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EDITORIAL 

MONTGOMERY V. CARIBE TRANSPORTATION 

By: George Carl Pezold, Esq. 

Everyone is talking about the U.S. Supreme Court’s decision in Montgomery v. Caribe Transportation, 

LLC that was handed down on May 14th and its impact on brokers and shippers.  

Background 

The case involved a highway accident in which Shawn Montgomery sustained severe and permanent 

injuries.  Montgomery sued the driver, the motor carrier, and the broker, C.H. Robinson, alleging that C.H. 

Robinson was liable for his injuries because it negligently hired the driver, Varela-Mojena and Caribe 

Transport.   

The Federal District Court held that Montgomery’s claims against C.H. Robinson were “preempted” by 

a federal statute referred to as the “FAAAA”, as codified in the Interstate Commerce Act at 49 U.S.C. § 

14501(c)(1). The 7th Circuit of Appeals confirmed the District Court’s decision.   

The decision of the 7th Circuit Court of Appeals was in line with earlier decisions of the 7th and 11th 

Circuit Courts of Appeals finding that negligent hiring claims against brokers were preempted.  However, the 

6th and 9th Circuit Courts of Appeals had previously ruled that negligent hiring claims were not preempted.  

Since the Circuit Courts of Appeal were divided as to whether the FAAAA’s “safety exception” permits 

negligent-hiring claims against brokers, the Supreme Court granted certiorari at 606 U. S. 1066 (2025). 

Although 49 USC 14501 is titled as “Federal Authority Over Intrastate Transportation”, subsection (c) 

applies to interstate transportation of property by motor carriers, brokers and freight forwarders.  Section 

14501(c) provides as follows:  

(c) MOTOR CARRIERS OF PROPERTY.— 

(1) GENERAL RULE.—Except as provided in paragraphs (2) and (3), a State, political 

subdivision of a State, or political authority of 2 or more States may not enact or enforce a law, 

regulation, or other provision having the force and effect of law related to a price, route, or 

service of any motor carrier (other than a carrier affiliated with a direct air carrier covered by 

section 41713(b)(4)) or any motor private carrier, broker, or freight forwarder with respect to 

the transportation of property.  

(2) MATTERS NOT COVERED.  Paragraph (1) - 

(A) shall not restrict the safety regulatory authority of a State with respect to motor 

vehicles, the authority of a State to impose highway route controls or limitations based on 

https://www.supremecourt.gov/opinions/25pdf/24-1238_1b7d.pdf
https://www.supremecourt.gov/opinions/25pdf/24-1238_1b7d.pdf
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the size or weight of the motor vehicle or the hazardous nature of the cargo, or the authority 

of a State to regulate motor carriers with regard to minimum amounts of financial 

responsibility relating to insurance requirements and self-insurance authorization; 

This is the language that is referred to as "the safety exception" and was at the core of the split opinions 

among federal district and circuit courts of appeal – leading to the Supreme Court’s decision in Montgomery. 

What does the Montgomery case mean for brokers? 

It DOES make brokers potentially liable for “negligent hiring” of a motor carrier in cases involving 

highway accidents resulting in personal injury or wrongful death. 

It places a responsibility on brokers to exercise due diligence in the vetting and selection when it hires 

or arranges transportation by motor carriers.  And, when faced with a claim of negligent hiring, it will be 

incumbent upon the broker to prove freedom from negligence. 

The language from the Supreme Court decision is instructive as to what might be involved in a “negligent 

hiring” claim: 

Montgomery claimed that Caribe Transport had a “‘conditional’” safety rating from the   Federal 

Motor Carrier Safety Administration when C.H. Robinson hired it.  App. 21. That agency had 

allegedly found Caribe Transport to be deficient “with respect to qualification of drivers,” “hours 

of service of drivers,” “inspection, repair and maintenance,” “recordable crash rate,” and more.  

Based on that safety rating, Montgomery claimed that C.H. Robinson knew (or should have 

known) that choosing Caribe Transport to transport goods was reasonably likely to result in 

crashes that would injure others. 

Many brokers have vetting services for “onboarding” new carriers and monitoring operating authority, 

out-of-service notices, suspensions and revocations, insurance, safety ratings, etc. that are available on the 

DOT or FMCSA websites.  Whether you attempt to “do it yourself” or hire one of these services, the only 

official information available is on these government websites: 

1. SAFER – Safety and Fitness Electronic Records (Safety Rating information) 

2. Licensing and Insurance Public (Status of License and BIPD Insurance) 

3. SMS – Safety Measurement Status (carrier performance data).  This website includes the following 

seven Behavior Analysis & Safety Improvement Categories (BASICs):  Unsafe Driving, Crash Indicator 

(Not available to Public), Hours-of-Service Compliance, Vehicle Maintenance, Controlled Substances and 

Alcohol, Hazardous Materials Compliance (Not available to Public), and Driver Fitness. 

It should be noted that the accuracy and reliability of information on these websites is often questionable, 

and the “BASIC” scores have been criticized for relevancy in determining carrier fitness. 

In addition, although federal regulations at 49 CFR 385 - Safety Fitness Procedures long ago established 

three “safety ratings” (Satisfactory, Conditional, Unsatisfactory), there is also a recent category called 

“Unrated” for carriers that have not been assigned a safety rating by the FMCSA.  Significantly, it has been 

reported that approximately 90% of the nation’s registered motor carriers are “Unrated”. 

The thing to remember that “negligent hiring” requires an act or omission that is causally related to the 

personal injury or death in the accident.  Obviously, a broker cannot be liable for an Act of God or similar 

events beyond its control.  There must be some foreseeable event or consequence of the broker’s negligence 

and this is the plaintiff’s burden to prove.   

Brokers ask whether they should buy insurance to protect themselves against these vicarious liability 

lawsuits, and insurance companies are offering a variety of “broker insurance packages” – errors and 

https://safer.fmcsa.dot.gov/CompanySnapshot.aspx
https://li-public.fmcsa.dot.gov/LIVIEW/pkg_carrquery.prc_carrlist
https://ai.fmcsa.dot.gov/SMS
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omissions, contingent liability, etc.  Few of these will actually help if the broker is sued for “negligent hiring”.  

One of the most significant benefits is when the policy provides for the “cost of defense”, i.e. payment of the 

insured’s attorney fees.  Brokers should ask their legal counsel to review their insurance policies to ensure 

that the policies they purchase provide the coverage brokers expect and avoid costly premiums for worthless 

coverage. 

Impact on Shippers 

How does the Montgomery case affect shippers?  Shippers hire carriers directly, as well as brokers, to 

meet their transportation needs.  Shippers are often dragged into a personal injury suit because the shipper’s 

product was on the truck and plaintiff’s attorneys often look to sue as many deep pockets as possible. 

These types of claims can be especially problematic for shippers if the traffic accident was caused by the 

shipper, e.g., if the product was improperly loaded by the shipper and caused the truck to overturn.   

However, even if there is no claim of direct shipper negligence such as improper loading, there could be 

a claim of negligent hiring asserted against the shipper. 

Clearly, the FAAAA preemption only applies to motor carriers, brokers and freight forwarders and does 

not extend to shippers.  Thus, the argument of preemption under the FAAAA was never available to shippers 

and, as such, shippers have always had potential exposure to claims for both their own negligence as well as 

negligent hiring. 

In light of the Supreme Court’s decision, claims of negligent hiring against shippers may now look more 

appealing to plaintiffs’ attorneys.  This decision may embolden plaintiffs’ attorneys to pursue claims that the 

shipper was negligent in its selection of a broker or a carrier. 

The ability of a shipper to vet a carrier is subject to the same difficulties described above. But. since 

there are no safety ratings or BASICs scores for brokers, it is nearly impossible for a shipper to vet a broker.   

Cargo Loss/Damage Claims against Brokers 

The Montgomery decision deals only with negligent hiring or vicarious liability of a broker where there 

has been personal injury or death and is silent as to damage to property, i.e. cargo loss or damage. 

The “Carmack Amendment” (49 U.S.C. § 14706) imposes liability for cargo loss or damage on motor 

carriers and freight forwarders under a semi-strict liability standard.  Brokers are not included in the Carmack 

Amendment and, thus, are not liable for cargo loss/damage under the Carmack Amendment.  

Brokers are often “caught in the middle” on loss or damage claims. Since claimants cannot rely on 

“Carmack” liability, it has become common to assert other legal theories to try to recover cargo loss or damage 

from brokers, such as negligence, breach of contract, bailment, Deceptive Trade Practices Act, etc. – all of 

which are state or common law causes of action. 

Courts have almost universally dismissed such claims as preempted under 49 U.S.C. §14501(c)(1), and 

it is unlikely that the decision in Montgomery will have any effect on the property claims.  The Supreme Court 

recognized this distinction as follows: 

Recall that the express preemption provision applies to laws and regulations “related to a price, 

route, or service of” motor carriers or brokers “with respect to the transportation of property.” 

§14501(c)(1). The safety exception saves only a subset of preempted claims: those involving 

regulations concerning motor vehicle safety. §14501(c)(2)(A). One can imagine many state laws 

that are related to motor carrier prices, routes, and services—such as how much a carrier may 

charge or which highways it may traverse—that have no relationship to safety. 
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As a further comment, it should be noted that brokers often contractually agree to be liable for cargo loss 

or damage or otherwise indemnify their customers for losses caused by the responsible motor carrier.  While 

brokers may find assuming contractual liability to be commercially expedient and necessary for business 

reasons, it can be a dangerous risk for brokers. 

ASSOCIATION NEWS 

UPCOMING VIRTUAL SEMINARS 

Save the Dates – 2026 Live Virtual Summer Seminars on Zoom – Registration Open! 

Each seminar totals 8 hours and is delivered in 2-hour sessions over four days. 

 

• Transportation, Logistics & the Law – June 2, 4, 9 & 11   3:00 - 5:00 PM Eastern 

• Freight Claims in Plain English – June 16,18, 23 & 25   2:00 – 4:00 PM Eastern 

• Contracting for Transportation & Logistics Services – July 14,16, 21 & 23  

        2:00 – 4:00 PM Eastern 

Our seminar topics are being updated to reflect the latest issues and trends in the industry! 

Transportation, Logistics & The Law – It’s All About the Risk! 

Presented by: Presented by Brent Wm. Primus, JD – Primus Law Office, P.A. and Andrew M. Danas, 

Partner, Grove, Jaskiewicz and Cobert, LLP. 

This seminar will include a special focus on the U. S. Supreme Court’s May 14 decision in Montgomery 

v. Caribe Transport. 

What does it mean for shippers, brokers, and carriers? 

Did this decision “change everything” .. or maybe not? 

This one-of-a-kind seminar is intended for the persons actually doing the work to be able to identify and 

minimize legal and financial risks in their day-to-day responsibilities.  

What you will learn in addition to the above  

• Motor Carriers, Brokers, and Surface Freight Forwarders: What are the legal differences and why 

do they matter? 

• Air and ocean carriers and intermediaries – the legal characteristics of the providers of international 

transportation services; a primer on contracting for international transportation 

• Shippers, consignors and consignees – who’s who and which is who 

• Latest on the biggest financial risk faced by shippers: Vicarious liability for highway accidents 

• Role of the bill of lading – with or without an individually negotiated contract 

• Mapping contractual relationships: A visual depiction of the complex web of the rights and 

obligations of the parties when Bills of Lading, individually negotiated contracts and a warehouse 

receipt may all be in play 

• Terms of Sale between buyers and sellers: The UCC and Incoterms – what they are and how they 

are different 

• Payment and collection of freight charges: How to avoid the financial risk of late payment 

penalties; Minimizing “the double payment problem” 
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• A flash look at insurance: the critical difference between cargo insurance and cargo liability 

insurance; certificates of insurance vs. insurance policies 

• Cyber Insurance, Crime Insurance, Fraud and Deceit Insurance: A focus on the polices offering 

protection for Strategic Cargo Theft –the current leading cause of cargo loss 

Registrants will receive 190+ pages of course materials. These materials include critical statutes, critical 

regulations, and additional vital information 

This one-of-a-kind seminar is intended for the persons actually doing the work to be able to identify and 

minimize legal and financial risks in your day-to-day responsibilities. 

The presenter, Brent Wm. Primus, brings over 50 years of legal experience to the classroom. During that 

time, he has represented shippers, intermediaries and carriers of all sizes in both litigation and transactional 

matters. Brent has received the Transportation & Logistics Council's Transportation Lawyer of the Year 

Award. He is the editor of Freight Claims in Plain English 4th Ed. He is the author of Motor Carrier Contracts 

Annotated. Since 2007 he has authored Parcel Counsel, a legal column for Parcel Magazine. 

The presenter, Andrew M. Danas, is a Washington, D.C. attorney who represents shippers, 

intermediaries, and carriers of all sizes in both domestic and international commercial, regulatory, and 

litigation matters. He has held multiple leadership roles in legal and industry professional organizations and 

is a recognized speaker and author in the area of transportation and logistics law. 

Freight Claims in Plain English 

Presented by: Gerard F. Smith, Esq., Pezold, Smith, Hirschmann & Selvaggio 

This course is essential for supply chain and logistics professionals, at all levels, or anyone who has 

responsibility for pursuing or defending freight loss and damage claims on behalf of shippers (manufacturers, 

distributors, etc.), brokers, carriers, freight forwarders, etc. It covers all aspects of freight claims from the 

basics of filing claims to more advanced topics such as legal liability and insurance. It includes valuable 

information and content that will assist and better prepare you to confidently resolve claims with legal and 

practical solutions. 

Contracting for Transportation & Logistics Services 

Presented by: Raymond A. Selvaggio - Pezold, Smith, Hirschmann & Selvaggio 

An intensive program on the practical and legal aspects of contracting for transportation and logistics 

services. 

This course is designed for both purchasers and providers of transportation services with a focus on the 

contractual relationships among motor carriers, shippers, brokers and other 3PLs. 

Plus, attendees will have a unique opportunity to discuss their specific contracting problems and issues 

with a knowledgeable transportation attorney. 

The Presenter, Raymond A. Selvaggio, is an attorney with over 30 years of experience in the field of 

transportation law, who has drafted, negotiated and reviewed myriad contracts covering all modes of 

transportation involving Shippers, Carriers, Transportation Brokers and Freight Forwarders. 

REGISTER HERE 

 

https://tlcouncil.org/2026-virtual-summer-seminars-online-registration/
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INTERNATIONAL 

COURT REJECTS TRUMP’S 10% TARIFFS  

On May 7, 2026, the U.S. Court of International Trade (“CIT”) issued a 2-1 decision in Burlap and 

Barrel, Inc. v. Trump, ruling that President Trump’s latest round of 10% tariffs were invalid.  It called these 

tariffs “unlawful” and noted that they had brought “economic harm” to the plaintiffs. 

The judges ruled “Defendants do not explain why they should be permitted to continue the unlawful 

collection of Section 122 duties from Importer Plaintiffs for the duration of the imposition of such duties.”  

In a separate judgment, the panel ruled that the Trump administration must stop charging tariffs for the 

state of Washington and the two businesses that sued. It also ruled that the White House must issue refunds 

plus interest for all tariffs paid by those three plaintiffs.  

It should be noted that the court did not issue a universal injunction that struck down the tariffs altogether 

and that the decision ONLY applies to the three plaintiffs, the two private importer plaintiffs (Burlap & Barrel 

and Basic Fun!) and the State of Washington.   

Therefore, as most importers are largely not covered by the injunction, CBP is expected to continue 

assessing and collecting Section 122 tariffs while the case proceeds on appeal. As such, importers of record 

should not assume that the ruling will automatically result in across-the-board relief. The Consolidated 

Administration and Processing of Entries (“CAPE”) refund mechanism recently established by CBP currently 

applies only to International Emergency Economic Powers Act (“IEEPA”) tariffs and does not provide a 

vehicle for Section 122 refunds. Importers of record with material Section 122 exposure should evaluate 

whether affirmative steps are warranted to preserve refund rights to include filing a lawsuit at the CIT. 

Companies, regardless of importer of record status, should review contractual provisions governing tariff 

pass-throughs and refund entitlement to avoid legal disputes. 

These 10% global tariffs were implemented by the White House using Section 122 of the Trade Act of 

1974, a legal provision that allows the president to impose tariffs for 150 days to deal with “large and serious 

... balance-of-payments deficits.”  They were implemented after the U.S. Supreme Court ruling February 20, 

2026, striking down the President’s tariffs previously imposed under the International Emergency Economic 

Powers Act, (“IEEPA”). 

It is anticipated that the Trump Administration will move on and seek to impose longer-lasting tariffs 

under yet another legal provision, Section 301 of the Trade Act of 1974, replacing the temporary Section 122 

https://www.courtlistener.com/docket/72381015/38/burlap-and-barrel-inc-v-trump/
https://www.courtlistener.com/docket/72381015/38/burlap-and-barrel-inc-v-trump/
https://www.courtlistener.com/docket/72381015/39/burlap-and-barrel-inc-v-trump/
https://transaudit.com/
https://www.infios.com/en


TRANSDIGEST-Volume XXXI, Issue No. 339, May 2026 

 

8 

duties.  Section 301 is a law aimed at restricting unfair trade practices and requires the U.S. to conduct 

investigations into countries’ trade practices first. 

In anticipation of the need to go down this route, on March 12, 2026, the United States Trade 

Representative (“USTR”) initiated investigations of 60 economies under Section 301(b) of the Trade Act of 

1974.  The roughly 60 countries and territories that were hit with investigations include some of the U.S.'s 

largest trading partners, like China, Canada, Mexico, Japan, South Korea, Vietnam, Australia, the United 

Kingdom and the European Union.  According to the USTR announcement: 

The investigations will determine whether acts, policies, and practices of each of these 

economies related to the failure to impose and effectively enforce a ban on the importation of 

goods produced with forced labor are unreasonable or discriminatory and burden or restrict U.S. 

commerce. The list of economies subject to these investigations—60 of the largest trading 

partners of the United States—is below. 

“Despite the international consensus against forced labor, governments have failed to impose 

and effectively enforce measures banning goods produced with forced labor from entering their 

markets. For too long, American workers and firms have been forced to compete against foreign 

producers who may have an artificial cost advantage gained from the scourge of forced labor,” 

said Ambassador Greer. “These investigations will determine whether foreign governments 

have taken sufficient steps to prohibit the importation of goods produced with forced labor and 

how the failure to eradicate these abhorrent practices impacts U.S. workers and businesses.”  

The economies subject to these investigations are: 

1. Algeria 

2. Angola 

3. Argentina 

4. Australia 

5. The Bahamas 

6. Bahrain 

7. Bangladesh 

8. Brazil 

9. Cambodia 

10. Canada 

11. Chile 

12. China, People's Republic of 

13. Colombia 

14. Costa Rica 

15. Dominican Republic 

16. Ecuador 

17. Egypt 

18. El Salvador 

19. European Union 

20. Guatemala 

21. Guyana 

22. Honduras 

23. Hong Kong, China 

24. India 

25. Indonesia 

26. Iraq 

27. Israel 

28. Japan 

29. Jordan 

30. Kazakhstan 

31. Kuwait 

32. Libya 

33. Malaysia 

34. Mexico 

35. Morocco 

36. New Zealand 

37. Nicaragua 

38. Nigeria 

39. Norway 

40. Oman 

41. Pakistan 

42. Peru 

43. Philippines 

44. Qatar 

45. Russia 

46. Saudi Arabia 

47. Singapore 

48. South Africa 

49. South Korea 

50. Sri Lanka 

51. Switzerland 

52. Taiwan 

53. Thailand 

54. Trinidad and Tobago 

55. Türkiye 

56. United Arab Emirates 

57. United Kingdom 

58. Uruguay 

59. Venezuela 

60. Vietnam 

 There was a Notice of initiation, request for comments and notice of public hearings regarding the 301 

investigations published in the Federal Register on March 17, 2026, available here.  The comment period 

ended on May 22, 2026, and the comments are available here. 

https://ustr.gov/about/policy-offices/press-office/press-releases/2026/march/ustr-initiates-60-section-301-investigations-relating-failures-take-action-forced-labor
https://www.govinfo.gov/content/pkg/FR-2026-03-17/pdf/2026-05151.pdf
https://comments.ustr.gov/s/docket?docketNumber=USTR-2026-0133
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CBP WARNS OF IEEPA TARIFF REFUND SCAMS 

On Monday, April 20, 2026, the U.S. Customs and Border Protection (“CBP”) tariff refund claims portal 

went live with information and instructions available here.  With an estimate that companies paid more than 

$166 billion in International Emergency Economic Powers Act (IEEPA) tariffs that were ruled to be illegal 

and subject to possible refunds, CBP expects that the scammers will not be far behind. 

All sorts of fraud and scams have been reported in the news recently and the perpetrators are nothing if 

not creative and persistent.  With that in mind, on May, 7, 2026, the CBP posted the following “Best Practices 

for Protecting Your Information Regarding IEEPA Refunds”: 

With the launch of the Consolidated Administration and Processing of Entries 

(CAPE), CBP expects that scammers will attempt to use social media, email, and other 

communication methods to secure account information from importers in order to interfere with 

the process of refunding International Emergency Economic Powers Act (IEEPA) duties.    

Don’t get scammed! Don’t be a victim!   

• If someone you do not know tells you they will file for an IEEPA refund on your behalf if 

you provide them with your personal information, company information, or banking 

information, this may be a scam.  Only provide such information to trusted and validated 

parties.   

• Using verified accounts through the Automated Commercial Environment (ACE) Secure 

Data Portal, filing a CAPE Declaration is the only way to submit a request for an 

IEEPA refund.  Do not enter any information into a website other than ACE that claims to 

process IEEPA refunds.    

• CBP will generally not request sensitive information to process IEEPA refunds, such as 

Social Security numbers, bank account details, or passwords, via email or text message. If 

you receive a request for additional information from CBP to verify your identity, check that 

the request is from an official CBP email address (all CBP email addresses end 

in “@cbp.dhs.gov”).   

Watch out for:    

• Requests for personal or financial information    

• Offers of refunds in exchange for data    

• Unsolicited emails, calls, or texts    

• Pressure to act quickly   

• Poor grammar, spelling errors, or suspicious links in solicitation emails    

Protect your information—    

• Ensure ACE account owner information is accurate and up to date.   

• Do not respond to unsolicited emails about IEEPA refunds.  CBP will not independently 

schedule reports to be delivered to users’ e-mail addresses. If trade users schedule ACE 

reports to be run and provided via email, reports will be provided from the following CBP 

email address: bobjadm@cbp.dhs.gov.   

• Beware of phishing attempts: If you receive emails claiming to be from CBP regarding CAPE 

refund reports, verify the sender (all CBP email addresses end in “@cbp.dhs.gov”) and do 

not click on any links or attachments that have not been sent by CBP.    

https://www.cbp.gov/trade/programs-administration/trade-remedies/ieepa-duty-refunds?utm_title=IEEPA
https://content.govdelivery.com/bulletins/gd/USDHSCBP-41649df?wgt_ref=USDHSCBP_WIDGET_2
https://content.govdelivery.com/bulletins/gd/USDHSCBP-41649df?wgt_ref=USDHSCBP_WIDGET_2
mailto:bobjadm@cbp.dhs.gov.
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• Never share sensitive information: Do not provide personal or financial information in 

response to emails regarding CAPE refund reports or IEEPA refunds unless it is from a CBP 

email address (“@cbp.dhs.gov”).    

• Use official channels: Always use official CBP email addresses for any questions or 

concerns.    

• Report suspicious activity: If you receive suspicious emails or communications, report them 

to IEEPAFraud@cbp.dhs.gov    

• The DHS Office of the Inspector General (OIG) also investigates fraudulent allegations by 

submitting a complaint through the DHS OIG Hotline.   

MOTOR 

WILL THE SCOTUS BROKER RULING IMPACT RATES? 

As discussed in-depth above, the U.S. Supreme Court’s decision in Montgomery v. Caribe 

Transportation, LLC will have significant impacts on the transportation industry, particularly as to liability. 

One expected offshoot of that shift in liability exposure will be increased rates as the industry adjusts to 

this new liability environment.  Because the Montgomery decision allows accident victims to sue freight 

brokers who hire the motor carriers involved in the accident, brokers will have make changes in their business 

practices. 

Previously, brokers were not required to carry any insurance coverage other than a $75,000 bond to 

cover payment defaults.  In contrast, asset-based carriers are required to carry $1 million in auto liability and 

$100,000 in cargo coverage per load. While not yet required by law, it will now be incumbent upon brokers 

to obtain insurance coverage to protect themselves.  A type of insurance coverage that has not previously 

existed, and whose cost will have to be determined. 

There will also be a shakeup with carriers as brokers will have to be much more selective in who they 

select as carriers.  They will have to reevaluate their carrier vetting process to ensure they meet the 

intentionally vague standard of “reasonable care” in carrier selection.  Brokers don’t want to be the test case 

for what “reasonable” means in a state court. The cheapest path to defensibility is to stop tendering to carriers 

without clean safety ratings altogether — and that’s exactly the behavior change that pulls capacity out of the 

market.  As noted in the Editorial above, the only official information available for vetting carriers is on the 

listed government websites, and the accuracy and reliability of that information is often questionable. 

The market may lose a group of carriers deemed too risky to employ due to limited history or 

questionable safety scores, who are typically lower-cost providers. A May 19, 2026, article in Freightwaves 

discusses the capacity issue:  

There are roughly 1.2 million trucks operating today with zero safety rating from FMCSA. 

Brokers now have to think hard about whether to put freight on those trucks at all. 

This creates an immediate problem: if a carrier doesn’t have a safety rating, how does a broker 

demonstrate the due diligence the Court is now requiring? There isn’t a clean answer, and that 

ambiguity is where the risk lives. Brokers we’ve already talked to are rethinking how they tender 

freight. Carriers with clean safety ratings are going to see significantly higher rates. Carriers 

without ratings will see fewer opportunities — not because they’re unsafe, but because no one 

has gone out and confirmed they meet regulations, and a broker has no defensible record to point 

to in court. 

mailto:IEEPAFraud@cbp.dhs.gov
https://hotline.oig.dhs.gov/#step-1
https://www.freightwaves.com/news/scotus-to-trigger-truckload-rate-run-to-5-00-per-mile?oly_enc_id=3114A9501589A6W
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The more acute question is what happens to the roughly 300,000 trucks the Department of 

Transportation has flagged with a conditional safety rating — meaning there’s a documented 

issue the carrier needs to address. A conditional rating is exactly the fact pattern at the heart of 

Montgomery. A broker tendering to a conditional-rated carrier is now staring directly at the kind 

of case C.H. Robinson just lost. If those 300,000 trucks lose freight opportunities at scale, a 

meaningful share of that capacity exits the market. 

If the dynamic extends to the full 1.2 million trucks with no rating, it’s catastrophic for capacity. 

Combined, we’re talking about roughly 30% of trucks on the road that either have no safety 

rating or a conditional one. 

A May 23, 2026, article in Freightwaves addressing the rate issue stated that truckload spot rates reached 

an all-time high on May 21, 2026, even beating out the record high rates set during COVID.  The author did 

note that while the Montgomery decision was having some impact on the rate spike, “the real cause was the 

massive compliance crackdown and resurgence of the industrial economy,” that has been going on for months 

and that the real impact of the Montgomery decision “will take months and years to work out.”  After speaking 

with many brokers, shippers, carriers, technology providers and stakeholders across the industry, the author 

concluded that “The general consensus is that this [Montgomery] is the most impactful development since 

trucking deregulation.”  

From the May 23 Freightwaves article: 

What I’m Hearing on the Ground 

Here’s what the past week of direct conversations has shown me: 

• Brokers have turned sharply more selective. Highway, a major carrier-vetting platform, 

told me that several large brokerages are no longer accepting loads from non-domiciled CDL 

drivers — a complete reversal from just seven days earlier. The risk is now simply too high. 

• Shippers are nervous and reallocating freight. Several enterprise shippers have reached 

out because their incumbent brokers can’t secure trucks. Others have paused loading certain 

brokers while they reassess exposure. The most common move I’m seeing: shippers are 

considering shifting volume into managed transportation programs, where brokers take on 

more operational control and, critically, more structured risk mitigation. 

• Large brokers are bullish — and gaining share. The biggest brokerage houses are ecstatic. 

They see this as a generational opportunity to consolidate market share. Smaller “long-tail” 

brokers without deep balance sheets or sophisticated risk systems will likely struggle. 

• Insurance premiums are the sleeping giant. No one has final numbers yet, but early 

estimates I’m hearing from large brokers range from 3x to 10x increases in brokerage liability 

insurance.  

• Conditional safety ratings have become radioactive. Carriers sitting on FMCSA 

“conditional” ratings are finding it dramatically harder to get loads. The agency is 

overwhelmed, and the frustration from small carriers is real. Interestingly, several large, 

compliant asset carriers have formally asked the FMCSA for more inspections so they can 

clear their names more quickly and capture the capacity now being withheld from marginal 

players. 

• Small claims are the hidden cost bomb. One asset carrier told me the real financial drag 

isn’t the headline-grabbing million-dollar lawsuits — it’s the volume of $20,000 nuisance 

https://www.freightwaves.com/news/one-week-after-landmark-scotus-ruling-why-truckload-spot-rates-just-hit-all-time-highs-and-why-this-is-only-the-beginning
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claims that fall outside insurance. If brokers start getting pulled into even a fraction of those, 

the administrative burden could add more than $20 per load industry-wide. 

We already have the first legal signal of the new reality: a broker-liability case that had been 

dismissed was amended this week to bring the freight broker back in as a defendant. 

Winners and Losers in the New Broker-Liability Era 

Winners: 

• Well-capitalized, large brokers with strong risk-management systems 

• Managed transportation providers 

• Highly compliant, well-insured asset carriers 

• Public truckload carriers and established 3PLs (I continue to believe these are the stocks to 

own) 

• Load board operators with verified identity and indemnification-backed models 

Challenged: 

• Small and mid-size brokers without scale or deep insurance resources 

• Non-domiciled or conditionally rated carriers 

• Neutral-pipe load boards that connect brokers to unvetted carriers 

• Shippers are overly reliant on spot-market capacity without robust vetting 

The Bottom Line 

The era of the broker as a low-liability “matchmaker” is officially over. Every load board just 

became a higher-stakes risk-management exercise. Capacity is tightening selectively but 

powerfully. Rates are already at record levels and have further to run. As one senior industry 

executive told me this week: “You haven’t seen anything yet.” 

While we will need to wait to see how much and how quickly rates will be impacted, the need for 

insurance and the likely reduction in capacity will be inflationary, putting upward pressure on rates. 

MOTOR CARRIER REPONSES TO RISING INSURANCE COSTS 

On May 19, 2026, the American Transportation Research Institute (“ATRI”) released new research 

detailing the rising costs of commercial auto liability insurance in the trucking industry and the risk 

management strategies that motor carriers use to mitigate these costs. 

From the press release: 

From 2021 to 2024, liability insurance premium costs rose by 18.6 percent to 10.2 cents per mile 

– outpacing consumer inflation by 5.4 percentage points – at the same time that heavy-duty 

truck-involved crash rates fell by 2.6 percent industry-wide. The research confirms that a sharp 

rise in crash claims expenses fueled this rise in insurance costs: among respondents, per-mile 

liability losses rose by an average of 33.1 percent over the same period. 

Premium costs for excess coverage in particular rose at an even higher rate. From 2021 to 2024, 

per-mile premium costs for the $5-10 million insurance layer rose by 34 percent to 1.58 cents, 

and per-mile premium costs for the $10-15 million layer rose by 45 percent to 1.05 cents. These 

increases in excess coverage expenses point to the role of rampant litigation in inflating claims 

costs. 

https://truckingresearch.org/2026/05/new-atri-research-analyzes-motor-carrier-responses-to-rising-insurance-costs/
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Several risk management approaches did yield positive outcomes during this period, 

however. Fleets with more retained risk in their primary coverage layer experienced lower 

combined liability losses and premium costs during this period, regardless of size. Furthermore, 

fleets that reduced total purchased coverage experienced an average reduction of 2.4 percent in 

combined liability losses and premium costs in the subsequent year when adjusted for 

inflation. These outcomes can be attributed to a combination of premium reductions and 

aggressive implementation of safety strategies by fleets. For example, the deployment of six 

safety technologies had a statistically significant correlation with lower per-mile liability losses. 

The report includes a variety of additional benchmarks for fleets to evaluate trends and assess 

their own risk management approach, such as coverage limits, percent of revenue spent on 

insurance, and deductible or self-insurance levels by fleet size. 

“ATRI’s report gives us invaluable visibility on the changing liability insurance landscape and 

how fleets are navigating it,” said Lynette Woodie, ArcBest Manager of Loss Prevention and 

Administration. “Good fleets don’t just react passively to rate increases each year: they take 

the initiative by analyzing data and working closely with their insurers to craft a holistic risk 

management plan that improves safety and reduces costs.” 

The full report is available on ATRI’s website here. 

ATRI SEEKS INPUT ON SCALE OF UNAUTHORIZED CABOTAGE IN THE U.S. 

On May 14, 2026, the American Transportation Research Institute (“ATRI”) announced that it is seeing 

trucking industry input on the scale of unauthorized cabotage in the U.S.  From the press release: 

With federal law prohibiting the use of foreign B-1 visa-holding truck drivers from engaging in 

point-to-point service while operating in the U.S., ATRI’s Research Advisory Committee 

identified research to assess the scale and impact of cabotage activities in the U.S. as a top 

priority. 

While B-1 visa-holders are generally allowed to make one pick-up or delivery in the U.S., 

anecdotal evidence indicates that some foreign truck drivers actively conduct new business 

throughout the U.S. and beyond the border commercial zones. 

ATRI’s cabotage research includes a trucking industry survey that asks truck drivers and motor 

carriers to provide input on when and where this illegal activity is most often observed. The 

survey findings will help develop an economic model that will calculate the real costs and 

impacts that cabotage has on U.S. truck drivers and truck fleets. 

“Cabotage laws were created to protect U.S. jobs and ensure that a level playing field exists,” 

noted Kaitlyn Holmecki, American Trucking Associations’ Director of International 

Policy. “When illegal low-cost transportation services undercut domestic freight operations, the 

entire trucking industry pays the price.” 

All survey responses will be kept strictly confidential and used only in summary statistics. 

The survey can be found here: https://www.research.net/r/MC-Cabotage-Survey and will remain 

open through Friday, June 12, 2026. 

https://truckingresearch.org/2026/05/truckings-rising-insurance-costs-issues-and-opportunities/
https://truckingresearch.org/2026/05/atri-seeks-trucking-industry-input-on-the-scale-of-unauthorized-cabotage-in-the-u-s/
https://www.research.net/r/MC-Cabotage-Survey
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OCEAN 

MIDDLE EAST UPDATE  

The biggest news since last month is that there really hasn’t been any change, despite ongoing 

negotiations.  The Strait of Hormuz is still essentially closed and there has been no significant progress in a 

resolution to the conflict.   Iran wants complete control over what has always been an international waterway 

and to charge a toll for transit.  A proposition that faces worldwide condemnation and would set a terrible 

precedent if allowed. 

Under the United Nations Convention on the Law of the Sea (“UNCLOS”), international straits used for 

global navigation are governed by the principle of “transit passage,” allowing ships of all nations to move 

continuously and freely without requiring permission from coastal states. 

Legal experts say no country can unilaterally convert such waterways into a permission-based corridor 

or impose selective restrictions on civilian shipping. 

That has not stopped Iran from creating its “Persian Gulf Strait Authority” (“PGSA”) and issuing a 

document, titled “Vessel Information Declaration”.  According to the document, vessels transiting Hormuz 

are required to submit detailed information by answering forty questions that include: nationality of registered 

vessel owners; origin and destination of voyage; crew nationalities; cargo details including value and 

consignee; and previous flag registrations, before entering the waterway. They will also have to pay a toll. 

The PGSA documents warn that incomplete or inaccurate information could lead to “consequences” for 

vessels seeking passage. 

Shipping companies also fear complying with the Iranian process could expose them to US sanctions — 

especially if transit payments are involved.  A May 7, 2026, article from the House of Saud, available here, 

provides a comprehensive discussion of this situation. 

As a result of this stalemate there has been a humanitarian ordeal, with more than 20,000 sailors stuck 

on around 2,000 vessels in the Gulf north of the Strait.  Many of the sailors are unable to leave ship and they 

lack adequate supplies of food and fresh water, while they remain fearful of an uncertain future at sea in a war 

zone. 

Only time will show how this situation will ultimately be resolved and how long it will take.  Investment 

bank Piper Sandler recently issued a statement as reported by CNBC on May 26, 2026, telling “clients that 

the Strait of Hormuz will largely stay closed and oil will hit new highs.”  

“We think the Strait of Hormuz remains largely closed for months yet, meaning shortages 

become more urgent and oil hits new highs this Summer,” according to a recent note from the 

investment bank’s energy and macro teams. 

* * * * 

Piper Sandler said it has very little confidence that the commercial traffic through the Strait 

would return to even 50% of its pre-crisis levels, either next week or next month. 

The U.S. has been “unwilling to press the fight” because the scale of Iran’s retaliation could 

have broader implications for its neighbors and may further disrupt global supply chains, the 

note said.  

The bank also argued that Iran’s leaders are unwilling to settle for any compromise because they 

believe they have leverage, reinforcing concerns that the Strait closure could extend for months.  

https://houseofsaud.com/pgsa-forty-questions-mou/#revenue-arithmetic
https://www.cnbc.com/2026/05/26/piper-sandler-says-strait-of-hormuz-to-remain-closed-for-months-and-oil-to-hit-new-highs.html
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In the meantime, Saudi Arabia and the United Arab Emirates have been seeking to expand their capacity 

to move oil overland by pipeline in order to bypass this chokepoint. 

PANAMA CANAL UPDATE 

The crisis in the Strait of Hormuz has pushed more traffic to the Panama Canal, with a daily average of 

38 transits a day, near its capacity of 36 to 40 transits a day.    The severe El Niño-driven drought conditions 

in 2023–2024 forced the Panama Canal Authority to slash daily transits to as few as 24 vessels and impose 

draft restrictions below 44 feet down from the full 50-foot draft allowances for Neopanamax vessels when 

the Canal is operating at capacity.  Fortunately, the drought conditions that restricted transits several years 

ago have resolved and the reservoirs are full, but there are predictions of another strong El Niño developing. 

Despite the concerns of an impending strong El Niño, as of May 18, 2026, the Panama Canal Authority 

does not forecast the need for transit restrictions through December 31, 2026.  However, it also noted:  

History indicates that the most pronounced impacts of moderate or strong El Niño events tend 

to be reflected more clearly in the subsequent year, as was the pattern in 1982–1983, 1997–1998, 

2015–2016, and 2023–2024. Accordingly, operational projections for 2027 are already being 

developed. 

It is reported that revenue at the Panama Canal rose as much as 15% since the conflict in Iran has diverted 

more ships to that route.  In an April 23, 2026 press release, Vice President of Finance Victor Vial noted that 

while most vessels make advance reservations,  

[F]or vessels that do not book in advance, the canal offers options such as last-minute 

reservations and an auction mechanism, with three to five slots made available through auction 

each day. 

According to Vial, the average auction price before the Middle East conflict was between 

$135,000 and $140,000. Following the outbreak of the conflict, that average climbed to 

approximately $385,000 between March and April. 

Vial also “clarified that while some vessels have paid over one million dollars at auction, these figures 

reflect only temporary conditions driven by heightened demand.” 

COMPANY PROPOSES STANDARD DETENTION & DEMURRAGE ACCOUNTABILITY 

Disputes over detention and demurrage (“D&D”) charges on containers take time and cost money.  

According to a May 18, 2026, article in the Journal of Commerce: 

 International logistics software vendor BuyCo is proposing that shippers and carriers agree to a 

standard set of contract terms that would apportion responsibility for the cost of container 

detention and demurrage.  

BuyCo’s proposal delineates, for 20 different circumstances that can lead to detention and 

demurrage, which party is accountable, and thus contractually would absolve the other parties 

from blame.  

The goal would be to include the mutually accepted rules in ocean freight contracts so there 

would be clarity around which party would be responsible for the storage fees and to avoid 

disputes, which BuyCo notes leads to costly overhead for importers, exporters, and shipping 

lines.  

 

https://pancanal.com/en/the-panama-canal-responds-to-the-risk-of-el-nino-with-foresight-and-maintains-operational-stability/
https://pancanal.com/en/panama-canal-meets-rising-demand/
https://www.joc.com/article/software-vendor-offers-proposal-to-establish-detention-demurrage-accountability-6222721
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Discussing BuyCo’s proposal, logistics provider WorldTop & Meta notes: 

BuyCo's framework draws from over 50 real-world root causes of D&D disputes, distilled from 

its own customer base — which includes Goodyear, Hershey, Renault, and Total Energies. The 

20 scenarios it proposes to standardize break down as follows: 

• 7 shipper liabilities— including documentation failures, missed vessel cutoffs, and 

equipment damage in merchant haulage  

• 7 carrier liabilities — including transshipment delays, late communication around vessel 

cutoffs, and rolled containers  

• 6 consignee liabilities — including requested reroutes and destination warehouse constraints 

that prevent timely pickup  

The goal: embed these agreed rules directly into ocean freight contracts so that when a dispute 

arises, the liability is predetermined — not negotiated after the fact. 

* * * * 

What Smart Teams Should Do Next 

1. Audit your current D&D contract language. Pull your top ocean freight service agreements 

and review exactly what they say — not what you assume they say — about detention and 

demurrage responsibility. Identify the grey zones. 

2. Map your most common dispute scenarios. If your team is managing D&D claims 

reactively, categorize the top five to ten root causes you encounter. This is your internal risk 

register. Prioritize the ones that recur most frequently and carry the highest cost. 

3. Use the BuyCo framework as a negotiation reference. You do not need industry consensus 

to begin incorporating clearer D&D language into your carrier contracts. The 20-scenario 

structure is a practical starting point for what to ask for — and what to pushback on — in your 

next renewal conversation. 

4. Reduce the accrual, not just the invoice. As BuyCo CEO Carl Lauron noted: the real pain 

is not the invoicing, it is the D&D being generated in the first place. Process reviews —around 

documentation compliance, vessel cutoff management, and destination pickup coordination — 

will reduce the exposure before it becomes a billing dispute. 

NOTE – the above is meant for information purposes only and is NOT an endorsement of the product 

by the Transportation & Logistics Council, Inc. 

PARCEL EXPRESS 

SENATOR URGES DOJ TO INVESTIGATE CHINESE CONTROLLED PARCEL 

CARRIERS 

On May 19, 2026, Senator Tom Cotton sent a letter to Acting Attorney General Todd Blanche urging 

him to investigate Chinese controlled delivery networks, because they “undercut American operators while 

collecting sensitive data on addresses, businesses, and critical infrastructure.”  From the letter: 

https://buyco.co/container-shipping-solutions/demurrage-and-detention/
https://www.wto-mww.com/en/post/d-d-charges-are-a-symptom-the-real-problem-is-nobody-agreed-on-the-rules
https://www.cotton.senate.gov/imo/media/doc/05_19_26_blanche_letter.pdf
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I write asking the Department of Justice (DOJ) to review Chinese-controlled last-mile delivery 

and third-party logistics (3PL) networks. 

These companies move through American neighborhoods, commercial districts, and roads near 

critical infrastructure. They collect detailed data on routes, businesses, and homes while 

undercutting American competitors on price. This is a familiar playbook: Chinese firms enter 

the United States at subsidized prices, capture market share, and embed themselves into daily 

American commerce. Last-mile logistics is just the most recent example. 

Firms tied to the Chinese communists are expanding inside our borders and collecting granular 

data on Americans. They fall into three groups. The Chinese corporations include Zongteng 

Group, and its subsidiaries YunExpress and Cirro Logistics. The US-incorporated affiliates 

include the Zongteng-backed Gofo, and SpeedX, founded by a veteran of the Chinese freight 

industry to serve Shein, Temu, and TikTok Shop. The other foreign carriers include the 

Canadian-incorporated UniUni, Chinese-backed, and the Indonesian, Tencent-backed, J&T 

Express. 

The economic damage is significant. American last-mile delivery supports 1.5 million jobs and 

American 3PL operators pay the President's tariffs in full. But Chinese-owned 3PLs make a 

business out of helping their clients evade them through transshipment, undervaluation, and 

ghost importers of record, then undercut domestic firms with the savings. That is not 

competition. That is industrial displacement. 

DOJ has the tools to address this conduct. I respectfully ask DOJ to review (1) the ownership 

and control structures behind Chinese-linked last-mile delivery and 3PL platforms operating in 

the United States, (2) the data they collect and the Chinese government’s access to it, (3) whether 

their subsidized, predatory pricing violates federal antitrust law, and (4) whether these firms or 

their parent companies facilitate tariff evasion and customs fraud at industrial scale.  

A May 22, 2026, article in FreightWaves provides some further perspective on the issue: 

Logistics analysts acknowledge that Chinese-backed last-mile delivery carriers with an ultra-

low cost business model and lower compliance standards are rapidly gaining market share, 

putting pressure on FedEx, UPS and regional carriers like Veho and OnTrac. 

Some say that characterizing Chinese-influenced couriers as a security threat overstates the 

problem and is a way to appeal to the America-first tendencies of the Trump administration for 

action. But others contend these alternative carriers are taking away American jobs by offering 

below-cost pricing, made possible by deep-pocketed Chinese investors and low labor rates. 

* * * * 

Startup parcel carriers began proliferating five years ago on the back of the pandemic-fueled e-

commerce boom as Chinese marketplaces took advantage of a previously overlooked import 

loophole to rapidly ramp up B2C sales in the United States.  

* * * * 

Large-scale delivery operations inherently generate high-resolution, street-level data with 

images of homes, access points, delivery patterns and consumer behavior. When aggregated at 

scale, that data becomes infrastructure intelligence — raising questions about where it is stored, 

how it is used, and who ultimately has access, Hovership founder and CEO John Zendejas said 

in an interview. He likened the problem to TikTok and why the U.S. government in January 

forced Byte Dance to sell its U.S. assets to a majority American-owned joint venture. And since 

https://www.freightwaves.com/news/sen-cotton-urges-doj-investigation-of-china-backed-parcel-carriers
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virtually all Chinese companies receive financial backing from the government to improve their 

global competitiveness, those carriers could be forced to share their data with authorities because 

there are no private sector firewalls there, he added.  

* * * * 

And American firms can’t compete with Chinese firms whose primary interest isn’t about 

making money and who are leading a race to the bottom on pricing in a sector with razor-thin 

margins, he argued. 

* * * * 

The last-mile delivery space has become so commodified in recent years that FedEx and UPS 

are shifting their attention to higher margin B2B logistics services and cross-border, or long-

distance domestic e-commerce shipping, which are more complex to execute and command 

higher rates.  

Meanwhile, Chinese marketplaces like Shein, Temu, Alibaba, TikTok Shop and JD.com are 

actively leasing large warehouses, stocking them with China-made goods shipped by ocean and 

fulfilling orders from U.S. soil. The trend accelerated last year when the U.S. government closed 

the de minimis privilege that provided duty-free, informal entry with limited paperwork for low-

dollar imports, significantly reducing the advantage of direct-to-consumer fulfillment from 

China, with individual shipments moving by aircraft directly to partner parcel carriers for home 

delivery.  

While whether these activities rise to the level of impacting national security may be debatable, the 

economic threat to domestic carriers is not.  As Senator Cotton stated, their activities are “not competition. 

It’s industrial displacement.”  

CLASSIFICATION 

ADVANCING DENSITY: WHY YOUR INPUT MATTERS IN THE NEXT PHASE OF 

CLASSIFICATION REIMAGINED 

By: Keith Peterson, Vice President of Operations, NMFTA  

As the National Motor Freight Traffic Association, Inc.® (NMFTA)® continues its Classification 

Reimagined initiative, the work is far from finished. In fact, we are entering one of the most important phases 

yet—evaluating additional commodities and determining where it makes sense to move more items to full-

scale density. 

This effort builds directly on the progress made through recent dockets, where we introduced a 

standardized density scale and began transitioning commodities that do not present handling, stowability, or 

liability concerns into density-based classifications. The goal has always been clear: create a system that is 

simpler, more uniform, and better aligned with how freight actually moves today. 

Now, we are taking the next step. 

As part of this ongoing process, our team is actively reviewing commodities that may be candidates for 

full-scale density but require further evaluation. These are not items that have already been finalized or 

scheduled for an upcoming docket. Instead, they represent a working list—commodities we believe may be 

appropriate for density-based classification but where additional insight is needed. 
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Commodities that may exhibit handling or stowability challenges in practice but are not currently 

identified as having those issues within the National Motor Freight Classification® (NMFC)®. 

This is where industry engagement becomes critical. 

The NMFC has been in place for decades, and over that time, both commodities and shipping practices 

have evolved significantly. Packaging methods have improved. Freight profiles have changed. And the way 

shipments move through the less-than-truckload (LTL) network today is not the same as it was even ten years 

ago. 

Because of this, we recognize that the most accurate and meaningful insights come directly from those 

working with freight everyday—carriers, shippers, and logistics providers. 

We are asking for your help to validate what we are seeing and provide feedback on the items we are 

considering moving to full scale density. 

To support this effort, we will be publishing a list of commodities under consideration. It is important to 

emphasize that this list is not a preview of the next docket. It is not a set of proposed changes. Rather, it is a 

research tool—designed to give visibility into what we are studying and to invite feedback before any formal 

proposals are developed. 

This approach reflects our broader commitment to transparency within Classification Reimagined. By 

sharing what we are working on earlier in the process, we aim to give stakeholders more opportunity to 

engage, ask questions, and help shape outcomes before decisions are made. 

Moving more items to full-scale density has clear benefits. It simplifies classification, reduces ambiguity, 

and aligns freight classes more closely with how shipments utilize space in a trailer. But it must be done 

thoughtfully. 

Not every commodity belongs in a purely density-based structure. Some items have unique 

characteristics that require separate consideration. Identifying those distinctions accurately is essential to 

maintaining fairness and consistency across the system. 

That’s why this phase of the process is so important—and why your input matters. 

As we continue working through these evaluations, we encourage you to stay connected and involved. 

Review the list when it is published and keep checking the list because it will be updated as we continue to 

review items.  Share your insights. Let us know what you are seeing in your operations. 

Classification Reimagined is not a one-time change—it is an ongoing effort to modernize the NMFC in 

a way that reflects today’s freight environment while remaining practical for the entire industry. And like 

every step in this journey, it depends on collaboration. 

Your feedback helps ensure that when changes are made, they are grounded in real-world experience, 

supported by data, and built to work for everyone. 

Together, we can continue building a classification system that is simpler, clearer, and better aligned 

with the future of LTL freight. 
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CCPAC 

CERTIFIED CLAIMS PROFESSIONAL ACCREDITATION COUNCIL 

The Certified Claims Professional Accreditation Council (“CCPAC”), founded in 1981, is a nonprofit 

organization dedicated to raising the professional standards of individuals who specialize in the cargo claims 

industry. Our members represent a broad cross-section of transportation professionals, including 

manufacturers, shippers, freight forwarders, brokers, logistics providers, insurers, attorneys, and carriers 

across air, ocean, truck, and rail. 

CCPAC’s Certified Claims Professional (“CCP”) designation recognizes individuals who have 

demonstrated real expertise in cargo claims through experience, education, and successful completion of a 

rigorous certification exam covering both domestic and international liability. Earning and maintaining the 

CCP credential signals a high level of credibility and commitment to ongoing professional development. 

Certification Made Accessible 

To support candidates, CCPAC offers a 24/7 online CCP Primer Course and Certification Exam. While 

the exam can be taken independently, candidates who complete the Primer Course consistently achieve higher 

pass rates, making it a valuable step toward success. Applicants must meet eligibility requirements before 

registering to take the exam through the CCPAC exam portal. 

Stay Current, Stay Credible 

CCPAC members maintain their professional edge through annual membership renewal and continuing 

education. Certified members complete 30 hours of continuing education every three years to keep their CCP 

designation active, which ensures they remain informed in a rapidly evolving industry. CCPAC is also 

actively expanding members-only opportunities to earn continuing education credits, making it even easier 

to stay current while engaging with the professional community. 

Building Community Through Engagement 

CCPAC continues to foster connection across the industry. On May 12, CCPAC held its first Town Hall, 

“Community Kickoff,” an informal virtual event that brought members together for face-to-face networking, 

knowledge sharing, and collaboration. The session created a valuable space to strengthen professional 

relationships and engage in meaningful conversations within the transportation and cargo claims community. 

This event marked just the beginning, with more Town Hall and Round Table sessions planned to continue 

the dialogue and deepen member engagement. 

Reminder to Renew Your 2026 CCPAC Membership 

Each certified member must renew their membership each calendar year and pay the annual membership 

dues to remain in good standing with CCPAC. Once certified, 30 hours of continuing education credits are 

required every three years to maintain certification. Associate members also must renew each year and pay 

membership dues to remain an active associate member in good standing with CCPAC. 

New applicants and members can join or renew membership easily and pay on-line with a major credit 

card by clicking on the “Join Now” or “Renew Membership” tab. 
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CCPAC members can also download the renewal application from the on-line renewal page and mail 

the completed form with a check payable to CCPAC at: 

CCPAC Inc. 

Renewal Dept. 

P O Box 724 

Barnegat, NJ 08005 

Who Do You Know that would benefit by membership in CCPAC? 

If you have any questions on becoming an Associate or Certified Member of CCPAC, contact any 

Officer, Board Member or Council Headquarters at www.ccpac.com. Also follow us on Facebook, LinkedIn, 

and X at: 

Facebook: www.facebook.com/certifiedclaimsprofessional 

Facebook Blog: www.facebook.com/groups/410414592821010/ 

LinkedIn Group: www.linkedin.com/groups/4883719/ 

X (Twitter): twitter.com/ccpac_1 

ADVERTISE IN THE TRANSDIGEST 

TRANSDIGEST ADVERTISING 

Full page and one-half page ads are now being accepted for the TransDigest.  Reach a highly selective 

audience with information on your products and/or services at a reasonable cost. Rates are available for 3, 6 

and 12 monthly issues, and include both print and electronic issues.  For information contact Diane Smid at 

(631) 549-8984. 
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Save time and reduce administrative costs
•	 Schedule and automate labor-intensive activities. 

•	 Upload and store all documents in one centralized platform. 

•	 Streamline communications and maintain a paper trail. 

•	 Eliminate manual data errors, postage, paper, fax and file management. 

Automate management for all claim types
•	 Loss and damage claims 

•	 Overcharge claims 

•	 Return authorization claims 

•	 Vendor claims

Gain insight to correct claim causes 
•	 Gather, analyze and apply business data reporting. 

•	 Use focused data to identify claim trends and address problems. 

•	 Integrate with existing systems to use information company-wide. 

Ready for claims management that 
delivers—relentlessly?
Connect with Infios to streamline every step, from submission  
to settlement. No matter your volume, complexity or industry, our  
solutions scale with you. Visit infios.com to get started.

517,738
Claims filed in 2025

~122,600
Companies filing  

claims in 2025

$1.4B
Value of claims  

filed in 2025

8,700+
Active users worldwide 

in 2025

Claims 
Management 
made easy
Manage any type of claim with 
integrated systems that centralize data. 



A post payment specialist whose approach   
returns millions quarterly to its Clients. 

Swift. 
Simple. 
Straightforward.

peaceofmind@transaudit.com 



The Transportation & Logistics Council, Inc.  
Phone: (631) 549-8984 120 Main Street, Huntington, NY  11743 Fax: (631) 549-8962 

E-Mail:  diane@transportlaw.com 

Membership Application Form 
Name: Title: 

Company Name: 

Address: (STREET ADDRESS ONLY - UPS DOES NOT SHIP TO P.O. BOXES)
 

City: State: Zip:                                   
Phone: (      ) Email:                              

Description / Type of Membership Quantity Fee Total  

Regular Member   [includes email subscription to TransDigest]
  $395.00 $

 

Multiple Subscriber  [includes email subscription to TransDigest]
  $200.00 $

 

Associate Member  [includes email subscription to TransDigest]  $345.00 $ 

Non-Member Introductory Subscriber [email subscription to TRANSDIGEST only]  $150.00 $ 

* Optional: Printed version of TRANSDIGEST by USPS [added to membership fee]  $50.00 $ 

 
 

TOTAL PAID (Make Checks Payable to “TLC”): $ 

Credit Card Information 

 MasterCard        VISA        AmEx        Discover Credit Card No.  Exp: (____/____) 

Billing Zip Code of Card : Email for Receipt: 
CVV:  

Rev. 11/2023 

APPLICATION FOR ANNUAL MEMBERSHIP 

Membership in the Council is open to anyone having a role in transportation, distribution or logistics.  
Membership categories include: 

• Regular Member (shippers, brokers, third party logistics and their representatives); 

• Multiple Subscriber (non-voting additional representatives of a Regular Member firm); and 

• Associate Member (non-voting members – carriers and freight forwarders). 

All members receive: 
• An email subscription to TRANSDIGEST (TLC's monthly newsletter).  NOTE: To receive the printed 

version of the TRANSDIGEST by First Class Mail a fee of $50, in addition to applicable membership 
fee, will apply.* 

• Reduced rates for ALL educational programs, texts and materials. 

• Access to the Members Only section of the website. 

New Members also receive: 

• A complimentary copy of "Shipping & Receiving in Plain English, A Best Practices Guide” 

If you are not presently interested in becoming a member, but would like to subscribe to the 
TRANSDIGEST, you can opt for a 1-Year/Non-member subscription to the newsletter by making the 
appropriate choice below. 

How did you hear about TLC? 

  Internet         Email 

  Seminar/Meeting.  Please specify location  

  Referred by  

  Other   

Please return completed Membership Application Form along with your payment to: 
TLC, 120 Main Street, Huntington, NY 11743 



It’s Back Again! Now in Soft Cover 
 

 

 
Freight Claims in Plain English (4th Ed.) 

 
The hard-cover edition of Freight Claims in Plain 
English (4th Ed.) was out of stock, so the Council has 
arranged to have it reprinted in a soft-cover edition. 
 
Often referred to as “the Bible” on freight claims, as 
the title suggests it remains the most readable and 
useful reference on this subject for students, claims 
professionals and transportation attorneys. 
 
The new soft-cover edition comes in two volumes in 
a handy 7” x 10” format. Volume 1 consists of 592 
pages including full text, a detailed table of contents, 
topical index and table of authorities. Volume 2 
consists of 705 pages with 161 useful appendices – 
statutes, regulations, forms and other valuable 
reference materials. 
 
Best of all, the soft-cover edition is reasonably priced 
only $199 for T&LC members and $229 for non-
members. Free shipping in the contiguous U.S.  
 

New York State residents sales tax applies. 

 
 

 
Order Form 

 
Fill out the information below, detach and send with your payment to: TLC, 120 Main St., Huntington, NY 11743 

Or email diane@transportlaw.com 
 

Name: Position: 

Company Name: 

Address: 
(STREET ADDRESS ONLY – UPS DOES NOT SHIP TO P.O.BOXES) 

City: State: Zip: 

  Phone: (        )    Email:                            
 

Item # Description Qty Price Total 

597 Freight Claims in Plain English 4th Ed. Soft Cover   $199.00 
$ 

597 – NM Freight Claims in Plain English 4th Ed. Soft Cover   $229.00 
 

TOTAL ENCLOSED $ 

Credit Card Information 

MC – VISA – AE 

DISC - CHECK 

Credit Card Number : 
Exp:  

Name on Card : CVV: 

Billing Zip Code : 
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