
 

 

 

March 27, 2026  

  

VIA ELECTRONIC FILING  

  

The Honorable Laura DiBella  

Chair  

Federal Maritime Commission  

800 North Capitol Street, NW  

Washington, DC 20573 

  

Re:  Docket No. FMC-2026-0100, Investigation Into Ocean Common Carriers' 

Practices and Restrictions on Chassis Usage 

  

 

Dear Chair DiBella, 

 

The Retail Industry Leaders Association (RILA) appreciates the opportunity to provide input on 

the Federal Maritime Commission’s (FMC) investigation into ocean common carrier practices 

and restrictions related to chassis usage. RILA’s membership includes more than 200 retailers, 

product manufacturers, and service providers that collectively generate over $2.7 trillion in 

annual sales, support millions of American jobs, and operate hundreds of thousands of stores, 

distribution centers, and fulfillment facilities nationwide.  

Supply chains are the backbone of the retail industry, built on efficiency and resilience.  Reliable 

access to chassis, and meaningful choice among Intermodal Equipment Providers (IEPs), is 

critical to the efficient movement of goods across these supply chains. 

The FMC’s February 2024 ruling on this issue was intended to ensure shippers would have 

flexibility and control over inland transportation. The industry has made great strides in this 

space, and ocean carriers, equipment providers, and other ecosystem partners have shown 

considerable willingness to continue streamlining operations. The FMC’s work on this issue over 

the past several years has significantly improved the situation. However, in some cases RILA 

members have continued to observe operational challenges that can limit those benefits, 

particularly for intermodal moves involving rail ramps and inland terminals. 

Chassis Constraints in Intermodal Moves 

RILA members note that chassis selection can present challenges when containers move through 

intermodal and rail ramp facilities, notably in merchant haulage moves. In some cases, retailers 

(via dray providers) encounter limited or predetermined chassis options at these locations, which 

can affect their ability to select IEPs based on cost, availability, condition, or operational 

compatibility. 



While chassis equipment may be physically present within a given market, operational rules that 

link specific containers to designated chassis pools can significantly reduce effective availability. 

These constraints limit the practical utility of existing chassis capacity and can create artificial 

scarcity despite nominal supply. 

These circumstances are often influenced by infrastructure limitations, terminal-specific 

practices, or existing arrangements that may reduce chassis interoperability. Limitations on 

chassis substitutability can restrict interchangeability across pools, preventing drayage providers 

from leveraging otherwise available “gray pool” assets and undermining efficient asset 

utilization across terminals and inland ramps. 

In some cases, limited chassis availability or potential restrictions on chassis selection may cause 

containers to be grounded temporarily in a yard, thus requiring additional moves. Restricted 

access to compatible chassis can necessitate chassis splits, requiring additional repositioning 

moves that increase empty miles, driver dwell time, and overall transaction costs—conditions 

that are particularly acute in inland rail environments. 

 As a result, shippers may have fewer practical chassis options available, which can contribute to 

inefficiencies, longer dwell times or delays, and higher costs. Furthermore, the process disruption 

creates additional labor among involved parties, often necessitating extra communication and 

follow up as dray partners must revise plans, resource allocation, and timelines. 

When chassis selection is limited by operational practices rather than market availability, 

shippers and motor carriers may also face reduced ability to evaluate options based on price, 

service quality, or equipment condition, which can dampen competition among intermodal 

equipment providers. 

These constraints are especially acute in merchant haulage moves, where shippers are fully 

accountable for inland execution yet lack control over key equipment inputs. While a nominal 

“chassis choice” may exist, carrier‑imposed container rules, flip fees, and degraded dray turn 

times can materially constrain that flexibility, rendering chassis choice largely illusory rather 

than operationally viable. 

Impact of Limited Modernization at Inland Intermodal Facilities 

Another factor affecting chassis availability and flexibility is the level of modernization at many 

inland intermodal and rail terminal facilities. In some locations, aging infrastructure, terminal 

capacity constraints, or limited technological capabilities can influence which chassis pools are 

supported or readily accessible. 

For retailers operating time- and inventory-sensitive supply chains, these conditions can 

contribute to downstream impacts. Constraints on chassis availability at inland terminals may 

affect appointment scheduling, container turn times, and overall supply chain predictability. 

Continued investment in terminal modernization, process optimization, and improved 



interoperability could help support greater chassis fluidity, encourage greater competition among 

IEPs, and enhance inland freight efficiency. Greater alignment around interoperable chassis pools 

and standardized access practices, alongside continued investment in terminal modernization and 

process optimization, would improve equipment velocity, reduce friction at interchange points, 

and support more efficient inland freight movement. 

Importance of FMC Review and Consideration 

The Commission’s examination of chassis practices provides an opportunity to examine how 

carrier practices and broader market conditions affect equipment availability within the maritime 

and intermodal supply chain. While chassis availability challenges may arise from a range of 

factors, certain policies or practices that affect interoperability or access can have downstream 

implications for shippers utilizing merchant haulage.   

Furthermore, issues such as this present an opportunity to work hand-in-hand with the 

Department of Transportation and federal rail regulators to help bolster the current 

administration’s goal of stronger, more resilient national supply chains. 

Supply chains function best when supported by clear processes, operational flexibility, and 

infrastructure that allows for practical equipment choice. The Commission’s investigation may 

help to provide a better understanding of current inland market conditions and how those 

conditions influence competition and operational efficiency. 

Conclusion 

Retailers rely on a transportation system that allows supply chains and transportation networks to 

function effectively, with reasonable access to equipment and operational flexibility. Chassis 

availability challenges at intermodal and rail ramps, along with limited modernization at some 

inland terminal facilities, can affect the efficiency of inland freight movement for importers. 

RILA appreciates the Commission’s attention to these issues and encourages continued 

evaluation of how chassis practices and terminal conditions influence shipper operations 

throughout the inland supply chain. 

Sincerely, 

 

Sarah Gilmore 

Senior Director, Government Affairs 

Retail Industry Leaders Association  

 


