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SUMMARY 

The p u r p o s e of this study is to d e t e r m i n e the part 

played b y trucks in the overall u r b a n c o n g e s t i o n p r o b l e m , 

to analyze and eva l u a t e the ef f e c t i v e n e s s of the me a s u r e s 

employed to alleviate this c o n g e s t i o n , and to m a k e r e c o m m e n d a ­

tions for a com p r e h e n s i v e p r o g r a m to alleviate traffic p r o b ­

lems r e s u l t i n g from true]-: o p e r a t i o n s . 

T h e m e t h o d s u t i l i z e d in as s e m b l i n g data for this 

thesis Include a study of the available l i t e r a t u r e , direct 

c o r r e s p o n d e n c e w i t h a p p l i c a b l e n a t i o n a l agencies and o r g a n i ­

z a t i o n s , and p e r s o n a l interviews w i t h o f f i c i a l s of public 

agencies and truck operators in the A t l a n t a , G e o r g i a , area* 

D i f f e r e n t types of truck o p e r a t i o n s have v a r y i n g effects 

on traffic m o v e m e n t s . These include trucks m o v i n g in traffic 

s t r e a m s , l o a d i n g or u n l o a d i n g at the curb, m a n e u v e r i n g on 

the street, parked or stored on the street, and operatin; 

in terminal a r e a s . E a c h of these o p e r a t i o n s is disc u s s e d 

and evaluated from the standpoint of its re l a t i v e c o n g e s t i n g 

e f f e c t s . The losses to truck o p e r a t o r s and to the g e n e r a l 

p u b l i c r e s u l t i n g from traffic c o n g e s t i o n are also d i s c u s s e d . 

T h e o u t s t a n d i n g characteristic of the m e a s u r e s design­

ed to alleviate c o n g e s t i o n resulting from truck o p e r a t i o n s 

is their great d i v e r s i t y . T h e s e m e a s u r e s include curb 

l o a d i n g z o n e s , off-street l o a d i n g and u n l o a d i n g f a c i l i t i e s , 

improved t e r m i n a l f a c i l i t i e s , consolidated t e r m i n a l s , 
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t e r m i n a l d i s t r i c t s , truck r o u t e s , l i m i t a t i o n of truck sizes 

in c e n t r a l a r e a s , r e g u l a t i o n of loading and u n l o a d i n g h o u r s , 

c o n s o l i d a t e d p i c k u p s and d e l i v e r i e s , scheduled pickups and 

d e l i v e r i e s , night l o a d i n g one. U n l o a d i n g o p e r a t i o n s , better 

u t i l i z a t i o n of a l l e y s , t r u c k p a r k i n g l o t s , and p r o h i b i t i o n 

of angle p a r k i n g by t r u c k s . E a c h of these m e a s u r e s is 

evaluated on the basis of its e f f e c t i v e n e s s in elleviatin.., 

traffic p r o b l e m s r e s u l t i n g f r o m truck o p e r a t i o n s , and Its 

a d v a n t a g e s and d i s a d v a n t a g e s cited. A n o v e r a l l e v a l u a t i o n 

of all of these m e a s u r e s is also Included, 

T h e r e s u l t s of this study revealed that the m a j o r 

d e f i c i e n c i e s of most of the present c o n g e s t i o n a l l e v i a t i o n 

p r o g r a m s are the l a c k of a single agency In each city charged 

w i t h the o v e r a l l a d m i n i s t r a t i o n of the traffic p r o g r a m and 

the p a l l i a t i v e r a t h e r than p r e v e n t i v e n a t u r e of the m a j o r i t y 

of the m e a s u r e s u t i l i z e d . Many cities h a v e designated r e ­

s p o n s i b i l i t y for v a r i o u s p h a s e s of their traffic p r o g r a m s to 

a number of different agencies and d e p a r t m e n t s , w i t h the 

result that there Is no coordinated and e f f e c t i v e l e a d e r s h i p . 

In a d d i t i o n , most of the present m e a s u r e s a l l e v i a t e e x i s t i n g 

c o n g e s t i o n , but very few of them are d e s i g n e d to p r e v e n t 

future traffic p r o b l e m s from a r i s i n g . 

B a s e d on the f i n d i n g s of this study, r e c o m m e n d a t i o n s 

are m a d e for the e s t a b l i s h m e n t of a d e q u a t e p r o g r a m s of city 

p l a n n i n g and traffic e n g i n e e r i n g as the best m e t h o d of a c h i e v ­

ing an e f f e c t i v e and l a s t i n g solution to tne truck traffic 



congestion problem. The city planning program, through 8 

future land-use plan, major street plan, and effective zon­

ing regulations, should .guide the growth of the city in such 

a manner that future traffic deficiencies are eliminated. 

The traffic engineering agency should formulate and carry 

out a comprehensive program for the alleviation of existing 

traffic problems, A joint attack by the city planning 

agency and the traffic enginnerlng agency working in close 

cooperation appears to be the best method for achieving an 

effective truck congestion alleviation program. 



CHAPTER I 

INTRODUCTION 

Traffic c o n g e s t i o n Is g e n e r a l l y r e c o g n i z e d as one ox' 

the most c r i t i c a l p r o b l e m s f e e i n g m o d e r n c i t i e s . U r b a n 

s t r e e t s , w h i c h c o n s t i t u t e only o n e - t e n t h of the n a t i o n ' s 

total road and street m i l e a g e , m u s t carry o n e - h a l f of the 

n a t i o n ' s total traffic volume," 1" At the p r e s e n t rate of i n ­

c r e a s e , It is estimated that today's a p p r o x i m a t e l y 6 0 , 0 0 0 , 0 0 0 

v e h i c l e s w i l l increase to from 33,000,000 to 1 0 0 , 0 0 0 , 0 0 0 w i t h i n 

25 y e a r s . " C i t i e s face a t r e m e n d o u s task not only In a l l e v i a t ­

ing e x i s t i n g c o n g e s t i o n , but also in preparing for the far 

greater traffic volumes yet to c o m e . 

T r u c k s c o n s t i t u t e a very Important element in u r b a n 

traffic m o v e m e n t s . Trucks numbered 1 0 , 1 2 3 , 0 0 0 or 16 .5 P er 

cent of all vehicles r e g i s t e r e d in 1955.3 H o w e v e r , studies 

h a v e shown that they m a k e u p a far h i g h e r p e r c e n t a g e of the 

total vehicles In city traffic s t r e a m s . In a d d i t i o n , their 

size and o p e r a t i n g c h a r a c t e r i s t i c s are such that their traffic 

c o n g e s t i n g effects are m u c h greater than those of other types 

D . Grant M i c k l e , ''The C h a n g i n g Pic tin? e in H i g h w a y 
Traffic," C i v i l E n g i n e e r i n g , 22 (September, 1952), p.""95. 

^Chamber of C o m m e r c e of the United S t a t e s , How to Speed 
C i t y T r a f f i c , I n f o r m a t i o n B u l l e t i n N o . 39, Prepared b y the T r a n s ­
p o r t a t i o n -°nd C o m m u n i c a t i o n D e p a r t m e n t ( W a s h i n g t o n , , P- 3. 

^ A u t o m o b i l e M a n u f a c t u r e r s A s s o c i a t i o n , Motor T r u c k Facts 
(1955 ed.; D e t r o i t , 1955), p. 20. 
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of vehicles. Any solution to the overall urban congestion 

problem will depend to a great extent upon the full recognition 

and adequate treatment of truck traffic. 

Purpose of the study.-- This study attempts to determine the 

ways in which trucks contribute to city traffic problems. In 

addition, the measures presently employed or proposed for 

alleviating the congestion caused by trucks are discussed and 

evaluated. The results of this research are utilized to pre­

pare general recommendations for a comprehensive program for 

controlling truck traffic in urban areas. It is hoped that 

this study will be of benefit not only to cities, but also to 

truck operators, who suffer heavy losses as a result of traffic 

delays. 

Research methods employed.— The following research methods 

were utilized in preparing this study: 

1. An extensive search was made of the available 

literature. 

2 . Interviews were secured with motor carrier officials, 

private truck operators, and officials of public agencies in 

the Atlanta area. 

3 . Direct correspondence was carried on with national 

organizations of truck operators and other agencies and organ­

izations . 

The available literature.-- There is a considerable body of 

literature on the problem of traffic congestion caused by trucks. 

Much of the material treats only one phase of the problem or one 



method of alleviation. Other publications are concerned with 

the overall urban traffic situation and Include limited dis­

cussions of the effects of trucks on traffic movements. Some 

of the most comprehensive studies found were those dealing 

with truck operations in individual cities. No overall treat­

ment of the part played by trucks in the urban congestion 

problem of the type and scope attempted in this study was 

found in the literature searched. 



CHAPTER II 

TRUCKS k N D T R U C K O P E R A T O R S 

B e g i n n i n g w i t h their first separate r e g i s t r a t i o n of 

700 u n i t s in 190l\.,h- the number of trucks in o p e r a t i o n in this 

c o u n t r y h n s Increased to over 10,000,000 t o d a y . Prior to 

World W a r I, they increased in number slowly a n: wer gener­

ally U n i t e d to local o p e r a t i o n s . This -was due to a lack of 

adequate r u r a l r o a d s as well as their own m e c h a n i c a l l i m i t a ­

t i o n s . World War I gave the motor truck its r e a l start. This 

was a result of their extensive use by the m i l i t a r y forces and 

of the scute railroad c o n g e s t i o n w h i c h made it n e c e s s a r y for 

trucks to begin long, d i s t a n c e h a u l i n g of f r e i g h t . T r u c k in­

creased r a p i d l y f o l l o w i n g the w a r , and t e c h n o l o g i c a l i m p r o v e ­

m e n t s such as better l i g h t s , air b r a k e s , Improved t r a i l e r s , 

dusl w h e e l s , b e t t e r e n g i n e s , pnd p n e u m a t i c tires resulted in 

gr e a t l y Improved and m o r e efficient u n i t s . The economic d e ­

p r e s s i o n of the 1930's created c o n d i t i o n s f a v o r a b l e to truck 

o p e r a t o r s since their r a t e s were cheaper than railroad r a t e s 

for l e s s - t h e n - c e r l o e d s h i p m e n t s . World W a r II and the K o r e a n 

war also gave great b o o s t s to truck o p e r a t i o n s just as had 

World War I. 

T h e N a t i o n a l D e f e n s e T r a n s p o r t a 1 1 o n Journal est!mrtes 

[!-Uni ted States D e p a r t m e n t of C o m m e r c e , A Factual D i s ­
c u s s i o n of M o t o r t r u c k O p e r a t i o n , R e g u l a t i o n , and T a x a t i o n , 
Prepared by the B u r e a u of Public R o a d s (Washington: United 
S t a t e s G o v e r n m e n t P r i n t i n g O f f i c e , 1951), p . k» 



that twelve million trucks will be in operation by I960 which 
is 16.6 per cent more than the number presently in operation. 
The same source revealed that both ton-mileage and operating 
revenues of trucks in 1955 showed a ll± per cent increase over 
19$k, and 1956 is expected to show an even greater increase 
over 1955.^ 

There are a number or present trends in the design and 
operating characteristics of motor trucks that seem likely to 
continue for some time in the future. These trends include: 

1. The percentages of light trucks (less than 9,000 
pounds) and heavy trucks (16,000 pounds and over) are increas­
ing, and the percentage of medium weight trucks Is decreasing. 
The percentage of medium weight trucks produced in 195^ was 
less than one-half the percentage produced in T9lit>. • 

2. The percentage of diesel-powered trucks is Increas­
ing. Diesel-powered trucks in operation Increased 15.1 per 
cent between 1952 and 195U.7 

3. The percentage of multi-unit or combination vehicles 
is increasing, and the percentage of large single-un.it vehicles 
is decreasing.^ 

ii. Truck manufacturers are making increased use of 

^"Twelve Million Trucks by I960," National Defense 
Transportation Journal, (March-Apr11, 1956), p. 32. 

^Automobile Manufacturers Association, op. cit., p. 5. 

?Ibid., p. 35. 

^United States Department of Commerce, op, cit., p. 9. 

http://single-un.it


lighter construction materials to keep within weight limits, 

reduce operating costs, and increase payloeds. 

5. The use of cab-over-engine type trucks is increas­

ing especially in urban areas due to their shorter length and 

their greater capacity, visibility, and maneuverability. 

6 . The number of different types and models of trucks 

produced is increasing so that there will be a specially design­

ed truck available for almost every type of operation. 

7. More compact, efficient, and powerful truck engines 

are being produced. 

To summarize, the overall trend in truck design for the 

immediate future appears to be toward Increasing specializa­

tion of models and types, increasing size, and greater operat­

ing efficiency and economy. 

Advantages of motor truck transportation.-- The motor truck 

has attained its present position in the transportation field 

because It offers certain inherent advantages in comparison 

to its competing forms of transportation. In addition, all 

competing forms of transportation depend upon trucks at some 

stage in their transportation process. The major advantages 

of motor truck transportation are as follows: 

1. Small shipments can be handled economically on a 

door-to-door delivery basis, 

2. Service is fast, which is especially important for 

perishable goods, 

3. Less handling is required, which results in less 



crating and peeking and less damage and loss of freight. 

Trucks are available in many types and designs to 

meet the needs of all types of operators. 

5 . Trucks can go to any location that is served by 

roads. 

Charles A. Taff In his Commercial Motor TransportgtIon 

summarizes the advantages of motor truck transportation as 

speed, economy, reliability, and convenience.9 

Many businesses and Industries as well as entire urban 

communities are completely dependent upon motor trucks for 

delivery and shipment of all their freight requirements. It 

does not appear likely that the distribution service provid­

ed by the motor truck will be seriously challenged by any 

other form of transportation In the forseeable future. Cities 

and communities should anticipate that they will be living 

with the motor truck from now on and make their future plans 

accordingly. 

The major groups of truck operators.-- The 10,128,000 trucks in 

use in this country at the present time are made up of the trucks 

ox^ned or operated by a number of major groups. Those owned and 

operated by public agencies at all levels of government are 

estimated to number i|i|0,000.-'-(^ An estimated 13 per cent of 

the 9,688,000 privately owned and operated trucks are 

^Charles A. Taff, Commercial Motor transportation 
(Chicago: Richard D. Irwin, Inc., 1950), p. 9. 

1 0Automobile Manufacturers Association, op. cit. , p. 20. 
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operated on a for-hlre basis, and the remaining 87 per cent 
ere operated Tor strictly private use.^ It is estimated 
that 35 per cent of all privately owned trucks are farm trucks 
used directly in the production end marketing of agricultural 
products.^^ The construction Industry uses another estimated 
10 per cent of all privately owned trucks,13 The remaining 
\\2 per cent ere used by other businesses and industries. 
These include the store delivery trucks, laundry trucks, 
service trucks, public utility trucks, arid the vast number 
of other special purpose trucks used in private production, 
distribution, end marketing functions and in semi-public 
uses. The largest truck fleets in existence are found in this 
group. An example is the huge fleet of 51*950 trucks operated 
by the American Telephone and Telegraph Company.-*--!- As of 
January, 1955- there were 26,6b7 fleets of trucks in the 
country with more than 12 trucks per fleet which made up a 

1^-National Highway Users Conference, The Highway Trans­
portation Story. . . In Facts (2d ed.; Washington, 1954J > P* 

^-^Jeen Lebatut and Wheaton J, Lane (eds. ), Highways in 
Our National Life, A Symposium (Princeton, New Jersey: 
Princeton University Press, 1950), pp. 252-233. 

-^United States Department of Commerce, Domestic Trans­
portation, An Evaluation of Motor Truck Transportation, Pre-
pared by the Office of Domestic Commerce (Washington: United 
States Government Printing Office, 19l|d), p. 25. 

tomobile Manufacturers Association, op. c it. , p. 
51. 
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total of 1,806,000 vehicles or 18.7 per cent of all private-
l : t 3 

ly owned and operated trucks. - However, more than half of 

the total number of privately owned trucks are owned by indi-

vlduals or firms that own only one truck. 

The trucking industry.-- The trucking Industry is made up of 

the 13 per cent of all privately owned and operated trucks 

that are operated on a for-hire basis. Long distance truck­

ing, which had its origin during World War I, marked the be­

ginning of the great growth and development of the for-hlre 

motor carrier service or the trucking industry. However, the 

great majority of for-hire trucks is still used in local rath­

er than long distance service. 1^ From its beginning,the 

trucking industry has been characterized by the small opera­

tor. It remains so today in spite of a trend toward consolid­

ation and larger carriers. 

The Motor Carrier Act passed by Congress in 1935? also 

designated as Part I I o f The I n t e r s t a t e Commerce A c t , placed 

interstate for-hlre carriers of passengers and freight under 

the control of the Interstate Commerce Commission. For pur­

poses of regulation, the Interstate Commerce Commission classi­

fies for-hire carriers as common carriers, contract carriers, 

^ I b i d . , p. 33. 

Where Lo Trucks Go From Here?" Business Week 
(November 22, 1952), p. 70 

^ H a r o l d Barger, The Transportation Industrles^l689-
I9I4.6 (New York: National Bureau of Economic Kesearch~7 inc. 
195T), P. 225. 



and exempt carriers. The common carriers are those for-hire 

carriers that transport general freight on regular schedules 

and at definite published rates for the public at large. 

Common carriers operate under a "certificate of public con­

venience and necessity" issued by the Commission. The con­

tract carriers, who offer a more specialized service t h a n the 

common carriers, operate under a permit issued by t h e Com­

mission. They make written or oral agreements with particu­

lar shippers and have more flexibility in rates than the 

common carriers. Some contract carriers operate special 

equipment for hauling heavy and bulky objects, and others 

limit their operations to particular types of cargo such as 

petroleum, automobiles, and refrigerated products. Contract 

carriers in general are not as closely regulated as common 

carriers. The exempt carriers, which are made up largely of 

for-hlre carriers that transport agricultural commodities, 

a r e subject only t o the I n t e r s t a t e Commerce C o m m i s s i o n ' s s a f e ­

ty regulations. There a r e twice as many exempt carriers as 
18 

there are common and contract carriers combined. For-hire 

carriers whose revenues amount to ^200,000 or more a year are 

classified by the Interstate Commerce Commission as Class I 

Carriers and are more closely regulated than other for-hire 

carriers. In addition to the Interstate Commerce Commission 

regulations, each state makes its own regulations concerning 

"Where Do Trucks Go From Here?" p. 7I; . 



such matters as truck sizes, weights, lengths, and number of 
axle s. 

Trucks of the for-hire motor carriers play a much 
larger part in the urban congestion problem than their number 
would indicate. These trucks are generally on the move, a n d 

they make up a large part of the total truck mileage accumu­
lated, especially In urban areas. Local pickup and delivery 
trucks operated by the for-hire carriers are generally on the 
streets throughout the business day. In addition, these 
carriers operate most of the large combination units, and 
many of these large trucks are used in local pickup and 
delivery service as well as in freight Interchange between 
terminals. The average load of a for-hlre truck is almost 
twice that of other privately operated trucks.-^ 

-Barger, op. cit. , p . 232. 



CHAPTER III 

TRUCKS AS A FACTOR IN URBAN CONGESTION 

Trucks were not a major factor in early automotive 

traffic congestion due to the fact that until recent times 

they made up only a smell percentage of the total number of 

motor vehicles. In addition, the early trucks created far 

less congestion than the horse-drawn vehicles they replaced 

since their speeds were much closer to the speeds of the 

passenger vehicle traffic flows. For this reason, the motor 

truck was looked upon as a congestion alleviating factor in 

its early days. In 1930, R, H, Whitten, writing in The Amer­

ican City, had the following to say about the motor truck: 

While the private passenger automobile increases 
the burden on the street per passenger as compared 
with the street car, the motor truck tends to re­
duce the street burden per ton of goods as compared 
with the horse-drawn vehicle. This is chiefly due 
to the greater capacity, speed, reserve power and 
facility of movement of the motor truck. The substi­
tution of the motor truck for the horse truck and de-

p r \ 

livery wagon means a very great relief to congestion.- u 

In spite of the vast superiority of the motor truck 

over the vehicles it replaced, it soon became an important fac­

tor in the urban congestion problem. This can be attributed 

In part to the constant increase in the number and size of 

trucks. In addition, the overall congestion problem received 

more and more attention as time went by because of the increase 

2 0 R . H. Whitten, "Unchoking Our Congested Streets," 
The American City, 23 (October, 1920), p. 352. 
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in vehicles of all types. The congesting effects of trucks 

vary directly with the number of trucks In operation as well 

as with the total number of vehicles of all types in operation. 

When both trucks and total vehicles Increase rapidly, the truck 

congesting factor Is increased at a much greater rate than the 

simple Increase in the number of trucks would Imply. 

While trucks have long been recognized as an important 

factor In traffic congestion in some areas, they still do not 

receive the attention they deserve in much urban traffic plan­

ning. No doubt officials are misled by the relatively small 

percentage of trucks in total vehicle registrations. Traffic 

studies show that the actual percentages of trucks in urban 

traffic streams are much higher than the percentage of trucks 

in total vehicle registrations. Traffic counts in Milwaukee 

revealed that trucks accounted for 2\\ per cent of all trips 

made in the entire Milwaukee ares although they made up only 
21 

11 per cent of total vehicle registrations. 

Congestion caused by trucks in motion.-- An idea of the mag­

nitude of the truck traffic volumes existing today in urban 

areas is furnished by the statement of William R. McConochle 

In the Traffic Quarterly that the average city street carries 

35 to i|5 per cent commercial traffic. Comparing trucks and 

passenger vehicles, he stated: "Considering the relative 

operating costs of the two types of vehicles, truck traffic 

2 1 W I l l i a m R. McConochie, "Trucks, Traffic and Termin­
als," Traffic Quarterly, 3 (October, 191+9) * p. 330-331-



Ik 
now predominates in many cases in the economics of urban 
traffic problems."^ If the average city street carries 35 
to l\5 per cent commercial traffic, individual streets range 
all the way from little or no bruol trf sflc to almost 100 

per cent truck traffic In certain Industrial and warehouse 
area s. 

A very large percen^pre of the total truck traffic 
volume of a city Is usually concentrated In the already con­
gested central area of the city. As a result of the heavier 
overall traffic volumes in the central area as well °s the 
often very narrow streets in that area, the congesting effect 
of truck traffic In the central area of the city is generally 
much greater than It would be for the same volume of truck 
traffic In outlying areas of the city. 

As a result of the many factors that must be taken Into 
consideration such as street widths, number of lanes, overall 
traffic volumes, number of turns, frequency of intersections, 
and grades, it is difficult to make a definite and exact eval­
uation of the congesting effect of trucks moving in the regular 
traffic stream. The size of the commercial vehicles is of 
great importance in determining their congesting effect. 
Trucks range in size from the smallest delivery vehicles which 
take up no more space than the average passenger car up to the 
largest tractor-trailer units which may require more street 

^Loc , cit. 
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space than several passenger cars. For this reason, studies 

of the percentages of commercial traffic in the traffic stream 

may be misleading as far as the congesting effect is concerned 

unless the actual vehicle composition of the commercial traffic 

is known. The width of a truck is much more important than 

its length from the standpoint of its congesting effect be­

cause the wider trucks often in effect take up two lanes. This 

condition is common where lanes are less than 12 feet In width. 

A spokesman for the Traffic Division of the Atlanta Police De­

partment pointed out that trucks making turning movements from 

the center lane have the greatest congesting effect of any type 

of truck movements in traffic streams. 

Due to their heavy loads, trucks in general have far 

more difficulty maintaining speed on grades than d o passenger 

cars, and their congesting effect is greatly multiplied on 

roads with steep grades. Grades of over five per cent are un-

desirable for commercial traffic.' J O n e study h p s s h o w n t h e t 

on a multilane expressway In level terrain, one medium size 

commercial vehicle (limited to trucks having dual wheels on 

the rear axle) has approximately the same congesting effect as 

two passenger cars; and in rolling terrain, the same vehicle 

h a s approximately the congesting effect of four passenger cars. 

On two-lane roadways, the congesting effect of the commercial 

Cincinnati City Planning Commission, Trucking, 
Metropolitan Master Plan Study (195D, p. 29. 
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pi, 
vehicle is 25 per cent g r e a t e r . I n terrain classified 

as mountainous, one medium truck averages the same congest­

ing effect as eight passenger cars. The exact congesting 

effect varies with the actual grade, curvature of the road, 

and sight distance. 

The congesting effect of truck traffic is greatly in­

creased if intersections are numerous because acceleration 

and deceleration rates for trucks are generally lower than 

for passenger cars and b u s e s . 2 ^ The effect of the average 

commercial vehicle crossing an intersection is equivalent to 

two passenger cars as far as intersection capacity is concerned 
p L 

and is even greater if a turning movement is involved. The 

sight of a large combination unit completely blocking an inter­

section with a turning movement is not unusual. Intersections 

are probably the focus of the greatest congestion caused by 

trucks in the traffic stream. 

The greatest congesting effect of trucks moving in the 

^United States department of Commerce, Highway Capacity 
Manual, Prepared by the Bureau of Public Roads (Washington: Unit, 
ed States Government printing Office, 1950), pp. 56-57. 

25 
Bruce D. Greenshields, Donald Schapiro, and hlroy L. 

Ericksen, Traffic Performance at Urban Street Intersections, 
Technical Report No. 1 (New Haven, Connecticutt: Yale Bureau 
of Highway Traffic, Yale University, 19^ 7 ) , P. 2 1 , 36. 

26 
United States Department of Commerce, Highway Capacity 

Manual, p. 8 1 . 



Figure 1. Trucks In City Traffic Movements 
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traffic stream is felt during the peak traffic hours, par­

ticularly during the evening rush-hour period. Unfortunately, 

most shippers want their freight picked up at the end of the 

working day with the result that a very large number of pickup 

vehicles must be in the traffic stream during the evening rush-

hour period. The morning truck operations are mainly deliver­

ies, which are generally spread over a several hour period. As 

a result, trucks are not concentrated on the streets In the 

morning rush-hour period traffic stream to the extent that they 

are during the evening rush-hour period. 

Some types of triick traffic tend to use rather definite 

routes within the city. Studies in Chicago revealed that the 

large over-the-road units follow fairly closely certain routes 
27 

through the city to the various terminals. -' Unfortunately 

from a congestion standpoint, the routes followed by this heavy 

vehicle traffic are often multiple purpose streets which are not 

designed for heavy trucks. Local delivery vehicles use any 

street convenient to them. It was found in Chicago that more 

than one-half of the local delivery vehicles operated by the 

Intercity common carriers are the same large tractor-semi­

trailer units used in the over-the-road service. The use of 

these large units on the crowded central area streets adds 

greatly to the overall congestion in this area. ° This sit-

27jerome D. Fellmann, "Emergent Urban Problems of Inter­
city Motor Transportation," Land Economics, 27 (May, 1951)* PP• 
95-96. 

2 8 I b i d . , p. 98. 
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uation is not unique to Chicago, but is common in cities 

throughout the country. 

Congestion caused by trucks loading snd unloading on the 

s t r e e t . T r u c k s loading and unloading on the street range 

from the small delivery truck parked parallel to the curb 

that takes up no more street space than a parked passenger 

car to the tractor-trailer unit backed up crossways of the 

street to a loading ramp which virtually cuts off all traffic 

movement on the street. The extent of the problem in a par­

ticular situation depends upon many factors including the 

width of the street, the through traffic volume, the number 

of trucks involved, the sizes of trucks Involved, the exis­

tence of definite curb loading zones, the amount of curb 

perking, and the types of business involved. The congesting 

effects of street loading and unloading operations are great­

est during the morning and evening rush hours. 

Some of the worst congestion conditions resulting from 

loading and unloading operations existing anywhere ere found 

in the garment area of New York City. The streets in this 

area are narrow, and both sides of the streets are generally 

lined solidly with trucks being loaded and unloaded. These two 

lines of trucks take up such a large portion of the total street 

width that there is very little room left for any traffic move­

ment between them. Space at the curb is at such a premium that 

In the morning, long before working hours, employees are sitting 

on the curb in front of the loft buildings with their feet in 
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the street to hold the precious curb space for a particular 
29 

truck. While this is sn extreme example, conditions ap­

proaching it may be found in central areas of cities through­

out the country. 

One of the most serious types of congestion resulting 

from loading and unloading operations is that caused by trucks 

that must double park in order to load or unload. This means 

that two full lanes of the street ere closed to normal traffic 

flow. This condition results when all the space et the curb 

is taken up by parked trucks or automobiles. It is most 

characteristic of crowded central areas where no adequate al­

leys or off-street loading and unloading facilities exist and 

where the businesses ere small and of the type that require 

frequent delivery service. 

Other types of loading and unloading operations resulting 

In very serious congestion conditions ere those operations that 

require the truck to back up to a loading dock at the edge of 

the street or sidewalk so that the truck extends crossways of 

the street and completely blocks the sidewalk. Where the de­

livery vehicles are large, such es the over-the-road tractor-

trailer units, the entire street may be very effectively blocked 

as far as traffic movement Is concerned. While this type of 

American Trucking Associations, Inc., The Case for 
the 'frucking Industry, Testimony at Subcommittee Hearings on 
Senate Resolution 50 , June-July, 1950 (Washington, 1 9 5 0 ) , p. 5 . 
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operation is generally found on the less important and less 

traveled streets, it occurs on more important streets frequent­

ly enough to be s serious hindrance to normal traffic flows. 

Even one truck parked at the curb to load or unload 

blocks one entire traffic lane. This is particularly import­

ant during rush hour periods when all lanes are needed for 

moving traffic. In addition to interfering with vehicular 

traffic movement, curb loading and unloading operations also 

interfere with pedestrians on the sidewalk who have to dodge 

stacks of freight or freight being moved along the sidewalk. 

There are a number of other factors in loading and un­

loading operations on the street which add to the overall con­

gesting effect. One of the most important is the large number 

of trucks belonging to different carriers that call at the same 

establishment for pickups and deliveries. This practice is not 

only a great cause of congestion, but it is also expensive to 

the carriers since the trucks ere usually virtually empty. In 

addition, the excessive number of trucks puts a strain on the 

shipping and receiving departments of the establishments con­

cerned. Another practice that adds to the overall congestion 

is the needless delay of trucks by shippers either by failing 

to have shipments ready on time or through Inefficient shipping 

or receiving facilities. An example is the absence of adequate 

freight elevators so that the freight cannot be loaded or un­

loaded from the trucks as fast as it should be. Some delay 

and resulting congestion must be credited to drivers who waste 
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time e.t the curb or do not use alley or off-street loading 

and unloading facilities even when such facilities are avail­

able. Other Important factors In loading and unloading con-

gention ere the failure to provide adequate curb loading space 

and the taking of all the curb space for automobile parking. 

All of these factors combined make curb loading and unloeding 

one of the most critical espects of the entire trucking con­

gestion problem. 

Congestion caused by trucks maneuvering in the street. 

Another important aspect of truck traffic congestion is the 

congestion resulting from the maneuvering or manipulating of 

trucks In the street. This usually takes place when e truck 

must pull Into s narrow curb spece, back into an off-street 

loading dock, enter a nerrow alley, or back to the curb st en 

angle for loading and unloading. In some narrow streets, this 

type of congestion often represents the most critical aspect of 

the truck traffic problem. It often takes place in conjunction 

with other espects of the problem such as trucks parked for curb 

loading and unloading so that the overall congesting effects are-

magnified. One of the most Important factors in this type of 

congestion is the size of the trucks Involved. A huge over-the-

road tractor-trailer unit maneuvering Into position for loading 

or unloading can effectively block even a fairly wide street 

for a considerable period of time. Any truck requires much more 

area for maneuvering than it does standing parked. In many 

cases where off-street facilities for loading and unloading ex-



1st, no m a n i p u l a t i o n area is p r o v i d e d , and all the n e c e s s a r y 

m a n e u v e r i n g o p e r a t i o n s must be done entirely on the street. 

S t u d i o s h a v e shown that m a n i p u l a t i o n or m a n e u v e r i n g delays 

are greatest w h e n the vehicles involved are long, w h e n the 

m a n e u v e r i n g area is limited in size, and w h e n the l o a d i n g 

space is c o n g e s t e d . 3 0 

C o n g e s t i o n caused by trucks perked and stored on the street.--

C o n g e s t i o n r e s u l t i n g f r o m trucks parked or stored on the street 

a p p e a r s to be a serious p r o b l e m In some cities and a c o m p a r a ­

tively m i n o r p r o b l e m in o t h e r s . Its s e r i o u s n e s s seems to 

depend u p o n c e r t a i n c o n d i t i o n s In the city itself such as the 

amount of off-street truck p a r k i n g f a c i l i t i e s a v a i l a b l e , w h i c h 

In turn depends to a great degree u o o n the extent to w h i c h the 

area is b u i l t - u p . The p r o b l e m Is u s u a l l y not p a r t i c u l a r l y 

serious In erees s p a r s e l y b u i l t - u p w i t h c o n s i d e r a b l e v a c a n t 

land a v a i l a b l e for p a r k i n g and storage of t r u c k s . The p r o b ­

lem b e c o m e s I n c r e a s i n g l y serious in the closely built-up 

c e n t r a l a r e a s , p a r t i c u l a r l y in the larger c i t i e s . S t u d i e s 

in C h i c a g o have shown that p a r k i n g and storage of t r u c k s on 

the street, e s p e c i a l l y near t e r m i n a l a r e a s , is a v e r y serious 

p r o b l e m . 3 1 

30National R e s e a r c h C o u n c i l , H i g h w a y R e s e a r c h B o a r d , 
Z o n i n g for T r u c k L o a d i n g F a c i l i t i e s , B u l l e t i n H o . 59 (Washing-
ton, I 9 5 2 ; , p . 43-

3 1 p h i l H i r s c h , " C h i c a g o F l e e t m e n B a t t l e Traffic B o t t l e ­
n e c k s , " C o m m e r c i a l Car J o u r n a l , 87 (June, 1 9 5 4 ) 3 P. ?1« 
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Probably the major culprits are drivers for out-of-town 

carriers who maintain no terminal facilities in the city. Since 

they are not familiar with the city, particularly in the case 

of the larger cities, the temptation is great to leave their 

vehicles parked on the street rather than go to the trouble to 

find an off-street parking place. Many drivers leave their 

vehicles parked on the street in front of a business establish­

ment or factory following loading or unloading operations and 

go in search of food, sleep, or recreation. This is particular­

ly serious in the already congested central areas which are 

often characterized by narrow streets, A truck parked at the 

curb takes up the same street space as a truck loading or un­

loading at the curb, and the time element is also much greater 

in the case of the parked truck. Not only is traffic flow Im­

peded, but other trucks are prevented from using the space for 

loading and unloading. In addition, the parked vehicles are 

very likely to be large over-the-road tractor-trailer units 

which occupy a large street area. The use of streets in con­

gested areas for parking and storage of trucks cannot be justi­

fied on any grounds. 

Congestion caused by truck operations in terminal areas. 

Probably the greatest truck traffic congestion problems to be 

found in most larger cities are those existing in the areas 

where truck terminals are located. Many terminals are located 

in the closely built-up and congested areas near the heart of 

the city. Since the central areas of cities were generally the 



important areas of commercial, industrial* and transportational 

facilities, many motor carriers in the past located their term­

inals as close as possible to these already congested areas. In 

some cases, the terminals are relatively scattered, and in 

others they are more or less grouped in fairly well defined 

clusters. The close-in terminals are generally characterized 

by obsolete and inefficient facilities and lack of adequate 

space for loading, unloading, and storage of trucks. Most of 

them are old buildings that have been converted from other uses 

into terminals. 

There has been a trend in recent years for many of the 

terminals to follow other industrial and commercial establish­

ments by moving to outlying areas where more space is available 

for the construction of modern facilities. There is likely to 

be some truck traffic congestion even In the vicinity of these 

modern outlying terminals, but it is on nothing like the scale 

existing in the close-in terminal areas. 

Adding to the seriousness of the congestion problem are 

the land-use and street patterns usually existing in the areas 

adjacent to the central area of the city. These areas are 

generally served by narrow streets, characterized by small 

chopped-up land parcels, and usually already congested by 

trucking operations serving the business and industrial es­

tablishments existing in the area. Locating truck terminals 

in such areas through a desire to be close to the industrial 

and commercial heart of the city results in a vast increase in 
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the truck congestion in the area. The large over-the-road 

combination units must be funneled over the narrow and al­

ready congested streets to reach their respective terminals. 

Adding their share to the overall congestion In these 

terminal areas are the large number of local pickup and de­

livery trucks operated by the carriers. They are generally 

more numerous than the large over-the-road trucks, and in 

addition, each truck makes frequent trips in and out of the 

terminal throughout the day. In addition to the over-the-

road and local delivery trucks operating out of the terminal, 

there is usually a considerable amount of Interline freight 

transfers between terminals so that additional trucks are on 

the street. These Interline truck units are often of the 

large over-the-road type. 

The terminal operations themselves often add consider­

ably to the congestion situation. Due to lack of space, there 

is a tendency for waiting trucks to be parked or stored o n the 

street. Insufficient parking areas at the docks means that the 

larger trucks are likely to take up considerable space on the 

sidewalk and street. While becking up to the docks, the contin­

uous maneuvering and manipulating, particularly of the larger 

trucks in the limited areas, tekes up a large part of the street 

ares. The entire situation is aggravated by the fact that load­

ing and unloading operations in these obsolete and makeshift 

terminals are very inefficient and time consuming. 

Increased truck operation costs resulting from traffic con-
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g e s t i o n . N u m e r o u s studies have been made of the Increased 

truck operation costs resulting from traffic congestion. These 

increased costs reduce the overall Inherent economies of trucks 

and result in failure to realize the full advantages that trucks 

should offer as an efficient and economical method of transport. 

These increased costs of operation brought about by congestion 

are passed on by the truck operators to the consumer. The ef­

fect of congestion on truck operations is costly to all concern­

ed, and alleviation of this congestion benefits the truck opera­

tors, all other vehicle operators, shippers, and consumers. The 

truckers themselves have every reason to support measures that 

reduce traffic congestion because It enables them to operate 

more economically and efficiently and to make a. greater margin 

of profit. In addition, they are able to offer a lower rate to 

shippers, which in turn increases business. These benefits are 

In addition to the primary community benefits of alleviating 

the strangling effects of traffic congestion on cities. 

As early as 1920, R, H. rthltten had the following to say 

about the results of traffic congestion on truck operation costs: 

Extreme congestion means not only that street car 
service is disrupted, but that all trucking and com­
mercial traffic is slowed down. The cost of trucking 
is a much larger factor in the cost of most goods than 
is railroad freight. Many products are transferred by 
vehicle through city streets a half-dozen or more times 
before they reach the consumer. If, through street 
congestion, as Is undoubtedly true in parts of Chicago, 
New York and London, the time and cost of trucking goods 
is doubled, the toll due to congestion is certainly 
enormous. It is paid In part by the public in higher 
prices. It also places a serious handicap on city com-
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The increased truck operation costs resulting from con­

gestion for the nation as a whole are estimated to total 

$1,000,000,000 a year.-^ A study made b y the New York Truck­

ing Association in 1950 disclosed that the average truck in 

New York City was losing four hours a day because of traffic 

congestion. Using seven cents as the cost per minute of truck 

time, it was found that a daily loss of $16.80 per truck was 

caused by congestion. On this basis, the annual cost of con­

gestion to the 30,000 trucks serving the New York area was 

placed at $ 1 5 0 , 0 0 0 , 0 0 0 . ^ Transportation delays in New York 

City are said to increase the price of milk alone by $1,000,000 
a year.-^ A study in Providence, Rhode Island, estimated de­

lay costs in 194$ at from $3.00 an hour for light trucks to 

$4.50 an hour for tractor-semitrailer units plus an additional 

$1.50 an hour for each helper. On this basis, the loss to 

truck operators was estimated at $55,000 a day and #15,000,000 
a year. There seems to be fairly general agreement that truck 

3 2Whitten, op. cit., p. 35k* 

33 j 4 vj*. Gibbons, "The Economic Costs of Traffic Congest­
ion," The University of Tennessee Record, 57 (July, 1954), P- 13 

"The High Cost of Congestion," Engineering News-Record, 
li|5 (October 1 9 , 1950), p. 23. 

-^Henry K. Evans, "Six Bargain Steps to Smoother Traffic, 
Nation's Business, 4 2 (July, 1954)? P« 26. 

-^"Providence 1 s Million-Dollar Headache," The American 
City, 43 (March, 1948), P. 137. 


