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Safety on our roads, for the motoring public and our truckers, is a shared responsibility. There’s always more that we can do to 

protect lives and the integrity of the nation’s freight system and supply chain. The Alliance for Driver Safety & Security 

(commonly known as The Trucking Alliance) is a nonpartisan, invitation-only coalition of 23 freight transportation and supporting 

businesses – committed to advancing federal reforms that can ultimately achieve zero large truck crash fatalities.  

 

Since 2012, our efforts helped secure the congressional passage of industry-changing legislation, including: 

• Require Electronic Logging Devices (ELDs) to replace truck driver paper logbooks, which were easily falsified. 

• Create the Drug and Alcohol Clearinghouse (DAC), a national database of truck drivers who fail a drug test. 

• Recognize Hair Drug Testing as an optional and more effective method for the drug testing of truck drivers.  

• Require Automatic Emergency Braking (AEB) Systems on new large trucks. 

 

The U.S. trucking industry is indispensable to the U.S. economy, the nation’s supply chain and the standard of living that 

Americans enjoy. However, Congress, the U.S. Department of Transportation, the Federal Motor Carrier Safety Administration 

(FMCSA), and state commercial vehicle enforcement agencies have not kept pace with a rapidly deteriorating industry landscape; 

one in which most trucking companies are underenforced, underinsured, and undercapitalized – a situation that is creating a 

heightened risk for the U.S. economy and the safety of the motoring public.  

 

For example, 92% of all U.S. trucking companies now operate with no federal safety rating. And trucks operated by unrated 

carriers are 9 times more likely to have a crash than trucks operated by companies with a satisfactory rating. The trucking industry 

is also experiencing a surge in new motor carrier registrations, but without proper vetting and oversight; and finally, the industry is 

besieged by an explosion of cabotage, strategic cargo theft and fraudulent commercial driver’s licenses. 

 

In December 2025, Secretary of Transportation Sean Duffy acknowledged the trucking industry is beset with safety issues, 

particularly in a lack of proper truck driver training. "This administration is cracking down on every link in the illegal trucking 

chain,” said Duffy. “Bad actors were able to game the system and let unqualified drivers flood our roadways. Their negligence 

endangers every family on America's roadways, and it ends today."  

 

While the Administration is taking these and other measures to step up enforcement, more action is needed. The Trucking Alliance 

member carriers have analyzed the latest research, along with emerging technologies, to propose specific federal safety reforms 

that can address the problems explained above. If adopted, these proposals can create a safer work environment for our drivers, the 

motoring public, and a more sustainable future for the U.S. trucking industry and the communities our companies serve. 

 

 

1. Strengthen Drug Testing Standards for Commercial Truck Drivers 

 
Highway safety and sobriety go hand in hand. That’s why drug-impaired driving is illegal in all 50 states. Additionally, the federal 

government prohibits commercial truck drivers from using illegal drugs, whether on or off duty. 

 

Yet too many motorists and commercial truck drivers continue to use illegal drugs while operating vehicles. To build a safer 

highway network for all road users, the Trucking Alliance supports a more robust, consistent federal drug testing standard for 

commercial truck drivers.  

 

 

 

 



 2 

1A. Recognize Positive Hair Drug Test Results   
In 2015, Congress directed the Secretary of Transportation to recognize hair drug testing as an acceptable alternative to a urine 

exam, for pre-employment and random testing of truck drivers. But the federal bureaucracy has repeatedly failed to implement this 

congressional mandate. Consider that the DOT currently disqualifies truck drivers who fail a urine drug exam, but not if they fail a 

hair drug test. This is unacceptable. Hair drug testing is legally recognized in more than 100 countries and is 14 times more 

reliable at catching illegal drug users than the federally required urine exam.1  

 

If an employer has actual knowledge of a truck driver’s positive hair drug test, the results should be reported to the Federal Motor 

Carrier Safety Administration (FMCSA), as Congress has directed. Drivers should be immediately disqualified until they have  

completed rehabilitation and a return-to-duty process.  

 

1B.  Require All For-Hire Commercial Truck Drivers to Pass Drug and Alcohol Tests 

Federal regulations require people employed in “safety-sensitive occupations” to be drug and alcohol free. The agency defines a 

safety-sensitive occupation as a job in which an employee’s performance directly affects the safety of the public – occupations like 

truck drivers, commercial airline pilots, and train/subway operators.  

 

However, only truck drivers who operate heavy tractor trailers are required to be drug tested, about 3.8 million drivers. But there 

are an additional 5.4 million more commercial ‘for hire’ truck drivers who operate panel trucks, straight trucks, and delivery 

trucks.2 These drivers are not required to pass an alcohol and drug test. These additional truck drivers share the same highways and 

pose the same risks to the public. DOT should require all 9.2 million commercial for-hire truck drivers to pass pre-employment 

and random drug tests. 

 

1C.  Prohibit the Use of Fentanyl in Safety Sensitive Occupations 

Fentanyl is 100 times stronger than morphine and 50 times stronger than heroin.3 Taking fentanyl while driving is a lethal 

combination – causing sleepiness, poor psychomotor skills, an inability to properly steer or brake a vehicle and even blurred 

vision. DOT must include fentanyl immediately, as one of its prohibited drugs for all safety-sensitive transportation occupations, 

including commercial truck drivers.   

 

1D. Preserve DOT Testing Authority for Marijuana Use 

Marijuana (THC) must remain a prohibited drug for all safety‑sensitive occupations —including truck drivers—regardless of state 

legalization or federal reclassification. National safety studies associate THC use with increased motor vehicle crashes and 

fatalities.4 Safety‑critical roles demand unimpeachable sobriety standards. 

 

 

 

2. Prioritize Motor Carriers with No Federal Safety Rating 
 

Trucking companies with no federal safety rating are allowed to operate on U.S. highways. In fact, based on the best available data 

in the chart below, 90% of all trucking companies are operating today without a federal safety rating. This situation endangers the 

public and other truck drivers. Even more problematic, FMCSA classifies unrated carriers as neither ‘safe’ nor ‘unsafe,” creating a 

dilemma for shippers, brokers and freight forwarders when hiring a motor carrier – is the unrated carrier operating safely?  

 

The FMCSA’s latest statistics and industry estimates show the following: 

 

FMCSA Safety Rating No. of Carriers/Percent5  Estimated Power Units6 

Satisfactory   46,452      7%   2 million+  

Conditional   17,564      2%   87,820 

Unsatisfactory     2,018    <1%   None 

No Rating               647,000    90%   1.2 million 

Total Active Carriers      713,034   100%   3.2 million+ 

 

More than 46,000 trucking companies have a ‘satisfactory’ rating and operate 2 million trucks. But there are another 647,000 

trucking companies that operate an estimated 1.2 million trucks, with no safety rating. That is unacceptable. Even worse, the trucks 

 
1 “A Longitudinal and Statistical Assessment of Hair v Urine Drug Testing Efficacy”; Bolumole & Ufodike – Univ. of Tennessee; Voss and Li – Univ. of Central 

Arkansas; 2024 
2 U.S. Dept. of Transportation 
3 dea.gov 
4 National Highway Traffic Safety Administration; National Safety Council; National Institute of Health 
5 Federal Motor Carrier Safety Administration; Carrier411; Gemini Pro A.I. 
6 (Combination Power Units) FMCSA (csafmcsa.gov); Gemini Pro A.I.; Trucking Alliance; truckinginfo.net 
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operated by these unrated carriers are involved in 84% of large truck accidents.7 Trucks operated by unrated carriers are 9 times 

more likely to be involved in a severe crash than trucks operated by rated carriers.8 

 

2A. DOT Must Prioritize Safety Inspections of Unrated Carriers 

o FMCSA’s Inspection Selection System (ISS) should prioritize unrated carriers for more state and federal agency 

roadside inspections.  

o All state commercial vehicle weigh stations should adopt a “pull in” policy to inspect all unrated carriers until 

sufficient inspection data is established to establish a carrier’s CSA BASIC scores.  

o FMCSA should implement a more thorough vetting process before approving carrier applications to operate in 

interstate commerce. 

o FMCSA should adopt a term that better reflects the status of an ‘unrated’ carrier to “safety fitness not determined” or 

SFND, to more clearly explain that FMCSA has not yet determined whether a motor carrier is compliant with federal 

safety regulations. 

 

2B.  Brokers and Logistics Companies Can Require Higher Motor Carrier Safety Standards 

o Verify a motor carrier’s legal authority, safety standing, and insurance policy. 

o Require that ELDs are auditable and in compliance. 

o Apply heightened standards if motor carrier is unrated, including: 

- minimum inspection history,  

- acceptable BASICs,  

- no disqualifying affiliations, and  

- enhanced monitoring. 

 

2C.  Screen for English Language Proficiency Risks and Licensing Anomalies. 

o Require certificates delivered directly by the insurer/agent and continuous monitoring for lapses or reductions in 

coverage. 

o Enforce identity proofing and anti-fraud controls. 

o Complete high‑assurance identity proofing in FMCSA registration and extend these measures to 

brokers/forwarders, closing the door on identity fraud and serial reapplication. 

 

2D. Launch a Level 8 Inspection Program 

o Modernizing inspection processes is essential to improve safety and efficiency. A Level 8 electronic inspection—

conducted wirelessly while the vehicle is in motion—offers a technology-driven solution to expand enforcement 

reach without adding manpower. 

o Deploy a national Level 8 inspection program with current by-pass technologies that allows compliant carriers to 

share data electronically and receive partial credit for clean inspections, even when bypassed. 

o This modernization effort will reward transparency and continuous compliance, while enabling enforcement to focus 

on high-risk and unrated carriers. 

o By integrating Level 8 data into safety scoring, DOT and FMCSA can 1) increase inspection coverage of unrated 

carriers, 2) reduce unnecessary roadside delays, and 3) strengthen the integrity of “Compliance-Safety-

Accountability” metrics. 

 

 

 

3. Require Third-Party Certification of All Electronic Logging Devices (ELDs). 
 

In 2012, Congress mandated that more than 3 million truck drivers install ELDs to replace the paper logbooks that truck drivers 

were easily falsifying to extend their on-duty driving hours. By December 2020 (one year after the final full-compliance deadline), 

violations for exceeding on-duty driving hours had dropped by more than 50% compared to the pre-mandate era.9 The impact was 

particularly strong among smaller operators. Single-truck carriers, who were previously harder to monitor, saw a 43% reduction in 

violations after the mandate.10 

 

However, in 2022, more than 23,000 hours-of-service violations occurred because the ELD did not transmit data to the law 

enforcement officer conducting the roadside inspection; a non-compliance event that actually occurred more than 88,000 times 

over a five-year period.11 Non-compliant ELDs remain a problem, due largely to FMCSA’s decision to allow ELD manufacturers 

 
7 Federal Motor Carrier Safety Administration; “Unrated Crashes Statistics: SMS and MCMIS Snapshot as of 12/27/24” 
8 Calculation based on unrated carriers operate approximately 36% of total industry power units but account for 84% of severe crashes. When adjusted for fleet 

size, the crash rate per power unit for unrated carriers is approximately 9.2 times higher than that of rated carriers. 
9 Federal Motor Carrier Safety Administration 
10 Ibid. 
11 GPS Insight (2025) 
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to “self-certify” their product(s), rather than undergoing a lengthy third-party credentialing process. More than 300 ELDs have 

been revoked for being non-compliant, while approximately 1,300 ELDs remain on the market.  

 

In December 2025, FMCSA and DOT issued corrective action to require more administrative checks – to verify contact 

information, cross-referencing fraud lists, and reviewing the ELD’s published technical specifications – before registration.  

The Trucking Alliance applauds these first steps. But this action still relies on the manufacturer’s claims that the device should 

work. FMCSA fell short in its’ recent policy of requiring an independent certification to verify the ELDs actually perform the 

required compliance information.  

 

3A. Require Third Party Certification.  

Examples of third-party certification testing labs include Intertek, Elite Electronic Engineering, and FPI, the organization 

used in Canada for ELD compliance certification. 

 

3B. Verify Functional Compliance.  

Rather than claiming the ELD is compliant, FMCSA can utilize a third-party contractor to ensure that the testing validates 

actual data transfer, from the truck to a law enforcement officer; and that the device is tamper-proof. 

 

3C. Protect Carriers Investment.  

Coupling fraud detection and rigorous lab testing with additional administrative requirements, FMCSA will assure the 

marketplace that registered ELDs meet federal standards for performance, safety, and regulatory compliance. 

  

 

 

4. Eliminate Cabotage to Improve Highway Safety 

 
Cabotage is the illegal practice of foreign carriers transporting goods between two points in the United States. Cabotage violates 

federal law and international treaties between the U.S., Canada, and Mexico. Foreign-owned carriers, almost always based in 

Mexico, employ low-paid drivers who are neither properly trained nor proficient in the English language. Their equipment is 

poorly maintained and if caught by law enforcement, unable to pass a legal inspection. Cabotage compromises highway safety and 

increases the risk of accidents.  

 

Cabotage occurs in two ways: 

 

o Violations of Long-Haul Operating Authority (OP-1/MX) – A foreign carrier must have OP-1 authority to transport 

freight from an origin in Mexico or Canada to any destination point in the United States. But upon delivery, the foreign 

carrier is required by federal law to immediately return to the origin country, with the exception that the company is 

allowed to pick up freight bound for the origin country. But a growing number of these foreign carriers with OP-1 

authority are violating federal law, by continuing to transport domestic freight in the U.S. 

 

o Violations of U.S. Commercial Zone Authority (OP-2/MX) – This limited authority allows a Mexican carrier to transfer 

freight only within cross-border commercial zones, commonly a 25-mile radius immediately adjacent to the U.S.-Mexico 

international border. But an increasing number of these carriers are ignoring federal law and are illegally transporting 

freight beyond these authorized commercial zones and after delivery, remaining in the U.S. for weeks at a time 

transporting domestic freight.  

 

4A. Cabotage Rules Should Be Transparent and Enforced. 

Domestic U.S. freight is required by federal law to be delivered by authorized, safety‑compliant carriers, operating under 

U.S. labor and safety standards. 

 

4B. Coordinate Federal Oversight Between the U.S. Customs and Border Protection (CBP) and FMCSA. 

 Establish national roadside enforcement guidance for out-of-service violations, to include drivers with licenses from  

 other countries, including verification steps for trip origin/destination documentation to determine potential illegal 

 point‑to‑point movements.  

 

4C. Surveil Foreign Domiciled Motor Carriers.  

Include the use of current technologies to systematically screen for abuses of OP-1 and OP-2 operating authority. 

 

4D. Support English Language Proficiency for Safety-Critical Roles.   

Advocate for clear, enforceable English language proficiency standards for all commercial drivers operating in the U.S. 

This will ensure effective communication during roadside inspections, emergency situations, and daily operations—

critical for maintaining highway safety and compliance. 
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4E. Implement Data‑driven Targeting of Illegal Operations. 

 Federal and state agencies should target high‑volume ports and corridors where most illegal operations occur, with rapid 

 information‑sharing among federal, state, and industry partners. 

 

 

 

5. Deploy Safer “Driver-Manned” Truck with Automated Technologies 
 

Much attention is on the development of fully automated, self-driving trucks – vehicles that can operate without drivers. But in 

reality, commercial truck drivers are indispensable to the nation’s supply chain. Professional truck drivers must occupy the “pilot’s 

seat” to make sure that the nation’s supply chain operates efficiently, and safely.  

 

Commercial truck drivers manage situations that require their personal involvement, such as: 

o Unforeseen weather events 

o Highway emergencies 

o Detours 

o Vehicle conditions 

o Monitoring of temperature-controlled and food shipments 

o Computer software programs failures 

o Cybersecurity disruptions 

o Cargo security threats 

o Cargo securement (i.e. load straps, chains, tarps, and other devices) 

o Providing efficient customer services 

 

 

5A.  OEMs Should Integrate Advanced Level 3 Technologies into Manned Trucks Now 

To embrace this objective, the Trucking Alliance is actively engaged with all major U.S. truck manufacturers (OEMs) to 

promote a “Safer Truck Initiative.” Rather than developing fully automated vehicles that remove drivers from the truck, 

truck manufacturers should deploy advanced technologies into driver manned trucks now—systems that can assist drivers 

in making the safest decisions possible, to prevent collisions, and mitigate risk in real time.  

 

These innovations, when paired with a skilled driver, will drastically improve roadway safety and accelerate progress 

toward zero large truck crash fatalities. By prioritizing technologies that intervene before a crash occurs—lane-keeping, 

adaptive braking, collision avoidance—the industry can transform today’s fleets into safer trucks. This approach will 

deliver immediate benefits, reduce loss of life, and ensure that technology serves its highest purpose – protecting truck 

drivers, not replacing them. 

 

 

 

6. Target Criminal Scams That Pose a Serious Threat to Highway Safety 

 
The period immediately following the COVID-19 pandemic saw an unusual and explosive surge in new DOT and Motor Carrier 

Operating Authority (MC) registrations, particularly from small, often single-truck carriers. For example, in 2019, the year 

preceding the COVID outbreak, there were 602,542 active motor carriers.12 By 2022, post-COVID, there were 757,652 new 

carriers, a 26% increase.13  

 

These new carriers were issued DOT and MC numbers by providing an address and a copy of insurance, without undergoing 

verification or a new entrant safety audit. This regulatory gap in granting an influx of thousands of new unvetted carriers coincided 

with a sharp rise in major safety problems that followed, as large truck crash fatalities increased by 18%, from 4,821 in 2020 to 

5,700 in 2021.14  

 

Many of these new carriers pose a serious threat to highway safety, as well as the security of our nation’s law abiding, professional 

truck drivers. Criminal activities in trucking grew by 46% in the first quarter of 2024, compared to 2023.15 The number of 

reported cargo theft incidents surged to 3,625 in 2024, a 27% year-over-year increase.16  

 
12 “Pocket Guide to Large Truck and Bus Statistics”; Data Snapshot as of 12/2019; Federal Motor Carrier Safety Administration.  
13 FTR “Trucking Conditions Index”; FTR Analysis showing the for-hire carrier population increase in September 2022. 
14 “Large Truck and Bus Crash Facts for 2021”; National Highway Traffic Safety Administration and FMCSA. 
15 CargoNet 2024; “First Quarter Supply Chain Risk Trends & Analysis”. 
16 Verisk Crime Analytics Unit and CargoNet “2024 Supply Chain Risk Trends & Analysis.” 
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The value of goods stolen during shipment is estimated at between $500-$700 million annually.17 Organized crime groups are 

largely responsible and have adopted strategic forms of theft that involve MC and DOT document fraud and identity theft in 

order to get shipment orders from legitimate brokers and logistics companies.18 

 

Some examples: 

 

o MC/DOT Number Theft (Load Board Scams):  Companies steal or illegally use a legitimate carrier's active DOT or MC 

number (which is public information) to obtain loads on freight boards. They pick up the load under the stolen identity 

and then vanish without delivering the cargo or paying the driver.  

o Erroneous Blame:  When trucks operating under stolen authority are caught in a roadside inspection or crash, the 

violations aren’t immediately discovered. Violations and tickets are logged under the legitimate carrier's record, leading 

to a sudden surge in the carrier’s violations, higher CSA scores, and potential legal or financial ruin for the innocent 

company. 

o Chameleon Carriers (Churning):  Trucking companies that receive an “Unsatisfactory” or “Conditional” safety rating 

abandon their MC/DOT numbers. The owner will simply file for new authority, with slight variations in the company’s 

name and other methods to avoid detection. The owner receives new MC/DOT numbers and continues to operate unsafely 

but under a new name and numbers. 

o Fraudulent Document Filings:  Scammers have been known to use fraudulent paperwork (sometimes obtained through 

stolen PINS) to illegally modify a victim carrier’s information in the SAFER system, such as changing phone numbers or 

addresses to facilitate their scams. 
 

6A.  Prohibit the Sale or Brokering of Operating Authority.  

6B.  Bind each MC Number to Verified Corporate Principals (owners, officers) using strong identity proofing; 

6C. Flag and review rapid transfers, serial reincarnations, and affiliations with carriers that have poor safety histories; 

6D. Require verified insurance, physical U.S. business presence, and lawful driver authorization prior to activation; 

 

 

 

7. Address Inadequate Commercial Driver License (CDL) Training Schools 
 

The most persistent criticism of truck driver training schools is that many schools prioritize speed and profit over safety, producing 

graduates who have only the bare minimum skills necessary to obtain a CDL. This can pose a risk to public safety and sets new 

drivers up for failure in their careers. The core issue stems from schools that have a short curriculum, rather than a comprehensive 

safety education. 

 

Criticisms of training quality: 

o Many programs focus exclusively on the specific maneuvers and knowledge required for the CDL test, rather than 

providing a complete education. 

o Drivers consistently report that the time allotted for training, which can be as short as two to three weeks, is insufficient to 

master the skills needed for the job. 

o Students often spend more time observing or waiting their turn than they do practicing maneuvers or driving on the road. 

o Training frequently fails to cover crucial practical skills such as load securement, operating equipment in extreme 

weather, and handling diverse road conditions like mountains and city traffic. 

o Some schools use smaller, easier-to-handle "pup trailers" for training and testing that are not representative of a tractor-

trailer combination of the type students will typically be expected to operate professionally.  

 

 

Support DOT’s Crackdown on "CDL Mills:” 

7A.  Support Secretary Sean Duffy’s new initiative to shut down fraudulent CDL training providers.  

  than 3,000 non-compliant training schools have been removed from the federal registry. The DOT is taking a critical step 

 toward restoring integrity to the licensing system.  

 

7B.  Certify all CDL training schools—replace self‑certification with national proficiency standards.  

 

7C.  Streamline CDL testing so proficient trainees can test and license without delay.  

 Use a standardized, competency‑based skills exam tied to crash‑causal factors, enable rapid scheduling/same‑day testing 

 where feasible, and expand authorized test sites to cut wait times while preserving exam integrity. 

 
17 Freightwaves 
18 CargoNet; “2024 Third Quarter Supply Chain Risk Trends & Analysis.” 
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7D.  Require consistent instructor qualifications and scenario-based training that targets the top crash causes.  

 

7E.  Publish transparent performance outcomes by provider.  

 Report first‑time pass rates, time‑to‑licensure, and early‑career preventable crash rates for graduates, so students, 

 employers, and regulators can identify programs that reliably produce safe, road‑ready drivers. 

 

7F.  Schools must show that graduates can safely operate a commercial motor vehicle.  

 

 

 

8. Adopt Financial Reforms to Protect the Public and Maintain Highway Safety 
 

The trucking industry is operating on financial standards that are over 40 years out of date. By failing to adjust insurance 

requirements for inflation, federal policy has effectively shifted the financial risk of catastrophic accidents away from motor 

carriers and onto the American taxpayer. 

 

Financial Reform: In 1981, the U.S. Congress deregulated the trucking industry to encourage free market competition. But 

to avoid an influx of undercapitalized trucking companies, Congress established a minimum financial responsibility 

requirement (or insurance) of $750,000—a considerable amount in 1980. Congress reasoned that before issuing a $750,000 

insurance policy ($2.9 million in today’s dollars), insurance companies would complete a thorough underwriting analysis of 

the applicant. Additionally, this level of financial responsibility would incentivize trucking companies to operate safely by 

properly maintaining equipment. Further, if at fault, the motor carrier would have the ability to pay the medical expenses of 

truck drivers and other motorists involved in serious accidents.  

 

But in over 40 years, the Secretary of Transportation has never adjusted this minimum insurance limit. The trucking industry 

is now critically underinsured and vulnerable to financial instability. Crucially, insurers have no incentive to properly 

underwrite an application, meaning owners have no financial obligation to properly train drivers, maintain their equipment, 

or operate safely.  

 

Additionally, $750,000 is quickly exhausted when a large truck crash involves paying the medical expenses for multiple 

injuries and fatalities. When the limits are reached, the motor carrier company often goes out of business. The remaining 

costs for medical treatment and long-term care are often shifted to public entities, like Medicare and Medicaid, meaning 

taxpayers ultimately bear the cost of the motor carrier’s negligence. Essentially, the public is subsidizing the trucking 

industry. 

 

8A.  Adjust the minimum financial responsibility from the $750,000 baseline amount in 1980 to the comparable 

 amount in 2026, utilizing either social or medical inflation. 

 

8B.  Match future adjustments of the financial requirement of motor carriers to the medical inflation index. 

 

 

 

9. Direct Major Liability Claims to Federal Court 
 

The U.S. Constitution grants Congress sole authority over interstate commerce to ensure a fair and consistent national 

economy. However, the current patchwork of state and local liability rulings undermines this federal framework, creating 

unpredictability that threatens the viability of interstate motor carriers. 

 

Liability Reform: Federal laws and regulations govern motor carriers. These carriers are designed to operate under a uniform 

federal framework, not a patchwork of state rules. Yet today, the litigation of liability claims in state or county courts creates 

systemic inconsistency, inefficiency, and unpredictability. 

 

Interstate motor carriers are regulated by federal statutes and FMCSA regulations. Allowing state courts to interpret these 

standards leads to contradictory rulings that undermine the seamless system of interstate commerce. Furthermore, federal 

courts are better equipped to interpret and apply federal transportation law.  
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Adjudication by judges familiar with the complexities of interstate trucking regulations ensures that similar cases are 

decided under the same legal principles, regardless of the state in which an accident occurred, reducing uncertainty for 

claimants, insurers, and carriers alike. 

 

9A.  Require liability claims against interstate motor carriers to be filed in federal court ,if the value of the claim 

 exceeds the federally required minimum financial responsibility amount. 

 

 
 

#### 


