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About MTAC 

The Motor Transport Association of Connecticut (MTAC) is a statewide trade association, which represents 

more than 500 businesses that operate commercial motor vehicles in and through the state of 

Connecticut.  MTAC membership includes freight haulers, movers of household goods, construction 

companies, distributors, tank truck operators and hundreds of companies that use trucks in their 

businesses. 

 

In Connecticut, 85.8% of communities depend exclusively on trucks to move their goods. Trucks transport 

about 94% of total manufactured tonnage in the state. The Connecticut trucking industry paid $3.2 billion 

in total industry wages in Connecticut in 2016. There were 59,390 trucking industry jobs in Connecticut in 

2016, which paid an average annual salary of $53,430 in Connecticut in 2016. The average annual amount 

of Connecticut-imposed highway user fees paid by tractor trailers is about $8,258; the average amount of 

federally-imposed highway user fees paid by tractor trailers is about $8,906.  

 

MTAC appreciates the opportunity to submit these comments. Reponses to many of the questions posed 

in the August 23, 2018 Federal Register notice are included below. 

 

1.  Short-haul operations.  

a. Do you have any data to show that extending the 12-hour period for the short-haul exception to the 

RODS/ELD requirements to 14 hours would change the safety performance of carriers using the short-

haul provision?  

MTAC membership is comprised of local and regional carriers more so than long-haul motor carriers. 

Some of these local and regional carriers end up being categorized, by default, as a long-haul carrier, 

simply because they sometimes become subject to RODS more than eight times in a 30 day period. Often 

times, the reason for this is just barely exceeding the 12 hour threshold, not necessarily the 100 air miles 

threshold. Yet most of the drivers for these carriers are home in their own beds every night. Adjusting the 

short-haul exemption to 14 hours makes sense.  

 

b. How specifically would a 14-hour period change your driver or carrier operations as compared to 12 

hours?  

For many carriers, expanding to a 14 hour period would not greatly change their operations. The biggest 

impact would be a reduction in administrative burden, and/or a reduction in costs associated with ELDs. 

These small businesses can focus on serving their customers and completing their work before returning 

home at the end of the day.  

 

c. What would the incremental change be for your operations/business if the exemption was changed to 

14 hours? For example, would your operations expand or would your drivers/carriers move from non-

exempt status to exempt status. What would be the economic impacts of that incremental change?  

 

2.  Adverse driving conditions.  

 

a. Is there adequate flexibility in the existing adverse driving conditions exception?  



 

 

MTAC members do not believe there is adequate flexibility in the current adverse driving condition 

exceptions. The current rule only extends the 11-hour drive time, but fails to address the on duty time. 

 

b. How often do you currently utilize the adverse driving conditions exception?  

 

c. What are the economic impacts of the current exception on your driver or carrier operation?  

Over the last few years, a growing number of states in the northeast have taken to banning tractor trailers 

from highways during snowstorms. Some of them put the bans in place before a snowflake has even hit 

the ground. This practice has become so common and widespread, that at times it appears there is a 

contest between the states to see which one can announce a ban first. (For what it’s worth, Connecticut 

has generally acted with more due diligence than other states, and has not simply banned tractor trailers 

from highways just because other states are doing it, or because it MIGHT snow). These actions 

completely stop commerce. This is obviously not good economically for the carriers, or for the drivers, 

who are often traveling on the highways in question when bans are announced and then become effective 

as early as ten minutes later. The adverse condition exception is important because it may very well be 

used by carriers who have to deal with these highway bans imposed by states. 

 

d. Should the definition of adverse driving conditions be changed?  

The movement of oversize/overweight loads are stopped because of rain in the State of Connecticut. The 

fact that this happens shows that Connecticut law enforcement enforces a standard that is more stringent 

than that of the federal government. It can result in carriers losing the ability to operate under their 

current permit, and needing to purchase another permit in the following days. Adding rain to the 

definition of adverse conditions would most likely be unworkable. Perhaps “thunderstorms” could be 

added to the definition. This would aid Connecticut-based transporters of oversize/overweight loads, as 

well as similar transporters that come into Connecticut from other states, who have been constrained by 

Connecticut’s overly aggressive standards.  

 

e. Should the adverse driving exception apply to the 14-hour work day window, not just the 11-hour 

driving limit?  

In light of comments above regarding Connecticut’s enforcement that prohibits oversize/overweight loads 

from being transported in the rain, it is reasonable to have the adverse driving exception apply to the 14-

hour work day window. These carriers that are based in or travel into Connecticut need some relief from 

overly aggressive restrictions in Connecticut, and this could provide some. 

 

f. How would the above changes affect the economic costs and benefits, and the impacts on safety and 

fatigue of the adverse driving conditions exception?  

If the changes above were implemented, there could be cost savings to certain carriers because they might 

not have to purchase as many oversize/overweight permits as a result of having their moves shut down 

because of rain. In these situations, safety and fatigue should not be an issue because the drivers have 

been stopped by law enforcement. 

 

3.  30-minute break.  

 



 

 

a. If the 30-minute rest break rule did not exist, would drivers obtain adequate rest breaks throughout a 

daily driving period to relieve fatigue?  

Most of MTAC’s members are local and regional carriers. Most of these employees are home every night. 

Throughout the course of the work day, the carriers (and their employees) will experience wait times, 

sometimes significant amounts of time, when dropping trailers. MTAC members state that stops can take 

anywhere from 15 minutes to upwards of 2 hours. During these waits drivers can step away from the truck 

while at the location (unless it is a hazmat load). At the very least, they will be sitting in the cab. This is 

essentially rest, as the drivers are not expending energy focusing on the important task of driving. Even 

operations that do not involve dropping trailers allow local and regional drivers to catch breaks during the 

day, such as those who deliver gasoline to gas stations, home heating fuel to houses, or drivers who go to 

and from construction sites. Drivers for local and regional carriers should not have a mandated 30 minute 

rest break.   

The Commercial Vehicle Safety Alliance (CVSA) maintains a database called the Exemption Tracker. The 

purpose is to help law enforcement keep track of exemptions from FMCSA regulations that have been 

issued to carriers. Many of the exemptions are from the 30-minute rest break requirements. The fact that 

this database even exists demonstrates just how hard it has become to keep track of the rules. Even law 

enforcement has difficulty keeping up. The 30-minute rest break should be eliminated to help simplify 

Hours of Service for both the industry and law enforcement. 

b. Are there alternatives to the 30- minute rest break that would provide additional flexibility to drivers 

while achieving the safety benefits goal of the current 30-minute break?  

As stated above, drivers for local and regional carriers tend to wind up with periods of rest throughout 

the day, because of the nature of their operations. This is another reason the short haul exemption should 

be extended; it would remove the burden of complying with the 30-minute rest break. But at the same 

time, the drivers would still be receiving period rest periods throughout their work day.  

 

c. If a rest break is retained, should it be taken off-duty or on-duty while the driver is not driving?  

If it is retained and applies to true long-haul drivers (and not local or regional drivers), FMCSA should 

consider allowing the break to be taken on-duty while not driving. Having a 14-hour window to drive 11 

hours should provide enough time for a driver to take a 30-minute rest break while on duty, but not while 

they are driving. 

 

d. How does the 30-minute rest break impact the efficiency of operations from a driver’s or a carrier’s 

perspective?  

It is a seemingly arbitrary requirement which can often force drivers to pull over and stop driving when it 

is not safe to do so. Additionally, even if long-haul drivers happen to be near a rest area when it is time 

for the break, there is no guarantee that safe and legal parking would be available. It is no secret that 

there is a shortage of truck parking, especially in the northeast. Those spaces may very well be occupied 

by drivers taking their 10-hour break. Eliminating the 30-minute rest break requirement will likely improve 

efficiency, and preserve valuable parking areas for drivers to take their 10-hours off. 

 

e. How would your suggestions impact the costs and benefits of the 30- minute break?  



 

 

Improving efficiency generally helps control costs for carriers. Eliminating the difficult-to-enforce 30-

minute rest break requirement would be one less thing that law enforcement officers would have to worry 

about.  

 

4.  Split-sleeper berth.  

 

a. FMCSA has announced a proposed flexible sleeper berth pilot program. Beyond the information that 

will be collected in the pilot program, do you have any information that would support changing the 

current requirements?  

The American Transportation Research Institute (ATRI) published a technical memorandum on sleeper 

berth flexibility on August 28, 2018. In the memo, ATRI states that using a 7/3, 6/4, or 5/5 split sleeper 

berth provision would amount to “a conservative reduction of 2.3 million hours of driving annually using 

a flexible HOS regulation.” A split sleeper provision would allow the same number of miles to be driven in 

2.3 million less hours, ATRI says.  

 

b. Are there alternatives that would make the sleeper berth options more effective or less costly?  

The ATRI memo suggests that more than $150,000,000 in annual direct savings in truck operating costs 

could be realized if flexible Hours of Service options, such as a split sleeper berth, are implemented. Their 

analysis is based on raw data gathered from two scenarios in which a driver travels across a heavily 

congested 40 mile urban corridor as part of a 585 mile trip using both current and flexible Hours of Service 

options. ATRI says there are at least 500 similar routes (a roughly 585 mile trip including congested 40 

mile urban corridor) in the U.S. There is certainly no shortage of them in the northeast, including in 

Connecticut. ATRI says that if only 25 drivers used a split sleeper berth option around all of the 500 like 

locations, it would result in the savings of 2.3 million hours of driving time and $150,000,000 annual 

savings in truck operating costs.   

 

c. How often do you use the sleeper berth option currently; how would this change with your suggested 

regulatory alternatives?  

 

d. What cost impacts and safety benefits would result from different split sleeper berth options?  

The ATRI data referenced above shows that a split sleeper berth option would be effective (and efficient) 

in terms of reducing the number of hours required to drive the same distance, and amount to direct cost 

savings to the trucking industry. Safety benefits might not be quantifiable with numbers as specific as 

these. But the bottom line is an expanded split sleeper berth provision would give drivers the option to 

avoid congestion while taking a break when they feel they need it. This provision would allow for some 

trucks to be voluntarily taken off the road during periods of congestion. Passenger cars would have one 

less vehicle on the road while they are commuting. Safety numbers for the trucking industry are likely to 

improve, not because of the false narrative that trucks are unsafe and will be off the road, but because 

less of them will be present for passenger cars to collide with. The preponderance of research studies find 

that car drivers are principally at fault in approximately three-quarters (70-75%) of fatal car-truck crashes. 

http://www.trucking.org/ATA%20Docs/News%20and%20Information/Reports%20Trends%20and%20St

atistics/02%2012%2013%20--%20FINAL%202013%20Car-Truck%20Fault%20Paper.pdf  

 



 

 

The ATRI memo states there are at least 500 like areas involving a 500+ mile trip which includes about 40 

miles of congested urban area. In a separate report, ATRI definitively ranks the top 100 freight bottlenecks 

in the country, and the geographically small state of Connecticut has seven of the top 100. Specifically, 

they are: 

#24: I-84 at I-91 in Hartford, CT 

#44: I-95 at I-91 in New Haven, CT 

#67: I-95 in Stamford, CT 

#81: I-84 at SR 8 in Waterbury, CT 

#82: I-95 in Norwalk, CT 

#89: I-95 at RT 8 in Bridgeport, CT 

#100: I-91, the Charter Oak Bridge in Hartford, CT 

 

These bottlenecks alone show that there are many such routes involving Connecticut like the one 

described in the ATRI memo. Factoring in bottlenecks in nearby New York, New Jersey, Massachusetts, 

and Rhode Island, adds even more possible routes involving Connecticut like the one described in the ATRI 

memo. Thus, the northeast would greatly benefit from Hours of Service flexibilities like an expanded split 

sleeper berth. Even if MTAC members are not in a position to take advantage of potential split sleeper 

berth provisions, truckers driving through, or with destinations ending in Connecticut might very well be 

able to do so. Any improved efficiency on highly-congested Connecticut highways could stand to benefit 

all highway users. 

 

CONCLUSION: 

MTAC thanks FMCSA for consideration of these comments. Contact the MTAC office at any time with 

questions. 


