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Re: Docket # DOT-OST-2019-0184, “Request for Information: National Freight Strategic 

Plan” 
  

Dear Acting Under Secretary Szabat: 

 

The Owner-Operator Independent Drivers Association (OOIDA) is the largest trade association 

representing the views of small-business truckers and professional truck drivers. OOIDA has 

more than 160,000 members located in all fifty states that collectively own and operate more 

than 240,000 individual heavy-duty trucks. OOIDA’s mission is to promote and protect the 

interests of its members on any issues that might impact their economic well-being, working 

conditions, and the safe operation of commercial motor vehicles (CMVs) on our nation’s 

highways. 

 

As DOT prepares its National Freight Strategic Plan (NFSP), we urge the Department to 

consider improvements to the nation’s transportation system that would increase efficiencies and 

alleviate costs for small-business truckers. The NFSP must address deteriorating highway 

infrastructure that results in lost productivity and compensation for drivers. The plan must also 

prioritize fixing the nation’s truck parking crisis and address other institutional barriers such as 

excessive detention time that can be mitigated through more practical federal policies 

 

OOIDA submits the following comments and data to inform DOT’s development of its national 

freight strategy. 

 

1. What are the three most important challenges facing the U.S. freight transportation 

system? 

 

For OOIDA members, the three most important challenges facing the U.S. freight transportation 

system are underinvestment in highway infrastructure, the lack of truck parking capacity, and 

overregulation that creates daily challenges for the trucking industry.  



Infrastructure 

 

CMV drivers know first-hand the safety and economic consequences of underinvestment in 

infrastructure. Whether it’s heavy congestion, poor road conditions, or structurally deficient 

bridges, professional drivers confront the nation’s current infrastructure crisis every day. In their 

2017 Infrastructure Report Card, the American Society of Civil Engineers graded the nation’s 

overall infrastructure as a D+. The rating details that, “the infrastructure is in poor to fair 

condition and mostly below standard, with many elements approaching the end of their service 

life. A large portion of the system exhibits significant deterioration. Condition and capacity are 

of serious concern with strong risk of failure.”1 Speaking directly on the nation’s roads, the 

report stated, “America’s roads are often crowded, frequently in poor condition, chronically 

underfunded, and are becoming more dangerous. More than two out of every five miles of 

America’s urban interstates are congested and traffic delays cost the country $160 billion in 

wasted time and fuel in 2014. One out of every five miles of highway pavement is in poor 

condition and our roads have a significant and increasing backlog of rehabilitation needs.”2 

Because of these poor infrastructure conditions, individual drivers lose thousands of dollars 

annually.  

 

According to the American Transportation Research Institute (ATRI), the trucking industry 

experienced nearly 1.2 billion hours of delay on the national highway system as a result of traffic 

congestion in 2016.3 This delay is the equivalent of 425,533 commercial truck drivers sitting idle 

for an entire working year.4 ATRI estimates that the operational costs incurred by the trucking 

industry due to traffic congestion were $74.5 billion. Distributing this cost across the all the 

registered large trucks in the U.S. results in an average congestion cost per truck of $6,478.5 

Additionally, owner-operators and independent drivers must foot the bill for repair costs caused 

by inadequate infrastructure. The 2018 OOIDA Foundation Owner-Operator Member Profile 

Survey found that OOIDA members spend about $5,000 a year on repairs due to highway 

damage or poor road conditions. For owner-operators, these costs result in less income and less 

investment for maintenance, equipment, and other critical safety upgrades. 

 

Parking 

 

In 2015, the Federal Highway Administration’s (FHWA) Jason’s Law survey report recognized 

the lack of truck parking had become a serious highway safety concern.6 Unfortunately, the 

problem has only worsened since then. States and local communities across the U.S. are 

struggling to maintain existing capacity, let alone keep pace with increasing demand. Today, 

                                                           
1 https://www.infrastructurereportcard.org/americas-grades/.  
2 https://www.infrastructurereportcard.org/cat-item/roads/. 
3 Hooper, Alan and Dan Murray. An Analysis of the Operational Costs of Trucking: 2018 Update. American 

Transportation Research Institute. Arlington, Virginia. October 2018. 
4 In the analysis, a working year is defined as driving 11 hours a day, 5 days a week, for 50 weeks per year. 
5 Table VM-1: Annual Vehicle Distance Traveled in Miles and Related Data – 2016 by Highway Category and Vehicle Type. Highway Statistics 

Series 2016. U.S. Department of Transportation, Federal Highway Administration, Office of Highway Policy Information. December 2017. 

Available online: https://www.fhwa.dot.gov/policyinformation/statistics/2016/vm1.cfm. 
6 Jason’s Law Truck Parking Survey Results and Comparative Analysis, Office of Freight Management and Operations, Federal Highway 

Administration, United States Department of Transportation. 
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professional drivers encounter truck parking shortages in every corner of the country. Absent 

federal involvement, the problem will continue to worsen.  

 

Professional drivers regularly report difficulty accessing safe parking for CMVs, especially 

during times of high demand. Surveys of our members routinely reveal most truckers have been 

forced to drive beyond the hours-of-service (HOS) regulations simply because they could not 

find a place to park. This not only potentially jeopardizes their own safety, but also the well-

being of the motoring public with whom they share the road. Truckers are commonly placed in 

no-win situations where they must decide to park in an unsafe or illegal location – such as a 

vacant lot - or violate federal HOS regulations by continuing to search for a safer and legal 

alternative.  

 

Forcing truckers to spend excessive amounts of time searching for parking can be a serious 

safety concern for all highway users, but the current crisis can also create additional hazards for 

the motoring public. As a last resort, drivers who are unable to find adequate parking reluctantly 

park in hazardous road-side locations, such as the shoulders of highways and interstate exit 

ramps. This creates a dilemma for law enforcement of allowing a tired trucker to rest in a 

dangerous location or ordering them to relocate even if it means violating the HOS regulations.  

 

Recently, too many federal dollars have been spent on technology-based solutions that fail to 

address the root of the problem. We’ve determined federal investment in the expansion of 

trucking parking capacity is key. OOIDA believes the expansion of truck parking capacity must 

be a top priority in the NFSP. The truck parking crisis affects every segment of our industry - 

from the largest fleets to single truck operators. Addressing the shortage has also been identified 

as a priority by the law enforcement community. It’s not often so many industry stakeholders are 

in agreement on how to begin solving a problem – let alone agreeing the problem exists in the 

first place. The NFSP should specifically focus on the construction of new rest areas and truck 

parking facilities, while also helping public entities convert existing spaces – such as inspection 

sites, weigh stations, and closed rest areas – into truck parking locations. 

 

Overregulation 

 

Today’s truckers are subject to more regulations and greater enforcement than ever before, and 

while compliance with these regulations has never been higher, crash rates are still moving in the 

wrong direction. The administrative costs to ensure compliance can be especially arduous for 

small carriers. OOIDA supports a federal approach that removes excessive burdens and seeks 

less intrusive alternatives that can enhance highway safety and improve working conditions for 

independent operators. DOT should remove all the unnecessary regulations that have no impact 

on safety, including the 2017 electronic logging device mandate. The Department must also 

continue pursuing much needed HOS reform. 

 

Currently, the HOS regulations that dictate a truck driver’s work schedule are overly complex, 

provide virtually no flexibility, and in no way reflect the physical capabilities or limitations of 



individual drivers. They effectively force drivers to be on the road when they are tired or 

fatigued, during busy travel times such as morning and afternoon rush hour, during adverse 

weather and road conditions, or when they simply are not feeling well. 

 

The Federal Motor Carrier Safety Administration’s (FMCSA) Notice of Proposed Rulemaking 

(NPRM) [FMCSA-2018-0248] represents a welcomed shift toward developing regulations that 

better reflect the realities of trucking and improve safety for all highway users. OOIDA strongly 

supports the agency’s proposed approach, which will provide drivers more opportunities to rest 

when they are tired, to stay off the road during adverse driving conditions, and to maintain 

greater control over their own schedules. The provisions included in the NPRM will deliver 

much needed flexibility for drivers and notably do not increase the maximum allowable driving 

time.  

 

7. What barriers (such as regulatory, technological, institutional, statutory) are critical to 

freight efficiency that DOT should better understand? Please consider which of these affect 

freight origination and/or destination areas, as well as intermodal transfers, and describe 

the root causes of the inefficiencies. 

 

For further information on regulatory barriers that have a negative impact on the trucking 

industry, please refer to OOIDA’s 2017 comments on DOT’s Notice of Regulatory Review 

[DOT-OST-2017-0069 https://www.regulations.gov/document?D=DOT-OST-2017-0069-2773]. 

These comments highlight some egregious mandates and proposals that are products of a 

misguided ‘one size fits all’ approach to regulating the trucking industry.   

 

DOT should also have a better understanding of detention time and coercion, two institutional 

barriers that impede freight efficiency. Generally, if the truck’s wheels are not moving, drivers 

are not getting paid. Unfortunately, this compensation system completely discounts the value of 

a driver’s time and many drivers spend countless unpaid on-duty hours being detained by 

shippers and receivers in part because Congress, DOT, and industry stakeholders have failed to 

address excessive detention time. For far too long, the trucking industry has typically defined 

detention as any time spent waiting to load or unload in excess of two hours. Any updated 

definition or set of standards estimating reasonable detention periods must instead prioritize the 

driver’s time. Shippers and receivers should not be awarded a complimentary two-hour grace 

period at the driver’s expense. 

 

Detention time is both a safety and financial concern for small-business truckers and professional 

drivers. A 2018 USDOT Inspector General (OIG) report estimated that a 15-minute increase in 

average dwell time - the total time spent by a truck at a facility - increases the average expected 

crash rate by 6.2 percent. The study also estimated that detention time is associated with 

reductions in annual earnings of $1.1 billion to $1.3 billion for for-hire CMV drivers in the 

https://www.regulations.gov/document?D=DOT-OST-2017-0069-2773


truckload sector and that detention reduces net income by $250.6 million to $302.9 million 

annually for motor carriers in that sector.7 

 

These findings from the OIG report echo what OOIDA members have been dealing with for 

years. According to a 2018 survey of our members, a majority of both those who operate under 

the 60 hour/7-day rule and those who operate under the 70 hour/8-day rule indicated they spend 

between 11 and 20 hours each week waiting to load or unload their truck. In other words, those 

operating under the 60-hour rule spend approximately 18% to 33% of their possible drive time in 

detention, while those under the 70-hour rule spend 16% to 29% of their time detained. This 

uncompensated time means individual drivers are effectively losing $865 to $1,500 per week.8  

 

The OIG study also concluded that, “accurate industrywide data on driver detention do not 

currently exist because most industry stakeholders measure only time spent at a shipper or 

receiver’s facility beyond the limit established in shipping contracts. Available electronic data 

cannot readily discern detention time from legitimate loading and unloading tasks, and are 

unavailable for a large segment of the industry.” OOIDA supports efforts to develop and 

implement a plan to better collect and analyze reliable, accurate, and representative data on the 

frequency and severity of driver detention times. As more information is gathered, we hope that 

DOT will take substantive action to reduce excessive loading and unloading times and offset 

current safety and economic costs associated with detention time.  

 

Coercion is another significant safety concern for drivers. Coercion occurs when a motor carrier, 

shipper, receiver, or transportation intermediary threatens to, or actually does, take action against 

a driver who refuses to violate federal safety regulations. FMCSA finalized a rule in 2015 that 

established standards for what constitutes coercion, a method for truckers to report complaints, 

and a process for the agency to assess and take action on these complaints. Unfortunately, in our 

members’ experience, this process has been wholly ineffective. Some of our members have 

never received a response to their complaint or have been told that FMCSA had lost track of 

their submission. A lack of confidence in this system has discouraged drivers from reporting 

unsafe practices. 

 

With FMCSA finalizing HOS reforms that will give drivers more flexibility in their schedules, it 

is critical they retain sole discretion over how these flexibilities are used. Drivers want to operate 

as safely as possible, but need meaningful support from the federal government to ensure they 

aren’t pressured to violate regulations.  

 

8. What information is critical to understanding the unique infrastructure and operational 

freight impacts faced by local communities? Please detail any best practices in economic 

development and planning processes that support freight intensive activity or innovative 

                                                           
7 U.S. DOT Office of Inspector General, Estimates Show Commercial Driver Detention Increases Crash Risks and 

Costs, but Current Data Limit Further Analysis, U.S. Department of Transportation (Jan 2018). 
8 Owner-Operator Independent Drivers Association Foundation, 2018 Detention Time Survey (Jan 2019).  



financing. Describe current and prospective infrastructure safety enhancements that 

should be considered. 

 

OOIDA urges DOT to reject any forms of expanded tolling in the NFSP. Tolling systems lack 

the efficiency and effectiveness of current funding mechanisms. Research has shown that tolling 

is an extremely wasteful method of generating revenue compared to fuel taxes, with as much as 

30% of funds going to administrative costs9 rather than the construction and rehabilitation of 

roads and bridges. Additionally, toll roads consistently fail to meet revenue projections, creating 

unanticipated funding shortfalls, which can lead to deteriorating road conditions and early toll 

rate increases. In some states, tolling revenue is even used to prop-up urban transit systems, 

which is frustrating for truckers. In Pennsylvania, tolls on the state’s turnpike will increase in 11 

straight years to generate sufficient revenue to support some of the state’s non-highway 

infrastructure. Truckers predominantly pay tolls out-of-pocket, as shippers seldom reimburse 

charges under the freight rate system. For small trucking businesses, any expansion of tolling, 

especially on major interstates, will directly reduce their income. 

 

Furthermore, tolling can lead to unintended consequences for local communities by diverting 

traffic to their roads. In an effort to avoid tolls, CMVs can take alternate routes using local roads 

that weren’t designed for freight transportation, resulting in increased repair costs and potential 

safety challenges.” 

 

10. What else should DOT consider (including the eleven statutory criteria listed above) or 

do to improve freight transportation in the U.S.? 

 

As DOT develops the NFSP, the strategy must fully consider the critical role of CMV drivers 

within the nation’s transportation network. DOT must address the various obstacles that drivers 

face on a daily basis. OOIDA recommends that the NFSP prioritizes infrastructure improvement, 

expanding truck parking capacity, and regulatory reform. This will result in safer and more 

efficient movement of freight. 
 

Thank you, 

 
Todd Spencer   

President & CEO  

Owner-Operator Independent Drivers Association, Inc. 

                                                           
9 Transportation Research Board, Costs of Alternative Revenue Generation Systems, Report 689 (National Highway 

Cooperative Research Program, 2011). 


