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1 Based on 1993 Bureau of Census Commodity Flow Survey (CFS) shipment distribution data for
standard transportation commodity classification (STCC) 28 ; 1995 CMA tonnage figures (SIC 28); 1995
EPA hazardous waste shipment and manifest data; 1996 DOE Energy Information Administration data;
1996 Waterborne Commerce Statistics; and 1997 BTS Air Carrier Traffic Statistics.

2  Movements are defined in Section 3 and discussed further in Appendix C.  They correspond to
the movement of vehicles, rail cars, etc. that carry shipments, and in some cases they are equivalent to
shipments. 
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SUMMARY: 

The Office of Hazardous Materials Safety presently estimates the number of hazardous
materials shipments in the United States at more than 800,000 per day.   Approximately 500,000
daily shipments involve chemical and allied products (SIC 28); about 300,000 involve petroleum
products; and at least 10,000 other shipments involve waste hazardous materials, medical wastes
and various other hazardous materials.  Shipments are defined as equivalent to deliveries, and in
most instances may be distinguished from the number of movements, trip segments, or other
measures.  The estimated number of movements associated with these shipments exceeds 1.2
million per day (Table 1).

Table 1: HAZARDOUS MATERIALS SHIPMENTS
MOVEMENTS and TONS 1

Product Group Daily Shipments Daily Movements 2
Annual Tons

Shipped
Annual Tons

Moved

Chemicals & Allied     500,000  900,000 0.53 billion 0.85 billion

Petroleum Products     300,000 300,000 2.60 billion 3.03 billion

Other        10,000           10, 000       0.01 billion  0.02 billion

TOTALS  > 800,000 > 1,200,000 >3.1 billion    > 3.9 billion 

While only about 43% of all hazmat tonnage is transported by truck, approximately 94%
of the individual shipments are carried by truck.  The air mode, while almost negligible in terms of
tonnage, also has a share of individual shipments that greatly exceeds its percent of tonnage
carried: less than 1% of all hazmat tonnage but about 5% of all hazmat shipments.  In contrast,
enormous amounts of hazmat tonnage are carried by rail, pipeline and water modes, and in some
markets they are the only modes that haul hazmat products.  Yet, the total number of shipments
for all three of these bulk commodity modes is less than 1% (Table 2). 
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Shipments % Movements % Tons Shipped % Tons Moved %
                                           CHEMICALS & ALLIED PRODUCTS

Truck 445,218 90.3% 830,761 89.36% 808,662 55.52% 894,452 37.30%
Rail 3,723 0.8% 11,169 1.20% 335,070 23.00% 1,005,210 41.92%
Pipeline 34 0.0% 34 0.00% 127,500 8.75% 127,500 5.32%
Water 82 0.0% 164 0.02% 181,279 12.45% 362,558 15.12%
Air 43,750 8.9% 87,500 9.41% 4,049 0.28% 8,098 0.34%
 SUBTOTAL  -- a 492,807 100% 929,628 100% 1,456,560 100% 2,397,818 100%

                                                PETROLEUM  PRODUCTS 
Truck 313,689 99.5% 313,689 99.15% 2,857,470 40.04% 2,857,470 34.39%
Rail 448 0.1% 1,344 0.42% 40,320 0.57% 120,960 1.46%
Pipeline 839 0.3% 839 0.27% 3,146,250 44.09% 3,146,250 37.87%
Water 253 0.1% 506 0.16% 1,091,646 15.30% 2,183,292 26.28%
Air - 0.0% - 0.00% - 0.00% - 0.00%
 SUBTOTAL  -- b 315,229 100% 316,378 100% 7,135,686 100% 8,307,972 100%

                                                              OTHER  HAZMAT
Truck  -- c 10,000 98.6% 10,000 95.9% 43,048 92.43% 43,048 80.27%
Rail 144 1.4% 432 4.1% 3,526 7.57% 10,578 19.73%
Pipeline - 0.0% - 0.0% - 0.00% - 0.00%
Water - 0.0% - 0.0% - 0.00% - 0.00%
Air - 0.0% - 0.0% - 0.00% - 0.00%
 SUBTOTAL 10,144 100% 10,432 100% 46,574 100% 53,626 100%

                                                      TOTAL HAZMAT  
Truck 768,907 93.98% 1,154,450 91.88% 3,709,180 42.94% 3,794,970 35.27%
Rail 4,315 0.53% 12,945 1.03% 378,916 4.39% 1,136,748 10.57%
Pipeline 873 0.11% 873 0.07% 3,273,750 37.90% 3,273,750 30.43%
Water 335 0.04% 670 0.05% 1,272,925 14.73% 2,545,850 23.66%
Air 43,750 5.35% 87,500 6.96% 4,049 0.05% 8,098 0.08%
DAILY TOTALS -- d,e 818,180 100% 1,256,438 100% 8,638,820 100% 10,759,416 100%

ANNUAL TOTALS -- f 298,635,700 458,599,870 3,153,169,300 3,927,186,840

     Table 2: HAZMAT SHIPMENTS, MOVEMENTS and TONS by MODE

   “ - ” is negligible and, in some instances, might actually be zero.
   -- a   Daily shipment subtotal is rounded to 500,000 in Table 1and in text.
   -- b   Daily shipment subtotal is rounded to 300,000 in Table 1 and in text.
   -- c    This figure is at least 10,000 and could range as high as 80,000 or more daily shipments.  Waste
             hazmat, medical waste, various industrial products and other materials comprise this category. 
            Virtually all shipments in the “Other” hazmat category are transported by truck.  See Appendix G
            for detailed estimates within the “Other” category. 
   -- d   Daily shipment TOTAL rounded to > 800,000 in Table 1 and text.  
   -- e   Daily movement TOTAL rounded to > 1,200,000 in Table 1 and  text. 
   -- f    Annual tons shipped and moved are rounded to > 3.1 billion and > 3.9 billion in Table 1 and text. 



3 The Volpe study produced an estimate of 200 million annual shipments.  That figure divided by
365 days = 546,000 daily shipments.  The study covered truck only, but truck was accurately assumed to
constitute the vast majority of individual shipments.  

4  The Bureau of Census Truck Inventory Use Survey (TIUS) figures suggest estimates of a
similar magnitude.  For example, TIUS indicated there were 340,000 trucks in 1987 belonging to the
nation’s total hazmat fleet: 99,000 hauling primarily petroleum; 47,000 hauling chemicals; 88,000 mixed;
and 107,000 other.  The 1992 TIUS study indicates 365,000 vehicles in the hazmat fleet.  If it is assumed
that some trucks deliver multiple hazmat shipments every day while other trucks are not used at all, a
preliminary estimate of more than 500,000 daily shipments would not be unreasonable.  
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1.  BACKGROUND - INTRODUCTION:

Ensuring the safe transport of hazardous materials within the United States is primarily the
responsibility of the U.S. Department of Transportation (DOT).  Within DOT, the Research and
Special Programs Administration (RSPA) issues the Hazardous Materials Regulations (HMR) and
provides training, enforcement, technical support, information and policy guidance to protect the
transportation community and the general public against the safety risks inherent in transporting
hazardous materials.

Hazardous materials (hazmat) shipment information plays an important role in RSPA’s
ability to achieve its mission.  Developing cost-effective regulations and helping emergency
responders plan for hazmat transport risks are among the activities that rely on information about
hazmat shipments occurring in the U.S.

For the past decade, government and hazmat industry officials have used an estimate of
more than 500,000 shipments to characterize daily hazmat traffic in the U.S.-- and implicitly the
level of risk to the transport community and general public.  That estimate was not unreasonable. 
A 1988 DOT (Volpe Center) study, for example, indicated some 546,000 daily shipments,
consisting primarily of petroleum products and chemicals & allied products. 3  Other data sources
suggested shipment levels of at least a similar order of magnitude. 4

This brief report and its underlying analysis are an attempt to update the 500,000 daily
shipment estimate.  At the same time, the report introduces the concept of hazardous materials
movements, with the intent of supplementing shipment data with a measure that conveys
additional information about hazmat transport risk.  The appendix materials identify component
estimates, underlying assumptions, data sources, and other related information.  Virtually all
figures in both the text and appendix are estimates and could be rounded to nearest thousands,
million, etc.  Where precise figures are used, the intent is not to convey a false sense of precision,
but rather to facilitate tracking the data and methodology used.  

2.  DEFINITIONS: Shipment, Movement.

Shipment.  The definition of shipment used in this analysis is consistent with the Bureau
of Census definition which uses the concept of an individual delivery.  Instructions for the 1992
Commodity Flow Survey (CFS) note: 

A “shipment” (or “delivery”) is an individual movement of commodities from your
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establishment to one customer OR to another location of your company (including
a warehouse, distribution center, retail or wholesale outlet).  A shipment uses one
or more modes of transportation, including parcel delivery, U.S. Postal Service,
courier, private truck, for-hire truck, rail, water, pipeline, air, and other modes. 

 Please note that for this survey:
A full or partial truckload can be considered one shipment only if all the
commodities are destined for one buyer/receiver at one location.  If the
truck makes multiple deliveries on a route, each stop is considered (at
least) one shipment.’  (emphasis in the original, 1993 CFS, p. E-18)  

This definition does have certain limitations, some of which are identified and discussed in
Section 3.  Overall, however, the definition provides a consistent and useful base line for
analyzing freight traffic generally and hazmat traffic in particular.  

Movement.  We are unaware of any formal definitions of  “movement” in the context of
hazardous materials transportation statistics, but implicit meanings of the word seem intuitive.  If
a single container of freight is hauled by truck to a rail intermodal terminal; placed on a rail car
and hauled 1,000 miles to a second rail intermodal terminal; and then placed on a truck for final
delivery, that one shipment is presumed to entail three separate movements: 1) highway   2) rail,
and then 3) highway again.  Following that general schematic, we would define a movement of 
hazardous materials as:

Transportation by a single vehicle, rail car, aircraft, vessel, or other mode from a point
of origin to a point of either: a) transfer to another vehicle, train, aircraft, vessel or
other mode or b) final delivery of the freight, whichever comes first.

It should be noted that while a movement associated with a shipment and a movement
associated with a vehicle (rail car, aircraft, etc.) are often the same, the relationship does not hold
in all cases.   For example, in the intermodal shipment just described, each movement of the
shipping container does correspond with a separate truck or rail car movement.

When small package and less-than-truckload (LTL) shipments are consolidated, however,
a single vehicle  movement may incorporate the movement of numerous individual shipments. 
For example, an intermodal situation might involve a freight container with, say, 12 different
pallets of bagged chemicals, with each pallet destined for a separate customer.  In that same
situation, the 12 pallets could have originated from a single origin point; been transported as a
group of pallets aboard a single truck from the manufacturer to the rail facility; as a group while
aboard a single rail car; and then, upon arrival at the destination railroad facility, as 12 individual
pallets each distributed aboard a separate delivery vehicle.  Each pallet or shipment was
transported by two different vehicles and one rail car, or thus moved three different times for a
total of 36 movements.  Yet, the total number of vehicle and rail movements associated with these
12 shipments was only one truck, plus one rail, plus twelve subsequent truck movements for
fourteen total movements (1+1+12 = 14), not thirty-six.

In Table 1 and elsewhere in this report, the estimates of hazmat movements correspond to
the separate vehicle, rail car, aircraft or vessel movements associated with the shipments, not the
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individual shipment movements themselves.  For the preceding example, this report would
consider the appropriate estimate of movements as 14, not 36.  This concept of movement is
discussed further in Section 3 and in Appendix C.

3.  SHIPMENTS, DELIVERIES, MOVEMENTS and OTHER MEASURES: 

How shipments, movements, and similar terms are defined greatly affects the estimates of
those measures.  The following schematics show how various shipment and mode configurations
have different implications for estimating shipments, movements, vehicle trips, etc.  This section is
not suggesting that there is government or industry-wide agreement on the use of the terms. 
Rather, the schematics are presented to illustrate terminology and help show the basis on which
the different measures are tallied (Figure 1).   

Schematic #1 in Figure 1 represents a truckload (TL) operation, with material loaded at
Point A, shipped directly to Point B, and unloaded at Point B.  That operation can be viewed as
one shipment, one delivery, and one movement.  

Figure 1: SHIPMENT and MOVEMENT SCHEMATICS  

                                                                                                                                                              No. of     No. of
SCHEMATIC #                                                                                                                                                Shp       Mov
                                                                                                Truck
# 1)                     TL:     A  ------------------------------------------------------------------------------------- >  B          1          1

                                              Pick-up Truck                                 Line-haul Truck                                     Delivery Truck 
# 2)                   LTL:      A  --------------- > B ----------------------------------------- >  C --------------- >  D          1          3

                                                                                                                         Rail           
# 3)                   Rail:       A  ----------------------------------------------------------------------------------- >  B           1          1

                                                               Truck                                                Rail                                                     Truck
# 4)         Truck/Rail:       A  --------------- >  B --------------------------------------- >  C ---------------- >  D          1          3

                                                    Truck                                               Air                                                       Truck           
# 5)         Air Cargo:        A  --------------- >  B --------------------------------------- >  C ---------------- >  D           1          3

                                                           Van             Van                       Air                                  Air                           Van             Van
# 6)       Air Package:       A  ----- >  B ----- > C ---------------- > D ---------------- >   E ----- > F ----- >  G         1          6
 
                                                                           Truck                                                 Tr                 Tr                   Tr                    Tr       
# 7)       Heat. Oil Del:     A ----------------------------------  > B ------- > C ------- > D ------- > E ------- > F          5          5

                                                                           Truck                                                  Tr                  Tr                  Tr                   Tr                                      
# 8) Other “Milk” Runs:   A ---------------------------------- > B ------- > C ------- > D ------- > E ------- > F          5          5

                    NOTES:   Shp = shipments       Mov = movements      Tr = truck.



5 The assumption is explicit in this report and implicit in the Census CFS data.  We say implicit in
the CFS data because, while it seems clear from the CFS survey directions that a shipper sending multiple
pallets destined for multiple customers should treat those goods as multiple shipments, it is less clear that a
local distributor of home heating oil would view a single 2,000 gallon heating oil run to numerous home
owners as constituting “multiple shipments.” 
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Schematic #2 represents a less than truckload (LTL) operation, where a shipment -- say
1,000 lbs. in size but technically any shipment less than 10,000 lbs.-- is picked up at Point A and
transported locally to Point B where it is consolidated with other shipments; placed in long-haul
carriage to Point C; and sorted at Point C for local distribution to Point D. The report’s totals of
more than 800,000 daily shipments and more than 1,200,000 daily movements, treat Schematic #2
as involving one shipment but three movements.  (Schematics # 3-5 resemble #1 or # 2).

Schematic #6 represents the expedited shipment of a small package by air.  Expedited air
shipment operations typically utilize an air hub with a network of local and regional sort centers
for ground pick-up and delivery.  A package picked-up in the suburbs of a large metro area, for
example, and intended for overnight shipment by air, is likely to be transported by small truck or
van to a local or regional ground hub; subsequently trucked to the origin city’s airport; flown to a
hub airport; flown from the hub airport to the destination city’s airport; trucked from that airport
to the local hub; and trucked to the recipient.  That one shipment would have six movements and
one final delivery.    

Schematic #7 shows yet another type of distribution pattern.  For purposes of this analysis
and report, an oil delivery truck used to distribute, for example, 2,000 gallons of heating oil to
five different residential customers -- with each customer taking an average delivery of 400
gallons -- is considered to make five shipments and five movements. 5   This kind of distribution
pattern, illustrated by the five deliveries in Schematic # 7, is sometimes referred to as a milk run. 
It is assumed that in a milk run situation, the number of  shipments, deliveries, and movements are
all equal.

Within the estimate of 315,229 daily hazardous petroleum product shipments, there are
approximately 90,000 home heating oil (distillate) milk run shipments,  50,000 propane milk run
shipments, and 30,000 lubricants milk run shipments.  These amounts leave an estimated 145,000
shipments that are not milk runs.  For Chemical and Allied Products (SIC 28), the extent of milk
runs included in the data is not presently known.  (See Appendix B for petroleum products
shipment estimates.)

Finally, it may be noted that trip segments, vehicle trips, vehicle loadings, load factors and 
other measures can be used to characterize hazmat or most any type of freight traffic.  In
Schematic #2, for example, the transportation from A to B, B to C, and C to D are generally
referred to as separate trip segments. In theory, those three trip segments would also be referred
to as three vehicle trips, although informally the total transportation from A to D might be
considered by some as a single vehicle trip.  In Schematic #7, the 2,000 gallon oil delivery truck is
assumed to entail one vehicle loading, even though the vehicle makes five deliveries or shipments. 
Again in Schematic #7, the actual load factor (amount inside the vehicle) would be 

different for every trip segment: 2,000 gallons on the trip from A to B; 1,600 gallons from B to C;
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1,200 gallons from C to D, etc.   Still other measures would depend on certain pick-up and
delivery assumptions, as well as on other data.  In Schematic #1, for example, it is possible to
have a loaded outbound vehicle trip from A to B and an empty return vehicle trip associated with
that single shipment.  If the vehicle were completely full on the outbound and completely empty
on the return, its empty/loaded ratio would be 50%. 

4.  SHIPMENT ESTIMATES as a PROXY for RISK.

Numbers of hazmat shipments, whether estimates or very precise tallies, by themselves
provide only a partial look at the risks inherent in hazardous materials transportation.  Ten
shipments of one commodity, for example, might pose far greater risk than hundreds of shipments
of another.  Moreover, many other shipment characteristics and assumptions, besides commodity
type, help determine the risks associated with any given hazmat traffic.

This report recognizes the limitations of hazmat shipment estimates by themselves as a
proxy for risk.  Consistent with that recognition, this section briefly discusses some of the many
additional factors that would have to be examined, were a comprehensive analysis of hazmat
shipment risk to be undertaken. 

Movements and Handlings.  It has already been suggested that hazmat movements
provide a more detailed picture of the nation’s hazmat traffic than shipment numbers alone.  Data
in Tables 1 and 2 and the schematics in Figure 1 show that estimated hazmat movements readily
exceed the estimated number of shipments.  To the extent each movement entails a change of
vehicle or driver; a loading or unloading of material; or exposure to other workers and the general
public at interim destinations that exceeds a shipment’s exposure along its route, then movements
do convey a more complete picture of risk than shipment numbers alone.  

For some types of traffic, the concept of a shipment barely begins to portray the complex
configuration of people, equipment and settings associated with that shipment.  Results of a recent
air carrier and freight forwarder study, for example, amplify just how complex a single air freight
“shipment” can be, suggesting that even the tracking of movements does not fully characterize a
single shipment’s potential risk.  Referring to a study conducted by Unisys Corp., one industry
observer noted:

“The Unisys study found the typical traditional air cargo shipment takes six days
to reach the consignee, is handled 36 times, stored in six locations and generates 12 pieces
of paper that must be processed.” (Traffic World, 5/26/97, p. 51)

 
The Unisys study introduces yet another potential risk measure -- handling.  It is not clear

how a tally of “handlings” might compare with a tally of “movements” for any given set of freight
shipments, and no formal attempt has been made in this report to estimate total handlings for the
nation’s hazmat traffic.  Preliminarily, it would appear that there are at least two handlings for
every one movement.  The term is cited here, nevertheless, to indicate yet another dimension by
which shipment risk analyses might be expanded. 
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Annual Figures, Daily Peaks and Seasonal Peaks.   It is understood that in any seven
day week most freight traffic probably occurs during the six days, Monday - Saturday.  Thus, in
terms of a snapshot of daily traffic in the U.S., using a 300-day year  (representing 6, not 7, days
per week) probably provides a more realistic picture and would increase daily estimates by about
14%.  Moreover, it is important for emergency response planners who prepare local responders
for incident risks to know that most daily traffic may be higher than 7-day per week estimates
would suggest.  However, to avoid a debate as to whether freight movement in the U.S. is a 7-day
per week industry, this report uses the convention of a 365- day year.     

In a similar way, seasonal flows of certain hazardous materials products can greatly affect
actual daily levels of traffic.  Home heating oil, for example, is delivered to far fewer homes in the
summer months than during winter months.  Thus, a more realistic picture of heating oil
shipments might nearly double the deliveries in winter months while cutting summer daily
estimates to near zero.  No such adjustment has been made in this report, but the potential effect
on peak daily estimates is herein noted.   

Shipment Quantity; Type and Condition of Infrastructure and Other Factors.  
Generally speaking, the amount of material being transported affects its potential risk.  One
hundred pounds of material, for example, is usually less dangerous than one thousand pounds.   It
is true that a jerrycan (approximately five gallons) full of gasoline might be as risky as a full tank
truck of gasoline because of careless bracing or driver indifference to the load.  However, the
relationship that large quantities are potentially more dangerous than small quantities generally
holds true.  

Type and condition of infrastructure affect risks.  Two-lane rural roads typically have
much higher accident rates than divided, multi-lane interstate highways.  And similarly, interstate
highway segments with narrow shoulders and damaged pavement are generally more risky than
interstate segments without these problems.  

Numerous other factors further characterize shipment risk.   Driver/operator experience
and skill level; condition of vehicles, and many other factors all contribute to the safety of
hazardous materials transport.  Thus, 800,000 daily shipments in the late 1990s might actually be
safer than 500,000 daily shipments were in the 1980s.  This report makes no judgement on that
issue.  Instead, to the extent that shipment and movement estimates themselves are instructive,
this report attempts to improve the available estimates. 

5.  HAZMAT INDUSTRY PERSPECTIVE: Trucking, Vehicles and Tonnage.

Prevalence of Trucking.   Although productivity and profits for the U.S. freight railroads
have reached record highs nearly every year since deregulation by the Staggers Act in 1980, by
certain other measures, rail transport in the United States actually peaked in 1929.  That was the
industry’s high water mark in terms of employment, miles of track operated, share of the
intercityn freight market, and many other measures.  Today, while freight railroads remain a vital
part of the nation’s transport sector and overall economy, the dominant U.S. freight mode is
truck.  Although accounting for only about 25% of ton-miles and 45% of total tons moved
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annually in the U.S., the trucking sector accounts for over 75% of freight revenues.  And, in terms
of hazmat shipment count, truck share is close to 94% of all hazmat shipments.  Thus, for many
measures of the freight market generally, and hazmat shipment estimates in particular, knowing
the trucking sector role is key to understanding the broader industry.

Number of Vehicles and Fleet Utilization.   The 1992 Truck Inventory and Use Survey
(TIUS) indicates that approximately 60 million of the nation’s 200 million vehicles are trucks,
with the vast majority being personal use pick-up trucks.   TIUS figures also show that some 16
million of the 60 million trucks, ranging from pick-ups and vans to heavy combination trucks, are
involved in commercial transport activities (business use).  Finally, the 1992 TIUS figures indicate
about 365,000 trucks are in the hazmat fleet, implying that some 2.3% of the nation’s commercial
truck fleet is involved in hazmat transport (365,000/16,000,000).  

The 1996 National Fleet Safety Survey, a report based on a study conducted by the
Federal Highway Administration (FHWA) at various nationwide inspection stations, indicated that
about 7.0% of the commercial truck fleet they surveyed were vehicles that transport hazardous
materials.  Because FHWA regulations generally exclude vehicles with a gross vehicle weight
(gvw) under 10,000 pounds, however, the number of vehicles comprising the FHWA total
commercial vehicle fleet is closer to 5-6 million vehicles.  A figure of 7.0% suggests a 1996
hazmat fleet of some 360,000 - 420,000 vehicles -- not unlike the TIUS figure of 365,000.  

Of the more than 800,000 daily hazmat shipments, approximately 770,000 are transported
by truck (Table 2).  Using a hazmat fleet size of 365,000 vehicles suggests that the average
hazmat truck delivers just over 2.1 shipments per day.  Given the industry’s operating conditions,
where one truck might be devoted to a single TL shipment for a period of one to three days, but
trucks handling LTL and small package shipments might make several deliveries in a single
morning, an average fleet utilization figure of multiple shipments per day is to be expected.  

Hazmat Tonnage Produced v. Tonnage Shipped.   The amount of hazmat produced
(consumed) each year in the U.S. is close to 2 billion tons, while the amount shipped is closer to 3
billion tons.  This relationship suggests that every ton, on average, is shipped 1.5 times.   While
the relationship holds for the hazmat industry as a whole, the ratio of tons produced/tons shipped
is very different for Chemical & Allied Products than for Petroleum Products.

For Chemicals & Allied, the amount transported is apparently much less than the amount
produced.  The 1992 CFS shows 545,000,000 tons of  Chemical or Allied products (STCC 28)
transported in the U.S.   For 1995, the Chemical Manufacturers Association (CMA) estimates
642,000,000 tons transported in the U.S.  It is generally understood that for economic and/or
safety reasons,  major amounts of chemicals in the U.S. are “consumed” on plant-sites and
converted into other products before they are shipped to other destinations.  How high the initial
production figure is unclear.  One chemical industry source estimates that close to one billion tons
of chemicals may actually be produced in the U.S., even though only some 642 million tons are
transported (using the CMA figure).  This suggests a ton shipped/ton produced ratio of only 0.64. 

It is reasonable to assume that some or even much of the tonnage which is shipped
includes tons (products) that are actually shipped more than once.  It is even plausible that the
original amount of SIC 28 tonnage that is eventually shipped -- and excluding those tons that are



6 Eighteen million barrels x 42 gallons x 7.15 lbs./2,000 lbs. x 365 days  = 985 million tons.
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not shipped -- could be as little as, for example, 320 million tons.  This relationship would
suggest: one billion tons produced = 680 million tons consumed on site + 320 million tons
shipped off site.  Once the 320 million tons were shipped, they would be reshipped for a total of
320 million x 2 = 640 million tons shipped.  In this analysis and report, the estimates of tons
shipped, i.e., the CFS 545 million ton figure and the CMA 642 million ton figure, are considered
reasonably reliable data.  What the estimate of tons initially produced might be is far less certain.

In contrast to chemical and allied product tonnage, petroleum product tons clearly involve,
on average, multiple shipments of each ton produced.  According to Department of Energy
sources, The U.S. supplied about 18 million barrels of petroleum products per day in 1996
(Appendix Table B1).  That amounts to a starting supply of nearly one billion tons annually. 6 

Some tons of petroleum products are shipped directly from ports of entry to end
users/retail outlets.  Tons distributed in that manner would be tallied as shipped once, delivered
once, and moved once.   Most petroleum products in the U.S., however, are shipped more than
once.  On average, each ton of petroleum products is shipped about 2.3 times, resulting in annual
production of close to 1.0 billion tons but shipment of nearly 2.3 billion tons.

CONCLUDING NOTES:

Review and Recalibration.  This report deliberately uses the word “estimate.” It does
not presume to provide dispositive, unchallengeable “counts.”  It is well known, for example, that
industries continually undertake operational changes to increase efficiencies, reduce risk, or both. 
In gasoline distribution, for example, the present trend is toward use of larger vehicles and fewer
reshipments of product.  Even as U.S. daily consumption of petroleum products has grown
steadily from 17 million barrels per day in 1992 to close to 19 million barrels per day in 1998, the
number of daily petroleum product shipments could be declining, depending upon corporate
distribution and fleet utilization strategies.  Thus, these estimates may be viewed as subject to
continuing review and recalibration.  Suggestions from industry and other knowledgeable sources
regarding how to improve the underlying data assumptions and the accuracy of the overall
estimates are welcome. 

1997 Commodity Flow Survey.   It may also be noted that preliminary data from the
1997 Commodity Flow Survey should be generally available some time in late 1998, with
expanded, final figures available probably in late 1999.  Those figures may indicate important
changes or trends as to how many hazmat shipments are occurring in the U.S., as well as
important information about product type, shipment size and mode of transport.  


