprint, and ensure that our Na-
tion’s supply chain supports American competitiveness. 

Attachments, additional resources and source material: 
Short Line ‘‘101’’ 2-pager 
http://files.aslrra.org/images/news_file/Short_Line_Railroad_Industry_101- 
032021.pdf 

PwC short line economic impact report showing economic contributions of short 
lines, most notably that 478,000+ jobs are dependent on short line service 
http://files.aslrra.org/images/news_file/PwC_ASLRRA_final_report.pdf 

AASHTO Freight Rail Study (update of their original Bottom Line report) show-
ing benefits of mode shift to rail for pavement maintenance savings, congestion sav-
ings, environmental savings, safety savings, and shipper savings. It makes the con-
clusion that ‘‘Relatively minor investments in rail infrastructure yields major public 
benefits.’’ 
https://rail.transportation.org/wp-content/uploads/sites/30/2019/10/FRBL-2.pdf 

AAR-Freight Railroads and Climate-Change-Report 
https://www.aar.org/wp-content/uploads/2021/02/AAR-Climate-Change-Re-
port.pdf 

STB Railroad-Shipper Transportation Advisory Council (RSTAC) letter urg-
ing Congress to ‘‘include short line railroads fully in any new infrastructure invest-
ment funding legislation that may be enacted’’ 
https://www.nacd.com/pub/?id=224EF08D-0AE0-771E-2A9C-129E0B497F9F 
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Senator PETERS. Thank you, Mr. Baker, for your testimony. Our 
second witness today is Mr. Lamont Byrd, Director of Safety and 
Health for the International Brotherhood of Teamsters. In that 
role, Mr. Byrd oversees the development and the implementation 
of comprehensive safety and health programs for the 1.4-million- 
member International Union. Mr. Byrd also serves as Chairman of 
the Motor Carrier Safety Advisory Committee at the Federal Motor 
Carrier Safety Administration. 

Welcome, Mr. Byrd. You may proceed with your opening com-
ment. 

STATEMENT OF LAMONT BYRD, DIRECTOR, SAFETY AND 
HEALTH, INTERNATIONAL BROTHERHOOD OF TEAMSTERS 

Mr. BYRD. Thank you. Chairman Peters, Ranking Member Fisch-
er, and members of the Subcommittee, my name, again, is Lamont 
Byrd. I am the Director of Safety and Health for the International 
Brotherhood of Teamsters. Thank you for inviting me here today 
to testify about Freight Mobility: Strengthening America’s Supply 
Chains and Competitiveness. 

The Teamsters Union represents more than 600,000 commercial 
truck drivers and through the Brotherhood of Locomotive Engi-
neers and the Brotherhood of Maintenance of Way Employees, we 
also represent more than 70,000 rail employees. Our members in 
these in industry sectors have seen their work demands increase 
dramatically over the past several years, and even during the 
COVID–19 pandemic, as many are classified as essential workers. 

In this opening statement, I will discuss infrastructure, 
globalization and cross-border operations, truck and rail safety reg-
ulations, and related operational policies. But many additional 
issues are discussed in our written testimony, and please feel free 
to ask me any questions you may have on those topics, as well. 

I would like to begin with infrastructure. The failure to invest 
and improve the Nation’s infrastructure has adversely impacted 
trucking and the rail employers, workers, and consumers. The ex-
plosion of online shopping coupled with consumer demands has 
placed more freight in the system and more pressure on both truck 
drivers and railroaders to deliver goods quickly. Structural changes 
across both industries, such as the use of precision schedule rail-
roading, by some carriers, has added to this enormous strain. Our 
hope is that this Administration can partner with Congress to 
move forward on rebuilding America’s infrastructure, while simul-
taneously addressing serious operational concerns being raised by 
workers. 

Globalization and international trade agreements has also in-
creased new challenges for American workers, including those in 
transportation. The renegotiation of NAFTA enabled the Teamsters 
Union to work with the U.S. Trade Representative to require for-
eign trucks and drivers that deliver goods into the United States, 
to comply with all motor carrier and driver safety laws, allowing 
us an opportunity to establish a framework to protect safe, good 
paying American trucking jobs. That was a good result, but much 
work remains to be done. 

We must ensure that carriers are prevented from bringing for-
eign drivers into the United States, under temporary business 
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Visas, and violating Cabotage Laws. We must also address similar 
cross border issues in the rail industry, where serious problems 
have arisen at the southern border. 

The Teamsters Union continues to be concerned about the nu-
merous exemptions to the Teamsters Union continues to be con-
cerned about the numerous exemptions to Hours-of-Service regula-
tions that are granted to motor carriers by the Federal Motor Car-
riers Safety Administration and legislated by Congress. 

We are specifically concerned about the FMCSA’s changes to the 
short hour provision for CDL qualified drivers, the revision to the 
definition of rest break, which allows all non-driving work to be 
considered as rest. As well as the issuance of two pilot programs, 
one allowing under 21-year-old drivers to transport goods and 
interstate commerce, and the other permitting CMB drivers to 
pause their workday up to 3 hours. None of these regulatory revi-
sions or pilot programs improve safety, and they should all be re-
pealed. 

One of these pilot programs, which would allow under 21-year- 
olds to operate in interstate commerce, is apparently, being driven 
by the challenges employers face in recruiting and hiring qualified 
drivers. While long work hours, difficult work, and the need for 
clean driving and drug and alcohol testing records create hiring 
challenges for motor carriers, we do not believe that the solution 
to these challenges is to hire more foreign drivers or lower the min-
imum driving age. Pay and working conditions need to be improved 
so that drivers who are already in the industry are incentivized to 
stay. 

Part of incentivizing drivers to stay also includes taking a 
science-based approach to drug testing. The Department of Health 
and Human Services issued guidelines for hair testing for federally 
mandated drug testing programs late last year. The Teamsters op-
pose this method of testing, as there is significant, unresolved sci-
entific issues associated with hair testing. 

Finally, autonomous vehicles have the potential to reshape the 
entire transportation sector, including the trucking and rail indus-
tries. While some of this technology has the potential to improve 
truck safety and efficiency, the threat of self-driving trucks replac-
ing or degrading millions of truck driver jobs, is of great concern 
to our members. We need Congress to ensure that before we move 
forward with automation that proper protections are in place. 

Many of those safety protections may be needed for thousands of 
vehicles that are already on the roads. That is why we support a 
study on the use of commercial vehicles with a gross vehicle weight 
rating of less than 10,000 pounds in package delivery operations, 
as required in Section 4101 of H.R. 2. There is very little data, if 
any, relating to the safety performance and these same size vehi-
cles are also likely to be used in autonomous operations. So, a de-
tailed review of their operational safety is critical to our members. 

Mr. Chairman, thank you for the opportunity to testify before the 
subcommittee today and I look forward to answering your ques-
tions. 

[The prepared statement of Mr. Byrd follows:] 
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PREPARED STATEMENT OF LAMONT BYRD, DIRECTOR OF SAFETY AND HEALTH, 
INTERNATIONAL BROTHERHOOD OF TEAMSTERS 

Introduction 
Chairman Peters, Ranking Member Fischer and Members of the Subcommittee: 

My name is Lamont Byrd, and I am the Director of Safety and Health for the Inter-
national Brotherhood of Teamsters (IBT). Thank you for inviting me here today to 
testify on ‘‘Freight Mobility: Strengthening America’s Supply Chains and Competi-
tiveness.’’ The Teamsters Union represents more than 600,000 members who start 
their workday behind the steering wheel of a truck. We also represent more than 
70,000 rail employees in the United States who work as locomotive engineers, train-
men, and maintenance of way workers through the Brotherhood of Locomotive Engi-
neers and the Brotherhood of Maintenance of Way Employees. Whether they are 
rail workers operating at one of the five major freight railroads, Amtrak, or a com-
muter rail system, or a Teamster driver operating an 18-wheeler or dropping a UPS 
package at your door, we have seen the demands on hundreds of thousands of our 
transportation members increase dramatically over the past several years, even as 
many of them put themselves in harm’s way by continuing to show up to work dur-
ing the COVID–19 pandemic. 

On the trucking side, the pressures these drivers face come from a variety of 
sources, some obvious, others not so obvious. But a recurring theme pushing drivers 
sometimes to their limit is a claimed need by carriers for flexibility and greater effi-
ciency. There are many reasons that put the trucking industry and its drivers under 
the gun. And a lot of it has to do with policy or lack thereof that hasn’t kept pace 
with an ever-changing transportation system. Specific policy issues relating to infra-
structure, driver compensation, Hours-of Service regulations and exemptions from 
other safety regulations, detention time, outright driver harassment, driver health, 
driver training and retention, automation and globalization all contribute to these 
pressures and are discussed at length in our testimony that follows. It’s a fact that 
a truck driver operates in a very regulated arena. From the time he/she obtains a 
Commercial Driver’s License (CDL), the driver is subject to medical certification, 
drug testing, and dozens of safety regulations. Drivers for the most part are paid 
by the mile, work the longest hours in any industry (60 to 70 hours per week) and 
don’t receive overtime pay. They make money by delivering a product on time, and 
the odds right now are stacked against them in doing so by many factors. 

On the rail side, many of these same conditions exist. There also are some stark 
differences that create great inequity for Rail Teamsters. Most BLET members have 
no fixed work schedules and are tied to a telephone; compounding matters is an al-
most complete lack of reliable information from which locomotive engineers and 
trainmen can regulate their off-duty time to ensure that they are fully rested when 
they have to report for work. A significant percentage of BMWED members work 
on traveling gangs that cover huge geographical territories, taking them from their 
homes and families for a week or more at a time. 

Rail Teamsters, and all rail workers, also face two other industry-wide challenges. 
One is a never-ending drive by rail carriers to replace workers with technology. For 
BMWED members this has taken the form of replacing human track inspection with 
drones. BLET members are increasingly being forced to run trains—upwards of 
three miles long—that exceed the boundaries of safety, and the carriers are actively 
seeking to cut the size of road freight crews in half. On top of this, the railroads 
have adopted a business model, called Precision Scheduled Railroading (PSR), which 
subordinates service, staffing and safety to a never-ending chase to reduce operating 
ratios, which is a railroad’s operating expenses expressed as a percentage of its rev-
enue. 
Infrastructure 

The failure to invest and improve the Nation’s infrastructure impacts the trucking 
and the rail industry alike, its workers, and consumers in many adverse ways. The 
explosion of on-line shopping coupled with consumer demands of ‘‘I have to have it 
tomorrow’’ and an even greater emphasis on just-in-time delivery have put more 
freight in the system and more pressure on both truck drivers and railroaders alike 
to deliver goods quickly. The structural shift to PSR has thrown gas onto this fire 
and forced many railroaders to work at breakneck and unsafe speeds. The annual 
uncertainty around Amtrak funding not only makes operational planning for Am-
trak difficult, but also leaves thousands of American railroaders with enormous 
question marks around what future they will have in the industry. For truck driv-
ers, traffic congestion fueled by years of delayed highway construction and improve-
ment projects, weight limits on deteriorating bridges that necessitate re-routings, 
and the general condition of some highways that cause road closures and detours 
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all put truck drivers behind the wheel longer than they need to be and in a ‘‘pres-
sure cooker’’ environment of stop and go traffic. Traffic jams alone cost the U.S. $87 
billion in lost productivity in 2018 according to data analyzed by the research firm 
INRIX. Our hope is that this Administration can return to the table and partner 
with Congress to move forward on rebuilding America’s highways, railroads, 
bridges, ports, and other much needed infrastructure projects. 
Globalization/Trade/Cross-Border Operations 

Globalization and international trade agreements have opened new challenges for 
the American worker, including truck drivers. Ever since the North American Free 
Trade Agreement (NAFTA) entered into force in 1994, the Teamsters Union has 
fought to ensure that highway safety is paramount in implementing the NAFTA 
provision that permitted Mexican domiciled carriers to perform long haul trucking 
operations beyond the commercial border zones. The renegotiation of NAFTA al-
lowed the Teamsters Union to work with the U.S. Trade Representative to ensure 
that the foreign trucks and drivers delivering goods into the United States will con-
tinue to be required to meet all motor carrier and driver safety laws. The USMCA 
also afforded us an opportunity to establish a framework to ensure that good paying 
American trucking jobs are not supplanted by lower-paid foreign drivers. Specifi-
cally, the USMCA provides trucking industry stakeholders an opportunity to peti-
tion the International Trade Commission (ITC) and seek remedial action if it is de-
termined that U.S. carriers and/or drivers have suffered material harm as a result 
of long-haul cross-border trucking. A survey by DOT of operating authority for Mex-
ico-domiciled carriers currently permitted to enter the U.S. beyond the border com-
mercial zone is currently underway as mandated under USMCA implementing legis-
lation (PL–116–113, Title III, Section 327). Additionally, under USMCA, the DOT 
Inspector General is required to ‘‘review the procedures and actions taken by the 
Secretary to determine whether each Mexico-domiciled motor carrier with any U.S. 
operating authority . . . is in compliance with applicable Federal motor carrier safe-
ty laws and regulations.’’ (Statement of Administrative Action accompanying PL 
116–113). 

One issue related to cross-border trucking not addressed by the USMCA cross-bor-
der trucking provisions is the use of drivers admitted to the United States under 
temporary business visas. Section 4307 (H.R. 2, 116th Congress) requires the DOT 
Inspector General to report on the prevalence of these operations, including the 
country of domicile of the carriers, the demographics of the drivers and their con-
tractual relationship with those motor carriers. It also requires a closer look at 
point-to-point transportation in the U.S. (cabotage) and possible violations of that 
law by foreign drivers. While monitored by Customs and Border Patrol (CBP), the 
Teamsters, through an investigation by EMPOWER, a Mexico City-based research 
firm, who conducted numerous interviews with Mexico-domiciled drivers have found 
evidence of drivers being transported across the U.S. border, then assigned a tractor 
trailer and performing point-to-point delivery in the U.S., a clear violation of cabo-
tage laws. 

This is despite the fact that U.S. Customs and Border Protection (CBP) holds 
workshops with major B–1 employers about expedited border crossing programs and 
U.S. cabotage law. The Teamsters strongly support an investigation by the Inspector 
General to more closely examine these types of operations. 

The issues regarding cross-border operations permeates not just the trucking in-
dustry, but rail operations as well. The history of rail cross-border operations truly 
is a tale of two borders. To the north, there was international representation of op-
erating employees and maintenance of way employees by the two unions that com-
prise the Teamsters Rail Conference, which dates back to 1870. Except when a 
rogue carrier on either side of the border attempts to exceed its contractual author-
ity, operations between the United States and Canada generally are quite stable, 
with crew changes occurring at the border or in rail yards immediately adjacent to 
the border. 

It is a far different story on our southern border, where typically the yards are 
located beyond the border city. Cross-border trains block vehicular traffic in these 
cities for lengthy periods of time, while they travel through Customs and Border 
Protection scanners, and this problem has become significantly worse because of the 
excessively long trains the railroads insist on operating. Mexican law prohibits any-
one who is not a Mexican national from performing any railroad work within that 
country’s borders, making an operation similar to that on the northern border im-
possible. Rail carriers are using every trick in the book to use much lower paid 
Mexican crews to operate inside the U.S., to the point that the last Federal Railroad 
Administrator essentially stopped enforcing the locomotive engineer certification 
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regulations required by Congress at the southern border. We would be happy to pro-
vide detailed information on this subject if the Subcommittee is interested. 
Coercion/Harassment 

Similar to the evasion of regulatory requirements going on at the border for rail 
crews, motor carriers are increasingly exerting enormous pressure on drivers to be 
more productive even if it means violating various motor carrier safety regulations. 
For example, the Union is involved in a case where a driver/member reported that 
the cargo he was transporting via truck was loaded with melons on the bottom of 
pallets and improperly secured and consequently shifted while en-route. It should 
be noted that the driver was unable to thoroughly inspect the load prior to leaving 
the terminal because the truck was fully loaded when he picked it up. After report-
ing that the load had shifted and he could not safely deliver the cargo, he was in-
structed by management to unload the truck on the roadside, organize the cargo, 
reload the truck, and continue on his route. When he advised management that he 
could not safely perform these job tasks as he did not have load securing equipment 
(load bars—the ones that he had were damaged as a result of the shifting freight; 
no straps and shrink wrap) and to do so on the roadside would place him in danger. 
He would have also been at significant risk of work-related injury, having to climb 
up and down a small set of stairs to enter and exit the trailer while carrying cargo. 
This is a union shop where in addition to regulations and company policies that pre-
clude the drivers from performing such dangerous work, there is language in the 
collective bargaining agreement that empowers the drivers to refuse to perform dan-
gerous and illegal work. Yet, this driver was summarily terminated when he re-
turned a short distance to the terminal for assistance. Although we anticipate being 
able to get this driver reinstated at his job, this practice not only adversely affected 
him, it sends a chilling message to other drivers who are aware of this situation. 
Hours of Service/Driver’s Health 

The Teamsters Union continues to be concerned about the numerous exemptions 
to Hours-of-Service (HOS) regulations that are granted by FMCSA through petitions 
and those special interest exemptions legislated by Congress. We are also concerned 
about FMCSA’s recent issuance of two pilot programs—one allowing for under-21 
CDL holders to travel in interstate commerce and the other providing for a split 
duty period, permitting CMV drivers to pause their 14-hour on-duty period (driving 
window) with one off-duty period of no less than 30 minutes and no more than three 
hours. The under-21 pilot was initiated prior to the completion of the pilot program 
permitting those with requisite military training. Section 5404 of the Fixing Amer-
ica’s Surface Transportation (FAST) Act required FMCSA to conduct research on 
drivers who are 1820 years of age, are members of the armed forces or reserve com-
ponents, and who are qualified in a military occupational specialty or rating to oper-
ate a CMV or similar vehicle. Not only did FMCSA not wait until this pilot was 
completed so a comparison could be made with drivers in a control group comprised 
of drivers 21–24 to determine if age was a critical safety factor, but the agency initi-
ated another pilot program for under-21 CDL drivers. The split duty period pilot 
program will do nothing but extend an already long exhausting workday for drivers 
who are already fighting fatigue. Numerous studies have shown that ‘‘time on task’’ 
is a relevant factor in fatigue-related crashes. The Federal Register notice itself 
states that the ‘‘pilot program seeks to gather statistically reliable evidence whether 
decisions concerning the timing of such flexibility can be aligned with employers’, 
shippers’, and receivers’ scheduling preferences to optimize productivity while ensur-
ing safety performance . . .’’. It’s clear that this rulemaking is all about the ‘‘bottom 
line’’ and nothing about a driver facing a 17-hour workday! These two pilot pro-
grams, issued at the end of the last Administration, should be rescinded, and it is 
why we support a provision in H.R. 2 (116th Congress) that would have paused the 
final rule published on June 1, 2020, titled ‘‘Hours of Service of Drivers’’ (85 Fed. 
Reg. 33396) until a comprehensive review of hours of service rules and the safety 
and driver impacts of waivers, exemptions, and other allowances that limit the ap-
plicability of such rules. This provision would further require a peer review, publica-
tion in the Federal Register and a period for public comment and a Report to Con-
gress. Unfortunately, the final rule was issued and is now in effect. But the process 
for examining the numerous waivers, exemptions and other allowances is necessary 
and should move forward. 

With regard to the final HOS Rule published on June 1, 2020, the Teamsters have 
joined other safety advocates in bringing legal action against DOT to reverse these 
latest changes in the HOS regulations. The most egregious of these is the revision 
to the Short Haul Provision for Commercial Driver’s License qualified drivers from 
a 12-hour workday to 14 hours. The IBT has found that the proposed extension of 
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the 12-hour exception to 14-hours results in short-haul drivers spending additional 
time loading trailers, staging freight, and making more deliveries. As a result, these 
drivers will continue to experience an increase in the incidence of occupational inju-
ries and illnesses. Consequently, motor carriers will experience higher worker com-
pensation costs and may experience an increase in the costs associated with fatigue- 
related crashes. 

The trucking industry already ranks among the industries having the highest oc-
cupational illness and injury rates in the United States and the worker’s compensa-
tion costs to motor carriers are tremendous. According to Bureau of Labor Statistics 
(BLS) data for 2017, the non-fatal occupational incidence rate for truck transpor-
tation, nationally, was 4.2 injuries per 100 workers as compared to 2.8 injuries per 
100 workers for private industry.1 Several studies show that the majority of work- 
related injuries occurring among truck drivers result from non-driving work activi-
ties.2 When researchers further investigated these findings they found that the 
types of injuries experienced by truck drivers varied by industry sector but were 
generally associated with falling from heights, trips, slips, falls, and overexertion 
due to manual materials handling. 

Drivers who are involved in short-haul operations experienced occupational inju-
ries primarily while performing three activities: ‘‘(1) Operating the truck; (2) lifting/ 
cranking; and (3) maneuvering into/out of truck cab.’’ 3 Chandler, et. al., in further 
describing the injuries indicated that incidents that occurred while operating the 
truck, included losing control of the truck, being struck from behind by another ve-
hicle, and musculoskeletal injuries associated with extended routine driving. With 
respect to lifting/cranking related injuries, the researchers found that drivers were 
injured while manually handling cargo, connecting dollies, and lifting/adjusting 
ramps to the trailers. Researchers also reported that drivers experienced injuries 
due to trips, slips, and falls as they entered or exited the truck cab and trailer. 

Commercial drivers, including short-haul drivers, disproportionately experience 
musculoskeletal injuries and illnesses. The National Institute for Occupational Safe-
ty and Health (NIOSH) conducted a review of over forty studies that investigated 
the relationship between lowback pain/disorders and determined that there is strong 
evidence that correlates physical workplace factors such as heavy physical work, lift-
ing, bending and twisting, whole body vibration (WBV), and static work postures 
with low back pain/disorders.4 All of these contributing factors to lowback pain/dis-
orders are present in commercial driving, particularly in short-haul operations. This 
is critical when one considers that according to the American Industrial Hygiene As-
sociation (AIHA) a survey conducted by the organization in 2003, MSDs costs the 
trucking industry approximately $4 billion dollars each year.5 The Bureau of Labor 
Statistics reported that workers in truck transportation experienced work-related 
musculoskeletal disorders at a rate of 62.3/10,000 workers as compared to 28.6/ 
10,000 for private industry.6 

Short-haul drivers will experience increased fatigue as a result of having to work 
an extended number of hours and concurrently experience more fatigue-related occu-
pational injuries and crashes. The National Institute for Occupational Safety and 
Health (NIOSH) published a report that summarized over 50 studies that inves-
tigated the impact that long working hours have on illnesses, injuries, health behav-
iors, and job performance.7 Studies showed that workers who worked long shifts, 
i.e., 12 or more hours, each day and more than 40 hours per week experienced an 
increase in occupational injuries and ‘‘a pattern of deteriorating performance on 
psychophysiological tests.’’ 8 This is of significant concern when considering the fact 
that shorthaul commercial drivers perform safety-sensitive job functions such as op-
erating large trucks in oftentimes congested areas that are shared with passenger 
vehicles and pedestrians. 

In 1996, NIOSH conducted an ergonomic study for drivers in the soft beverage 
delivery industry during which the researchers evaluated drivers over a four-month 
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period.9 Researchers found that drivers had to routinely lift products that exceeded 
the recommended weight limit per the NIOSH Lifting Criteria.10 In addition, re-
searcher collected data on the driver’s heart rates to estimate metabolic output and 
determined that such drivers worked in a job that required a high level of energy. 
Drivers in this physically demanding job also experienced twice as many lost work-
days when compared to workers in general manufacturing jobs. Although the study 
was conducted over twenty years ago, members of the Teamsters Union who have 
high tenure in the industry reported that not much has changed and that the 
changes that have occurred are generally not an improvement. For example, these 
drivers reported that traffic conditions are much worse; parking for large vehicles 
is more limited; they continue to have to manually deliver large quantities of heavy 
products such as cases and kegs while negotiating stairs, curbs, ramps, narrow en-
trances and exits to buildings, and having to perform these job tasks in inclement 
weather (heat, cold, ice). These external factors which directly contribute to the dif-
ficulty of a driver’s workday cannot be ignored. 

The current Hours of Service Regulation for non-CDL qualified commercial driv-
ers who use the short-haul exception are allowed to work 14 hours each day, extend 
the workday to 16 hours two times each week and drive up to 11 hours each day. 
According to BLS data these drivers have a higher rate of injury and severity of 
injury (based on the number of lost workdays per injury) than other commercial 
drivers, i.e., non-CDL drivers who do not use the Short-Haul provision and CDL 
qualified drivers. It should be noted that CDL qualified drivers operate larger trucks 
that are able to carry more freight that is larger and heavier than what is typically 
transported and delivered by non-CDL drivers. Therefore, one can reasonably expect 
injury rates to increase among CDL qualified short-haul drivers if the number of 
hours that they are permitted to work increases. 

The Massachusetts Department of Public Health released a report 11 concerning 
the misuse of opioids among workers who are employed in industries, such as truck-
ing, that has a high rate of occupational injuries. Drivers are very concerned about 
their risk of suffering a work-related injury, being prescribed pain killers such as 
opioids, and the possibility that the use of such drugs could result in not only ad-
verse health outcomes, but also the chance of becoming medically disqualified to op-
erate commercial motor vehicles. The Teamsters will oppose any efforts to expand 
the short-haul exemption for CDL-qualified drivers through legislative or regulatory 
actions. 

As a part of their final rule amending the Hours of Service Regulations, FMCSA 
also revised the definition of ‘‘rest break’’ to include all time not actually operating 
a CMV as ‘‘rest’’. Prior to the new HOS regulations, a driver had to take a 30- 
minute rest break after 8 hours on duty. The new regulations mandate the break 
after they have driven for a period of 8 cumulative hours without at least a 30- 
minute interruption. In addition, the 30-minute rest period doesn’t even require the 
driver to actually rest. Under the rule change, drivers are permitted to take their 
break as ‘‘on-duty/not driving, meaning the driver could be loading or unloading 
cargo, refueling their truck, interfacing with a customer, or filling out paperwork, 
all while technically ‘‘on break’’. So long as the driver is not behind the wheel driv-
ing, he can do any type of physically demanding labor and have it considered as 
‘‘rest’’ under the rule. The 30-minute rest break is the only rest period guaranteed 
to drivers under Federal law and is a crucial tool for mitigating fatigue. The Team-
sters will continue to fight to have it restored as a true rest period. 
Recruiting/Retaining Drivers/Young Drivers 

Motor carrier employers face significant challenges recruiting and hiring qualified 
drivers. Increasingly long work hours, difficult work, the need for a clean driving 
record, and a drug/alcohol testing record that is free from positive results, create 
significant hiring challenges for motor carriers. As a result of increases in the de-
mand for goods, the Bureau of Labor Statistics (BLS) projects that between 2016 
and 2026, there will be a need for 108,400 additional drivers in heavy truck trans-
portation.12 It should be noted as an aging driver workforce retires from the indus-
try, there will be an even greater need for qualified drivers. According to 2018 data 
from the BLS over 21 percent of the current driver population will reach 65 years 
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of age in the next ten years, with over 46 percent reaching 65 within next 20 
years.13 

There are some in the trucking industry who view lowering the minimum driving 
age for commercial drivers to 18 as one solution to the increasing demand for quali-
fied drivers. As noted above, the Teamsters Union is particularly concerned about 
this issue as it should be noted that there is significant evidence which indicates 
that young drivers are more likely to be involved in crashes. This issue is even more 
concerning when one considers that absence of any comprehensive driver training 
regulation for entry-level commercial drivers. Several years ago, at the behest of the 
FMCSA, the Teamsters Union and over twenty other stakeholders participated in 
a ‘‘negotiated’’ rulemaking process to draft a rule for entry-level driver training. 
After several weeks of hard work, the negotiating committee reached consensus and 
provided the FMCSA with a draft rule. The Agency has yet to move forward on pro-
mulgating a Final Rule. The Union strongly believes that the Agency should not 
even consider revisions to any of the CDL requirements until such a rule is final-
ized. 

Another issue that affects retention is driver compensation. Teamster Union driv-
ers are among the highest paid in the industry, with good health benefits and pen-
sions, as well as a direct voice on the job allowing them to address operational and 
disciplinary concerns through a transparent, collectively bargained process. That is 
why the retention rate is much higher among unionized truck drivers than their 
non-union counterparts. Our National Master Freight Agreement also addresses the 
issue of detention time—that period of time where a driver is kept waiting for his 
truck to be loaded or unloaded. Under that Agreement, the Teamster Union drivers 
are paid for this time that they are waiting, which is why the practice is not preva-
lent in our sector of the industry. Paying drivers for wasting their valuable on-duty 
time gives motor carriers and shippers an incentive to have a load ready when a 
driver arrives at the loading dock. It also prevents drivers from being frantic to try 
and make up for lost time and possibly violating safety regulations in the process. 
Congress should take the necessary steps to mandate that drivers be paid for this 
detention time. That is why we support provisions in H.R. 2 (116th Congress) that 
require the Secretary to initiate a rulemaking establishing limits on the time that 
a CMV operator may be reasonably detained before loading or unloading occurs, if 
that operator is not compensated for the time detained. 
Truck Size and Weight 

Certain industry stakeholders continue to call for increases in truck size and 
weight. Whether it’s increasing the weight limit on Federal highways to 90,000 lbs. 
or expanding the use of the twin 33’ trailer configuration, the Teamsters Union op-
poses any increase in the current Federal weight limits for trucks or any increase 
in the current size of double trailers traveling on the National Highway System. 
Our Interstates and other major highways are in serious disrepair and half of our 
bridges are more than 40 years old with one in four being structurally deficient or 
functionally obsolete. Increasing truck size and length will put further stress on an 
already deteriorating infrastructure system. While a properly deployed 6th axle can 
mitigate weight increases on road surfaces, the same cannot be done on bridges. In 
addition, our highways are not designed for longer combination vehicles. Our merge 
lanes and entrance and exit ramps are not designed for eighty-four feet long vehi-
cles. Longer and heavier trucks take more time to get up to speed and require great-
er stopping distances. From a driver’s perspective, our roadways are already con-
gested like never-before. Reaction times are pushed to the limit as drivers attempt 
to maneuver big rigs around slowed-down vehicles and avoid quickly changing lanes 
in a maneuver that could put themselves and other drivers at risk. The claim that 
increasing truck lengths and weights will result in fewer trucks on the road is un-
founded. Historically, each time increases have occurred truck traffic has grown as 
shippers take advantage of cheaper rates and divert freight from rail to highways. 
Currently, 39 states prohibit twin 33-foot trailers on their highways, and there is 
no justification to allow them to operate on our interstate highways. 

According to FMCSA’s Large Truck and Bus Crash Facts, ‘‘the number of large 
trucks involved in fatal crashes increased 10 percent from 4,251 to 4,657, and the 
large truck involvement rate (large trucks involved in fatal crashes per 100 million 
miles traveled by large trucks) increased 6 percent, from 1.48 to 1.56.’’ Deaths from 
large truck crashes reached their highest level in 29 years in 2017, according to Na-
tional Highway Traffic Safety Administration data. Fatalities from big truck crashes 
rose even though the overall traffic fatality rate declined. Large truck fatalities rose 
9 percent to 4,761, an increase of 392 lives lost over the prior year. Congressionally- 
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approved exemptions to weight and length limits based on a specific section of high-
way or a specific industry should be rejected. Piecemeal approaches undermine Fed-
eral transportation policy and further jeopardizes safety on our Nation’s highways. 
Safety-Assist Technology and Autonomous Vehicles 

Autonomous vehicles have the potential to reshape the entire transportation in-
dustry, not just the trucking industry. While some of this technology holds the po-
tential to improve truck safety and efficiency in the short term, the threat of self- 
driving trucks replacing, or degrading millions of truck driver jobs has many of our 
members on edge. We believe that the trucking industry will have the need for 
skilled drivers for decades to come. But some of that relies on this committee mak-
ing sure the industry isn’t forced into a self-destructive, and self-reinforcing race to-
wards unsafe and job-killing automation without the proper protections in place. 

As this hearing examines ways to strengthen our supply chains and competitive-
ness, the common refrain from industry that automating sectors of our supply chain 
could somehow strengthen our competitiveness deserves a closer review. Drivers feel 
like disposable cogs in a machine when some members of this body talk gleefully 
about the prospects of automating away their jobs. What’s worse, many drivers’ only 
interaction with lower levels of automation have actually deepened their mistrust 
of new technologies. Our members have reported dangerous malfunctions of auto-
matic braking systems that are in their trucks right now. These systems are sup-
posed to make a driver’s life easier, and we would gladly support them if they did. 
But drivers tell us stories of these systems often detecting snow or an oncoming 
overpass as an obstacle, and mistakenly slamming on the brakes without any warn-
ing. The driver is then the only thing stopping the truck from jack knifing or skid-
ding off the road. Imagine surviving that incident and then having to show up to 
work the next day and drive a truck with the exact same technology on board? No 
one should have to feel like they are taking their life into their own hands just by 
showing up for their job. That is why the Teamsters have insisted that a Federal 
Motor Vehicle Safety Standard be created to establish performance requirements for 
the system itself and the software that it operates. Section 4404 (H.R. 2, 116th Con-
gress) directs NHTSA to promulgate a rule for automatic emergency braking sys-
tems, and requires consultation with drivers regarding their experiences as a part 
of that process. We strongly support these safeguards. Congress must bring a 
healthy dose of skepticism whenever it is approached with a piece of automation 
technology that is being touted as improving safety or one that will make a driver’s 
life easier. It may not live up to closer scrutiny. 

Another emerging issue with automated vehicles is the lack of uniform reporting 
around automated commercial vehicle testing and deployment. While some states 
like California have implemented laws and regulations addressing the disclosure of 
some elements of operation involving automated trucks, others have not. It is in the 
direct interest of public safety that people know where testing, demonstrations and 
commercial operations are being conducted. Section 5311 of HR2 (116th Congress) 
is a step in the right direction. It would require the Secretary to establish a reposi-
tory for motor carriers to submit information on operations of automated commercial 
vehicles. The Teamsters have been working with the self-driving industry to fine- 
tune those provisions so that the data required by motor carriers is not overly bur-
densome for industry, while still providing the necessary information to identify the 
company, the type and weight class of the vehicles being operated, the level of auto-
mation being used, safety protocols in place, including fatigue plans, training or cer-
tifications provided to drivers, and most importantly, through rulemaking; requiring 
motor carriers to report malfunctions, collisions, bodily injuries, and property dam-
age, and make that information available on a public website. Road users, especially 
other truck operators, should have the right to know if they are sharing a road 
where commercial AVs are prevalent. We strongly support these reporting require-
ments as a necessary step to ensure the safe operation of these vehicles on our high-
ways. 

Finally, the impact automation will have on truck drivers will not only come from 
self-driving trucks. Self-driving cars and delivery bots are already taking work cur-
rently done by truck drivers. A major Teamster employer is in the process of testing 
self-driving minivans to haul packages on a route currently driven by Teamster 
trucks. Nuro, a company focused on last-mile deliveries using a self-driving bot 
about half the size of a car is aiming to upend the work currently done by food gro-
cery delivery drivers who currently haul the same loads in larger vehicles. The safe-
ty, performance, and impacts on workers by smaller AVs must be a core consider-
ation as Congress contemplates any legislation to incentivize or pave the way for 
widespread adoption of commercial autonomous vehicles, regardless of their size. 
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Small Commercial Vehicle Study 
The Teamsters support the study of the operation of small commercial vehicles 

utilized in package delivery as required in Section 4104 (H.R. 2, 116th Congress). 
These vehicles with a gross vehicle weight rating of below 10,000 are increasingly 
used for ‘‘last mile’’ delivery, especially as e-commerce has exploded, and even more 
so during the pandemic. They are not regulated by FMCSA in any capacity, and 
there is little if any data relating to their safety performance as their numbers expo-
nentially increase. In addition, there are increasing complaints by drivers of these 
vehicles being pushed beyond reasonable work schedules and delivery demands. It 
is not uncommon to see these vans ‘‘stacked to the brim’’ with packages, often over-
flowing into the driver compartment and even on dashboards obstructing the wind-
shield view of the driver. Unreasonable numbers of packages to be delivered during 
a work shift can potentially cause the driver to speed and or drive recklessly, cre-
ating an unsafe environment for those who not only share the road but for pedes-
trians as well. The study, which will collect information from both direct and con-
tracted carriers, will evaluate such things as fleet structure and miles traveled, 
scheduling of deliveries and maintenance practices, driver compensation, training, 
and hours-on-duty, and safety performance including crash rates, moving violations 
inspections and other safety factors. This burgeoning segment of the package deliv-
ery industry should not operate outside the realm of safety. 
Problems with Truck Leasing Arrangements 

The Teamsters Union has long called for an examination of exploitative truck 
leasing arrangements, especially in the ports, where the union represents drayage 
drivers. In fact, the Teamsters arranged to have port drivers testify at a House 
Transportation and Infrastructure hearing several years ago which examined the 
abhorrent working conditions and exploitative leasing practices prevalent in the 
ports. Drivers testified to being charged by their company each night to park the 
company’s leased vehicle in the company’s own lot. They also reported the double- 
leasing of a single truck to more than one driver, paycheck stubs that showed driv-
ers owing the company more money then they earned at the end a pay period be-
cause of the numerous ‘‘charges and deductions’’ made by the leasing company, and 
other abuses and shortfalls which the current system has allowed to occur over and 
over again. We strongly support provisions contained in Section 4305 of H.R. 2 
(116th Congress) which establishes a Truck Leasing Task Force to examine preda-
tory leasing agreements in the trucking industry and recommendations on changes 
to statutes or regulations that will address abuses impacting commercial motor ve-
hicle drivers. This is long overdue in holding accountable those that would take ad-
vantage of driver who many not fully understand the ‘‘fine print’’ of a leasing agree-
ment. 
Hair Testing 

In September of 2020, the Department of Health and Human Services (HHS) pro-
posed guidelines for the use of hair samples as a method for drug testing Federal 
employees and safety-sensitive employees in federally regulated industries, includ-
ing commercial motor vehicle operators. The Teamsters oppose this method of test-
ing for several reasons. Hair testing is unreliable and inherently unfair; variations 
in hair texture and even length can impact test results, and false positives can occur 
because of absorption into the hair from second-hand smoke, external contaminants, 
and other environmental elements. While some motor carriers use hair testing to 
detect drug use for pre-employment testing at their own expense, hair testing 
should not be used in place of urinalysis testing for random testing purposes, rea-
sonable suspicion/cause, postaccident, return-to-duty, or follow-up testing purposes 
until such time as the HHS is able to scientifically determine the accuracy of testing 
and account for the various differentiating elements like hair color, thickness, ab-
sorption rates, hair receptivity in relation to its location on the body and other fac-
tors. 
Financial Responsibility for Motor Carriers 

The Teamsters Union supports provisions in Section 4408 (HR 2, 116th Congress) 
which calls for updating the required amount of insurance for commercial motor ve-
hicles from the current amount of $750,000. The amount of required insurance cov-
erage has not changed since 1980. Since that time, the cost of living has increased 
over 200 percent. Medical costs have skyrocketed and with people living much 
longer, the revised value of statistical life elements has increased significantly. Even 
vehicle values and other property that might be damaged or destroyed have risen 
to a point that the current coverage would not begin to cover the costs of a serious 
accident. 
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Mr. Chairman, thank you for the opportunity to testify before the subcommittee 
today and I look forward to answering your questions. 

Senator PETERS. Well, thank you, Mr. Byrd. Thank you for your 
testimony. Thank you for being here today. 

Our third witness today is Mr. Chris Conner, President and CEO 
of the American Association of Port Authorities, also known as 
AAPA. The AAPA represents more than 130 public port authorities 
in the U.S., Canada, the Caribbean, and Latin America. Mr. 
Conner has a wealth of experience, having spent over 35 years in 
the ocean shipping industry, before leading AAPA. 

Welcome, Mr. Connor. You may proceed with your opening com-
ments. 

STATEMENT OF CHRISTOPHER J. CONNOR, PRESIDENT AND 
CEO, AMERICAN ASSOCIATION OF PORT AUTHORITIES 

Mr. CONNOR. Thank you, and good afternoon, Chairman Peters, 
Ranking Member Fischer, and members of the subcommittee. My 
name is Chris Connor, President and CEO of the American Asso-
ciation of Port Authorities. I would like to thank this sub-
committee, as well as the full committee, for holding this hearing. 
And I appreciate the opportunity to discuss maritime and trade in-
frastructure, and the related investment needs, on behalf of public 
port authorities throughout the U.S. and its territories. 

Our Nation’s seaports deliver vital goods to consumers, facilitate 
the export of American-made goods, create jobs, and support local 
and national economic growth. Ports also play a crucial role in our 
national defense, witnessed by the designation of 17 of our Nation’s 
ports as Strategic Seaports by the Department of Defense. 

Prior to the outbreak of COVID–19, the total economic value gen-
erated in terms of revenue to businesses, personal income, and eco-
nomic output by U.S. deep draft ports, accounted for $5.4 trillion 
annually, or roughly 26 percent of GDP. Research also shows that 
nearly 31 million Americans were employed in jobs generated as a 
result of port activity. 

AAPA is mindful of and grateful for this committee’s positive ef-
forts on the passage of MTSERA, as well as for the increased au-
thorization levels for PIDP. It is imperative, however, as this com-
mittee considers reauthorization of our Nation’s surface transpor-
tation policies, that we develop and fund a robust national freight 
strategy to remain competitive in the global economy. 

The FAST Act made significant strides in this regard, through 
the creation of the discretionary INFRA grant program and the for-
mula based National Highway Freight Program. These existing 
freight programs are primarily highway focused. And while high-
ways are essential to our freight network, ports are multimodal 
facilitators connecting trains, trucks, and ships, all of which need 
access to ports. 

As we look to build off the progress made under the FAST Act, 
it is critical that the following be considered. All freight program 
funding should be made 100 percent multimodal. Second, lift the 
10 percent state caps for BUILD grants. Third, continue freight 
planning through State freight plans and a national freight stra-
tegic plan. Finally, establish an Office of Freight and Multimodal 
Infrastructure policy. 
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We also have an opportunity to lower carbon emissions, and im-
prove air quality at near port communities and reduce congestion 
on highways. Let us eliminate the double HMT taxation and 
incentivize increased use of marine highways, the cleanest, safest, 
and most efficient form of transport in the U.S. 

Ports across the country were pleased to see dedicated funding 
proposed in the President’s American Jobs Plan, as well as in the 
Republican Roadmap. It is a great start and an encouraging devel-
opment. Investments, such as those outlined in both plans, will be 
critical to ensuring that the U.S. has a 21st century, multimodal 
freight network to compete globally and deliver locally. 

To support our Nation’s deep draft ports and maritime industry, 
AAPA recommends the following be included in any large-scale in-
frastructure package. Including $20 billion for deep draft port in-
frastructure and intermodal freight movement connectors, robust 
funding for electrification of dockside ship connections and zero, or 
near zero, emission port equipment, $6 billion for the U.S. Army 
Corps Coastal Navigation Program, and $500 million for port devel-
opment of offshore wind energy, in order to catalyze it at scale. 

Finally, I want to bring to light something that our ports are not 
able to say themselves. Ports are being held hostage by CBP to pay 
for extravagant facility upgrades and officer staffing shortfalls. The 
brave men and women at CBP need and deserve a designated fa-
cilities fund. I know that Chairman Peters is aware of this issue, 
and we thank him for his interest and support. 

Once again, I appreciate the opportunity to share with the sub-
committee our thoughts regarding freight mobility and I hope you 
will consider the steps outlined here, that Congress can take to 
help ports and our Nation’s trade infrastructure remain strong. 
Thank you. 

[The prepared statement of Mr. Connor follows:] 

PREPARED STATEMENT OF CHRISTOPHER J. CONNOR, PRESIDENT AND CEO, AMERICAN 
ASSOCIATION OF PORT AUTHORITIES 

Good morning Chairman Peters, Ranking Member Fischer, and members of the 
Subcommittee. 

My name is Chris Connor, and I am the President and CEO of the American As-
sociation of Port Authorities (AAPA). I would like to thank the Subcommittee on 
Surface Transportation, Maritime, Freight, and Ports and the full Committee for 
working to ensure that our Nation’s maritime transportation system remains func-
tional during the ongoing pandemic and responsive to the surges recently seen 
throughout our supply chains. Your recognition of the important role played by our 
ports and by our partners throughout the maritime supply chain has been critical, 
and I appreciate the opportunity to discuss our maritime infrastructure and invest-
ment needs as it relates to infrastructure investment and the reauthorization of our 
Nation’s surface transportation policies. 

AAPA is the unified voice of the seaport industry in the Americas, and my testi-
mony is given on behalf of state and local public agencies located along the Atlantic, 
Pacific, and Gulf coasts, the Great Lakes, and in Alaska, Hawaii, Puerto Rico, 
Guam, and the U.S. Virgin Islands. For more than a century, AAPA membership 
has empowered port authorities to serve global customers and create economic and 
social value for their communities. Today, AAPA represents ports in our Nation’s 
Capital on urgent and pressing issues facing our industry, promotes the common in-
terests of the port community, and provides critical industry leadership on security, 
trade, transportation, infrastructure, environmental, and other issues related to port 
development and operations. 

AAPA’s members remain committed to the continued flow of freight and goods to 
markets across the Nation and across the globe. I am here today to discuss what 
investments and policy changes are necessary to ensure that ports, our trade infra-
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1 2018 National Economic Impact of the U.S. Coastal Port System. (2019, March). http:// 
aapa.files.cmsplus.com/Martin%20study_executive%20summary%202018%20US%20coastal%20 
port%20impacts%20final.docx 

structure, and our national supply chains remain resilient and are able to accommo-
date the movement of trade in the future. It is critical that we make the invest-
ments necessary now to ensure that we do not fall behind our global competition 
and risk losing market share and access. 
Seaports are Vital to the United States Economy 

Port authorities are governmental entities that own facilities at one or more ports. 
While the role of port authorities in port operations vary, most ports can be cat-
egorized as Operating Ports or Landlord Ports. Operating Ports own and construct 
port facilities, own cargo handling equipment, and hire labor to move cargo through 
port premises. At these operating ports, stevedores hire dockworkers to move cargo 
between ships and the dock. Landlord Ports, on the other hand, own the land and 
wharves of a port and lease these premises to our partners in the Marine Terminal 
Operator industry. 

Our nation’s seaports deliver vital goods to consumers, facilitate the export of 
American-made goods, create jobs, and support local and national economic growth. 
Ports also play a crucial role in our national defense—a point acknowledged through 
the designation of 17 of our Nation’s ports as ‘‘Strategic Seaports’’ by the Depart-
ment of Defense. 

According to Martin & Associates,1 an internationally-recognized economic and 
transportation consulting firm, prior to the outbreak of the COVID–19 pandemic the 
total economic value generated in terms of revenue to businesses, personal income, 
and economic output at U.S. coastal ports accounts for $5.4 trillion annually, or 
roughly 26 percent of GDP. This research also showed over 30.8 million Americans 
are employed in jobs generated as a result of port activity. Ports also generate sig-
nificant tax revenue, with $47.1 billion annually of direct, induced, and indirect Fed-
eral, state, and local tax revenue created through the economic activity taking place 
at ports across the Nation. 
Freight Policy Modernization Will Support Our Trade Infrastructure 

Nations across the globe have recognized the need to make significant invest-
ments in their multimodal freight networks to accommodate increasing trade vol-
umes, larger vessels, and dynamic shifts in trade to be globally competitive. The 
port industry is mindful of-and grateful for this committee’s positive efforts on the 
passage of the Maritime Transportation System Emergency Relief Act (MTSERA), 
as well as for the increased authorization levels for the Port Infrastructure Develop-
ment Program (PIDP). It is imperative, as this Committee considers reauthorization 
of our Nation’s surface transportations policies, that we develop and fund a robust 
national freight strategy to remain competitive in the global economy. To do this, 
the United States must make a sustained investment in its multimodal freight net-
work. 

The Fixing America’s Surface Transportation (FAST) Act made significant strides 
in committing sustained funding to our Nation’s multimodal freight system through 
the creation of the discretionary Infrastructure for Rebuilding America (INFRA) 
grant program and the formulabased National Highway Freight Program. These in-
vestments totaled $11 billion in dedicated freight funding over the five-year author-
ization. However, of that total, only $1.13 billion was multimodal eligible. AAPA and 
its members appreciated seeing increased flexibility and funding levels to invest in 
freight infrastructure in last year’s bipartisan America’s Transportation Infrastruc-
ture Act. 

The immediate challenges confronting these freight programs are funding levels, 
as well as project eligibility. The current freight programs are funded out of the 
Highway Trust Fund, which means that eligible projects are primarily highway-fo-
cused. Highways are essential to our freight network, but ports are multimodal 
facilitators, and trains, trucks, and ships all need access to them. One could argue 
that as our supply chain becomes more sophisticated, and there are more inland dis-
tribution centers with the advent of e-commerce, demand for multimodal funding 
will increase. A top priority for the port industry continues to be multimodal fund-
ing. 

As this Committee considers reauthorization of our surface transportation policies 
and as we look to build off the progress made under the FAST Act, it is critical that 
all freight program funding be made 100 percent multimodal. A first step in accom-
plishing this would be to lift the multimodal cap on INFRA grants and on the Na-
tional Freight Highway Program. 
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2 The State of Freight III—Rail Access + Port Multimodal Funding Needs Report. (2018, May 
16). https://aapa.files.cms-plus.com/PDFs/State%20of%20Freight%20III.pdf 

Equally important from a supply chain perspective, the FAST Act requires that 
states complete state freight plans to continue receiving their freight formula fund-
ing. The results have been telling. Only three years after FAST Act passage, 95 per-
cent of the states had submitted multimodal state freight plans to USDOT, sig-
naling those states recognize the value and have the demand for multimodal 
projects. States and ports will need increased eligibility through INFRA grants and 
the National Freight Highway Program to build out their state freight plans. A 
dedicated freight fund should also be considered. 

State freight plans and a new National Freight Strategic Plan can be the blue-
print for multimodal state and Federal investments. By establishing an Office of 
Freight and Multimodal Infrastructure Policy, the Department of Transportation 
can best leverage planning tools and resources made available in the FAST Act 
across all modes. This new Office would be in a prime position to administer state 
freight plans and coordinate a national freight plan. As states and the Federal Gov-
ernment look to strengthen supply chains and build out multimodal infrastructure, 
coordination will be paramount and this Office will be positioned to work with these 
programs and to develop the multimodal network necessary to meet 21st century 
supply chain and transportation needs, while ensuring that our trade infrastructure 
remains world class. 

Similarly, as authorization of the Rebuilding American Infrastructure with Sus-
tainability and Equity (RAISE), formerly TIGER and BUILD, discretionary grant 
program is considered, the Committee should explore expanding port eligibility for 
the program. In the past, BUILD awards to any given state have been capped at 
10 percent. These limitations put ports at a distinct disadvantage in competing for 
these grants, and artificially limit investment in our Nation’s trade infrastructure. 
Far from only supporting the states where they are located, ports are national infra-
structure resources that support all states, areas, and supply chains, both urban 
and rural. In fact, according to a recent AgTalks report, participants in virtual 
townhalls agreed that ‘‘investing in infrastructure improvements will ensure Amer-
ica’s agricultural producers continue to be the global leader in food production while 
supporting jobs.’’ 

We also have other opportunities to lower carbon emissions, improve air quality 
at near-port communities, and reduce congestion on highways. An increased use of 
marine highways—the cleanest and safest means of cargo transportation—can help 
accomplish these goals. Ports are actively exploring expanded use of the Maritime 
Administration’s Marine Highway Program to accomplish freight distribution. The 
process involves imported cargo being transferred to barges and then transported 
to a second location for unloading. Freight unloaded from the ship to the dock and 
then transferred to a barge has the Harbor Maintenance Tax (HMT) collected twice: 
once as imported cargo and a second time as domestic cargo. AAPA seeks to have 
the HMT collected just once. This is a very minor amount of HMT revenue, less 
than 1 percent, but the tax is an additional cost and serves as an impediment to 
Marine Highway use. 
Seaports Need Federal Investment in Port & Trade Infrastructure 

America’s ports need robust support from the Federal Government to make in-
vestments in infrastructure that will enable the efficient flow of trade while ensur-
ing that port operations do not harm the environment and their surrounding com-
munities. Ports exist to facilitate an integrated, end-to-end supply chain, and to op-
timize goods movement. America’s ports serve as an engine for economic prosperity 
in our communities and provide access to markets across the globe for communities 
nationwide. 

Ports serve as the beginning point for our Nation’s multimodal freight system. For 
the decade spanning 2018–2028, AAPA identified $20 billion in multimodal and rail 
access needs at ports.2 Federal investment in these multimodal projects can lever-
age billions of dollars in additional port investment. Freight volumes may double 
by 2045, according to the Department of Transportation. Our country has an oppor-
tunity to invest $1 in infrastructure on the front end to produce $2 to $3 of economic 
growth on the back-end, based on an analysis by the U.S. Committee on the Marine 
Transportation System. 

Ports across the country were pleased to see dedicated funding in President 
Biden’s American Jobs Plan and in the Republican Roadmap. 

As populations shift, cargo volumes grow, and as we continue to embrace e-com-
merce and direct to consumer shopping, investments such as those will be critical 
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to ensuring the United States has a 21st century multimodal freight network to 
compete globally and deliver locally. 

To support our Nation’s coastal ports and maritime industry, AAPA recommends 
the following to be included in any large-scale infrastructure investment package: 

• $20 billion for coastal port infrastructure and intermodal freight movement con-
nectors, such as expanded on-dock rail and off-port assembly of efficient unit 
trains; expansion and development of double stack rail—the next generation of 
containerized freight movement. These funds could be allocated through the De-
partment of Transportation’s existing Port Infrastructure Development Program 
(PIDP). 

• Robust funding for electrification of dockside ship connections and zero or near- 
zero emission port equipment. Ports are already making investments in 
decarbonization. Some have adopted Clean Air Action Plans to reduce emis-
sions, with others are investing in these technologies and looking to plan for the 
future. Implementing plans to replace cargo handling equipment, drayage 
trucks, and other port equipment with lower emissions technologies will require 
significant resources to ensure success, likely requiring an investment on the 
scale of $50 billion to replace current equipment with zero or near-zero emis-
sions cargo handling equipment. This investment would result in improved en-
vironmental quality at ports and near-port communities. 

• $6 billion for the U.S. Army Corps of Engineers’ coastal navigation program; $3 
billion for completion funding of 12 Federal navigation channel improvement 
projects, currently underway or awaiting initial funding; and $3 billion to repair 
and restore Federal navigation channels and 140 critically deficient coastal 
navigation structures that are essential for safe and efficient freight movement. 
The jetties, and other coastal navigation structures work, will address sea level 
rise and resilience. 

• $500 million for port development in support of offshore wind energy, identified 
by the Administration as necessary to catalyze the development of offshore wind 
at scale. These funds are critical to strengthen docks for storage, assembly, and 
transport of offshore wind energy components. These loads are up to 10 times 
the normal dock operating loads. 

And finally, in addition to infrastructure investment, it is important to consider 
how cargo screening impacts the efficient movement of freight. Our members rely 
on Customs and Border Protection (CBP) to inspect cargo and keep our country safe. 
But, in recent years, more of the cost of inspection has been shifted onto ports. As 
a result of CBP facilities cost-shifting and understaffing, more and more ports are 
being told they must pay for extravagant facilities upgrades and overtime costs for 
officers. These demands place onerous burdens on ports’ already tight budgets; ports 
are threatened with business slowdowns, which would make worse the supply chain 
congestion the pandemic has wrought. 

We ask that Congress work with ports, CBP, and other stakeholders to find a 
funding mechanism for CBP’s facilities needs and staffing shortfalls in order to give 
CBP the resources it needs without saddling ports with the bill. 

Conclusion 
I appreciate the opportunity to discuss the infrastructure needs of our Nation’s 

ports. Over the past year, since the beginning of the COVID–19 pandemic, ports and 
port workers have tirelessly worked to continue to move cargo; to ensure that food, 
medical equipment, and other essential goods are available for the citizens of this 
country. While we have faced challenges, we are proud of the fact that ports have 
remained open. As we continue to recover from the pandemic, ports can play a role 
by ensuring that our supply chains remain strong. 

Investments in our multimodal-and port infrastructure is critical to meeting the 
current and growing needs of our supply chains as we look to expand America’s 
reach to global markets. Robust, thoughtful investment is key to ensuring that we 
are successful in accomplishing this goal. 

Once again, I appreciate the opportunity to share with the Subcommittee 
thoughts regarding Freight Mobility: Strengthening America’s Supply Chains and 
Competitiveness, and I hope you will consider the steps outlined here that Congress 
can take to help ports and our Nation’s trade infrastructure remain strong. 

Senator PETERS. Well, thank you, Mr. Connor, for your testimony 
and your presence here today. 
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Our last witness is Mr. Chris Spear, who serves as President and 
CEO of The American Trucking Associations, also known as ATA. 
ATA represents every sector of the trucking industry across all 50 
states. Prior to joining ATA, Mr. Spear worked in the private sector 
and served in the Federal Government. His career spans working 
in the transportation, energy, labor, and technology sectors across 
five continents. Most recently, Chris worked for Hyundai Motor 
Company, where he served as Vice President for Governmental Af-
fairs. 

Welcome, Mr. Spear. You may proceed with your testimony. 

STATEMENT OF CHRIS SPEAR, PRESIDENT AND CHIEF 
EXECUTIVE OFFICER, AMERICAN TRUCKING ASSOCIATIONS 

Mr. SPEAR. Thank you, Mr. Chairman and Ranking Member 
Fischer, and members of the Subcommittee. On behalf of the more 
than 34,000 members of the American Trucking Associations, 
thank you for providing me with the opportunity to testify. 

ATA is an 87-year-old federation of 50 state trucking associations 
and the largest, most diverse trade association representing the 
trucking industry. Trucking now employees, 7.8 million Americans 
in every State and Congressional district, including 3.6 million 
truck drivers. That is 1 in 16 jobs in the United States, where the 
top job in 29 states is a truck driver. And despite commercial vehi-
cles being only 4 percent of the vehicles on our Nation’s highways, 
the trucking industry moves more than 71 percent of the Nation’s 
freight tonnage and pays nearly half of the tab into the Highway 
Trust Fund. 

Today, more than 80 percent of U.S. communities rely exclusively 
on trucks for their freight transportation needs. Coming into the 
global pandemic, trucks moved $10.4 trillion worth of goods annu-
ally, more than half of U.S. gross domestic product. And despite a 
chronic and growing shortage of drivers, our industry and our 
intermodal partners here today, are the glue that kept this econ-
omy together these past 14 months. Despite near biblical accounts 
of empty store shelves, we never ran out of milk, eggs, toilet paper, 
or even fuel. There was plenty in the supply chain and always a 
hard-working, patriotic drive to make sure that those shelves were 
restocked. 

America’s supply chain yields tremendous potential. It is a cata-
lyst for economic growth, beyond that of any other nation. For that 
to happen, however, I ask that this committee consider four key 
elements that both feed and benefit our Nation’s supply chain—in-
frastructure, safety, workforce development, and environmental 
stewardship. These elements together, shape and define the resil-
iency of our supply chain. 

Those of us testifying here today, have no problem identifying 
issues of difference. But there is no argument, between any of us, 
that our dependency on one another is what allows our supply 
chain to withstand the pressures of a global pandemic. In fact, no 
pandemic, hurricane, flood, fire—no tariff, no tweet, or senseless 
partisan bickering, is going to keep our industry from doing its job. 
But we are here today to ask that you do yours. 

Investments in our supply chain are desperately needed, includ-
ing the roads and bridges that connect our ports, railyards, and air-
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1 American Trucking Associations is the largest national trade association for the trucking in-
dustry. Through a federation of 50 affiliated state trucking associations and industry-related con-
ferences and councils, ATA is the voice of the industry America depends on most to move our 
Nation’s freight. Follow ATA on Twitter or on Facebook. Trucking Moves America Forward. 

2 Freight Transportation Forecast 2020 to 2031. American Trucking Associations, 2020. 

ports to the national highway system. Do that and you will witness 
measurable efficiencies including gains in productivity and safety, 
job growth and sustainable employment, and historic reductions in 
carbon emissions. 

Infrastructure is not partisan. And if anyone in Congress believes 
that roads and bridges are political, you have not been driving on 
them. But they are in desperate need of your leadership and sup-
port. In just the last year, Congress spent $6 trillion in response 
to the pandemic, of which $4 trillion was passed with bipartisan 
support. Reasons aside, this was an unprecedented level of spend-
ing our country has never witnessed, not ever. And not one cent of 
it was paid for. Yet according to the Congressional Budget Office, 
the Federal Highway Trust Fund will be bankrupt, flat broke, next 
summer. The good news for Congress is that it can and should be 
paid for by users, all of them, including truckers. 

However, you craft legislation, please consider the written testi-
mony provided to you today and understand that, if these invest-
ments are indeed made, you have an opportunity to go home, be-
fore your constituents, and point and say, ‘‘That road, that bridge, 
that railroad, port, waterway, airport, I did that. I made that hap-
pen.’’ In other words, stop blaming each other for the things you 
do not do, and start taking credit for the things you should do. 

These investments are long overdue. They are the things Ameri-
cans—your constituents—need, use, and rely on every single day. 
They will be grateful, and I guarantee you that the nearly eight 
million people that make up the trucking industry will be, too. 

Thank you, Mr. Chairman, and I look forward to taking your 
questions. 

[The prepared statement of Mr. Spear follows:] 

PREPARED STATEMENT OF CHRIS SPEAR, PRESIDENT AND CHIEF EXECUTIVE OFFICER, 
AMERICAN TRUCKING ASSOCIATIONS 

Chairman Peters, Ranking Member Fischer, and Members of the distinguished 
subcommittee, on behalf of the American Trucking Associations (ATA)1, thank you 
for providing me with the opportunity to testify before you today. 

ATA is an 87-year-old federation and the largest national trade organization rep-
resenting the trucking industry, with affiliates in all 50 states. ATA’s membership 
encompasses over 34,000 motor carriers and suppliers directly and through affili-
ated organizations. Our association represents every sector of the industry, from 
Less-than-Truckload to Truckload, agriculture and livestock transporters to auto 
haulers and movers, and from the large motor carriers to the owner-operator and 
mom-and-pop one truck operations. In fact, 80 percent of our membership is com-
prised of small-sized carriers, and only two percent of ATA’s membership would be 
classified as large carriers. 

As evidenced by the COVID–19 pandemic, trucking is the dynamic linchpin of the 
United States’ supply chain that keeps the wheels of our economy turning. This 
year, our industry will move more than 70 percent of the Nation’s freight tonnage. 
Over the next decade, trucks will be tasked with moving 2.4 billion more tons of 
freight than they do today, in addition to delivering the vast majority of goods to 
American communities.2 Trucks will continue to be the dominant freight transpor-
tation mode for the foreseeable future. 

More than 80 percent of U.S. communities rely exclusively on trucks for their 
freight transportation needs. In 2017, trucks moved $10.4 trillion worth of goods, 
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representing more than half of U.S. gross domestic product.3 The trucking industry 
is also a major source of employment, with nearly eight million people employed in 
trucking-related occupations, including 3.6 million truck drivers.4 Indeed, trucking 
accounts for 1 in every 18 jobs in the U.S.,5 and ‘‘truck driver’’ is the top job in 29 
states.6 

Without trucks, our cities, towns, and communities would fail to thrive, and would 
lack essential necessities such as food and drinking water; there would be no clothes 
to purchase, nor parts to build automobiles or fuel to power them. The rail, air, and 
water intermodal sectors would not exist in their current form without the trucking 
industry to support them as the final link in the supply chain. Trucks are central 
to our Nation’s economy and our way of life, and every time the government makes 
a decision that affects the trucking industry, those impacts are also felt by everyday 
Americans and the millions of businesses that could not exist without trucks. 

As you hold this hearing, the trucking industry, the infrastructure that we oper-
ate upon, and our national economy are all rapidly approaching a crisis point. Even 
as the Nation claws its way back from the devastating impacts of the COVID–19 
pandemic, we are facing significant headwinds, hurdles, and challenges that threat-
en to grind the engines of our economy to a halt. Headwinds—such as deteriorating 
roads and bridges, severe congestion, bottlenecks, and unprecedented backlogs at 
our maritime ports—delay the movement of people and goods, threatening our glob-
al competitiveness and the continuity of the international supply chain. Hurdles— 
like the crippling shortage of drivers and mechanics, recruitment pipelines that 
were decimated by the pandemic, and barriers preventing the industry from reach-
ing a new generation of drivers—increase freight transportation costs and imperil 
the supply of consumer goods. And challenges—such as antiquated regulatory bar-
riers that could delay a technological transformation in the movement of freight— 
threaten to impede an industry-wide shift toward greater sustainability, allowing 
trucks to move more safely and efficiently, and with less impact on the environment 
than we ever dared to imagine. 

That said, the serious headwinds, hurdles, and challenges that led us to this crisis 
point can be overcome if Congress, the Administration, the stakeholders at this 
table, and the American people come together in the pursuit of a meaningful invest-
ment in real infrastructure. As Transportation Secretary Buttigieg has often said of 
late, including in testimony before this very Committee, before us is a ‘‘generational 
opportunity’’ for America’s infrastructure. An opportunity to meaningfully invest in 
the safety and efficiency of our transportation network. An opportunity to spur tech-
nological advancements and innovations in our trucks, cars, and highways. An op-
portunity to address labor shortages that threaten the trucking industry and the 
fragility of our supply chain. And a moment to look to the transportation sector to 
lead our Nation’s efforts to confront the impacts of climate change. 

As this subcommittee considers infrastructure legislation and a possible surface 
transportation reauthorization, we encourage you to look to four key areas, includ-
ing (1) Infrastructure Investment, (2) Safety Improvements, (3) Workforce Develop-
ment, and 4) Environmental Stewardship. Each of these important policy areas are 
addressed in my testimony below and will have a direct and meaningful impact on 
the trucking industry, the supply chain, the economy, and the American public. 

As you know, just over a year ago, our industry dutifully answered the Nation’s 
call to deliver medicine, food, fuel, water, and other basic necessities in response to 
the COVID–19 pandemic. Then, tasked with critical vaccine distribution, trucking 
proudly and courageously shouldered the important responsibility of moving 
COVID–19 vaccines safely across the country. We welcomed these challenges be-
cause it was the right thing to do. We now call on Congress, in that same spirit, 
to likewise embrace the challenges and work before it to ensure our Nation’s infra-
structure needs are met. In that effort, America’s trucking industry stands ready 
to support and work hand-in-hand with you, as we build a better America for all 
Americans. 

We commend you for holding this important hearing today, and for your con-
tinuing efforts to address the challenges that impact the trucking industry, inter-
state commerce, and the millions of Americans and U.S. businesses that rely on the 
safe and efficient movement of our Nation’s goods. 
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1) INFRASTRUCTURE INVESTMENT: 

THE TIME FOR ACTION IS NOW: 
The trucking industry welcomes the efforts of Congress and the Biden Adminis-

tration to pursue a real and meaningful investment in our Nation’s infrastructure. 
For decades, Federal policymakers have deferred and delayed infrastructure invest-
ments that American families and businesses desperately need to enhance safety, 
reduce congestion and improve commerce. The thoughtful leadership of this sub-
committee and Congress over the coming weeks and months can provide a road map 
to address the past, present, and future needs of our Nation’s roads and bridges. 

A well-maintained, reliable, and efficient network of highways is crucial to the 
timely delivery of the Nation’s freight—both international and domestic—and is 
vital to our country’s economic and social wellbeing. Underfunded roads and bridges 
are increasingly choking the economy’s supply lines, making it costlier and more 
time-consuming to get goods to market. Decrepit roads and bridges cost motorists 
$1,600 annually in wasted gas, lost wages, and vehicle damage.7 The typical motor-
ist loses 42 hours of their life every year sitting in traffic, and the trucking industry 
loses 1.2 billion hours of productivity to congestion, which is the equivalent to more 
than 425,000 drivers sitting idle for a year.8 Highway congestion also adds nearly 
$75 billion to the cost of freight transportation each year.9 

This caused the trucking industry to consume an additional 6.87 billion gallons 
of unnecessary fuel in 2016, representing approximately 13 percent of the industry’s 
fuel consumption, and resulting in 67.3 million metric tons of excess carbon dioxide 
(CO2) emissions.10 Mr. Chairman, the large investments the private sector trucking 
industry has made over the last three decades to significantly reduce emissions— 
to the point that today’s trucks emit up to 60 times fewer emissions than trucks 
manufactured in the 1980s—have been decimated by a lack of public sector commit-
ment to build the highway infrastructure capacity necessary to accommodate grow-
ing traffic. 

A report 11 by the Transportation Research Board (TRB) requested by Congress 
focused specifically on the current state and future needs of the Interstate Highway 
System. This critical network connects American communities across the Nation and 
reaps immeasurable economic and national security benefits for the United States. 
Most importantly, interstates are far safer than surface roads; the construction of 
the Interstate System has prevented nearly a quarter million people from losing 
their lives in vehicular crashes since 1967.12 Furthermore, the Interstate Highway 
System accounts for about one-quarter of all miles traveled by light-duty vehicles 
and 40 percent of miles traveled by trucks.13 The TRB report estimates that, con-
servatively, the state and Federal investment necessary to address the Interstate 
System’s maintenance and capacity needs will have to double or triple over today’s 
expenditures in the next 20 years.14 

The recent pattern of shoring up the Highway Trust Fund (HTF) without pro-
viding the long-term stability that transportation planners need is troubling and 
highly inefficient. According to the American Society of Civil Engineers, the U.S. 
spends just over half of what is necessary to address critical surface transportation 
needs.15 As the investment gap continues to grow, so too will the number of defi-
cient bridges, miles of roads in poor condition, number of highway bottlenecks, and, 
most critically, the number of crashes and fatalities attributable to inadequate road-
ways. 

Facing those glaring realities, it is abundantly clear that the time to invest in in-
frastructure is now. The impacts and compounding ramifications of underinvest-
ment in our roads and bridges are serving as a roadblock to mobility, economic 
growth, and job creation nationwide. As we emerge from a severe economic crisis, 
putting Americans back to work and getting our economy’s wheels turning once 

VerDate Nov 24 2008 13:05 Aug 10, 2023 Jkt 000000 PO 00000 Frm 00046 Fmt 6633 Sfmt 6621 S:\GPO\DOCS\53090.TXT JACKIE



43 

16 Freight Intermodal Connectors Study. Federal Highway Administration, April 2017. 
17 Ibid. 
18 Ibid. 
19 An Analysis of the Operational Costs of Trucking: 2018 Update. American Transportation 

Research Institute, Oct. 2018. Estimates average truck operational cost of $66.65 per hour. 
20 Ibid. 

again hinges on our collective ability to solve this problem in the right way. We 
hope you will act with the urgency and expediency that this moment requires. 
TRUCKING INDUSTY PRIORITIES AND RECOMMENDATIONS FOR 

INFRASTRUCTURE INVESTMENTS: 
As this subcommittee and Congress consider targeted investments in infrastruc-

ture which will inevitably have a significant impact on the trucking industry, supply 
chain and economy, the below priorities merit your strongest consideration. 

• Freight Intermodal Connectors 
Freight intermodal connectors—those roads that connect ports, rail yards, air-

ports, and other intermodal facilities to the National Highway System—are critical 
to trade and a seamless supply chain. While intermodal connectors are an essential 
part of the freight distribution system, many are neglected and are not given the 
attention they deserve in spite of their importance to the Nation’s economy. Just 
nine percent of connectors are in good or very good condition, 19 percent are in me-
diocre condition, and 37 percent are in poor condition.16 Not only do poor roads dam-
age both vehicles and the freight they carry, but the Federal Highway Administra-
tion (FHWA) found a correlation between poor roads and vehicle speed. Average 
speeds on connectors in poor condition was 22 percent lower than on connectors in 
fair or better condition.17 FHWA further found that congestion on freight intermodal 
connectors causes 1,059,238 hours of truck delay annually and 12,181,234 hours of 
automobile delay.18 Congestion on freight intermodal connectors adds nearly $71 
million to freight transportation costs each year.19 

One possible reason connectors are neglected is that the vast majority of these 
roads—70 percent—are under the jurisdiction of a local or county government.20 
Yet, these roads are serving critical regional, national, and international needs well 
beyond the geographic boundaries of the jurisdictions that have responsibility for 
them, and these broader benefits may not be factored into the local jurisdictions’ 
spending decisions. 

While intermodal connectors are eligible for Federal funding, it is clear that this 
is simply not good enough. We urge Congress to set aside adequate funding for 
freight intermodal connectors to ensure that these critical arteries are given the at-
tention and resources they deserve. 

• Resources to Address Port Congestion and Bottlenecks 
The dramatic increase in freight entering the Nation’s ports has received a great 

deal of attention, both in Congress and in the media, in recent months. Ports have 
had difficulty managing an influx of container ships, and the increased traffic in the 
maritime domain has created significant challenges for every link in the worldwide 
supply chain. Intermodal motor carriers play a critical role in the global supply 
chain, moving freight to and from the ports and railyards, as well as providing the 
last mile of delivery to get products directly to customers. Bottlenecks and conges-
tion at ports have a trickle-down effect on the motor carriers who haul intermodal 
freight, and existing shortages of containers, chassis, terminal appointments, 
draymen, and truck drivers only exacerbate these supply chain disruptions. These 
supply chain issues have also created problems for American exporters, especially 
in agriculture, by making it more difficult for producers to get their products to 
overseas markets. 

The increased cargo volumes at ports and the resulting bottlenecks have dem-
onstrated the importance of reliable, well-maintained infrastructure to handle the 
intermodal aspect of international trade, which will continue to grow in the coming 
years. Without question, additional resources are needed to facilitate truck drivers’ 
timely access to ports, as well as their ability to obtain equipment to load and un-
load containers in a timely fashion. Greater focus and attention from all parties on 
ways to enhance efficiencies at ports will improve the trucking industry’s ability to 
get international freight from overseas producers into the hands of American con-
sumers, and to get American products into international markets. 

ATA applauds the many members of this subcommittee who have recently raised 
concerns about growing congestion at our Nation’s ports, and the impact that is hav-
ing on our supply chain. Additionally, ATA commends Committee Chair Cantwell 
for prioritizing ‘‘mega-project’’ infrastructure, which would provide much-needed re-
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sources to address the serious congestion at our ports. As Congress and this sub-
committee consider infrastructure legislation in the coming months, we urge you to 
prioritize forward-leaning investments in our Nation’s ports to ensure that inter-
modal operations can keep pace with ever-increasing freight demand. We are eager 
to work with Congress, port authorities across the country, and our partners in the 
supply chain to find long-term solutions that will ease the movement of products 
around the globe. 

• Freight Funding Programs 
With the creation of two new freight funding programs in the FAST Act, Congress 

recognized the crucial role that the Federal government plays in facilitating the effi-
cient movement of freight in interstate commerce—a role memorialized by the U.S. 
Constitution. Both the Nationally Significant Freight and Highway Projects Pro-
gram (AKA INFRA) and the National Highway Freight Program (NHFP) provided 
dedicated funds for projects that improve traffic flow and enhance safety on trans-
portation facilities with significant freight volumes. 

These programs should be continued with increased funding. Moreover, ATA sup-
ports maintaining the 10 percent cap on non-highway projects under these pro-
grams. Trucks move 70 percent of freight tonnage and are key to the efficient move-
ment of intermodal freight. Furthermore, trucking is the only freight mode that con-
tributes directly to the Highway Trust Fund and should not be forced to further sub-
sidize modes that do not contribute. We urge Congress to give priority under the 
INFRA program to projects that address freight bottlenecks identified under 49 USC 
70102(b)(4). Furthermore, we recommend eliminating the NHFP’s 50 percent trans-
ferability to other apportioned programs in order to ensure that all available re-
sources are used for their intended purpose. 

• Truck Parking 
Research and feedback from carriers and drivers suggest there is a significant 

shortage of available, safe parking for truck drivers in most regions of the country. 
In 2019, the FHWA found that the 98 percent of drivers regularly experience dif-
ficulty finding truck parking, and that truck parking is most problematic along key 
freight corridors, near major ports, around intermodal facilities, and in metropolitan 
areas.21 Given the projected growth in demand for trucking services, this problem— 
as well as the clear safety implications for truck drivers and the motoring public— 
will likely worsen. FMCSA regulations require drivers to take rest breaks after they 
have driven for a specified number of hours, and if a driver is unable to find safe, 
legal parking, he or she is in a lose-lose conundrum, forced to either operate illegally 
or park in an unsafe or unauthorized location. Federal hours of service (HOS) rules 
were designed to promote the highest levels of highway safety, but the shortage of 
safe truck parking spaces makes it difficult, if not impossible, for drivers to follow 
the law. 

Funding for truck parking is available to states under the current federal-aid 
highway program, but increasing truck parking capacity has not been a priority due 
to a shortage of funds for essential highway projects. Therefore, we urge Congress 
to enact the Truck Parking Safety Improvement Act (H.R. 2187), legislation that 
would establish a competitive discretionary grant program and dedicate $755 mil-
lion from the Highway Trust Fund over the course of five years for truck parking 
projects across the country. With a focus on increasing capacity, the bill would pro-
vide funding for the construction of new spaces at both public and private facilities, 
while also helping public entities convert existing facilities—such as weigh stations 
and closed rest areas—into truck parking locations. The Truck Parking Safety Im-
provement Act will both provide truck drivers with the means to comply with their 
Federal HOS requirements and enhance the safety of our Nation’s highways. 

• Resiliency Funding 
ATA recognizes that changes in climate put highway infrastructure at risk, and 

adaptations must be implemented to avert or reduce this risk. However, the poten-
tial costs are likely to be significant. Given the overall lack of funding for core infra-
structure projects, setting aside funds for resiliency without a significant increase 
in Highway Trust Fund resources will accelerate highway system deterioration. 
ATA urges Congress to either increase HTF funding to levels sufficient to address 
highway funding shortfalls and pay for resiliency projects, or fund resiliency from 
sources that do not deplete funding for core highway programs. 
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HOW TO PAY FOR INFRASTRUCTURE: 
As the leading payer into the Nation’s Highway Trust Fund, trucks cover nearly 

half the entire user-fee tab while accounting for only four percent of vehicles on the 
road. Our industry is proud to pay our fair share, and we’ll continue to do so. But, 
we call on policymakers to maintain an equitable system that draws on the con-
tributions of all who use and benefit from it. Although fuel expenses are one of the 
largest cost centers in our business, the trucking industry supports modest and 
phased increases in the fuel user-fee, because we know the following to be true: 

• In order to create value for road users, infrastructure needs funding predict-
ability. An infrastructure bill with no dedicated funding stream has no efficacy. 
Without budget certainty over a multi-year window, transportation officials 
can’t move projects from the planning phase to the construction phase. Ground 
can’t be broken, jobs are frozen, and any progress is bogged down by Congress’ 
annual appropriations cycle. Major projects await the certainty of longer-term 
funding streams, which increases backlogs and puts fewer construction profes-
sionals to work. 

• There’s no tax that safeguards taxpayer dollars as vigorously as the fuel user- 
fee does. Contrary to the ideological demagoguery surrounding this policy, the 
‘‘fuel tax’’ is a model example of Federal revenue efficiency. That’s because it 
is collected at the wholesale level long before gasoline reaches the retail pump. 
There are roughly 1,300 wholesale racks across the country collectively operated 
by less than 270 entities—meaning fewer than 300 entities actually remit this 
tax. 
The result is a tried-and-true system that minimizes overhead costs and maxi-
mizes efficiency—i.e. value—for road users. Ninety-nine cents of every dollar 
collected flows directly into the Highway Trust Fund. Compare that to alter-
natives like tolling or vehicle-miles tax systems, where as much as 20 cents of 
every dollar is lost to administrative and collection costs. 

• Decoupling infrastructure funding from user-fees will only make a bad situation 
worse. For many decades following the creation of the interstate highway sys-
tem, the user-fee model formed the bedrock of our Nation’s transportation sys-
tems, powering interstate commerce and fueling America’s economic engine. 
Dismantling this system by linking the Highway Trust Fund to corporate tax 
rates would destabilize current funding formulas by introducing political uncer-
tainty into the equation. 
Other proposed funding mechanisms, including those that attempt to impose a 
sales tax on freight, are fraught with high administrative costs, are highly sus-
ceptible to evasion, and enjoy little support among the business community. 

• The Build America Fund: A Pathway to Nationwide Highway Improvements: 
ATA’s proposed solution to the highway funding crisis is the Build America Fund. 

The BAF would be supported with a new 20 cent per gallon fee built into the price 
of transportation fuels collected at the terminal rack, to be phased in over four 
years. The fee would be indexed to both inflation and improvements in fuel effi-
ciency, with a five percent annual cap. We estimate that the fee would generate 
nearly $340 billion over the first 10 years. It would cost the average passenger vehi-
cle driver just over $100 per year once fully phased in.22 

We also support a new fee on hybrid and electric vehicles, which underpay for 
their use of the highway system or do not contribute at all. We look forward to 
working with the subcommittee to identify the best approach to achieve that goal. 

Ultimately, the fuel tax is the most immediate, cost-effective, and conservative 
mechanism currently available for funding surface transportation projects and pro-
grams. Collection costs are just 0.2 percent of revenue.23 There is a misguided per-
ception that the fuel tax is no longer a viable revenue source due to the availability 
of electric vehicles and improvements in vehicle fuel efficiency. This notion is belied 
by the facts. In 2019, Americans consumed more on-road fuel than in any previous 
year.24 Furthermore, according to the Congressional Budget Office’s latest esti-
mates, annual revenue from fuel taxes will drop by just $1.1 billion over the next 
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decade.25 A modest increase in the fuel tax, coupled with a new fee on alternative 
fuel vehicles, can easily recover these lost revenues. 
FUTURE REVENUE SOURCES: 

While ATA considers an increase in the fuel tax to be the best and most imme-
diate means for improving our Nation’s roads and bridges, we also recognize that 
improvements in fuel efficiency and the development of new technologies may even-
tually render the fuel tax to be a diminishing source of revenue for surface transpor-
tation improvements over the long term. We therefore encourage Congress, in con-
sultation with the executive branch, state and local partners, and the private sector, 
to continue to work toward identifying future revenue sources. 

ATA urges Congress to include in the imminent surface transportation reauthor-
ization bill a plan to bolster current highway funding mechanisms in the short-term, 
and ultimately replace them with new, more sustainable revenue sources in the 
long-term. We recommend a ten-year strategy that includes the creation of a blue- 
ribbon commission to explore the effectiveness of existing pilot programs, and pro-
vide recommendations for Congress to consider as it eventually transitions away 
from the fuel tax. 

• VMT Taxes 
While a Vehicle Miles Traveled (VMT) tax might ultimately be the favored ap-

proach, as many have suggested, full implementation faces several hurdles. Such a 
tax would have to be collected from millions of taxpayers—all those driving vehicles 
in the taxing jurisdiction. Indeed, there are over 276 million registered vehicles in 
the United States, and nearly all would need an account under a VMT tax system.26 
A recent report by the American Transportation Research Institute (ATRI) esti-
mated that the capital cost of implementing a VMT tax could be as high as $13.6 
billion, and administrative costs could consume 10 to 20 percent of revenue.27 As 
for the recorders now outfitted on commercial trucks, Federal regulatory require-
ments for these devices were designed to ensure an accurate record of hours driven, 
not the number of miles driven. Nor do the requirements provide an ability to 
broadcast data to taxing authorities. Furthermore, most commercial vehicles—72 
percent—are not required to be equipped with recorders. They are not, as currently 
configured, adaptable for taxing purposes. 

These are just some of the challenges we have identified; there are many hurdles 
to full-scale implementation that are known, and likely many more that are cur-
rently unknown. This is why rushing into a VMT tax system is unwise, especially 
as the HTF looms toward insolvency. We would be especially opposed to a truck- 
only VMT tax, or any other scheme that unfairly targets the trucking industry ex-
clusively. ATA would oppose any reauthorization legislation that attempts to extract 
revenue only from trucks. 

However, ATA supports a robust research and testing regime for VMT taxes. It 
should also be noted that most experts—and even ardent advocates of VMT taxes— 
believe that we are at least a decade away from full implementation.28 Failure to 
provide interim funding for urgent surface transportation needs while these solu-
tions are developed would be highly irresponsible. 

• Interstate Tolls 
Interstate highway tolls are highly inefficient compared to many other funding op-

tions. On average, toll collection takes 16 cents out of every dollar paid, compared 
to a penny in administrative costs for collecting state fuel taxes and 0.2 percent for 
the Federal fuel tax.29 Furthermore, the diversion of traffic to alternative routes cre-
ated by tolls causes needless safety, congestion, environmental, and quality of life 
problems. 

For these reasons, ATA opposes the implementation of tolls on existing Inter-
states. Federal law governing tolls on existing Interstates should be revised to en-
sure that the public interest is taken into account, that the negative impacts of di-
version and other consequences of tolling are accounted for and minimized, and that 
tolling authority and the use of revenue derived from tolls are limited. 
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While restrictions on states’ authority to toll Interstate highways have been im-
posed since the inception of the Interstate Highway System in 1956, over the years, 
a patchwork of exceptions has been created. Federal law governing where, how, and 
under what circumstances a state may toll existing, generalpurpose lanes of the 
Interstate System is now a confusing, contradictory mess that serves neither trans-
portation agencies nor highway users very well. 

While ATA will continue to oppose all attempts to toll existing Interstates unless 
a viable toll-free option is available, we recognize that some in Congress would like 
to maintain some level of tolling flexibility. We believe it is important to have a toll-
ing regime that is easily understood and is tied to Federal policy considerations that 
take into account fairness and equity for highway users, safety, interstate com-
merce, the environment, as well as states’ desire to use tolls as a tool to address 
congestion and fill their transportation funding gaps. 

2) SAFETY IMPROVEMENTS: 

LEGISLATIVE AND REGULATORY RECOMMENDATIONS TO PROVIDE 
THE GREATEST BENEFIT TO HIGHWAY SAFETY & EFFICIENCY: 

As Congress contemplates a surface transportation reauthorization and accom-
panying infrastructure package, this subcommittee and the broader Committee have 
a responsibility to ensure that those transportation policies are coupled with a com-
prehensive safety title. Forward-learning investments in infrastructure must be con-
sidered in tandem with forward-leaning safety policies to ensure that infrastructure 
and reauthorization efforts are reflective of 21st century safety innovations and in-
vestments. 

Safety on our Nation’s roads and bridges, and the safety of the motoring public, 
is of the utmost importance. And safety anchors the very foundation of the trucking 
industry, shaping our core values and decision-making. That is why the trucking in-
dustry invests approximately $10 billion annually in safety initiatives. While some 
of these investments are made to comply with a myriad of regulatory requirements, 
many of them are voluntary, progressive safety initiatives that are paying dividends 
in highway safety. In that vein, like this subcommittee, the trucking industry re-
mains committed to a goal of accident and fatality-free highways. 

Since 1980 when the trucking industry was deregulated, both the number of fatal 
truck crashes and the rate of fatalities have declined dramatically. From 1980–2018, 
there has been a 68 percent decrease in the large truckinvolved fatal crash rate, 
and a 70 percent decrease in the combination truck-involved fatal crash rate.30 This 
decline since the 1980s is due, in part, to industry-supported initiatives, many of 
which were commonplace among motor carriers prior to becoming Federal man-
dates. For example, the voluntary use of Electronic Logging Devices (ELDs) was 
prevalent in ATA member fleets dating back to the early 2000s. Now, Federal regu-
lations require motor carriers to utilize ELDs, and highways safety has since im-
proved dramatically. Hours of service violations have dropped significantly—a direct 
result of the ELD mandate.31 

However, ATA is also acutely aware that the rate of truck crashes has increased 
in recent years. This trend is concerning and has driven ATA’s ongoing consider-
ation of important safety-related policies. To address this, ATA is taking proactive 
steps to support regulations, technology, and policies that have a direct impact on 
highway safety. Meaningful improvements will require an acknowledgement of the 
principal causes of truck crashes and a commitment to making data-driven counter-
measures the highest priority. 

Notably, in response to an increase in speed-related crashes and the evolution of 
technologies to combat this, ATA updated its decade-old speed governing policy to 
reflect a more holistic approach that recognizes safety technologies widely deployed 
in fleets today. The updated policy includes provisions for the use of Automatic 
Emergency Braking (AEB) and Adaptive Cruise Control technology. Further, the 
policy includes a direction that the Department of Transportation conduct a recur-
ring 5 year review of speed governing regulations to ensure that the regulations are 
appropriate and consistent with currently deployed technologies. ATA believes that 
the development and promotion of proven safety technologies, coupled with speed 
control measures, will result in the greatest positive impact on road safety. 

ATA members support the use and deployment of additional initiatives that will 
improve safety, such as a requirement for states to manage an employment notifica-
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tion system to alert employers of drivers’ moving violations and license suspensions 
in a timely fashion, the use of alternative testing specimens to detect drug use, and 
vehicle safety technologies to create a safer environment for all road users. 
TRUCK CRASH CAUSATION STUDY AND CRASH DATA: 

For the trucking industry to continue improving upon our safety record, we must 
focus more research and attention on the root causes of truck-involved crashes, with 
a particular emphasis on countermeasures. According to multiple studies, available 
data, and other indicators, the vast majority of large truckinvolved crashes are the 
result of passenger vehicle driver behavior and errors. Furthermore, data indicates 
that other motorists, not professional truck drivers, are more likely to be at fault. 
According to a Federal Motor Carrier Safety Administration (FMCSA) report, 70 
percent of fatal crashes involving a large truck and a passenger vehicle are initiated 
by the actions of, or are the fault of, passenger motorists.32 The American Auto-
mobile Association (AAA) conducted their own version of this study and found that 
in truck-related crashes, the critical factor leading to the crash was attributed to 
the passenger vehicle driver 75 percent of the time.33 

In February 2020, when I testified before this subcommittee, I reiterated ATA’s 
desire for an updated Large Truck Crash Study. ATA was pleased to see that Con-
gress has since appropriated funding for a Large Truck Crash Causal Factors Study 
(LTCCFS).34 It has been more than 16 years since the last major investigation into 
the root causes of, and contributing factors to, crashes involving commercial motor 
vehicles. In the intervening time, data has shown an uptick in the rates of truck- 
involved crashes.35 To better understand this increase, our industry needs accurate 
information that can direct our efforts to deploy appropriate countermeasures and 
invest in the most effective safety technologies. 

Just as a LTCCFS will help identify the causes of large truck crashes, unified 
electronic crash report data will help to provide accurate and timely data on truck- 
involved crashes. Several states have already adopted electronic collection of crash 
reports, and many of those states have successfully leveraged the ability to provide 
more timely and accurate information to stakeholders. Real-time data allows law en-
forcement and transportation safety professionals to respond more quickly to esca-
lating trends and ‘‘hot spots,’’ and helps ensure limited resources are allocated to 
areas with the greatest need. ATA supports Federal funding for states to adopt elec-
tronic crash report data collection, along with consistent funding to support and up-
grade existing systems, implement NHTSA’s Model Minimum Uniform Crash Cri-
teria data fields, and train staff on new systems. 
HOURS OF SERVICE: 

Driver hours of service continue to be a foundational block of motor carrier safety. 
The Federal rules governing working hours were specifically designed to ensure 
drivers get adequate rest, take breaks when they need them, and remain refreshed 
throughout the workday—all to achieve the highest levels of highway safety. Our 
industry’s operations are diverse, and it’s nearly impossible for all segments to agree 
on any one standard. However, as the trucking industry comes into full compliance 
with the ELD mandate, drivers and motor carriers now have a better understanding 
of how the underlying HOS rules can be further improved for safety and efficiency. 

This is why ATA was pleased when, last year, DOT incorporated new flexibilities 
into the hours of service rules. DOT’s process followed a two-year rulemaking that 
considered over 8,000 public comments from nearly every stakeholder. Many aspects 
of this rule make good sense from both a safety and operational standpoint. For ex-
ample, instead of requiring drivers to operate in potentially hazardous conditions, 
the extension of the adverse driving provision by two hours encourages drivers to 
pull off to the side of the road and wait out hazards. In addition, rather than requir-
ing drivers to use on-duty time sitting in their truck cab as loads are loaded and 
unloaded, drivers can productively count idle time toward their required rest break. 
And DOT’s approval of a new 7/3 sleeper berth split better allows a driver who pre-
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fers to sleep seven hours with a longer nap later in the day to choose that option, 
instead of requiring eight consecutive hours. 

Despite some attempts to claim otherwise, these changes did not alter the max-
imum number of driving hours—they merely provide drivers with a means to better 
account for factors that influence their operations. Importantly, these changes pro-
vide flexibility for real-world situations, while at the same time preserving the same 
level of safety. ATA believes other flexibilities can be incorporated into the current 
regulations so long as the data supports such changes and safety is not com-
promised. 

Moving forward, any changes to truck drivers’ HOS rules must be grounded in 
the same science, data, safety, and stakeholder engagement that was exhibited in 
the regulatory process that led to the 2020 HOS rule changes. 
COMPLIANCE, SAFETY, ACCOUNTABILITY: 

Compliance, Safety, Accountability (CSA) was launched by FMCSA in 2010 as a 
way to use data to streamline enforcement programs and target the least safe motor 
carriers for enforcement intervention. Since its inception, the methodology behind 
CSA ‘‘scores’’ has been called into question with regard to its correlation with future 
crash risk. The relationship between scores and crash risk is a reflection of the 
many methodological and data problems that plague the system. These include the 
flawed weighting of violations, a lack of data on a large portion of the motor carrier 
population, and the scoring of carriers on all crashes they are involved in, regardless 
of fault. In light of these issues, Congress requested that both the Government Ac-
countability Office (GAO) and the DOT Inspector General conduct reviews of the 
CSA program and its scoring methodology. Ultimately, both entities confirmed that 
the system is still grappling with serious flaws. In December 2015, the Fixing Amer-
ica’s Surface Transportation (FAST) Act removed motor carriers’ CSA scores from 
public view while the National Academies of Science (NAS) conducted a thorough 
review of CSA.36 The FAST Act also stipulated that FMCSA prepare a corrective 
action plan to address the shortcomings identified by the study and remove carriers’ 
CSA scores from public view until the study and resulting implementation plan are 
completed. 

In June 2018, FMCSA released their corrective action plan responding to the NAS 
review of CSA.37 FMCSA indicated that they would pursue a different methodology, 
known as an Item Response Theory (IRT), and would conduct testing of the IRT 
methodology to determine its accuracy in identifying motor carriers who are at risk 
for future crashes. As of today, the agency has yet to implement any changes to the 
CSA program. Motor carriers seek changes to this program so that they are not 
mischaracterized by a flawed scoring system that has proven ineffective in identi-
fying unsafe carriers. Congress should continue to monitor FMCSA’s corrective ac-
tions, and ensure that any changes to the CSA system are available for stakeholder 
review and comment prior to implementation. During the period of time that such 
changes are made, CSA scores should continue to remain unavailable to the public. 
DISTRACTED DRIVING: 

While many of the regulatory items discussed in this testimony are specific to 
trucking, there are safety regulations that can be implemented and should be ap-
plied equitably to all road users. For example, Federal regulations prohibit commer-
cial motor vehicle drivers from using a handheld mobile device at any time while 
driving, including while stopped at traffic control devices. And although 70 percent 
of fatal crashes involving a large truck and a passenger vehicle are initiated by the 
actions of, or are the fault of, a passenger vehicle,38 there is no Federal law pre-
venting passenger vehicle drivers from using handheld mobile devices while driving. 
Our nation’s professional truck drivers encounter distracted drivers all the time, 
and, unfortunately, no level of defensive driving can prevent all accidents from oc-
curring when there is limited accountability for passenger vehicle drivers. 

As such, ATA believes that the SAFE TO DRIVE Act (S. 195), introduced by Sen-
ator Klobuchar, is a tremendous opportunity to focus greater resources and atten-
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tion on accidents that our professional drivers cannot easily anticipate: those caused 
by distracted passenger motorists. In commercial trucking, we require drivers to 
keep their eyes on the road ahead at all times—and we should expect the same vigi-
lance from every motorist on the road. Sadly, convenient access to social media and 
streaming services has only increased the number of potential road hazards, leading 
to increases in the quantity and severity of distracted driving incidents. In 2019, 
the number of fatalities in distraction-affected crashes was 3,142, or 8.7 percent of 
all fatalities in 2019. This represents an increase of 284 more fatalities than the pre-
vious year—an increase of 9.9 percent.39 We believe S. 195 represents an important 
first step towards combating this disturbing trend. 
EMPLOYER NOTIFICATION SYSTEM: 

ATA supports the establishment of a national employer notification system to pro-
vide motor carrier employers with timely alerts to driver’s license actions, such as 
suspensions, revocations, and convictions for moving violations. Use of this system 
should be voluntary, at least initially. Under the current process, motor carriers are 
often not notified about drivers’ convictions in a timely manner. Employers are re-
quired to check each driver’s record once per year, and this check may reveal viola-
tions committed up to 11 months earlier. Employees are required to notify their em-
ployer of a violation of any State or local traffic law (other than a parking violation) 
within 30 days of a conviction, and of a license suspension, revocation, or cancella-
tion within one day. However, they are often reluctant to do so because of the poten-
tial negative ramifications on their employment. FMCSA estimates that at least 50 
percent of drivers may not notify employers of convictions and licensing actions 
within the required timeframes.40 

In 2007, a pilot ENS program was conducted to assess the feasibility, cost, safety 
impact, and benefits of such a system. The pilot program, tested in Colorado and 
Minnesota, allowed motor carriers to register with the driver’s express permission, 
which enabled them to receive timely electronic notification of driver convictions and 
suspensions. The results of the pilot indicated that a nationwide ENS is needed and 
would likely have significant safety and monetary benefits for motor carriers. ATA 
supports a standardized ENS approach and advocates for a national ENS system 
to further enhance the safety of our Nation’s highways. 
DRUG AND ALCOHOL CLEARINGHOUSE: 

Since the late 1990s, ATA has supported the establishment of a database to close 
a known loophole in existing regulations that allows CDL drivers who test positive 
for prohibited substances to escape the consequences of their actions. As required 
by the 2012 highway reauthorization legislation (MAP–21), FMCSA published a 
final rule creating a Drug and Alcohol Clearinghouse in December 2016. The Clear-
inghouse would act as a central repository for drug and alcohol violations of CDL 
drivers, allowing carriers to search its database when hiring a driver for the first 
time and on an annual basis. On January 6, 2020, the Clearinghouse became oper-
ational, and as of April 2021, 70,652 DOT drug and alcohol violations have been en-
tered into the Clearinghouse, with 54,237 drivers currently in a prohibited operating 
status. Within only 16 months of operation, the Clearinghouse has become an essen-
tial safety tool for motor carriers in reducing preventable, substance-involved crash-
es. 

Even though the Clearinghouse is helping to prevent motor carriers from hiring 
drivers in a prohibited status due to a DOT drug and alcohol violation, many drivers 
with unaddressed drug and alcohol violations continue to hold an active CDL and 
operate on our Nation’s highways, putting themselves and the motoring public at 
risk. For FMCSA to close this dangerous regulatory loophole, the agency must first 
fully implement the requirement that State Drivers Licensing Agencies (SDLAs) 
downgrade active CDL holders with DOT violations. Although required under 
FMCSA’s final rule, the agency announced a three year implementation delay due 
to ‘‘a forthcoming rulemaking to address the States’ use of driver-specific informa-
tion from the Clearinghouse, and additional time needed to develop the information 
technology platform through which States will electronically request and receive 
Clearinghouse information.’’ 41 ATA urges Congress to ensure no additional delays 
of FMCSA Clearinghouse requirements for States are needed. 
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HAIR TESTING: 
An increasing number of motor carriers are conducting pre-employment and ran-

dom drug tests using drivers’ hair as a testing sample. Hair tests provide a longer, 
more accurate picture of an applicant’s past drug use and are more difficult to sub-
vert compared to other testing methods. However, since urine is the only sample 
type permitted under DOT regulations, companies that voluntarily conduct hair 
tests must do so in addition to mandatory urine tests. This duplicated time and ex-
pense deters fleets from adopting this more effective testing method. To help elimi-
nate this redundancy and incentivize fleets to utilize this effective means of testing, 
ATA strongly supports the recognition of hair testing as a federally-accepted drug 
testing method. 

Congress sought to address this issue in the Fixing America’s Surface Transpor-
tation (FAST) Act of 2015 by including a provision that would facilitate the adoption 
of hair follicle testing as a federally recognized drug testing method. The provision 
directed the Department of Health and Human Services (HHS) to develop technical 
guidelines for the use of hair testing as an alternative to urinalysis for motor car-
riers to meet DOT drug testing requirements. Regrettably, we are now more than 
5 years since the enactment of this important provision, but nowhere closer to 
unlocking this critical safety tool. 

In the fall of 2020, HHS issued proposed guidelines to allow Federal Executive 
Branch agencies to incorporate hair testing into their Federal drug testing pro-
grams. However, these guidelines neither met the requirements included in the 
FAST Act nor provided a path forward for the use of hair testing as an alternative 
drug testing method for motor carriers. Regrettably, the proposed guidelines in-
cluded several alarming implementation stipulations that, if codified, could have 
devastating effects on current levels of highway safety, and could increase private- 
sector employers’ employment and liability litigation risk. For example, HHS’s pro-
posed ‘‘two-step approach’’ to confirm a positive hair test would result in thousands 
of false-negative drug test reports by medical review officers (MROs) annually be-
cause a negative follow-up urinalysis is far more likely to reflect a shorter detection 
window than the initial hair test. In their proposed guidelines, HHS provided zero 
evidence that false-positive hair testing results are a material problem that justifies 
reversing thousands of laboratory-confirmed and MRO-reviewed positive hair test 
results. ATA conducted a small survey of 12 motor carriers, who employ over 68,000 
drivers 42 and found that if DOT were to have adopted HHS’s additional evidence 
requirement, 89.47 percent of MROconfirmed positive hair test results would have 
been reversed in 2019. 

During the years since the FAST Act was signed into law, our Nation has experi-
enced a growing substance abuse epidemic, and particularly a massive prescription 
opioid abuse crisis, which the trucking industry is not immune from. This is a glar-
ing reminder that drug-impaired driving remains a very serious issue, which poses 
a tremendous risk to the safety of our Nation’s highways. And, yet, we are unable 
to fully realize the tremendous safety benefits of hair testing—which was mandated 
by Congress in 2015—and, therefore, prevented from truly making our highways 
safer and achieve our shared goal of zero highway fatalities. 

Ultimately, HHS failed to heed the Congressional intent of the hair testing provi-
sions included in the FAST Act. This failure will have a significant impact on motor 
carriers’ ability to keep drug users from behind the wheel of their trucks and will 
unnecessarily endanger our Nation’s roads, bridges, and the motoring public. For 
these reasons, and because the proposed guidelines have fallen so far outside of the 
instructions required by the FAST Act, it is imperative that Congress and this sub-
committee take the legislative steps necessary to pave the way toward adoption of 
this important safety initiative. 
MARIJUANA LEGALIZATION & IMPLICATIONS FOR ROAD SAFETY: 

Recent marijuana legalization efforts have uniquely challenged our industry, and 
have exposed critical issues related to workplace and highway safety. As states 
move to legalize marijuana, the trucking industry, like the rest of American society, 
is evaluating and considering changes to keep pace with the evolving regulatory en-
vironment. Our members also recognize that public opinion toward marijuana legal-
ization has shifted dramatically over the last two decades. However, trends and pop-
ular opinion do not always lead to good policy, and while debates about decrimi-
nalization are timely, policies that limit employer drug testing programs to the det-
riment of transportation safety will result in more crashes, injuries, and fatalities. 
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An example of this can be found in the Marijuana Opportunity Reinvestment and 
Expungement (MORE) Act, legislation approved by the U.S. House of Representa-
tives last Congress. As originally drafted, the MORE Act neglected to recognize the 
significant impact that removing marijuana from the schedule of controlled sub-
stances would have on highway and workplace safety. The legislation would have 
effectively prevented motor carriers from testing for marijuana as a condition of em-
ployment, which would adversely impact the safety of our Nation’s roads, bridges, 
and the motoring public. Thankfully, before final passage of the MORE Act, the 
House included a drug testing carve-out for federally mandated drug testing pro-
grams. 

Until there is an enforceable national impairment standard for marijuana, and 
until Congress grants DOT the authority to specifically regulate marijuana use, any 
marijuana-related legislation must take into account the impacts that such changes 
would have on the safety of our transportation network, as well as employer’s ability 
to maintain a safe working environment. 
AUTOMATIC EMERGENCY BRAKING, ADVANCED DRIVER ASSISTANCE 

SYSTEMS: 
Substantial advancements have been made in commercial vehicle collision mitiga-

tion technology throughout many types of advanced driver assistance systems 
(ADAS). Automatic emergency braking (AEB) is a form of ADAS that has been sup-
ported, promoted, and scrutinized before becoming the most impactful safety tech-
nology since the deployment of anti-lock braking systems in cars and trucks. In fact, 
forward collision warning and AEB-equipped commercial vehicles can prevent up to 
52 percent of rear-end crashes annually, including an estimated 11,499 crashes that 
result in 7,703 injuries and 173 deaths.43 In 2016, NHTSA and the automotive in-
dustry announced a commitment to standardize AEB on virtually all Class 1 vehi-
cles sold in the U.S. by 2022, and Class 2 vehicles by 2025.44 

Since NHTSA’s 2017 mandate that tractors be equipped with electronic stability 
control (AEB sourcebased technology), Class 7 & 8 manufacturers have voluntarily 
made AEB standard on most models. ATA supports mandating AEB on all new ve-
hicles—passenger and commercial—after the technology is adopted successfully over 
time by manufacturers for fleets. Like passenger vehicles, tractors have matured 
significantly with the availability of AEB, and both sets of vehicle classes should be 
considered for regulation to improve highway safety. In addition to mandating AEB, 
incentivizing investments in safety technology and equipment will increase adoption 
rates of ADAS (i.e., AEB across Class 1–8 vehicles), thereby reducing crashes and 
saving lives. 
AUTOMATED TRUCK OPERATIONS: 

The trucking industry remains firmly supportive of automated vehicle (AV) tech-
nologies, which will increase safety for all road users and provide more freight effi-
ciency to support our Nation’s economy and society overall. For decades, truck man-
ufacturers and suppliers have improved safety and efficiency technologies that dem-
onstrate measurable improvements to freight transportation and highway safety. As 
technical solutions have evolved, and as costs have become more reasonable, policy-
makers and regulators are trying to catch up to the market-driven innovation and 
proliferation of advanced technologies. New technology companies, as well as tradi-
tional equipment suppliers, are also developing AV technology specifically for the 
trucking industry, further accelerating the development of automated trucking oper-
ations.45 

While some have raised concerns about the potential impacts of automation on the 
workforce, ATA does not perceive this technology to be completely ‘‘driverless’’ for 
the trucking industry, but instead a vital service in monitoring and operating cer-
tain freight deliveries. We expect that there will continue to be a role for drivers 
in trucking for the foreseeable future and have confidence in how the role of drivers 
assisted by automation will be modified and adjusted as the technologies continue 
to advance. 

Because of the complexity and diversity of the trucking industry, drivers will re-
tain an essential role in trucking for a long time to come, with automated truck 
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technology applied to improve their safety and productivity. In addition to moni-
toring automated driving systems and manually driving in the cityscape and at 
loading docks, drivers will retain their current responsibilities related to securing 
cargo—particularly hazardous materials—as well as interacting with customers, 
shippers, and receivers. Additionally, these new technologies are expected to make 
drivers safer and more productive, making truck driving a more attractive career 
choice, and attracting new people to our industry. 

ATA holds the unwavering belief that the deployment of AV technology for all ve-
hicle types has the potential to improve safety, reduce congestion and overall envi-
ronmental impacts, and save fuel. The widespread benefits of these technologies in-
clude a reduction in crash risk and roadway fatalities, improved quality of life, en-
hanced mobility for all individuals, lower energy usage, and streamlined supply 
chain management. 

For those reasons, as this subcommittee and Congress consider AV legislation, we 
strongly recommend that any legislation establishing a Federal role overseeing the 
advancement, development, and deployment of AV technologies should capture all 
road users, including passenger vehicles, commercial trucks, buses, pedestrians, and 
bicyclists, as well as the supporting infrastructure. 
CONNECTIVITY & 5.9 GHz TRANPSORATION SAFETY SPECTRUM: 

The safety benefits from advancing automated truck technology also parallel the 
importance of intelligent transportation systems. Plans to enhance vehicle-to-vehicle 
(V2V) and vehicle-to-infrastructure (V2I) communications—collectively known as 
V2X—have significant future safety benefits to next-generation U.S. transpor-
tation.46 NHTSA estimates V2V technology alone has the potential to prevent 89 
percent of all light duty crashes.47 In addition, NHTSA estimates that V2V-equipped 
commercial motor vehicles can prevent 45,775 crashes, and save 857 lives and $7.8 
million in crash comprehensive costs annually.48 V2V crash warning applications for 
trucks have an estimated 49 percent crash avoidance effectiveness. Importantly, 
these V2X technologies are dependent on a 5.9 GHz spectrum originally dedicated 
to vehicle safety applications. 

Unfortunately, while much work has been done to develop V2X protocols and ap-
plications,49 recent actions taken by the Federal Communications Commission 
(FCC) to reallocate the 5.9 GHz spectrum have turned back the clock on highway 
safety. The decision made by the FCC in November 2020 rejects the foresight the 
Commission demonstrated when it originally allocated spectrum for improving trav-
eler safety, decreasing traffic congestion, and reducing air pollution. The FCC’s deci-
sion will increase the already-large spectrum allocation for Wi-Fi so that it can be 
used to connect our TVs, refrigerators, washing machines, and even toilets, because 
the FCC believes that connected consumer devices are evolving quickly and are 
more widely deployed than the vehicle communications services in the 5.9 GHz spec-
trum. There is no reasonable justification for prioritizing faster Internet speeds and 
streaming infotainment over saving lives and reducing the environmental impact of 
our transportation system. 

The FCC’s 2020 decision clearly demonstrates that the agency undervalues efforts 
that could overwhelmingly improve the safety and efficiency of our transportation 
network. ATA urges this subcommittee and Congress to support retaining the full 
75 MHz spectrum of the 5.9 GHz band for V2X technology to improve safety, reduce 
traffic congestion, and curb emissions. 
MISGUIDED SAFETY TECHNOLOGY MANDATES: 

Safety technologies are paramount to achieving our shared goal of zero highway 
fatalities. However, a clear distinction must be made between proven safety tech-
nologies and other technologies that have yet to be effectively researched, tested, or 
deployed. One such technology that has not been proven effective in operational sce-
narios is underride guards equipped to the side and front of commercial motor vehi-
cles. Over the past few years, ATA has raised strong concerns about the Stop 
Underrides Act because the legislation promotes a solution that is neither data-driv-
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en nor proven to be effective in real-world highway settings. While we remain com-
mitted to the goal of zero fatalities on our Nation’s highways, we cannot ignore the 
serious and potentially dangerous consequences of this legislation. 

The Stop Underrides Act calls for mandating these devices on the sides and front 
of all newlymanufactured commercial vehicles. Unfortunately, the bill disregards 
proven safety technologies, such as automatic emergency braking, camera moni-
toring systems, and active lane keep assist. And, it ignores the diversity of our in-
dustry, failing to take into account the fact that trucking is not a one-size-fits-all 
industry, and that investments in certain technologies that one company makes may 
not make sense, or be safe, for another. Standards for new truck equipment should 
be based on sound economic and engineering principles that enhance safety, take 
into account real-world operations, and weigh possible unintended consequences. 

Our concerns regarding the operational feasibility of installing front and side 
underride guards on all new commercial motor vehicles are shared by the Govern-
ment Accountability Office (GAO). In April 2019, in response to a Congressional re-
quest, the GAO published a report 50 on the topic of underride crashes. After a year-
long investigation, which included numerous interviews with State and Federal gov-
ernment officials, local police departments, foreign governments, and over 29 indus-
try groups—including those supportive of this mandate—GAO concluded that the 
Department of Transportation ‘‘. . . should conduct additional research on side 
underride guards to better understand the overall effectiveness and cost associated 
with these guards and, if warranted, develop standards for their implementation.’’ 51 
When these results were published, ATA concurred with GAO’s findings and rec-
ommendation for additional research on the efficacy of side underride guards. To 
date, this additional research has not taken place, and until it does, any Congres-
sional action on the Stop Underrides Act would be premature. 

Ultimately, ATA is committed to our shared goal of eradicating highway fatalities, 
including those resulting from underride crashes. We believe, however, that the 
Stop Underrides Act should be reimagined to help mitigate crashes before they have 
occurred. Rather than expending limited resources on unproven mitigation efforts, 
we should instead focus on proven and emerging mechanisms to reduce the likeli-
hood of crashes occurring altogether. 

This subcommittee and the broader Committee have a responsibility to create a 
forward-leaning safety framework for the imminent surface transportation reauthor-
ization and accompanying infrastructure package. Just as safety shapes the truck-
ing industry’s core values and decision-making, safety should also be the guiding 
principle that buttresses all investments in our transportation networks. ATA re-
mains unwavering in our commitment to improving the safety and security of our 
Nation’s roads and bridges, and we look forward to our continued work with Con-
gress, the Administration, enforcement, and other interested parties to that end. 

3) WORKFORCE DEVELOPMENT: 

THE TRUCKING INDUSTRY IS ESSENTIAL, AND THE DRIVER SHORT-
AGE IS AN ECONOMIC AND SUPPLY CHAIN CRISIS: 

The trucking industry has always been essential—more than 80 percent of Amer-
ican communities rely exclusively on trucks for their freight transportation needs— 
but the COVID–19 pandemic greatly underscored that fact. Essential workers, like 
truck drivers, kept America moving forward even as the Nation hunkered down. The 
trucking industry worked diligently behind the scenes to ensure that Americans all 
over the country had access to critical goods like food, medicine, fuel, and even toilet 
paper while they were quarantining at home. The trucking industry shouldered this 
incredible responsibility with the fortitude that being ‘essential’ demands, all while 
grappling with a devastating driver shortage. 

Seventy percent of the Nation’s freight is carried by commercial trucks, and while 
demand is projected to increase over the next decade, the current driver shortage 
threatens to disrupt the continuity of the supply chain. This is especially problem-
atic as the Nation and our economy recover from the monumental impacts of the 
COVID–19 pandemic. 

The trucking industry’s successful mobilization in response to the public health 
crisis demonstrates how essential our industry truly is to the economy, our emer-
gency response supply chain, and our way of life. The driver shortage is a looming 
threat that, if unaddressed, could destabilize the continuity of our operations 
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throughout the country. And those monumental impacts threaten to ripple across 
the supply chain and hamstring our Nation’s recovering economy. 
NOW MORE THAN EVER, THE TRUCKING INDUSTRY IS HIRING: 

According to a recent estimate, the trucking industry needs an additional 60,800 
truck drivers immediately—a deficit that is expected to grow to more than 160,000 
by 2028. In fact, when anticipated driver retirement numbers are combined with the 
expected growth in capacity, the trucking industry will need to hire roughly 1.1 mil-
lion new drivers over the next decade, or an average of nearly 110,000 per year. 

The COVID–19 pandemic further exacerbated the truck driver shortage, and the 
temporary closures of state DMV’s and truck driver training schools disrupted the 
already-fragile pipeline of new drivers entering the trucking industry. While por-
tions of the trucking industry have somewhat weathered the pandemic’s economic 
storm, according to the BLS April 2021 Report, the trucking subsector had a net 
loss of 42,500 jobs in 2020.52 As a result of the already-crippling driver shortage, 
companies in supply chains across the economy are now facing higher transpor-
tation costs, leading to increased prices for consumers on everything from electronics 
to food. Perhaps the best evidence of the acute need for more drivers is the recent 
media reporting of a possible summer gas shortage.53 The country depends on a 
qualified transportation workforce, and the trucking industry offers great middle- 
class careers that do not require the debt that often accompanies a college degree. 

The Bureau of Labor Statistics (BLS) reported a mean salary of $47,130 for truck 
drivers in a May 2020 report.54 Additionally, an industry survey shows the average 
truck driver earns over $54,000 per year, plus benefits like health insurance, a re-
tirement plan (e.g., 401(k)), and paid time off.55 Since 2014, private fleet drivers 
have seen their pay rise from $73,000 to more than $86,000, or a gain of nearly 18 
percent.56 In addition to rising pay, many fleets offer generous signing bonuses and 
other expanded benefit packages to attract and keep drivers. We want to welcome 
more individuals into the trucking industry, but we need Congress’ help to open up 
career pathways that are otherwise closed to qualified people due to obsolete regu-
latory barriers. 
THE DRIVE SAFE ACT, A LEGISLATIVE SOLUTION TO THE DRIVER 

SHORTAGE GROUNDED IN SAFETY: 
Given the severity of the existing driver shortage and the overwhelming expecta-

tion that the shortage will continue to grow in tandem with freight demand, we en-
courage Congress to explore initiatives that will expand the pool of qualified drivers 
and reduce backlogs. To stem the growing driver shortage immediately, we urge 
Congress to consider proposals to remove obsolete regulatory barriers that prevent 
trucking from replenishing its aging workforce with younger, qualified workers who 
have received the appropriate training and experience required to operate a com-
mercial motor vehicle (CMV). Although forty-nine states and the District of Colum-
bia currently allow 18 to 20-year-olds to operate CMVs in intrastate commerce, Fed-
eral law prevents these same 18 to 20-year-olds from driving across state lines. ATA 
believes the most effective and safety-focused solution to the trucking industry’s dire 
workforce dilemma is the DRIVE Safe Act (S.659), legislation championed by sub-
committee Members, Senators Todd Young and Jon Tester, and supported by sev-
eral Members of the Commerce Committee and United States Senate. Data and ex-
perience both show that properly-designed training—such as the training regimen 
found in the DRIVE Safe Act—can enable young people to operate equipment and 
machinery safely. 

As a testament to the safety considerations underpinning the DRIVE Safe Act, all 
qualified drivers who participate in the apprenticeship program established by the 
bill would only be allowed to drive trucks outfitted with the latest safety technology, 
including active braking collision mitigation systems, forward facing event recording 
cameras, speed limiters set at 65 miles per hour or less, and automatic or automatic 
manual transmissions. Professional drivers training within the program are also re-
quired to be accompanied by an experienced driver throughout the process. Ulti-
mately, the DRIVE Safe Act is not just a workforce replenishment tool—it’s a job 
creation and safety enhancement bill. 
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Importantly, the DRIVE Safe Act would impose a robust safety regime for 18 to 
20-year-old qualified drivers where one currently does not exist. Under current law, 
the day a 20-year-old turns 21 is the magical day that they are arbitrarily deemed 
to be safe enough to drive in interstate commerce. This bill would add an extra level 
of safety by requiring qualified 18 to 20-year-old CDL holders to complete a rigorous 
multi-step apprenticeship program before they drive in interstate commerce so that 
they can develop the skills and attitudes necessary to lead a long, safe and success-
ful career in trucking. 

Significantly, even though the minimum age for interstate driving is 21, the re-
ality is that the average age of entry-level drivers enrolled at private truck driver 
training schools is actually 35.57 This means that many drivers entering our indus-
try may be on the back end of their second, third, or fourth careers pursuing a job 
in trucking as an opportunity of last resort. As such, the trucking industry is unable 
to tap into the ambitions of the next generation’s workforce and replenish its aging 
workforce with younger workers. Unfortunately, blue-collar professions are still stig-
matized in our society and culture, which place a disproportionate emphasis on four- 
year-degree colleges at the expense of vocational schools and the skilled trades. 

In light of the proven safety performance of 18 to 20-year-old drivers—who are 
already allowed to operate trucks in forty-nine U.S. states and the District of Co-
lumbia—and given the threats that the driver shortage poses to the cost of moving 
freight and to supply chain efficiencies, ATA urges Congress to address this problem 
now, by including the DRIVE Safe Act in any forthcoming surface transportation re-
authorization package. In making that recommendation, I would also note that this 
bipartisan legislation was previously cosponsored by over one third of the House and 
Senate last Congress, and now enjoys the support of over 120 organizations and 
companies throughout the supply chain with a presence and impact in every state 
and Congressional district across the nation, and support is still growing. 
ADDITIONAL LEGISLATIVE SOLUTIONS TO HELP STEM THE DRIVER 

SHORTAGE: 
ATA supports other legislative initiatives designed to bring greater attention to 

the growing driver shortage and attract a new workforce into the industry. Empow-
ering individuals to seek rewarding careers enjoys broad, bipartisan support, and 
ATA overwhelmingly supports legislation that would help promote job opportunities 
for all Americans, regardless of race, gender or socioeconomic status. Two such bills 
are the Promoting Women in Trucking Workforce Act (S. 469) and the Promoting 
Service in Transportation Act (S. 3303 in the 116th Congress). 

The Promoting Women in Trucking Workforce Act, introduced by Senators Moran, 
Baldwin, Tester, and Subcommittee Ranking Member Fischer, rightly notes that al-
though women currently make up 47 percent of the U.S. workforce, they make up 
less than 7 percent of truck drivers, and only a quarter of all transportation and 
warehousing jobs in trucking. Through the establishment of a Women of Trucking 
Advisory Board under the leadership of the FMCSA, this legislation will bring 
greater attention to the recruitment, retention, training, and mentorship of women 
in the trucking industry. This, in turn, will lead to increased female representation 
in trucking and greater industry diversity, while providing another tool to help the 
trucking industry confront and stem its growing driver shortage. 

The Promoting Service in Transportation Act, introduced by Subcommittee Chair-
man Peters last Congress, is a further crucial step that will enhance the use of 
broadcast, digital, and print media public service announcement campaigns to pro-
mote job opportunities, and also encourage improved diversity in the transportation 
workforce. ATA supports both of these important legislative efforts, and encourages 
their inclusion in any forthcoming safety title to accompany a surface transportation 
reauthorization bill. 
THE PRO ACT, LEGISLATION THREATENING TO FURTHER EXACER-

BATE THE DRIVER SHORTAGE: 
Finally, I would be remiss if I did not address a piece of legislation the Senate 

may consider that would be extremely harmful to the trucking industry and hurt 
the very workers it purports to help: the Protecting the Right to Organize (PRO) 
Act (S. 420). The PRO Act, which I know many of you support, includes a provision 
that would effectively bar the trucking industry from utilizing the independent con-
tractor business model. The trucking industry and American consumers depend on 
independent contractors, and the implementation of a restrictive national test to 
limit independent contractor status would jeopardize the livelihoods of over 350,000 
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owner-operators, destabilizing America’s supply chain and irreparably harming the 
U.S. economy. 

The involvement of independent contractors in trucking promotes efficiency and 
an increased ability to meet customer demand, which has been acutely necessary 
during heightened delivery periods like the COVID–19 pandemic, and annually dur-
ing the holidays. Americans choose to work as independent contractors because of 
the economic opportunity it provides and the empowerment to select the conditions 
(e.g., hours and routes) that suit their lifestyles. Accordingly, the Americans who 
choose to become owner-operators in trucking should be respected and supported in 
their endeavors, not driven out of business because of the authoritarian view that 
employee status is better for them. Enactment of the PRO Act would be a clear sig-
nal to the 350,000 owner-operators in the trucking industry that Congress is indif-
ferent to their chosen professions and apathetic about the loss of their livelihoods. 
REGULATORY SOLUTIONS TO HELP ADDRESS THE DRIVER SHORT-

AGE: 
ATA appreciates and supports the steps agencies have taken to address driver re-

cruitment bottlenecks by issuing emergency waivers and declarations during the 
pandemic, and believes some of those should be made permanent. For example, per-
manent waivers on certain requirements for Commercial Learners Permits and 
Third Party Testing could assist in easing the current delays associated with the 
testing of drivers who wish to obtain their CDL. These delays existed prior to the 
COVID–19 public health crisis and have only been exacerbated by the pandemic. 
ATA anticipates that the existing backlog of testing appointments will steadily in-
crease in the future and encourages FMCSA to harmonize state licensing proce-
dures, including, for example, state of domicile requirements and Third-Party Test-
ing. 

FMCSA has mandated that an individual’s state of domicile must accept the re-
sults of a CDL skills test that was administered out-of-state; however, the rule does 
not require the state of domicile to also accept the results of an out-of-state knowl-
edge test. As a result, driver candidates who obtain training out-of-state are re-
quired to travel back to their state of domicile to obtain their credentials, creating 
an unnecessary burden. It has become all the more important to allow trainees to 
test, train, and receive their relevant credentials—be it a CLP or a CDL—without 
having to travel back and forth to their state of domicile during the pandemic, and 
there’s no safety justification that would warrant returning to that requirement as 
we recover from the public health crisis. 

4) ENVIRONMENTAL STEWARDSHIP: 

THE TRUCKING INDUSTRY’S COMMITMENT TO SUSTAINABILITY AND 
THE ENVIRONMENT: 

The trucking industry’s commitment to sustainability is well-known and ongoing. 
Before 1985, there was no such thing as Federal emission standards for trucks. The 
historical progress made since then is nothing short of phenomenal. Since the mid- 
1980s, newly-manufactured trucks have reduced emissions of both nitrogen oxide 
(NOX)—associated with smog and ozone formation—and particulate matter (PM), or 
‘‘soot,’’ by over 98 percent. Put another way, 60 new trucks purchased today emit 
the equivalent NOX and PM emissions of a single truck back in 1988. 

Trucking virtually phased-out sulfur in diesel fuel beginning in 2006. This fuel, 
more commonly referred to as ultra-low sulfur diesel fuel or ‘‘ULSD’’, practically 
eliminated sulfur dioxide (SO2) emissions and further reduced overall fine particu-
late matter emissions from trucks. 

But it does not stop there. In 2011 and 2016, our industry supported two separate 
U.S. Environmental Protection Agency (EPA)/National Highway Traffic Safety Ad-
ministration (NHTSA) regulations establishing first-ever standards for truck engine, 
vehicle, and trailer greenhouse gas emissions and fuel consumption standards 
(known as Phase 1 and Phase 2 respectively) to promote a new generation of clean-
er, more fuel-efficient trucks and engines. 

The Phase 1 standards, implemented between 2014 and 2018, were projected to 
reduce carbon dioxide (CO2) emissions by 270 million metric tons, save vehicle own-
ers and operators an estimated $50 billion in fuel costs, and eliminate the use of 
530 million barrels of oil over the lifetime of new vehicles purchased under the pro-
gram. Phase 1 improved fuel efficiency and reduced carbon emissions from each new 
truck/engine by up to 23 percent. The Phase 2 standards being implemented be-
tween 2021 and 2027 are expected to further lower CO2 emissions by 1.1 billion 
metric tons, save vehicle owners fuel costs of around $170 billion, and reduce oil 
consumption by up to 2 billion barrels over the lifetime of the vehicles sold under 
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the program. In short, Phase 2 picks up where Phase 1 left off, improving fuel effi-
ciency and reducing carbon emissions from new trucks, engines, and trailers up to 
an additional 34 percent. 

Our industry is also working closely with EPA and other stakeholders to further 
reduce NOX emissions from new trucks under EPA’s Cleaner Trucks Initiative (CTI). 
While the latest round of NOX reductions for new trucks was implemented in 2010, 
achieving unprecedented near-zero levels, CTI will raise the bar even further, likely 
achieving 90 percent or greater NOX reductions from all new trucks A proposed rule 
is expected later this year and should be finalized by the end of 2022. 

When discussing sustainability, we should not forget about the award-winning, 
voluntary EPA SmartWay Transport Partnership program developed to reduce 
freight fuel use, curb greenhouse gas emissions, and improve transportation effi-
ciency. Since 2004, this groundbreaking public/private partnership, developed be-
tween EPA and Charter Partners such as ATA, has saved fleets $42 billion in fuel 
costs, reduced consumption by over 312 million barrels of oil, and eliminated over 
150 million tons of air pollutants.58 SmartWay and its 3,700+ partners continue to 
stand out as a stellar example of how the Federal government can work side-by- 
side with industry to achieve real results outside regulatory frameworks. 

We are entering a major transitional period as transportation moves towards a 
new generation of loweremission and zero-emission equipment. However, it is im-
portant to note that this transportation shift will not happen overnight, and fossil 
fuels will not magically disappear with the flip of a switch. It is therefore essential 
to address the existing and near-future stock of equipment and their corresponding 
fuel needs given trucking’s essentiality in moving the Nation’s economy forward. To 
this end, ATA has identified the following areas to help further decarbonize the 
trucking sector: 

• The Road to Sustainability Must be Multi-Modal 
ATA urges Congress to better address the needs of the medium-and heavy-duty 

truck sector in the context of the current infrastructure and clean energy debates. 
Many bills being introduced in Congress lack specificity and tend to be focused on 
the advancement of light-duty vehicles. For instance, while an electric charging loca-
tion may be compatible for an electric car, it is incompatible for a big rig pulling 
a 53-foot trailer. The real estate requirements, energy needs, charging connectors, 
facility costs, and physical placements are far different than those for other vehicle 
classes. Other bills focus exclusively on electric charging as the sole fuel solution 
to reduce carbon emissions, with no reference to other sustainable fuels, such as hy-
drogen, renewable natural gas, or other energy sources utilizing carbon capture. If 
goals related to increased grid demands, infrastructure build-out, financial incen-
tives, and carbon reduction are to be successful, discussions must include a diverse 
array of potential solutions. 

• Research and Development Funding is Critical 
ATA supports increasing Federal financial support for research and development 

(R&D) in all aspects involving the decarbonization shift. Several Federal entities 
serve key roles in overseeing, analyzing, and researching advanced vehicle tech-
nologies and their supporting needs. The Department of Energy (DOE), for example, 
funds a wide range of research activities on heavy-duty trucks through its Vehicle 
Technologies program. The DOE’s 21st Century Truck Partnership addresses impor-
tant national challenges related to medium-duty and heavy-duty truck efficiency, 
safety, and emissions by pursuing collaborative research and development among 
government and industry partners. The DOE’s 17 National Labs conduct R&D work 
to tackle the most critical scientific challenges of our time and possess unique in-
struments and facilities, many of which are found nowhere else in the world. Addi-
tionally, the Federal Energy Regulatory Commission has a significant role to play 
in the assessment of the transmission of electricity in interstate commerce, the reli-
ability of high voltage interstate transmission systems, and the monitoring of na-
tional energy markets. Finally, the military’s extensive research on alternative fuels 
and vehicles is critical in assessing new fuels and technologies as it seeks safer and 
cleaner mobility options for national security interests. 

Increased funding for R&D is not only needed by all Federal departments and 
agencies to ensure that advanced vehicle technologies and fuels for the transpor-
tation sector are feasible, affordable, and do not result in unintended consequences, 
but also for non-federal research needs as well. 
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While current research has resulted in a steady decline in battery costs and con-
tinuous improvements in battery energy density, weight, and size, more critical re-
search is still necessary. Therefore, R&D funding levels must be robust enough to 
finance, at a minimum, a more thorough analysis of the Nation’s electrical grid sys-
tem, an assessment of the availability of precious metals and feasible alternatives, 
and further research into green hydrogen production, alternative fueling infrastruc-
ture expansion, trailer refrigeration electrification, vehicle technology pathways, and 
battery development and storage. 

Without sufficient and coordinated funding for R&D on all aspects involving ad-
vanced vehicle technologies and fuels, the timelines for the transition to zero and 
near-zero trucks may be delayed or may prompt disruptions in the Nation’s supply 
chains. 

• Zero-Emission Vehicle Fueling Infrastructure Incentives are Needed 
Battery Electric Vehicles (BEVs) and Fuel Cell Electric Vehicles (FCEVs) are 

widely-recognized as the most promising technologies to reduce transportation-re-
lated greenhouse gas emissions and air pollution in trucking. However, the chicken- 
or-egg quagmire continues in that zero-emission vehicles (ZEVs) require compatible 
ZEV fuels—whether that fuel is electricity or hydrogen. Scaling up charging infra-
structure is a necessary enabler for a widespread ZEV transition. Whereas local and 
regional hauling operations are generally anticipated to be powered by ‘‘electric’’ 
fuel, longer hauling operations may trend towards the use of hydrogen fuel given 
their unique challenges. The Federal government is not—and should not be—in the 
business of choosing fuel and technology winners and losers. Likewise, not all fuel-
ing locations are created equal. The cost of a single 150–350 kW electric truck 
charger and installation can cost up to $220,000.59 Likewise, an onsite hydrogen 
fueling station with a capacity of 700kg/day with delivered hydrogen could cost $2 
million or more.60 If hydrogen production were to occur on-site, that figure could in-
crease exponentially by over eight-fold.61 

ATA stands ready to work with Congress and the Biden Administration to estab-
lish programs and provide economic incentives to reduce costs and barriers facing 
EV charging infrastructure installation and the expansion of a hydrogen fueling in-
frastructure along key freight corridors. Such efforts could include participation on 
the anticipated task force with Federal agencies and the private sector to support 
vehiclegrid integration, the creation of load management strategies, public-private 
co-financing approaches, and the standardization of smart charging infrastructure. 

• Truck Purchase Incentives are Important 
Fleets will encounter markedly higher vehicle costs when purchasing BEVs or 

FCEVs. Today, while product availability remains limited, the price of a new Class 
8 BEV can cost over $200,000 when including payment of the 12 percent Federal 
Excise Tax.62 Class 8 FCEVs, which are not currently available in the marketplace, 
are expected to retail for $300,000 or more.63 Given that 97 percent of trucking com-
panies own 20 trucks or less and are, by definition, small businesses, these compa-
nies will be hard-pressed to expend increased capital outlays for new equipment 
given that they already operate on razor-thin profit margins. It is therefore critical 
to provide sufficient financial incentives to trucking companies to ensure ZEV equip-
ment is affordable to all users, while also achieving greater market penetration 
rates of such equipment. 

• Diesel Emissions Reduction Act Funding Must Continue 
The transition to ZEVs in the trucking sector will take considerable time since 

diesel-powered trucks can operate for 15 years or more. Given their long, useful life-
span, ATA has strongly supported the Diesel Emission Reduction Act (DERA) to re-
duce emissions from older diesel equipment, and has worked to secure continued 
funding for the program since 2008. DERA provides funding in the form of grants 
and rebates to incentivize owners to retrofit or replace older diesel engines and 
equipment. Since implementation, DERA has become one of the most cost-effective 
Federal clean air programs. 
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The EPA’s most recent estimates indicate that every $1 in Federal assistance is 
met with $3 in non-federal matching funds, including significant investments from 
the private sector. Furthermore, each Federal dollar generates between $11 to $30 
in public health and economic benefits, including $2 in fuel savings for each dollar 
invested. Moreover, states benefit because 30 percent of the funding is directed to 
support state programs. As demonstrated in the EPA’s fourth report to Congress, 
the value of this program continues to provide an important tool to allow the EPA 
and communities around the country to meet their Clean Air goals in the most cost- 
effective and feasible manner. 

ATA supports the expansion of DERA funding to incentivize ZEV purchases 
through increased Federal cost-sharing. Increased funding would require legislation, 
though diesel eligibility could be addressed through EPA regulatory action. 

The trucking industry recognizes that it is good business to be a conscientious en-
vironmental steward, and we hope to collaborate with Congress, the Administration, 
and like-minded stakeholders to further our shared goal of becoming a cleaner and 
greener industry. ATA looks forward to partnering with you to tackle the numerous 
challenges ahead, and stands ready to assist as you consider solutions to rebuild our 
Nation’s infrastructure, improve the safety of America’s roads and bridges, promote 
employment opportunities in the transportation sector, and tackle the climate crisis. 
CONCLUSION: 

Chairman Peters, Ranking Member Fischer, and members of the subcommittee, 
thank you again for providing ATA with the opportunity to testify before you today. 
Due to a variety of circumstances, the trucking industry, our Nation’s infrastruc-
ture, and the broader supply chain are facing increasing pressure, which is fast ap-
proaching crisis levels. The absence of Congressional action to address this immi-
nent crisis will yield catastrophic consequences. However, I am confident that your 
leadership, along with that of the entire Congress and the Biden Administration, 
will address the infrastructure challenges of today with forward-leaning solutions 
that will bring much needed certainty, sustainability, and opportunity to the truck-
ing industry, our Nation’s supply chain, and the economy as a whole. 

The actions of this subcommittee, Congress, and the Administration over the com-
ing weeks and months could shepherd the trucking industry towards tremendous 
advancements in safety, efficiency, and productivity. We urge you to take the steps 
necessary to provide the resources and regulatory framework that will make our 
fleets safer and more connected. Your efforts could empower our industry to safely 
meet the growing driver shortage head-on and recruit a workforce for the next gen-
eration of trucking. Providing a significant investment in real infrastructure will 
help stem and reverse the continued decay of our Nation’s roads and bridges, and 
meaningfully address climate change. With your leadership, we remain hopeful that 
Federal action can solve this growing national crisis. 

Our steadfast hope is that Congress and the Biden Administration will now roll 
up their sleeves, work together and make the tough decisions to support infrastruc-
ture, the economy, and the industry that moves it. In that effort, ATA and the 
trucking industry stand ready to work hand-in hand with you. Thank you. 

Senator PETERS. Well, thank you, Mr. Spear. Thank you for your 
opening statement. We have a day with a lot going on. Members 
are going back and forth, a number of markups. And so, I am going 
defer my questions as members are here. Senator Blumenthal, you 
are recognized for your 5 minutes. 

STATEMENT OF HON. RICHARD BLUMENTHAL, 
U.S. SENATOR FROM CONNECTICUT 

Senator BLUMENTHAL. Thank you very much, Mr. Chairman. Mr. 
Baker, I am very, very focused on freight because I agree that it 
is really critical to our future, even in a small state like Con-
necticut. As you may know, we have ports in New London, Bridge-
port, and New Haven. Rail lines connect each of them, although 
most people in Connecticut really are not aware of it. The rail in 
eastern Connecticut is being revived so that it can carry freight 
from New London, up through Connecticut to Massachusetts. And 
I wonder if you have any thoughts about how we can raise aware-
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ness about the potential for freight, not only in the Congress, but 
also in the country? 

Mr. BAKER. Thank you for the question, Senator. One of the 
ways, I think, to raise awareness—and I associate myself with the 
comments that Mr. Spear made and both Senator Peters and Sen-
ator Fischer made in their opening statements—is recognizing the 
incredible role that freight transportation and freight workers 
played over the last 14 months, helping our country survive a once 
in a century disruption. 

You know, in general, in the freight world, we are used to not 
being particularly high profile. There is, of course, this famous po-
litical saying, ‘‘Freight don’t vote’’, and you know, that is OK. We 
do not necessarily need to be in the limelight. 

But I do think, with this surface transportation bill pending in 
front of you, there is a historic opportunity on the freight rail side. 
The CRISI grant program is a huge opportunity to support those 
kind investments. Then, we would also point to the INFRA grant 
program and the ability to make that more multimodal. I think 
with those sort of investments and the success will garner atten-
tion. 

Senator BLUMENTHAL. Thank you. Mr. Byrd, in—in many of the 
fatal truck crashes, as you know—and there seem to be quite a few 
of them—truck driver fatigue is often a factor, in fact, a leading 
factor. What recommendations do you have to prevent truck driver 
fatigue causing these kinds of accidents? 

Mr. BYRD. I thank you for your question, Senator. I think you 
have raised a very important point, in terms of the contribution 
that fatigue makes toward unsafe driving and contributes toward 
truck crashes. I think that if we—what we really need to revisit 
the hours-of-service regulation. These drivers are working in excess 
of 60 hours a week. More often than not, they are working 14 hours 
a day and they are constantly—their constant pressure on chang-
ing these regulations to further relax them or weaken them. 

I think we really need to revisit the hours-of-service regulation 
and we need to look at this from the perspective of the impact that 
it makes on driver—driver health and the ability to get restorative 
rest. So, I think a first step is just revisiting the hours-of-service 
regulation because they allow just too much—too many hours for 
drivers to work each week. 

Senator BLUMENTHAL. Mr. Spear, do you agree? 
Mr. SPEAR. Oh, I certainly agree, Senator, that it is a problem. 

We acknowledge it. I also agree with Lamont on hours of service. 
We are not out there pounding pavement for hours-of-service sus-
pension. Those suspensions have to be a really high bar. 

We have a driver shortage. You are well aware of that. And to— 
having a suspension of hours of service and work our existing driv-
ers even harder, is going to exacerbate that problem that you just 
described. 

But I am also remiss that you also have to look at the overall 
fatalities involving trucks. And DOT data shows that two-thirds of 
the accidents, fatal accidents, involving trucks are actually caused 
by passenger vehicles and the two leading causes are speeding and 
texting. 
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So, as we look at this panoramically, you have to deal with tired 
drivers, you have to deal with keeping the hours in check. ELD’s, 
electronic logging devices, we certainly advocated that, and I think 
it is having measurable benefits since we put that technology in 
place to making certain that we are staying with the hours. And 
we have a long way to go, in terms of really bringing the overall 
fatalities down. We share that goal. We will certainly work with 
you and members of the Senate to make sure that happens. 

Senator BLUMENTHAL. Thanks very much. Thanks to the whole 
panel for your testimony today. My time is expired. Thank you, Mr. 
Chairman. 

Senator PETERS. Thank you, Senator Blumenthal. Senator Bald-
win, you are recognized for your questions. 

STATEMENT OF HON. TAMMY BALDWIN, 
U.S. SENATOR FROM WISCONSIN 

Senator BALDWIN. Thank you so much, Mr. Chairman. In Wis-
consin, we make things. And in this discussion about stronger sup-
ply chains, we need to ensure that we have a stronger workforce 
to transport our goods to market. 

Women currently make up less than 10 percent of the truck-driv-
ing workforce and removing barriers that get in the way of women 
pursuing, retaining, and advancing in careers in trucking is key. 
Those are jobs as drivers and freight firm owners. Senator Moran 
and I have introduced a bipartisan bill, also supported by Senators 
Tester and Fischer, which would support women in the trucking in-
dustry and establish a Women in Trucking Advisory Board. And I 
will be working to include that bill in our surface transportation re-
authorization. 

Mr. Spear, thank you for your support of that legislation. Could 
you share a little bit more about how we need to break down these 
barriers for women in trucking and how that would improve the 
strength of our supply chains and competitiveness in the United 
States? 

Mr. SPEAR. Absolutely, Senator, and thank you for your leader-
ship and sponsoring that bill. ATA is a supporter of it. And we do 
need to acknowledge the short falls in our workforce. Bringing 
more minorities and women into it is certainly a challenge and you 
just cannot talk about it. You have to do something about it. Your 
introducing this bill is a significant step forward. We, internally, at 
ATA have set up diversity workforces to define policies and create 
platforms that we can help you all advocate; to make it attractive 
to people out there that may not need to know about our industry, 
and to bring them in. 

We have a seven percent participation rate for women in our 
driver workforce. That is way too low. And we need to take steps 
really highlight why that is a good profession for anyone interested 
in being in our industry. It is good pay—pays in the mid-50s on av-
erage, with full benefits. It is a very, very supportive environment 
with a lot of diversity and options for anyone to choose from to earn 
a good salary and living. 

For women, we have to make it safer for them out there on the 
road. It is a bit intimidating when you are on—when you are doing 
long haul as a woman and going to truck stops at night. Many do 
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not feel safe to get out on their own. We have to work with our 
partners, our members in the truck stop sector of our industry, to 
make certain that they feel just as welcome as anyone else that 
moves freight. 

And we have also gone to great lengths, Senator, really to high-
light the champions in our industry, including women, by putting 
them on our America’s Road Team. We have had them at the 
White House; we have had them on panels; we have had them 
meet with Members of Congress; and really showcasing that 
women very much are a part of this industry. But we need to do 
more. And with your leadership and support of this legislation, I 
believe we are on the right path. 

Senator BALDWIN. Well, thank you. Mr. Connor, like you, I am 
incredibly supportive of the Port Infrastructure Development Grant 
Program, both as a member of this committee and on the Appro-
priations Committee. I was so pleased to hear that the Port of Mil-
waukee was a great—was a recipient of the first round of grant 
funding. And ports across the Great Lakes are competing well for 
these funds. 

I would like to have you share a little bit more about how these 
grants are being put to work to make us more competitive, and in-
cluding how they can help ensure our port infrastructure as more 
resilient to varying and higher lake levels in the Great Lakes? 

Mr. CONNOR. Senator Baldwin, thanks for that question. I just 
want to make one quick anecdotal comment to you previous ques-
tion to Chris. I am just proud to inform you that amongst the 80 
U.S. port members that AAPA has, 14 percent of the CEOs of those 
ports are women, which is about double the average of the Fortune 
500 companies. So, I think that is interesting. In a rough and tum-
ble business, as ports may be perceived to be, that we have such 
a strong representation of female CEOs. 

To your question, yes, I was delighted to see about Port Mil-
waukee getting that grant. That program is, you know, one of a 
kind. It is the only program, you know, for ports only. It is amaz-
ingly oversubscribed. Each time—so we are in our third cycle, I be-
lieve now. The grant requests exceed about a billion dollars, where 
the grant authorization has been somewhere in the neighborhood 
of, 250–300, depending on the year. It has trended up in the last 
couple of years, so we are encouraged by that. 

But these are important dollars to allow ports to improve their 
infrastructure, to prepare for the challenges that you are now see-
ing played out in front of us in real time, by the volume surges and 
the long-term resiliency challenges that we have from, not only sea 
level rise, but weather events—Earthquakes, fires, or any kind of 
major accidents. So, these are important dollars. But I have to say, 
Senator, but they fall short of what is needed. 

Senator BALDWIN. Thank you and I yield back my time. 
Senator PETERS. Thank you, Senator Baldwin. Senator Scott, you 

are recognized for your questions. 
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STATEMENT OF HON. RICK SCOTT, 
U.S. SENATOR FROM FLORIDA 

Senator SCOTT. I want to thank Chairman Peters and Ranking 
Member Fischer for holding this important meeting. I want to 
thank all the witnesses for being here today. 

So, I became Governor of Florida back in January 2011 and we 
were in a big down trend in our economy. But we figured out how 
to invest in our ports—our ports—our seaports and our airports. 
We invested $85 billion over 8 years and we did it without raising 
any taxes. 

I understand there is a labor shortage for commercial truck driv-
ers. My dad was a truck driver. He drove for Navajo Freight Lines. 
This shortage directly impacts the supply chain of goods and causes 
delays for the manufacturers, consumers, and corporations across 
the U.S. And as you all know, we are seeing significant inflation 
right now. 

I have heard from our State’s Ag community. They have been hit 
hard by COVID–19 and many unfair trade practices and they are 
struggling, on top of that, to find drivers to transport their crops. 

I watched my dad be gone a lot. He was an over road truck driv-
er, he was gone a lot and it is a tough job. I recently co-sponsored 
the Drive Safe Act with my colleagues, Senator Young and Senator 
Tester, which would allow 18- to 21-year-olds to drive trucks safely 
across state lines, once they have completed an apprenticeship, en-
hanced safety training in job opportunities for young truckers. 

Mr. Spear, Mr. Connor, do you believe allowing 18 to 21 years 
olds to drive nationally will help the commercial truck driving 
labor shortage we see today? And do you think it makes sense? 

Mr. SPEAR. I do, Senator, and thanks for the question. I think 
it is one of several things we need to be doing. On its own, it will 
not do everything we need to sure up the shortage. But it is a sig-
nificant step. We need access to younger talent pool. 

And just let me, quickly, just point out that the folks that oppose 
this legislation need to understand that 49 states and the District 
of Columbia, right now, allow an 18-year-old to drive a Class 8. 
You just cannot cross state lines. So, you can go from Texarkana, 
Texas to El Paso and back, but you just cannot cross into Tex-
arkana, Arkansas. That makes no sense. 

But what makes really no sense, is the fact that these 49 states 
and the District have no training standards or technology attached 
to it. The bill that you are sponsoring has 400 hours of training, 
of which 240 you have to have an experienced driver in the cab. 
You also have collision and mitigation systems, AEBs, speed lim-
iters, cameras attached to the equipment. This is a step toward 
safety, much better than what you have in 49 states and the Dis-
trict, not away. And if we can entrust an 18-year-old, my son in-
cluded, who commissions as a Second Lieutenant next Saturday, 
into the Army to go serve and protect our freedom—if we can train 
them to do that, on our behalf, I am quite confident that we can 
train them to cross state lines in a Class 8. 

Senator SCOTT. First off, for Senator Peters and me, thank you 
very much for your son’s service. This committee is very supportive 
of our military and—so, thanks for doing that. I guess it was a 
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hard year to get in the Navy? Is that what it was? I was in the 
Navy. 

[Laughter.] 
Mr. SPEAR. It was not at the Air Force; I can assure you. 
[Laughter.] 
Senator SCOTT. So, Mr. Connor? 
Mr. CONNOR. Senator, thanks for the question. I would just sim-

ply say that AAPA and its members would be fully supportive and 
would strongly encourage Congress to pass legislation, which im-
proves the cargo fluidity across our Nation and strengthens our 
freight network. 

Senator SCOTT. Yes. I mean, it probably is—it probably, you 
know, if you think about it for a small state, it is a bigger deal. 
But Florida, it is still an important—it is important for us and 
places like Texas. But boy, for smaller states, it is probably even 
a bigger deal. 

I guess for everybody, I was a big supporter of our ports. In my 
eight years, we invested $1.4 billion in our ports. And we have 15 
seaports in Florida. We are the closest ports on the East Coast to 
the Panama Canal. So, it was a big opportunity, and we actually 
created a lot of jobs. 

As you all know, the Panama Canal now accommodates the new 
Panamax vessels, and it is clearly changing shipping patterns. Our 
goal was to get all the shipping that goes to the West Coast to 
come to Florida, if it can. So, what do you—what do you all think 
Congress should be doing to ensure that all of our ports have the 
opportunity to deal with these Panamax ships? Probably not some-
body in the Great Lakes, but clearly, along our East and West 
Coasts? 

Mr. BAKER. Well, I am sure that Chris Connor, with the AAPA, 
will have a lengthy answer to this, also. But I would add, from a 
rail point of view, one of the places that we are very much in agree-
ment with ports, in addition to supporting the Port Infrastructure 
Development Grant Program, which was just discussed. We would 
also point to the INFRA grant program and recommend to Con-
gress removing the multimodal cap on that to allow the applicants 
to choose to invest wherever they think is most beneficial. And 
often times, those are port projects or, perhaps, rail access to port 
projects, which would be a two for one for Chris and I. And I 
would—I would point to both of those as attractive options. 

Senator SCOTT. Yes, it is—rail connection is pretty—it is pretty 
important to us and how fast—what I learned in the ports—I am 
not an expert on the ports but what I learned on the ports is how 
fast things got off those ships and got into the rails. It was a big 
deal, especially as it came up the East Coast. And so, if our—if the 
Port of Miami could do better than Brunswick, it would really cre-
ate a lot of jobs in Florida. 

Mr. BAKER. Yes, sir. It is a very—the freight network is extraor-
dinarily interconnected, and we rely on trucks and rely on ports 
and we all work together. But it is also extraordinarily competitive 
and, you know, competition is an incredible motivator for folks. 
And ports competing with each other and competing with coasts 
and rails—competing with each other and rails, competing with 
trucks, tends to have beneficial results. 
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Senator SCOTT. I do not know if this happens in all the states, 
but in my years as Governor there were so many companies that 
showed up that just created logistics. They were just logistics com-
panies that were trying—I do not know if—if, Senator Peters, if 
that happened in your state, but you have all these people that all 
they did was create logistics all day long. And they were—every-
body was bidding to figure out the cheapest way of doing things. 
And so, if we can—my experience is, if we can invest in our ports 
and our airports and our roads, it really does create a lot of jobs, 
so—anybody else? 

Mr. SPEAR. Just a quick note, Senator, on the freight intermodal 
connectors, these are the roads to ports, railyards, and airports. We 
are looking at that data. Nineteen percent of that is mediocre con-
dition. Thirty-seven percent of that is in very poor condition. We 
really started to understand, when ports invest they dredge, they 
modernize technology, and so on. 

All that money getting poured in—I remember touring the New 
York-New Jersey Port Authority, about 3 years ago after they 
poured, you know, several million—several hundred million into 
their port. And when you look at the heat map around that and 
freight was still red. It was all bottlenecked around the port be-
cause these intermodal connectors were not invested. And we 
looked into that and 70 percent of those roads—those intermodal 
road connectors, are under the jurisdiction of local and county gov-
ernments. 

So, the Federal and the State role in that is—there is a huge sep-
aration there that has to be addressed because, no matter how 
much money you pour into the ports, if the boxes are still sitting 
there and we cannot get out of the port area, a lot of good that did 
you. So, I think the coordination, when you look at legislation to 
make sure that we are pulling those counties and local govern-
ments in and make sure they get the money, I think you are going 
to see more efficiency there. 

Senator SCOTT. So, I will tell a cute story. This will be off a little 
bit. We put up all the money for the—to go underneath the port 
so the trucks could get out, straight from the port, up to, I guess 
it was 95 in Miami. And the Feds came down, put up no money, 
and we had to wait for them to start the event. And we all—they 
were on time for the other one, but we also did the same thing in 
Tampa. We—we made it easier to get from the Port of Tampa onto, 
I guess, 75—75 in—whatever the road is on the bypass. So, over 
toward I–4. It does—it really made a big difference, so—and then, 
when we were doing the announcement, the first truck that was 
supposed to come though, somehow was delayed. So, for, like, 15 
minutes we were all waiting there. 

It was—it is—it really paid off—what you just brought up, it 
really paid off for the Port of Miami and the Port of Tampa. So— 
but we are—you are right. We all have to work together and every 
part of it really matters, so—although my dad did not like anything 
going on rail when I was going up. Thank you. 

Mr. CONNOR. Senator, if I could just add one final comment to 
your question about the larger ships coming through the canal. Of 
the $6 billion, that I mentioned earlier in my testimony, $3 billion 
of that would be specifically for completion funding of 12 Federal 
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navigation channel improvement projects that are currently under-
way or awaiting initial funding. So, we—we certainly recognize the 
advent of the larger canal and the deeper draft ships that come 
with that and encourage Congress to include that spending in any 
infrastructure package. Thank you. 

Senator SCOTT. It is a lot—it is a lot of good paying—by the way, 
those are really—the people around the ports, they have got a lot 
of money. It is really good paying jobs. It is really nice, so— 
Thanks, everybody, thank you. 

Senator PETERS. Well, thank you. Thank you, Senator Scott, for 
you question. Senator Lummis, you are recognized for your ques-
tions. 

STATEMENT OF HON. CYNTHIA LUMMIS, 
U.S. SENATOR FROM WYOMING 

Senator LUMMIS. Thank you, Mr. Chairman. And one of the fun 
things about this job is you get to hear about all of the different 
states and the issues they deal with. I come from the very large 
landlocked state of Wyoming, through which interstate 80 passes, 
which I think is now the major corridor for truck traffic that is 
going coast to coast. So, we see a lot of trucks. I farm on one side 
of the state and ranch on the other side, and I take I–80 all the 
time and there are so many trucks it is just unbelievable. 

My question for Mr. Spear. Because of the hours-of-service regu-
lations, there is a lack of dedicated truck parking and I see it. I 
see it with my own eyes on interstate 80. How large is the gap be-
tween the number of trucks we have on the road and the amount 
of parking made available to them? 

Mr. SPEAR. Well, thank you, Senator, for that question and we 
have legislation now introduced up here on the Hill, that would 
channel monies to the Highway Trust—from the Highway Trust 
fund into truck parking, $755 million of it, through the Truck 
Parking Safety Improvement Act. And it is a huge problem. 

You do not have to go far from this—this dais. You can go just 
up way here and get on 95 to Baltimore and you are going to see 
multiple trucks parked on the shoulders, on the on and off ramps, 
and it is a hazard. But they have to comply with their rest breaks, 
and without parking to do that, they are putting the motoring pub-
lic at risk. And this has become a national problem. So, you do not 
have to go far from here to see it. 

It exists in Wyoming. I always call Wyoming, my home state, the 
high—you know, land of high altitude and low multitude. But there 
are a lot of trucks and there is not a lot of parking. And it becomes 
a problem when that intermixes in states as sparse as Wyoming 
with motoring traffic, passenger vehicles. 

So, it definitely needs to be part of any legislation that you con-
sider. This component really is key, and our entire industry is very 
much behind it. So, really appreciate you drawing attention to it, 
Senator. 

Senator LUMMIS. Yes, thank you for that. And in addition to 
that, there is some traffic bottlenecks in my neighborhood. The 
American Transportation Research Institute identifies each year, 
the top 100 freight bottlenecks in the country. Three of them are 
in my neighboring state of Colorado and trucks can sit for hours 
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on the way to Wyoming. So, that drives up prices and sometimes 
delays business for people in my state. 

So, do these large bottlenecks require attention from Congress, 
as well? And how much economic input, or output, is lost from 
these larger bottlenecks? 

Mr. SHEAR. They—they are considerable. We put that report out 
every year. I am on the Board of ATRI and I think that data is 
extremely useful for Members of Congress to see their states, dis-
tricts, and where these bottlenecks exist. We track it through GPS 
data, and it is really an outstanding report. 

Real-time, I have to give a shout out to Senator Blumenthal. He 
has seven of them in the State of Connecticut. Small state of Con-
necticut has seven of the top 100. And so, I applaud him for being 
here. He has a vested stake in this. Colorado, as you said, Senator, 
has three. 

We can certainly—we have shared that with your staffs. That re-
port is very, very helpful in showing the impact that congestion 
and the lack of investment of infrastructure is having 425,000 driv-
ers sit idle every year, for an entire year, sitting in those top 100 
bottlenecks. That is $75 billion to the annual cost of freight trans-
portation each year. And for anyone that has cared about the envi-
ronment, that is 67.3 million metric tons of CO2 being omitted, just 
sitting in traffic. 

If we can just deal with those top 100 bottlenecks, and those 
intermodal freight connectors I spoke about earlier, you would see 
so many efficiencies, so many improvements in productivity, safety, 
and environment. If you are a driver and you are sitting in traffic— 
we already have a driver shortage—you have a lot of time on your 
hands to think about, hey, I could probably being doing something 
else. 

And so, congestion is very impactful, and not just to mention, as 
the Senator rightfully did, the impact on the prices we pay for 
goods. So, making that a key component of any legislation would 
draw a lot of support from ATA. 

Senator LUMMIS. Well, thank you. We have all seen a dramatic 
increase in e-commerce and the need for logistics and deliveries of 
all of this e-commerce. And I do not see that changing just because 
COVID is starting to lift. So, thank you for you testimony today. 

Mr. Chairman, I yield back. 
Senator PETERS. Well, thank you, Senator Lummis, for your 

questions. Senator Warnock, you are recognized for you questions. 

STATEMENT OF HON. RAPHAEL WARNOCK, 
U.S. SENATOR FROM GEORGIA 

Senator WARNOCK. Thank you so very much, Mr. Chairman, and 
thank all of you for your testimony today. 

Georgia is known for its freight transportation and logistics 
prowess, due to an extensive infrastructure network. We have one 
of the busiest airports in the world, but we also have the third top 
container port, with the most extensive rail terminal facility in the 
country. We have nearly 4,700 freight rail miles, operated by near-
ly 30 railroads. We also have six interstates, 1,200 highway—that 
cover 1,200 highway miles. This allows our state to serve as a 
freight hub for the entire Southeast. 
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Mr. Baker and Mr. Connor, could you speak to the importance 
of investing in multimodal freight infrastructure, not just high-
ways? And to ensure that all of our freight transportation systems 
are able to interact and connect efficiently, why is that important? 

Mr. BAKER. Yes, sir. Thank you, Senator for the question. As we 
have discussed a little bit already today, freight is very much an 
integrated network and rail works closely with our friends in port, 
our friends in the trucking industry. There our competitors, but 
they are also all part of an integrated network. 

But we would very much agree with the premise of your ques-
tion, that investment in rail and ports is crucial. I have suggested 
a few ways that Congress could help that. Our Class I railroad 
friends do the investment on their own. They are privately owned 
and funded, and they largely just need policies to not harm their 
ability to do that. On the short line side and, as you have noted, 
there are dozens of short line railroads in Georgia, many smaller 
businesses in rural areas. 

We agree with our friends at the Class I’s and we also—we do 
ask Congress for a little bit of help on the grant funding side. We 
think there are huge benefits to doing that for the Georgia econ-
omy, for rural Georgia, and for the environment, also. So, I would 
point to, in particular, the CRISI grant program and the INFRA 
grant program, as two areas that we would love your support on. 

Senator WARNOCK. So—so, it seems, given what you have said 
and spoke to this—much of this earlier in the—in our hearing 
today, it would suggest that we simply cannot rely on one mode 
over another. That part of the reason Georgia has been successful 
at attracting manufacturing and its businesses, is we have diversi-
fied our transportation network. 

What more can we do here in Congress, to ensure that we are 
making smart investments that would improve safety and effi-
ciency, while reducing congestion and harmful emissions? 

Mr. CONNOR. Well, Senator, thank you for the question. This is 
Chris Connor from AAPA. One of the things that we are strongly 
advocating in the reauthorization of the FAST Act is the creation 
of a—within DOT, an Office of Multimodal Freight Transportation, 
so that DOT has the ability to better leverage all modes. 

As my colleagues on the panel, I think, have nailed it each time, 
it is a connected network. Regrettably, we have not always looked 
at it that way. It has not been invested in that way. But I think 
a much more high-level, strategic approach, which was originally 
outlined in the 215—2015 passage of the Freight Act. 

If we could take that equality of that national freight strategy up 
a few floors higher, I think we could really start to look upon our 
country as a system of connected networks. One that includes 
ships, trucks, trains, and short sea transport, not only along our 
coasts, but also in our navigational inland routes, to deliver goods 
and services to our citizens. 

Senator WARNOCK. So, it is all of the above and this is work that 
cannot be efficient and at the same time, operate in silos. We have 
to see it in an integrated manner that does not place, kind of, arbi-
trary caps on intermodal infrastructure. It is really an integrated 
approach. 
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Thank you so much and I look forward to working with you to 
make sure that that is the kind of vision that we put forward, cer-
tainly for the State of Georgia, but for our country at large. 

Mr. CONNOR. Thank you, Senator. 
Senator PETERS. Thank you, Senator Warnock, for you questions. 

Mr. Byrd, my first question is for you. You know, Mr. Byrd, I am 
someone who supports technological innovation. If we are able to 
make workplaces safer, if we create new jobs in the process, I think 
there is just tremendous opportunity there. 

But I would also agree with the statements that you made in 
your opening testimony that we have to tread carefully with the 
rise of automation, which is happening now, and will continue to 
happen in the future. I would categorize it as—automation is, per-
haps, one of our biggest opportunities, as well as one of our biggest 
challenges for our country and the world in this next century. 

And we certainly have our work cut out to ensure that tech-
nology continues to be a force for good and that everybody benefits 
from technological advances and innovation, not just a few. And 
that probably really depends on enacting the right policies today. 
You cannot wait, particularly as technology is moving as rapidly as 
it is now. We have to have those policies today, so that these ad-
vances have real benefits for workers and for the American middle- 
class, not in the future, but now. 

So, my question for you, Mr. Byrd, is when it comes to the freight 
industry, if we could harness technology in a way that vastly im-
prove safety, also will expand job opportunities—if we can do that 
to help our country, is that something that we should be striving 
for? And would you support that type of innovation within our 
country? 

Mr. BYRD. Thank you very much for your question, Senator. Yes, 
we could—we could support that type of innovation, but we have 
to make sure that, as you indicated, on the front side we have to 
make the necessary investment to ensure that—that there—there 
is regulatory authority established and we understand which agen-
cy, or agencies are going to have that regulatory authority. 

We have to keep in mind what has to be done for the training 
of the workforce, to ensure that they can adequately operate the 
new vehicles or be retrained to provide maintenance or other sup-
port functions for those automated vehicles. 

So, I think if we take a step back and take a comprehensive look 
at all of the elements that are necessary to move forward, we could 
do this in a way that would not be necessarily harmful to the exist-
ing workforce. It could help move us forward, in terms of us being 
able to innovate as a country. 

Senator PETERS. Well, that is good to hear. And we have to—we 
probably have to do it simultaneously. You mentioned stepping 
back, but technology is moving rapidly. From a competitive stand-
point, you know, we are facing international pressures from signifi-
cant competitors. The Chinese are investing billions of dollars into 
this technology—Europeans. 

So, if we do it simultaneously, that—and we are thinking about 
both equally, that sounds like something you would support, and 
your organization would support? 
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Mr. BYRD. Yes, and I also think that it is important that we un-
derstand, as a country, what companies are moving forward with 
the innovation. Where is this happening? We need to have informa-
tion about the challenges that these companies have encountered, 
in terms of implementing these types of technologies, the type of 
malfunctions, the other types of problems that they may have en-
countered. Then, we need to get input from the workforce that is 
actually interacting with this technology, to get their input, to un-
derstand how this is having an impact on workers, also. 

Senator PETERS. Right, thank you. Mr. Baker, in 2017, a noto-
rious railroad crossing in Plymouth, Michigan was blocked for 9 
hours. Unfortunately, blocked railroad crossings are not something 
unique to Plymouth. That is a problem that happens in towns all 
across my State, all across the country, as you are fully aware. 

Unnecessary delays hurt local businesses, making it harder for 
them to operate, and hurts families trying to get their kids to 
school and activities. Makes it difficult for them to get to and from 
work, and worst of all, it can be an enormous public safety prob-
lem. Blocked railroad crossings can prevent first responders from 
attending to life-or-death situations, and many other safety con-
cerns. 

That is why I work—I am currently working with Ranking Mem-
ber Fischer to address this problem. Chair Cantwell and Senator 
Blunt are also working on this issue with legislation that they have 
put forward. 

So, my question to you, Mr. Baker, is do you support my efforts 
and Senator Fischer’s efforts, and the efforts of many other mem-
bers of this committee, to address delays at rail crossings, to im-
prove safety at these crossings? And could you comment on how 
your members are addressing this incredibly important issue? 

Mr. BAKER. Yes, sir. Let me—I will try to answer each of those 
questions. We—on the addressing it first, the short line railroads 
are extraordinarily committed to addressing those individually, in 
real-time, with communities. Frankly, it is probably a little bit 
easier for short lines than some of my Class I friends, given that 
we typically have smaller track and—or shorter track and simpler 
networks to manage. And we generally can address those problems 
and we work very hard to mitigate any of those impacts before you 
would ever hear about them. However, there, obviously, are still 
challenges and we are not perfect and sometimes they are unavoid-
able. 

We are very supportive of Senator Cantwell and Blunt’s proposal 
to fund grade crossing elimination and we have endorsed that pub-
licly. And we think that in times where we cannot solve the prob-
lem operationally, throwing some money at the problem, frankly, to 
help separate the crossings would address the issue. 

And with—with this Fischer/Tester/Moran/Klobuchar/Peters 
bill—S. 700, I believe—I believe we have said publicly we do not 
oppose the bill. Frankly, I would say we find it a much more 
thoughtful approach than your friends in the House took in H.R. 
2 last year. And if that bill finds its way into surface transportation 
authorization, we do think that it would be beneficial to gather 
some of that data and it would be a useful, productive step. 
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Senator PETERS. Great. Good to—good to hear that. Mr. Spear, 
just to follow up to that. I mentioned some of the challenges when 
you have railroad crossings blocked. But certainly, that means 
problems for the trucking industry, as well. Could you just briefly 
tell the Committee what happened when you have Plymouth, for 
example, with a 9-hour delay, what that could mean for the freight 
industry? For your industry, what sort of challenge does that 
present? And why do we need to fix this problem? 

Mr. SPEAR. Yes, I think it really underscores the intermodal, you 
know, nature of our supply chain now and it has repercussions. It 
certainly backs up the movement of freight. We have seen it there. 
We have seen it in, you know, blockage of the Suez Canal, as was 
mentioned earlier. These things are very measurable. You know, 
and we have to look at each one individually as they are all a little 
bit different. 

This latest cyber-attack of the Colonial Pipeline, certainly some-
thing that we are working hand in glove with DOT to ensure that, 
you know, not only as a backup, but we get that fuel to where it 
needs to go. We do not want long lines. We want to make certain 
we maintain supply. 

But when you talk about resiliency, it is these instances; they 
have a compounding effect on our ability to get freight on time. It 
not only delays, but it escalates what we pay. And it is also an 
issue of safety, particularly when you have hours of service suspen-
sions and working that, you know, already depleted workforce 
harder. 

So, these are all things that you have to look at panoramically 
and really understand the complexity of a supply chain. How resil-
ient, really, is it? You know, one of these instances, we are pretty 
darn good at managing—even a natural disaster, to a global pan-
demic. But when you compound all those at the same time, there 
is a break point. And that is what I think the—the next bill really 
needs to look at is, in totality, the whole supply chain and equip 
government with its private sector partners in a way that we can 
manage those instances effectively. 

So, you are spot on right looking at these problems because, 
added up, they are going to be a real, real significant impact on the 
economy. 

Senator PETERS. Yes, absolutely, Mr. Spear. Thank you for that 
answer. Senator Thune, you are recognized for your questions. 

STATEMENT OF HON. JOHN THUNE, 
U.S. SENATOR FROM SOUTH DAKOTA 

Senator THUNE. Thank you, Mr. Chairman, and thank all the 
witnesses for being here today to discuss the importance of a ro-
bust, fluid, and interconnected freight transportation system. It is 
crucial that freight policy continue to recognize the importance of 
rural areas where the vast majority of agricultural and industrial 
commodities originate. And while they may not be located in major 
cities or experience high traffic volumes, rural freight corridors are 
a crucial component of the Nation’s transportation system, ensur-
ing goods are transported around the Nation and the world safely 
and efficiently. 
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Mr. Connor, record container volumes in our Nation’s ports have 
exasperated port congestion and highlighted the need for invest-
ments that alleviate congestion throughout the Nation’s freight 
transportation system, including ports. This is especially true as we 
look forward to a strong recovery from the pandemic. 

The container shortage has harmed a wide swath of shippers, but 
exporters of agricultural commodities whose container turnaround 
times are often longer, have been hit especially hard. With more 
than 20 percent of agricultural production exported in the United 
States, our producers depend on access to foreign markets. Could 
you describe any actions that port authorities are taking to allevi-
ate the harmful effects of the container storage—shortage, I should 
say? 

Mr. CONNOR. Senator, thanks for that question. Let me respond 
this way. There was a report that dropped on Friday by the World 
Bank and IHS market that was headlined, ‘‘American Ports Fail to 
Make the Grade on Efficiency’’. And it was a report on the con-
tainer port performance index from 2020 called the CPPI. And they 
measured—they ranked the 351 of the world’s largest container 
ports on dwell time, which is a measure that is largely seen as a 
reflection of how ports have processes and their infrastructure. 

The topped ranked U.S. port in that study was ranked number 
53. The second ranked U.S. port was ranked number 87. Not sur-
prisingly, Asian ports led the way. So, you know, we are getting— 
we are getting beat on infrastructure spending, particularly by 
China. 

I would highlight, anecdotally, that AAPA is in the early stages 
of a white paper that we are writing called, ‘‘Staying a Super-
power’’. And in the early analysis that we have done, when it 
comes to public spending on all things related to water borne trans-
portation, China outspends the U.S. by a measure of two to one. 

So, getting back to your point, I think all of the problems we are 
experiencing right now are a function of decades of underinvest-
ment in port and intermodal connections to move freight. I do un-
derstand your specific question about access to markets, particu-
larly by interior state producers. I think, on that note, you know, 
the good news is that, you know, barge and rail car traffic is reach-
ing the ports to be exported overseas. 

I think the challenges are on the container side and containers 
not being dispatched to interior point locations. That is a legitimate 
concern, one where AAPA and some of its leading members have 
convened with the FMC and others to try to, really, come up with 
the best strategy. Because, of course, all of these shortages, in a 
way, take place on the port’s footprint. But the ports do not nec-
essarily control all the levers, nor the commercial relationships 
that govern whether or not that empty container gets out to the 
center of the country to load an export load overseas. 

Senator THUNE. Thank you. Mr. Baker, I appreciate that your 
testimony mentioned the Railroad Rehabilitation and Financing In-
novation Act, which is legislation that I introduced, along with Sen-
ator Hassan, this year to improve the accessibility and viability of 
the RRIF loan program for smaller railroads, including short lines. 
Could you elaborate on why the current RRIF application process 
presents such a formidable barrier to entry for short line railroads? 
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Mr. BAKER. Yes, sir. Thank you for the question. RRIF has long, 
as you know, for decades, held this tantalizing promise to help the 
short line industry invest and grow, and particularly in places like 
South Dakota. And it has never quite—it has never quite gotten 
there. And over the last 10 years in particular, RRIF has essen-
tially stopped working for short lines. 

I think your bill would be remarkably helpful. It does a few 
things that we—we find crucial. It would streamline the applica-
tion process. It would extend the length of the loan terms, out to 
as long as 50 years, which would better match the length of the 
assets. It would increase flexibility regarding collateral require-
ments. And then, perhaps most importantly, it would authorize 
funds to pay for the credit risk premiums, which would make RRIF 
look and function a little bit more like TIFIA. I do not know if folks 
would say TIFIA is the world’s most successful program, but com-
pared to RRIF, it is gangbusters. 

So, we think your bill would be—would be a huge step in the 
right direction. We appreciate you introducing it. 

Senator THUNE. Thank you. My time has expired, Mr. Chairman. 
But yes, I look forward to working with you and your organization. 
It would be nice to get that enacted. We need that program to be 
accessible to short lines and smaller railroads in this country. 

Senator PETERS. Thank you, Senator Thune, for your questions. 
Mr. Connor, my next question is for you. You know, the Great 
Lakes navigation system is essential to freight mobility in the 
United States and there is no question our Great Lakes ports sup-
port countless jobs all across the country. 

I want to talk about one particular piece of critical infrastruc-
ture, and that is the Soo Locks, which are the—really, the lynch 
pin for the whole system. They are located Sault Ste. Marie, Michi-
gan and they connect Lake Superior to Lake Huron. And roughly 
80 million tons of cargo pass through the Locks each year and most 
of that is iron ore produced in the United States. So, that starts 
up in Minnesota and travels down to Michigan and steel mills all 
along the Great Lakes. An essential link in the supply chain for do-
mestic steel production and manufacturing that relies on steel— 
certainly, the auto industry in particular. 

But there is a major problem that only one Lock in the Soo Locks 
complex, the Poe Lock, is big enough to handle large cargo vessels. 
And as a result, the Poe Lock handles roughly 89 percent of the 
total tonnage that transits the Soo Locks. And if the Poe Lock fails, 
it would be devastating to the whole economy. In fact, a 2015 re-
port from the Department of Homeland Security, estimated that an 
unanticipated closure of the Poe Lock would trigger a national re-
cession and would cost upwards of 11 million jobs in the United 
State. 

That is why I fought, along with my colleagues in my delegation, 
to fund construction of another large Lock in that complex that will 
create the redundancy and mitigate the threat. But we also need 
to make other infrastructure improvements in the Locks. 

In fact, as I toured the Locks with the Corps of Engineers, some 
of the pumps that pump the water were made back in the early 
1900s. That is certainly a testament to how good the Army Corps 
of Engineers is in keeping things running. But we should not have 
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pumps that are from the early 1900s for a critical piece of infra-
structure that could have a devastating impact, should it fail. 

So, my question to you, Mr. Connor, is specifically related to 
that. You have addressed it with the congestion at the ports but 
talk to me how important it is to make sure, in any infrastructure 
package—we are funding projects, like the Soo Locks and other 
pieces of infrastructure, that may not be a port but are an integral 
link to the mobility system. 

Mr. CONNOR. Yes, absolutely and, Senator, you said it so well 
yourself. You know, the inland waterways are essential mover of 
goods to coastal ports and to the global marketplace—to and from 
the global marketplace. And specific to the Soo Locks project, in 
our $6 billion Army Corps of Engineer ask that I articulated ear-
lier, we are seeking completion funds, so that the Sioux Locks 
project can—can be completed and no longer be a bottleneck for 
trade. 

But there are so many essential pieces of the integrated, inter-
modal network from coast to coast that facilitates trade between 
nations that need to be addressed in this infrastructure package. 
I think now is the moment to make the commitment to get the 
spending in place and to prepare this country for not only the next 
generation, but maybe the next two generations, if not three gen-
erations, so that we can compete in the world economy. 

Senator PETERS. Well, you are absolutely right, Mr. Connor. And 
another issue that I would love to have you address here, too, and 
you talked about that with previous questions related to ports and 
the crowding that we have, particularly on the East and the West 
Coast and the need for significant infrastructure investments. But 
as you are well aware, we have a lot of smaller ports across this 
country, and in the Great Lakes, for example, the number of small-
er ports where investments—considerably less in terms of dollar 
amount. Investments in those ports could yield huge returns to-
ward—in terms of capacity and to bring some of that freight up the 
St. Lawrence Seaway and into the heartland and then, to connect 
with rail and trucking and other assets. 

What is your sense of the necessity for us to make sure that we 
are funding infrastructure improvement projects in smaller ports, 
located across our country, but in particular, those in the Great 
Lakes that, historically, have always been a major center of com-
merce? 

Mr. CONNOR. Yes, absolutely and again, I would cite what I said 
to Senator Baldwin earlier. You need only to look at the PIDP proc-
ess over the last couple of years and the—the subscription for that 
program was in excess of a billion dollars each year. I four-fold ex-
ceeded the amount of the appropriation to get a sense of the need 
from ports of all sizes, including many, many of the small to mid- 
size ports of which you are referring. These ports include those in 
the Great Lakes, who are seeking to improve their port infrastruc-
ture, so that they can be more efficient and more competitive in the 
global marketplace. 

So, it is a huge priority and something we are a big fan of, PIDP. 
But we would be an even bigger fan if we could see that dollar ap-
propriation get significantly higher. 
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Senator PETERS. And one final point related to that point. In 
your testimony, you discussed the challenges that ports have, due 
to CBP screening requirements and resources. Clearly, the Depart-
ment of Homeland Security and CBP have a really tough job. They 
have to do two very important things. One, they have to keep us 
safe, first and foremost. And second, they need to move trade, as 
efficiently as possible, across the border. But sometimes, smaller 
ports, smaller facilities have challenges getting the security per-
sonnel—the CBP personnel necessary to facilitate that trade. 

In your mind, how can we best balance security concerns and 
evolving threats, with port operations, to move freight more effi-
ciently? What should we be thinking about doing? 

Mr. CONNOR. Yes, what I mentioned in my opening remarks is, 
you know, some type of a funding mechanism for CBP; so that they 
can create what they need, at ports, to best do their job. In the ab-
sence of that, the trend that we have seen, and has become a grow-
ing concern for our members, is a shifting of the cost burden for 
facility upgrades and for officer shortfalls, away from CBP onto the 
shoulders of the ports. 

This has gotten very problematic in that, it, at times, comes with 
concerns over if the ports do not pony up, that the speed in which 
cargo is screened, will slow down, you know, further compounding 
the whole freight movement issue we have been discussing here, 
this afternoon. So, I think it is incredibly important that we ad-
dress this, we bring it out into the open, and we find a permanent 
solution to make sure that CBP has the funds that they can oper-
ate, true to their original mission. 

Senator PETERS. All right, thank you. Mr. Spear, in my final 
question here, as we wrap up the hearing today I am going to talk 
a little bit about international ports of entry. In Michigan, we have 
two of the busiest ports of entry in North America. In fact, of the 
top five, in terms of the volume of cargo that goes across an inter-
national border, two of them are in Michigan—Port Huron Sarnia 
and Windsor, Detroit. 

And in certainly any kind of infrastructure package requires us 
to make sure that we are moving that freight more efficiently. And 
right now, the construction of the Gordie Howe International 
Bridge is underway to alleviate some of the traffic that is on the 
current bridge. In fact, you can see trucks just lined up, as they 
try to come across that very, very, busy, busy border. 

So, my question to you is, how will investments to enhance ca-
pacity at these ports of entry—how is that going to improve your 
ability of your industry to move cargo and freight in a resilient and 
timely fashion, and why is it something that should be a priority 
for us? 

Mr. SPEAR. Well, I think partnerships are something that I 
would emphasize, especially when you are looking at crossing bor-
ders. You mentioned a significant crossing. I have been to Laredo, 
as well. You know, I have seen 11 to 14,000 a day going across 
that. It is staggering to watch the dance unfold. And that dance in-
volves a lot of partners. And when you look at the private sector 
industry, we have a vested stake to move that freight quickly, but 
safely and securely. And we take that very seriously. 
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The partnerships that we have with DHS, but beyond CBP, we 
have got FMCSA looking at the safety of that equipment, making 
certain that, you know, those crossing in that are not U.S. plated, 
are doing it according to the law. These are all rules of the game 
that we have to play very well, and those that do, have very strong 
understanding of the relationships that we have with our Federal 
law enforcement agencies. 

So, I think we build on those partnerships. I think it builds trust. 
Creating programs that really underscore efficiency is extraor-
dinarily important. You then toss in good infrastructure and alle-
viating those choke points, you will be able to see those partner-
ships really take advantage of the throughput, and not compromise 
safety and security. 

So, the infrastructure is important. I also think good trade policy 
and good tax law is important. You do all those things at the same 
time; I think you are really coming up with a good recipe. 

So, something that we really underscore, we really want to part-
ner and really have good transparency with our law enforcement 
partners. We do, and going forward, I think any legislation that 
you fund or insert any policies, we would look for that to be a lead-
ing part of the bill. 

Senator PETERS. Right. Well, thank you, Mr. Spear. And as this 
hearing concludes, I certainly would like to reiterate my apprecia-
tion and my thanks to each of our witnesses for being here today 
and offering your thoughts. Certainly, the freight industry is the 
backbone of the American economy and I look forward to working 
with my colleagues on this committee to support workers and to in-
vest in infrastructure, so we can ensure a bright future for the in-
dustry and for our Nation. 

The hearing record will remain open for 2 weeks. And any sen-
ators that would like to submit questions for the record should do 
so within 2 weeks. And with that, this hearing is now adjourned. 

[Whereupon, at a.m., the hearing was adjourned.] 
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A P P E N D I X 

RESPONSE TO WRITTEN QUESTIONS SUBMITTED BY HON. MARIA CANTWELL TO 
CHUCK BAKER 

Railroad Crossings. There are at least 50 railroad crossings in the State of 
Washington that are each blocked by trains for an average of two hours every day. 
Eliminating each of these crossings would cost an average of $30 million, while 
some projects like the Lander Street project in Seattle can cost over $100 million. 
Many cities and towns do not have the funds needed to undertake these projects, 
and Federal programs are not currently meeting the needs of communities across 
the Nation. That’s why I introduced the Railroad Crossing Elimination Act with 
Senator Blunt, which would provide dedicated funding to help address desperately 
needed grade separation projects across the country. 

Question 1. How will the funding included in the Railroad Crossing Elimination 
Act impact your ability to deliver goods across the country? 

Answer. Chairwoman Cantwell, the American Short Line and Regional Railroad 
Association supports the Railroad Crossing Elimination Act proposal, which you and 
Senator Blunt introduced. As I’ve said elsewhere, short line railroads strive to work 
closely with our communities and customers to avoid causing any unwelcome im-
pacts. Still, opportunities exist throughout the country to improve or eliminate high-
way-rail grade crossings. Doing so can aid the mobility of people and goods and im-
prove the health and safety of communities. If passed, this legislation will help pro-
vide funds to our governmental and tribal partners closing, relocating, or improving 
many challenging crossings, and we look forward to doing so whenever and wher-
ever possible. 

Freight Congestion. Freight congestion has real economic impacts for consumers 
and businesses. Nationally, truck congestion increases business operating costs by 
about $74.5 billion annually. In my home state of Washington, a 20 percent increase 
in truck congestion could cost freight-dependent businesses $14 billion. But it’s not 
just freight bottlenecks that can increasing shipping costs. Significant disruptions 
to the supply chain, like the blockage of the Suez Canal and ongoing container 
shortages, can also lead to a significant increase in the price of moving freight— 
costs that are passed on to manufacturers and consumers. 

Question 2. What investment or policy priorities would best mitigate congestion 
impacts and improve the efficiency and reliability of goods movements? 

Answer. The short line and regional railroad industry strongly supports the CRISI 
(Consolidated Rail Infrastructure Safety Improvement) grant program, which has 
helped fund more than 80 short line freight rail infrastructure projects across the 
country at an average of approximately $6.4 million per project. We urge the Com-
mittee to continue to support the program and to consider raising the authorized 
funding level while ensuring the bulk of the funding goes to eligible recipients for 
the relatively small size of the individual projects where true need does exist. Using 
CRISI for large passenger and commuter rail projects that can be more appro-
priately funded under programs intended specifically for large passenger and com-
muter projects limits the available funding for small operators such as short lines. 
We also support other grant programs such as the BUILD program. Finally, we are 
also strong supporters of the rail-highway grade crossing program under 23 USC 
130, as well as the application of Federal funding for grade crossings arising from 
eligibility through other programs. 

Rise of E-Commerce and Multimodal Freight. E-commerce accounted for 792 
billion dollars in sales in 2020—that’s 14 percent of all retail sales. This resulted 
in an average of 10 million packages per day travelling through our ports, over rail, 
and on trucks to reach consumers last year. With the value of freight already set 
to increase 40 percent by 2030, this shift in consumer behavior will only further 
strain the freight system. We need to make sure our policies and investment ad-
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dress end-to-end supply chain resiliency and support infrastructure that can accom-
modate rising freight traffic. 

Question 3. What is the importance of providing adequate multimodal funding, es-
pecially with regard to first and last mile delivery of goods? 

Answer. As short line railroads, we are the actual first and last mile. Toward that 
end, as noted above, we are strong supporters of grant programs such as CRISI and 
BUILD that enable short lines to address projects that are generally small when 
compared to those of some other modes, but are very large to those small businesses 
that operate Class II and Class III railroads. The typical short line railroad rein-
vests 25 percent to 33 percent of its gross revenue in its operation to upgrade track 
that it took over after the major North American railroads abandoned it due to lack 
of profitability. But those tracks are the vital link that keeps towns and cities— 
often located in rural areas –connected to the national economic mainstream. In 
many instances, short lines provide the majority of rail transportation in a state. 
Increased Federal funding availability will further enable short lines to improve effi-
ciencies while continuing to provide safe and environmentally friendly freight trans-
portation. 

RESPONSE TO WRITTEN QUESTIONS SUBMITTED BY HON. DAN SULLIVAN TO 
CHUCK BAKER 

Background. There was a lot of focus on disruptions to our supply chains at the 
beginning of the pandemic where we saw how our reliance on foreign sources for 
everything. From pharmaceutical ingredients and medical supplies to basic house-
hold items, the supply chain and foreign shipments were subject to disruptions 
largely outside of our control. Now, more than a year into this pandemic, our supply 
chains are still suffering—but not from a lack of goods. Our ports are experiencing 
significant increases in cargo volume as most sectors of the economy are returning 
to full strength. This has led to congestion at several bottlenecks across the Nation 
that is challenging our ability to meet cargo movement demands. Dozens of ships 
sitting are offshore waiting to get into ports to offload their goods. Imports and ex-
ports are both delayed. This harms our economy, our global competiveness, and our 
national resilience. 

Question 1. For each of your sectors, can you briefly share what actions can be 
taken right now to provide immediate relief to the crippling congestion in our vital 
supply chains? 

Answer. Short line railroads have generally been performing well throughout the 
pandemic, and that includes the current situation. By our nature, short lines gen-
erally tend to have comparatively simple operations to manage and we generally 
have available capacity. Therefore, while we agree with the premise of the question 
and are witness to many bottlenecks and delays throughout the supply chain at the 
moment, we are generally not the cause of those delays nor are we able to directly 
affect them. However, we happily renew our public and private pledges to do every-
thing within our power every day to serve our shippers, communicate effectively 
with our partners, and keep freight flowing as efficiently as possible. 

Question 2. Your written testimony urged appropriate streamlining for NEPA ap-
provals. Additionally in your testimony, you noted that a project to improve 10 miles 
of shortline track to rural grain elevators should not have the same burdens as a 
project to add a new subway line or add lanes to an interstate highway. Do you have 
any specific examples or anecdotes of needless project delays in shortline railroad 
projects you could mention? 

Answer. I am aware of a short line project in Massachusetts that was rehabbing 
10 miles of track—it would have normally been granted a categorical exemption 
(CE), but b/c of a 20 foot long ‘‘bridge’’ in the middle of the project, it ended up being 
subject to a lengthy Section 106 Historical Review delay. It progressed eventually, 
but time and money was wasted. 

There is a similar project in Arkansas with a short line track upgrade project 
being held up for reviews involving bat habitats, even though the project was just 
upgrading and maintaining existing track and bridges. 

I believe the Alaska Railroad in your home state has had multiple challenges in-
volving historic preservation reviews also. While each of these reviews and delays 
are likely within the letter of the law and individually may appear reasonable, in 
total, they result in projects taking more time and money than necessary, and given 
that railroads are an environmentally preferable solution as opposed to trucking, 
project delays ironically result in environmental harm. 
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Question 3. FRA’s Consolidated Rail & Infrastructure Safety Improvement grants 
allow eligibility for shortline railroads, including the Alaska Railroad, which has 
benefitted from these grants. In your testimony. it says these grants should be 
equally available to shortline railroads and to not add a set-aside for only large 
mega-projects over $100 million or $500 million. I agree that saying ‘‘small railroad 
projects need not apply’’ would not make sense for the Alaska Railroad. Since, I am 
not personally aware of efforts in this committee to steer these funds to large mega- 
projects, could you please elaborate? 

Answer. This committee’s rail title, as written in the Surface Transportation In-
vestment Act, which passed your committee on June 16 by a vote of 25–3, is excel-
lent for short lines, including in the way it handles the CRISI program. The concern 
I was referencing is from the House bill, which while it does include a substantial 
increase in CRISI authorization levels, also sets aside 25 percent of the program for 
mega projects over $100m. While short lines do not mind competing against mega 
projects for funding dollars on an even playing field, we do not see why projects that 
can provide substantial benefit but cost less than $100m would be excluded from 
any portion of the program. Generally spending less is desirable! 

Similarly, the House version of the surface transportation bill transitions the 
INFRA program into the Projects of National and Regional Significance program but 
eliminates any eligibility for projects under $100m, whereas the current INFRA pro-
gram has a 10 percent set-aside for smaller projects. The Senate Commerce bill in-
creases that small project set-aside to 15 percent. 

On both the CRISI issue and the INFRA/PNRS issue, we support the Senate 
version of the legislation and request that you do everything in your power to en-
sure that the Senate version prevails in public law. 

RESPONSE TO WRITTEN QUESTION SUBMITTED BY HON. DAN SULLIVAN TO 
LAMONT BYRD 

Background. There was a lot of focus on disruptions to our supply chains at the 
beginning of the pandemic where we saw how our reliance on foreign sources for 
everything. From pharmaceutical ingredients and medical supplies to basic house-
hold items, the supply chain and foreign shipments were subject to disruptions 
largely outside of our control. Now, more than a year into this pandemic, our supply 
chains are still suffering—but not from a lack of goods. Our ports are experiencing 
significant increases in cargo volume as most sectors of the economy are returning 
to full strength. This has led to congestion at several bottlenecks across the Nation 
that is challenging our ability to meet cargo movement demands. Dozens of ships 
sitting are offshore waiting to get into ports to offload their goods. Imports and ex-
ports are both delayed. This harms our economy, our global competiveness, and our 
national resilience. 

Question. For each of your sectors, can you briefly share what actions can be 
taken right now to provide immediate relief to the crippling congestion in our vital 
supply chains? 

Answer. Senator, one of the most important actions that can be taken to alleviate 
disruptions throughout the entire supply chain is to address a self-destructive busi-
ness model that has overtaken the freight rail industry. This Wall Street-driven 
practice known as ‘‘precision scheduled railroading’’ has crept in like an invasive 
species and is causing pain for everyone in the supply chain, minus the railroads 
themselves. Class 1 freight carriers are making an intentional choice to squeeze 
both shippers and their employees, thereby limiting efficiency and freight volumes 
in order to maximize short-term profits. This practice is jeopardizing long-term 
freight capacity, rail worker safety, and harming American companies trying to get 
their goods to market, as well as the consumers now experiencing painful delays 
and higher costs. We will gladly provide you with additional details on what this 
process is, how it is harming shippers and workers alike, and how we believe it can 
be addressed. 

On the trucking side, the best way to alleviate disruptions is to keep more drivers 
in the industry. Some segments of trucking have over 90 percent turnover year-over- 
year. That means companies are losing almost every driver that they bring in or 
have to hire multiple times for the same position during a one-year period. Keeping 
drivers happy and reducing turnover ensures that there are more ‘‘butts in the seat’’ 
ready to haul our Nation’s freight, while having the added benefit of increasing the 
number of drivers who are experienced, safe, and for the sake of this question, effi-
cient. Experienced drivers know the best routes to take, where to stop in order to 
maximize their allowable driving time, how to accelerate and brake in order to save 
fuel (thereby limiting the number of stops they need to make during a run), and 
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are less likely to be involved in accidents. The nature of long-haul trucking is some-
what to blame for these high turnover rates, but drivers will tell you this is not the 
full story. They say that it is more a direct result of carriers who have made a con-
scious choice to embrace a high-turnover business model rather than ensuring driv-
ers are well compensated, provided with good equipment, and have decent working 
conditions. The entire supply chain is now reaping the consequences of this short- 
sightedness and the continued mistreatment of truck drivers. Increasing pay and 
benefits, working to limit the time drivers need to wait at a shipping facility to pick 
up or drop off a load, scheduling drivers so that they have more of a work-life bal-
ance and aren’t on the road every week out of the year are all steps that can be 
taken right now to attract more drivers into the industry, get them to stay for the 
long run, and help our entire supply chain get through the ongoing pandemic. 

RESPONSE TO WRITTEN QUESTIONS SUBMITTED BY HON. MARIA CANTWELL TO 
CHRISTOPHER J. CONNOR 

Freight Congestion. Freight congestion has real economic impacts for consumers 
and businesses. Nationally, truck congestion increases business operating costs by 
about $74.5 billion annually. In my home state of Washington, a 20 percent increase 
in truck congestion could cost freight-dependent businesses $14 billion. But it’s not 
just freight bottlenecks that can increasing shipping costs. Significant disruptions 
to the supply chain, like the blockage of the Suez Canal and ongoing container 
shortages, can also lead to a significant increase in the price of moving freight— 
costs that are passed on to manufacturers and consumers. 

Question 1. What investment or policy priorities would best mitigate congestion 
impacts and improve the efficiency and reliability of goods movements? 

Answer. Ports are keenly focused on safe and efficient freight movement and this 
requires a strong and resilient supply chain that includes ports, rail, roads, barge, 
and intermodal connectors. Also trucks and equipment, such as cranes. Much of the 
current supply chain issues are linked to the decades of a lack of this type of invest-
ment. AAPA offers three key recommendations: 

Invest more. AAPA views programs like the Port Infrastructure Development 
Program (PIDP), Rebuilding American Infrastructure with Sustainability and 
Equity (RAISE) and Infrastructure for Rebuilding America (INFRA) as essential 
investments for 21st century freight movement. AAPA advocates for increased 
funding both in annual appropriations and infrastructure investment opportuni-
ties. Funding for these programs is critical to U.S. export cost competitiveness 
in the global marketplace. U.S. agricultural exports have seen their transpor-
tation cost differential essentially wiped out over the last decade as other coun-
tries, such as Brazil, have made infrastructure investments that reduced trans-
portation costs. 
Minimize truck use. Marine Highways move freight with decreased truck trans-
portation, and reduced highway congestion, while having the lowest carbon 
emissions. One way to increase the use of Marine Highways is to eliminate the 
Harbor Maintenance Tax for freight moved on them. The ‘HMT Double Tax’ oc-
curs when fright arrives at a port and is transloaded from ships to barges, first 
as an import and then as domestic cargo when it arrives at a secondary loca-
tion. This is a relatively small amount of national HMT revenue but a signifi-
cant operating expense when businesses and ports consider establishing this 
service. 
Policy priorities. Buy America is a common-sense approach supported by every-
one, including ports, that has become mired in bureaucracy as Federal agencies 
seek to assure all legislative and agency implementation requirements are met. 
So, you may get put in a position where, in order to keep a project on track, 
you would have to delay the project or borrow dollars—which is what you tried 
to avoid when you pursued the grant. 

A second issue is that the threshold for Buy America exemptions has been raised 
to such a level that exemptions are practically impossible. This is true even for 
items that haven’t been manufactured in the U.S. for decades, for example ship-to- 
shore cranes—equipment essential to safe and efficient freight movement. Over the 
medium-and long-term Congress can help incentivize the reshoring of key supply 
chain equipment aand inputs such as cargo moving equipment. 

Finally, there is currently a suggestion that Buy America requirements apply to 
even the components of basic construction materials like concrete, where legislation 
is proposed to disallow foreign components such as sand, gravel, and cement. Such 
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a policy would exacerbate shortages of these aggregates in coastal areas and drive 
up construction costs, which are already soaring. 

Rise of E-Commerce and Multimodal Freight. E-commerce accounted for 792 
billion dollars in sales in 2020—that’s 14 percent of all retail sales. This resulted 
in an average of 10 million packages per day travelling through our ports, over rail, 
and on trucks to reach consumers last year. With the value of freight already set 
to increase 40 percent by 2030, this shift in consumer behavior will only further 
strain the freight system. We need to make sure our policies and investment ad-
dress end-to-end supply chain resiliency and support infrastructure that can accom-
modate rising freight traffic. 

Question 2. How do our transportation policy priorities need to change to adapt 
to the impact of this continued growth in e-commerce? 

Answer. AAPA and our member ports are aware of reports indicating U.S. con-
sumer purchasing practices may be shifting from traditional retail stores to direct- 
to-consumer delivery. We interpret this as an increased demand for imported prod-
ucts, and thereby increased freight movement through ports. Accommodating in-
creasing freight volumes will require continued focus and funding for freight trans-
portation to meet the needs of both consumers and the manufacturing sector. 

Remove multi-modal caps. Removing caps on programs like INFRA and the Na-
tional Freight Highway Program would allow the Department of Transportation 
more flexibility to put dollars where the need is greatest, rather than basing those 
decisions on arbitrary allocations. 

Expand freight corridors. Increase investments in on-dock rail and dedicated con-
nectors to Interstate and Federal highways. 

More CBP inspectors. This will expedite security screenings enabling freight to 
move through ports quicker. It will also end CBPs current reliance on ports to pay 
for overtime costs. 

Buy America waivers. Allow Federal funds to be used towards purchase of cranes 
and other port equipment. This is currently subject to near-impossible Buy America 
waivers, even though the equipment hasn’t been made in the U.S. in decades. 

Question 3. What is the importance of providing adequate multimodal funding, es-
pecially with regard to first and last mile delivery of goods? 

Answer. The ‘first and last-mile’ component of freight movement is extremely im-
portant and usually outside the port’s property. The opportunities for expanded 
truck lanes, additional inspection personnel and equipment, rail connectors to yards 
building unit trains, and at grade crossings, would have significant impact on the 
speed and efficiency of cargo movement. 

The current freight focused Federal investment programs have been a tremendous 
success. Programs like PIDP and RAISE have been over-subscribed and show a 
great return on investment. AAPA strongly supports increased funding both in an-
nual appropriations and in infrastructure investment legislation. 

Port Infrastructure Investments. Ports serve as a critical gateways for our Na-
tion’s exports and our economic success. Washington state alone shipped over $440 
billion in freight through its ports in 2018. But if we can’t get the goods coming from 
rural America moving because our ports and freight infrastructure are in disrepair, 
no one will benefit from that rural investment. I am concerned about the port con-
gestion in Los Angeles, as well as serious container availability and export chal-
lenges facing American farmers and businesses working to export their products to 
the Asian market. These disruptions in the network only hurt U.S. businesses. In-
creases in e-commerce will continue to stress the shipping and port infrastructure. 

Question 4. What port infrastructure investments should be made to prepare our 
economy for this emerging opportunity as consumers pivot to e-commerce? 

Answer. As we have acutely seen during the global pandemic, our country’s sup-
ply chain infrastructure is in desperate need of investment if e-commerce pur-
chasing continues to rise. To allow for the expansion of cargo volumes, Congress 
must prioritize and adequately fund improvements to the freight network. In addi-
tion to general increases in infrastructure funding, such as expansion of PIDP, 
AAPA suggests the following policy changes: 

Remove multi-modal caps. Removing caps on programs like INFRA and the Na-
tional Freight Highway Program would allow the Department of Transportation 
more flexibility to put dollars where the need is greatest, rather than basing those 
decisions on arbitrary allocations. 

Expand freight corridors. Increase investments in on-dock rail and dedicated con-
nectors to Interstate and Federal highways. 
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More CBP inspectors. This will expedite security screenings enabling freight to 
move through ports quicker. It will also end CBPs current reliance on ports to pay 
for overtime costs. 

Buy America waivers. Allow Federal funds to be used towards purchase of cranes 
and other port equipment. This is currently subject to near-impossible Buy America 
waivers, even though the equipment hasn’t been made in the U.S. in decades. 

RESPONSE TO WRITTEN QUESTIONS SUBMITTED BY HON. AMY KLOBUCHAR TO 
CHRISTOPHER J. CONNOR 

Promoting Rural Exports. Over the last 20 years, Minnesota’s total agricultural 
exports grew by over 200 percent, making us the fourth largest agricultural export-
ing state in the country. To get exports to market, our farmers in Minnesota need 
to have access to efficient, workable, and timely rail service. I introduced legislation 
that would establish a Rural Export Center at the U.S. Commercial Service to pro-
vide support to rural businesses looking to export their products to new inter-
national markets. 

Question 1. Can you speak to how creating a center that helps rural businesses 
export their agricultural and forest products can help to spur economic growth? 

Answer. With only 5 percent of the world population, exports such as agricultural 
and forest products are essential to our Nation’s continued economic growth. There’s 
wisdom in the statement that ‘we can only sell so much to ourselves’. While U.S. 
goods are preferred by global consumers, they must be cost competitive. A key com-
ponent of what makes U.S. exports competitive in the global marketplace are the 
water transportation cost savings which requires getting goods to coastal ports safe-
ly and efficiently. Having a Center that can explain use of the supply chain will en-
courage participation through educating business leaders on the benefits of global 
marketing. Such a Center could encourage participation through explaining and as-
sisting with the processes required to pursue business globally. 

Multimodal Port Infrastructure. The Port of Duluth is the largest and busiest 
port on the Great Lakes and is a national leader for shipping. In 2017, a new inter-
modal terminal opened for Canadian National Railway and Duluth Cargo Connect 
to improve the flow of freight in and out of the Midwest. 

Question 2. How can investments in multi-modal port infrastructure help reduce 
delays and congestion, and the economic benefits for local economies? 

Answer. One of the major contributors to economic growth is safe and efficient 
freight delivery. This is true of imports and exports. Ports are keenly focused on 
safe and efficient freight movement and this requires a strong and resilient supply 
chain that includes ports, rail, roads, barge, and intermodal connectors. Also trucks 
and equipment, such as cranes. Much of the current supply chain issues are linked 
to decades of underinvestment, particularly at the Federal level. 

The current freight focused Federal investment programs have been a tremendous 
success with a great return on investment. AAPA views programs like the Port In-
frastructure Development Program (PIDP), Rebuilding American Infrastructure 
with Sustainability and Equity (RAISE) and Infrastructure for Rebuilding America 
(INFRA) as essential investments for 21st century freight movement. AAPA strongly 
supports increased funding both in annual appropriations and in infrastructure in-
vestment legislation. The opportunities for expanded truck lanes, additional inspec-
tion personnel and equipment, rail connectors to yards building unit trains, and at 
grade crossings, would have significant impact on the speed and efficiency of cargo 
movement. All these efforts contribute to reduced delays and congestion, both for 
freight movement and the commuting public. 

RESPONSE TO WRITTEN QUESTION SUBMITTED BY HON. DAN SULLIVAN TO 
CHRISTOPHER J. CONNOR 

Background. There was a lot of focus on disruptions to our supply chains at the 
beginning of the pandemic where we saw how our reliance on foreign sources for 
everything. From pharmaceutical ingredients and medical supplies to basic house-
hold items, the supply chain and foreign shipments were subject to disruptions 
largely outside of our control. Now, more than a year into this pandemic, our supply 
chains are still suffering—but not from a lack of goods. Our ports are experiencing 
significant increases in cargo volume as most sectors of the economy are returning 
to full strength. This has led to congestion at several bottlenecks across the Nation 
that is challenging our ability to meet cargo movement demands. Dozens of ships 
sitting are offshore waiting to get into ports to offload their goods. Imports and ex-
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ports are both delayed. This harms our economy, our global competiveness, and our 
national resilience. 

Question. For each of your sectors, can you briefly share what actions can be 
taken right now to provide immediate relief to the crippling congestion in our vital 
supply chains? 

Answer. Senator, thank you for that question. I will turn to the national picture 
in a moment; but I must tell an interesting story about the Port of Alaska first. 

The American Association of Port Authorities holds regular ‘surveillance’ members 
with its members in order to watch market trends and share best practices. You 
might imagine that the issue of congestion—which is a phenomenon all around the 
world and not just limited to America—has been one of the biggest topics we have 
been trying to address. 

I have to give a big shout out to Port of Alaska—in one of the recent calls, the 
Port gave a presentation about how it operates longer hours by necessity and with 
flexibility and therefore has avoided many of the bottleneck issues we see elsewhere 
around the world. The Port has no choice because Alaska is a ‘secondary’ port of 
call for many carriers, and so it must be ready at all times to take inbound vessels 
after they have stopped elsewhere. 

Nationally, the ports have been heroic and innovative in trying to fit the prover-
bial eleventh gallon through the ten-gallon bucket. In the face of certain spates of 
close-proximity workers getting sick, ports and terminal operators have used new 
work schedules and protocols. They have tried to hire up to meet the increased 
throughput, they have increased health and safety protocols for workers generally, 
they are using longer gate hours, and they are maximizing capacity and efficiency— 
some of the largest ports are operating at 98–99 percent capacity, which means they 
are truly stretching the limits of what is possible. Terminal operators have made 
allowances where appropriate for ‘free time’ where cargo owners are not charged 
‘overages’ if disruptions outside their control make it impossible to pick up or return 
boxes. Some of the overflow of ships simply find less-crowded ports, or big container 
ships will, where possible, re-order their port calls. 

Congress has a generational opportunity to help invest in port and transportation 
infrastructure to meet persistently growing international trade and the U.S. ports’ 
ability to handle more and faster throughput—yes, partly driven by the much- 
talked-about rise in ecommerce; and to handle the larger means of trade such as 
larger container vessels and the next generation of cargo moving equipment. We re-
spectfully call on Congress to make these investments in our ports, which are lit-
erally the gateways to our economy. 

RESPONSE TO WRITTEN QUESTIONS SUBMITTED BY HON. MARIA CANTWELL TO 
CHRIS SPEAR 

Railroad Crossings. There are at least 50 railroad crossings in the State of 
Washington that are each blocked by trains for an average of two hours every day. 
Eliminating each of these crossings would cost an average of $30 million, while 
some projects like the Lander Street project in Seattle can cost over $100 million. 
Many cities and towns do not have the funds needed to undertake these projects, 
and Federal programs are not currently meeting the needs of communities across 
the Nation. That is why I introduced the Railroad Crossing Elimination Act with 
Senator Blunt, which would provide dedicated funding to help address desperately 
needed grade separation projects across the country. 

Question 1. How will the funding included in the Railroad Crossing Elimination 
Act impact your ability to deliver goods across the country? 

Answer. First and foremost, I would like to offer ATA’s full support and endorse-
ment of your and Senator Blunt’s important legislation, the Railroad Crossing 
Elimination Act. As you well know, train passage through at-grade crossings can 
block traffic for hours at a time, and is one of the leading causes of rail-related fa-
talities. Your legislation would go a long way in eliminating these intersections, 
greatly improving safety on our Nation’s roadways. 

With respect to the implications for the trucking industry’s ability to deliver 
freight, the Railroad Crossing Elimination Act would take significant steps in im-
proving the industry’s productivity and efficiency. Each minute that a truck is 
forced to sit at a railroad grade crossing adds $1.09 to the cost of that truck’s oper-
ation. Given that there are over 200,000 grade crossings that regularly interrupt de-
liveries, the legislation would save the trucking industry and consumers significant 
costs. 
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Megaprojects. Large infrastructure interchanges are critical to keeping goods 
and our economy moving across the country. The I–5 Bridge in Vancouver, Wash-
ington across the Columbia River is a prime example. The bridge, which includes 
a span that is more than 100 years old, carries 135,000 vehicles and 110 million 
dollars in freight traffic each day. Other examples include the I–70 Highway in Mis-
souri, which carries 100 million tons of freight annually, and the I–10 Highway in 
Louisiana, which carries over 160,000 vehicles per day. These infrastructure projects 
are critical for keeping commerce and goods moving not just regionally, but across 
the country and around the world. However, like many megaprojects across the 
country, these interchanges were not built to handle the level of traffic they see 
today and are in need of repair. In fact all three of those interchanges are on the 
top 100 most bottlenecked areas in the country. 

Question 2. What would it mean for freight transportation if those three bottle-
necks were repaired or improved to accommodate increased freight and trade move-
ment? 

Answer. The American Transportation Research Institute (ATRI) ranks the Na-
tion’s top 100 bottlenecks annually, and the 3 bottlenecks you mentioned were iden-
tified as being particularly problematic in terms of congestion. The 1–5 bottleneck 
in Vancouver, WA is ranked #23, the bottleneck along 1–70 in Missouri is ranked 
#54, and the I–10 bottleneck in Louisiana is ranked #18. The identified bottlenecks 
are key segments in major freight routes that serve both regional and national 
needs. The congestion experienced by trucks at the 3 identified bottlenecks, as well 
as the other 97 bottlenecks identified in the ATRI report, substantially increase the 
cost of moving freight. These costs are borne, in part, by consumers, who pay a high-
er price for retail goods, and by businesses, who are trying to compete in a global 
economy. In addition, freight bottlenecks are a major cause of mobile-source emis-
sions. For these reasons ATA has recommended that $5 billion per year should be 
set aside in a surface transportation bill to target improvements at major highway 
freight bottlenecks. 

Freight Congestion. Freight congestion has real economic impacts for consumers 
and businesses. Nationally, truck congestion increases business operating costs by 
about $74.5 billion annually. In my home state of Washington, a 20 percent increase 
in truck congestion could cost freight-dependent businesses $14 billion. But it’s not 
just freight bottlenecks that can increasing shipping costs. Significant disruptions 
to the supply chain, like the blockage of the Suez Canal and ongoing container 
shortages, can also lead to a significant increase in the price of moving freight— 
costs that are passed on to manufacturers and consumers. 

Question 3. What Federal policy or investment priorities would help prepare you 
to accommodate increased freight movement and to avoid congestion on our high-
ways? 

Answer. First and foremost, a long-term, dedicated, user-based revenue source 
that is sufficient to address highway maintenance and capacity needs is essential. 
Second, a portion of this revenue should be dedicated to address major highway 
freight bottlenecks. In addition, environmental review requirements for highway 
projects, which take, on average, seven years to complete, must be reformed. The 
highway reauthorization legislation recently passed by the Senate EPW Committee 
includes several of these reforms, including codification of One Federal Decision. In 
addition, as Congress pursues policies to reduce greenhouse gas emissions, we urge 
this Committee to ensure that such policies do not further restrict states’ abilities 
to increase highway capacity, as such restrictions will result in additional congestion 
and the unintended release of GHGs. These include restrictions on the use of fed-
eral-aid money to increase highway capacity, decreasing the share of Highway Trust 
Fund revenue that is dedicated to highways and increasing eligibility for non-high-
way projects. 

RESPONSE TO WRITTEN QUESTIONS SUBMITTED BY HON. AMY KLOBUCHAR TO 
CHRIS SPEAR 

Infrastructure. In order to meet the demands of our 21st-century economy, in-
cluding getting goods to market, we must invest in a 21st-century infrastructure 
network. In your testimony, you note that 80 percent of American communities rely 
on trucking for delivery of goods. 

Question 1. Can you speak to the importance of direct Federal investment in our 
Nation’s transportation infrastructure, particularly our multimodal freight system? 

Answer. The Federal government has played an historic role in building the Na-
tion’s transportation infrastructure, whether it was construction of the canal system, 
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the transcontinental railroad or the Interstate Highway System. This role is critical 
because an interstate transportation system must serve the needs of all Americans, 
and these systems cannot function properly if they stop at state borders. Moreover, 
states should not be saddled with the cost of building or maintaining infrastructure 
that all Americans benefit from. Without Federal involvement, state and local trans-
portation agencies’ investment and planning decisions would be too parochial to ac-
count for the impacts of those decisions on the movement of freight beyond their 
borders. For example, Interstate 35 in Iowa carries a large number amount of grain 
and livestock from southern Minnesota farms to Iowa processing facilities and to 
Mississippi River barges for international export. Without Federal funding, it is un-
likely that the transportation infrastructure that allows these Minnesota farms to 
prosper would have ever been built. Continued Federal involvement is necessary to 
ensure that the infrastructure is adequately maintained. 

Question 2. Can you speak to the importance of these investments for rural com-
munities? 

Answer. Agriculture is the economic bulwark of rural economies. In turn, agri-
culture is largely dependent on the trucking industry for moving raw product to 
processing plants and finished goods to consumers. Trucks move 69 percent of the 
value of agricultural commodities, and almost every agricultural shipment includes 
at least one truck move. Agriculture is an internationally traded commodity, and the 
highway system is key to the success of America’s agricultural sector and its ability 
to compete globally. An efficient transportation system has always allowed U.S. 
farmers to maintain their competitive edge, even as their competitors enjoy a land 
and labor cost advantage. However, our deteriorating highway infrastructure at 
home pales in comparison to the transportation improvements pursued by global 
competitors, and the disadvantage threatens U.S. farm income. Because rural road-
way systems tend to be less dense than urban systems, any disruption can have 
major impacts. For example, when bridges are closed or load-posted, trucks are 
forced to add many miles to their trips, adding significant cost and time to the trip. 
Furthermore, goods that are shipped through ports to international destinations 
often get hung up in urban traffic, adding additional cost and time in transit to 
those shipments. 

Meanwhile, other countries are improving their transportation systems to better 
compete with U.S. producers. For example, in 2013 Brazil took over the U.S.’s pre-
eminent role as the largest exporter of soybeans, in part due to its highway and rail-
way investments. If we fall further behind, American farmers will lose income and 
market share, and rural communities will suffer the consequences. 

RESPONSE TO WRITTEN QUESTIONS SUBMITTED BY HON. RAPHAEL WARNOCK TO 
CHRIS SPEAR 

Speed Limiters. According to the Institute for Safer Trucking, urban fatal truck 
crashes have increased by 100 percent from 2009 to 2019 in Georgia. From 2009 
to 2019, 82 percent of trucks involved in fatal crashes were class 7 or 8 trucks, 
which weigh over 26,000 pounds. Speed limiters, which are already standard on 
most heavy trucks, are proven effective at preventing high-speed fatal crashes like 
the one that tragically took the life of Georgia native Cullum Owings in 2002. Over 
the past few years, motor carriers have begun adopting automated emergency brak-
ing and adaptive cruise control on most purchased and leased vehicles, and the inte-
gration of these devices with speed governing technology is showing enormous prom-
ise for transportation safety. 

Question 1. How would requiring the use of speed limiters, especially on commer-
cial motor vehicles without other advanced safety technologies, impact the safety of 
all road users? 

Answer. We agree that equipping commercial motor vehicles with speed limiters— 
especially used in combination with other advanced safety features such as Auto-
matic Emergency Braking and Adaptive Cruise Control—can positively improve 
road safety. In 2016, when DOT initially published a proposed rulemaking con-
cerning speed limiters, ATA and many motor carriers shared concerns about the ef-
ficacy of such a one-size-fits-all solution. Foremost among ATA’s concerns were the 
possible unintended consequences of limiting commercial drivers to one universal 
speed limit despite the varying limits set for passenger vehicles on interstate and 
secondary roads. ATA was also unsure of how a rule would adapt to the rapid evo-
lution of vehicle safety technologies. Since then, technological advancements have 
increasingly enabled motor carriers to adopt proven technologies, prompting ATA to 
support new and safer approaches to speed management. As you rightly point out, 
automated emergency braking and adaptive cruise control on purchased and leased 
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vehicles show tremendous promise for transportation safety. The growing consensus 
around the benefits of these proven safety technologies has not only driven ATA to 
update its decade-old policies to reflect the current operating environment, but has 
also led Congress to reconsider its stance on legislation directing CMV speed govern-
ance. This year, ATA and Road Safe America—the nonprofit organization led by 
Cullum’s father, Steve—partnered in supporting the Cullum Owings Large Truck 
Safe Operating Speed Act, which requires speed-limiting devices on commercial 
motor vehicles over 26,000 pounds and promotes incentives to encourage adoption 
of newer technologies. This legislation, which reflects ATA’s updated safety policy 
on speed governance, calls for speed limits of 70 mph for trucks equipped with Auto-
matic Emergency Braking and Adaptive Cruise Control. If a truck does not have 
these technologies, the legislation sets a maximum speed of 65 mph, incentivizing 
fleets to adopt safety technologies. Furthermore, given the constant emergence of 
new safety technologies, this legislation calls for a recurring 5-year review of any 
speed limiting regulations to make sure that these regulations are most impactful 
with currently-deployed technologies. 

Question 2. What other benefits are there for requiring speed limiters especially 
in heavy trucks that don’t have other advanced safety technology? 

Answer. ATA’s updated policies are inclusive of speed limiters for trucks with and 
without safety technologies, and we believe any future legislation or rulemaking 
should account for both scenarios. Fleets that utilize Automatic Emergency Braking 
and Adaptive Cruise Control would be afforded a maximum of 70 mph, and fleets 
that do not have these added safety technologies would be limited to 65 mph. This 
differential may incentivize a fleet to equip vehicles with safety technologies beyond 
speed limiters. ATA’s safety policy on speed governance and the Cullum Owings 
Large Truck Safe Operating Speed Act both reflect the proven benefits of safety 
technologies that mitigate these concerns and the decades-long process to reach in-
dustry and stakeholder consensus on this issue. 

RESPONSE TO WRITTEN QUESTION SUBMITTED BY HON. DAN SULLIVAN TO 
CHRIS SPEAR 

Background. There was a lot of focus on disruptions to our supply chains at the 
beginning of the pandemic where we saw how our reliance on foreign sources for 
everything. From pharmaceutical ingredients and medical supplies to basic house-
hold items, the supply chain and foreign shipments were subject to disruptions 
largely outside of our control. Now, more than a year into this pandemic, our supply 
chains are still suffering—but not from a lack of goods. Our ports are experiencing 
significant increases in cargo volume as most sectors of the economy are returning 
to full strength. This has led to congestion at several bottlenecks across the Nation 
that is challenging our ability to meet cargo movement demands. Dozens of ships 
sitting are offshore waiting to get into ports to offload their goods. Imports and ex-
ports are both delayed. This harms our economy, our global competiveness, and our 
national resilience. 

Question. For each of your sectors, can you briefly share what actions can be 
taken right now to provide immediate relief to the crippling congestion in our vital 
supply chains? 

Answer. Highway congestion adds nearly $75 billion to the cost of freight trans-
portation each year. In 2016, truck drivers sat in traffic for nearly 1.2 billion hours, 
equivalent to more than 425,000 drivers sitting idle for a year. A disproportionate 
share of these impacts are caused by bottlenecks, primarily on the Interstate High-
way System. For example, a single bottleneck on I–10 in the Los Angeles area 
caused trucks to be delayed more than 217,000 hours in 2019, adding over $164 mil-
lion to the cost of moving freight. Many of these bottlenecks will require significant 
investment, and many states do not have sufficient resources to address them. Fur-
thermore, their benefits often extend well beyond state borders, with freight moving 
through these bottlenecks to and from locations nationwide, in addition to serving 
international markets. Therefore Congress should set aside funds to address major 
highway bottlenecks, refrain from imposing limits on states’ ability to expand high-
way capacity and streamline the NEPA process, which unnecessarily delays projects 
and increases their costs. 

Furthermore, the extraordinary volume of imported freight we are seeing come 
through our Nation’s ports is creating extreme challenges to a struggling supply 
chain. While our ports are having trouble accommodating the unprecedented num-
bers, the volume has also overwhelmed inland intermodal hubs in places like Chi-
cago, Dallas and Memphis. Though it is certainly true that the pandemic has cre-
ated its own challenges, many of the issues we are seeing are not new and have 
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been present for years. Motor carriers in particular face a unique set of challenges 
that are the result of long-term inequities and the fact that many parties in the sup-
ply chain actually see economic benefit from inefficiencies. In today’s environment, 
this is particularly true of foreign-owned ocean carriers who are making record prof-
its and appear to have little incentive to work with other parties and provide the 
access to information that is needed to ensure the efficient movement of containers. 
This means that truckers face a host of challenges every day that often require 
them to make multiple trips to different locations in order to find the right chassis, 
drop off empty containers and pick up loaded ones. The time and cost associated 
with these additional moves are significant and are eventually passed on to Amer-
ican consumers as are the skyrocketing detention and demurrage charges that re-
sult from the inability to operate efficiently. Focusing all parties in the supply chain 
on the data sharing that will provide the long-term visibility needed to properly allo-
cate equipment where and when it is needed is critical and long overdue. 

Æ 
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