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Increased severity or frequency of accidents and other claims or a material unfavorable development of existing claims. As
noted above in Item 1, “ Business — Factors Significant to the Company’ s Operations — Self- Insured Claims, ” potential
liability associated with accidents in the trucking industry is severe and occurrences are unpredictable. Landstar retains liability
through a self- insured retention for commercial trucking claims up to $ 5 million per occurrence. Effective May 1, 2649-2023 ,
the Company entered into a three year Comrner01al auto habrhty insurance arrangement for losses incurred between $5 mrlhon
and $ 10 rn11110n (the ;

beﬁveen—ﬁﬁ%—mi-l—hen—aﬂd%—l—@-ﬂﬂ-l—l-teﬂ-&hei2023 Inltral Excess Pollcy ”) W1th a thrrd party insurance company F or Comrner01al
trucking claims incurred on or after May 1, 2023 through April 30, 2026, the 2023 Initial Excess Policy provides for an

aggregate deductible of $ 18 million over the thirty- six = month term ending April 30, 2026. After payment of the deductible,
the 2023 Initial Excess Policy provides for a limit for a single loss of $ 5 million, with an aggregate limit of $ 15 million for the
thirty- six - month term ending April 30, 2026. The Company also maintains third party insurance arrangements providing
excess coverage for commercial trucking liabilities in excess of $ 10 million. These third party arrangements provide coverage
on a per occurrence or aggregated basis. Hrreeentyears-Over the past decade , there has been a significant increase in the
eeeurreniee-prevalence of trials in courts throughout the United States involving catastrophic injury and fatality claims against
commercial motor carriers that have resulted in verdicts in excess of $ 10 million. Within the transportation logistics industry,
these verdicts are often referred to as “ Nuclear Verdicts. ” The increase in Nuclear Verdicts has had a significant impact on the
cost of commercial auto liability claims throughout the United States. Due to the increasing cost of commercial auto liability
claims, the availability of excess coverage has significantly decreased, and the pricing associated with such excess coverage, to
the extent available, has significantly increased. Since the annual policy year ended April 30, 2020, as compared to the annual
policy year ending April 30, 20242025 , the Company experienced an increase of approximately $ 2422 million, or over 386
400 %, in the premiums charged by third party insurance companies to the Company for excess coverage for commercial
trucking liabilities in excess of $ 10 million. Moreover, the Company from year to year manages the level of its financial
exposure to commercial trucking claims in excess of $ 10 million, including through the use of additional self- insurance,
deductibles, aggregate loss limits, quota shares and other arrangements with third party insurance companies, based on the
availability of coverage within certain excess insurance coverage layers and estimated cost differentials between proposed
premiums from third party insurance companies and historical and actuarially projected losses experienced by the Company at
various levels of excess insurance coverage. For example, with respect to a single hypothetical claim in the amount of $ 66-65
million incurred during the annual policy year ending April 30, 2624-202S , the Company would have an aggregate financial
exposure of approximately $ 25-30 million. Furthermore, the Company’ s third party insurance arrangements provide excess
coverage up to an uppermost coverage layer, in excess of which the Company retains additional financial exposure. No
assurances can be given that the availability of excess coverage for commercial trucking claims will not continue to deteriorate,
that the pricing associated with such excess coverage, to the extent available, will not continue to increase, nor that insurance
coverage from third party insurers for excess coverage of commercial trucking claims will even be available on commercially
reasonable terms at certain levels. Moreover, the occurrence of a Nuclear Verdict, or the settlement of a catastrophic injury and /
or fatality claim that could have otherwise resulted in a Nuclear Verdict, could have a material adverse effect on Landstar’ s cost
of insurance and claims and its results of operations. Further, the Company retains liability of up to $ 2, 000, 000 for each
general liability claim, $ 250, 000 for each workers’ compensation claim and $ 250, 000 for each cargo claim. In recent years,
the amount of cargo theft throughout the freight transportation and logistics supply chain in the United States has
significantly increased. The Company has experienced, and may continue to experience, increases in the amount of cargo
theft, resulting in increased exposure to liability from cargo claims. In addition, under reinsurance arrangements by
Signature of certain risks of the Company’ s BCO Independent Contractors, the Company retains liability of up to $ 500, 000, $
1, 000, 000 or $ 2, 000, 000 with respect to certain occupational accident claims and up to $ 750, 000 with respect to certain
workers’ compensation claims. The Company’ s exposure to liability associated with accidents incurred by Truck Brokerage
Carriers, railroads and air and ocean cargo carriers who transport freight on behalf of the Company is reduced by various legal
defenses and other factors including the extent to which such carriers maintain their own insurance coverage. A material
increase in the frequency or severity of accidents, cargo claims , including further increases in the amount of cargo theft, or
workers’ compensation claims or the material unfavorable development of existing claims could have a material adverse effect
on Landstar’ s cost of insurance and claims and its results of operations. Dependence on third party insurance companies. The
Company is dependent on a limited number of third party insurance companies to provide insurance coverage in excess of its
self- insured retention amounts. Historically, the Company has maintained insurance coverage for commercial trucking claims in
excess of its self- insured retention, up to various maximum amounts, with a limited number of third party insurance companies.
In an attempt to manage the cost of insurance and claims, the Company has historically increased or decreased the level of its
financial exposure to commercial trucking claims by increasing or decreasing its level of self- insured retention based on the



estimated cost differential between proposed premiums from third party insurance companies and historical and actuarially
projected losses experienced by the Company at various levels of self- insured retention. Similarly, in its excess insurance
layers, the Company may increase or decrease the level of its financial exposure to commercial trucking claims, including
through the use of additional self- insurance as well as deductibles, aggregate loss limits, quota shares and other arrangements
with third party insurance companies, based on the estimated cost differential between proposed premiums from third party
insurance companies and historical and actuarially projected losses experienced by the Company at various levels of excess
insurance coverage. To the extent that the third party insurance companies propose increases to their premiums for coverage of
commercial trucking claims, the Company may decide to pay such increased premiums or increase its financial exposure on an
aggregate, per occurrence or other basis, including by increasing the amount of its self- insured retention. In fact, in recent years,
several of the largest third party insurers providing excess coverage for commercial trucking claims in the United States
announced that in light of increased severity trends related to the increase in losses attributable to unfavorable verdicts, they
would no longer provide such coverage. Decisions by these third party insurers to exit this line of business have had a significant
negative impact on the availability and pricing of excess coverage for commercial trucking claims in the United States. No
assurances can be given that other third party insurers will not also decide to exit the market as a provider of excess coverage for
commercial trucking claims in the United States, which could have a further negative effect on the availability and pricing of
such coverage. Accordingly, no assurance can be given that insurance coverage from third party insurers for claims in excess of
the Company’ s current self- insured retentions will continue to be available on commercially reasonable terms. Dependence on
independent commission sales agents. As noted above in Item 1, “ Business — Factors Significant to the Company’ s
Operations — Agent Network, ” the Company markets its services primarily through independent commission sales agents.
During fiscal year 2623-2024 , 524-485 agents generated revenue for Landstar of at least $ 1 million each, or in the aggregate
approximately 95-94 % of Landstar’ s consolidated revenue. Included among these Million Dollar Agents, §7-81 agents
generated at least $ 10, 000, 000 of Landstar revenue during the 2023-2024 fiscal year, or in the aggregate approximately 68-67
% of Landstar’ s consolidated revenue. Of these larger agencies, one such Landstar independent commission sales agency, itself
with a very diversified customer base, generated approximately $ 553-470 , 000, 000, or 10 %, of Landstar’ s consolidated
revenue and approximately 6-5 % of Landstar’ s consolidated variable contribution in fiscal year 2623-2024 . A number of these
larger agencies, including the largest of Landstar’ s independent commission sales agents by revenue, maintain administrative
operations in countries outside of North America where the risks may be different than in the United States or Canada due to
geopolitical, legal or other risks associated with maintaining administrative operations in such foreign jurisdictions. There can be
no assurance regarding the potential disruption and impact adverse geopolitical developments in these foreign jurisdictions
could have on the ability of certain large independent commission sales agents to generate and maintain administrative
operations in support of significant amounts of Landstar revenue. As disclosed in a Current Report on Form 8- K filed by the
Company on February 28, 2022, the largest Landstar independent commission sales agency by revenue referenced above, while
based in the United States, has significant administrative operations located in Ukraine. The administrative operations of this
agency were significantly disrupted during the onset of the Russian invasion of Ukraine and continue to be affected by the
ongoing conflict . The Company also has another of its largest independent commission sales agencies, as measured by revenue,
that is based in the United States but conducts a portion of its administrative operations in western Ukraine. Russian efforts to
destroy infrastructure throughout Ukraine has impacted the availability of electricity and other basic utilities at various times
throughout the country. The priority for Landstar and both of these agencies is the safety and well- being of these agencies’
Ukrainian workforces and their families. No assurances can be provided regarding the conflict between Russia and Ukraine and
the extent of potential future operational disruption the conflict may have on either of these Landstar agencies and the related
impact of these disruptions on the Company. +4-Landstar competes with motor carriers and other third parties for the services of
independent commission sales agents. Landstar has historically experienced very limited agent turnover in the number of its
Million Dollar Agents. There can be no assurances, however, that Landstar will continue to experience very limited turnover of
its Million Dollar Agents in the future. Landstar’ s contracts with its agents, including its Million Dollar Agents, are typically
terminable without cause upon 10 to 30 days’ notice by either party and generally contain significant but not unqualified
restrictive covenants limiting the ability of a former agent to compete with Landstar for a specified period of time post-
termination, and other restrictive covenants. The loss of some of the Company’ s Million Dollar Agents and / or a significant
decrease in revenue generated by Million Dollar Agents could have a material adverse effect on Landstar, including its results of
operations and revenue. 13 Dependence on third party capacity providers. As noted above in Item 1, *“ Business — Factors
Significant to the Company’ s Operations — Third Party Capacity, ” Landstar does not own trucks or other transportation
equipment other than trailing equipment and relies on third party capacity providers, including BCO Independent Contractors,
Truck Brokerage Carriers, railroads and air and ocean cargo carriers, to transport freight for its customers. The Company
competes with motor carriers and other third parties for the services of BCO Independent Contractors and other third party
capacity providers. The market for qualified truck owner- operators and other third party truck capacity providers is very
competitive among motor carriers, third party logistics companies and others and no assurances can be given that the Company
will be able to maintain or expand the number of BCO Independent Contractors or other third party truck capacity providers.
Additionally, the Company’ s third party capacity providers other than BCO Independent Contractors can be expected, under
certain circumstances, to charge higher prices to cover increased operating expenses, such as any increases in the cost of fuel,
labor, equipment or insurance, and the Company’ s operating income may decline without a corresponding increase in price to
the customer. A significant decrease in available capacity provided by either the Company’ s BCO Independent Contractors or
other third party capacity providers, or increased rates charged by other third party capacity providers that cannot be passed
through to customers, could have a material adverse effect on Landstar, including its results of operations and revenue.
Disruptions or failures in the Company’ s computer systems; cyber and other information security incidents. As noted above in



Item 1, “ Business — Factors Significant to the Company’ s Operations — Technology, ” the Company’ s information
technology systems used in connection with its operations are located in Jacksonville, Florida and to a lesser extent in Rockford,
[llinois. In addition, the Company utilizes several third party data centers throughout the United States. Landstar relies, in the
regular course of its business, on the proper operation of its information technology systems to link its extensive network of
customers, employees, agents and third party capacity providers, including its BCO Independent Contractors. Moreover, a
majority of the Company’ s employees work remotely or on a hybrid basis. Although the Company has redundant systems for
its critical operations, any significant disruption or failure of its technology systems or those of third party data centers on which
it relies could significantly disrupt the Company’ s operations and impose significant costs on the Company. Moreover, it is
critical that the data processed by or stored in the Company’ s information technology systems or otherwise in the Company’ s
possession remain confidential, as it often includes confidential, proprietary and / or competitively sensitive information
regarding our customers, employees, agents and third party capacity providers, key financial and operational results and
statistics, and our strategic plans, including technology innovations, developments and enhancements. Cyber incidents that
impact the security, availability, reliability, speed, accuracy or other proper functioning of these systems and data, including
outages, computer viruses, break- ins and similar disruptions, could have a significant impact on our operations. Accordingly,
information security and the continued development and enhancement of the controls and processes designed to protect our
systems, computers, software, data and networks from attack, damage or unauthorized access remain a priority for us. Our
information systems and those of our third —party service providers have been, and will likely continue to be, targeted by or
subject to viruses, malware or other malicious codes, unauthorized access, cyber- attacks, cyber frauds, ransomware or other
unauthorized occurrences which jeopardize the confidentiality, integrity or availability of our information or information
systems. Cybersecurity threats are rapidly evolving and those threats and the means for obtaining access to our systems are
becoming increasingly sophisticated. Cybersecurity threats can originate from a wide variety of sources including terrorists,
nation states, financially motivated actors, hacktivists, internal actors, or third parties, such as external service providers or other
third parties who may use an external service provider as a conduit to access our systems, and the techniques used change
frequently and often are not recognized until after they have been launched. The rapid evolution and increased adoption of
artificial intelligence technologies may intensify our cybersecurity risks including the deployment of artificial intelligence
technologies by threat actors. Although we believe that we have robust security procedures and other safeguards in place, as
threats continue to evolve, we may be required to expend additional resources to continue to enhance our information security
measures and / or to investigate and remediate any security vulnerabilities. At any given time, we face known and unknown
cybersecurity risks and threats that are not fully mitigated, and we may discover vulnerabilities as we continuously work to
enhance our cybersecurity risk management program. A significant incident, including system failure, security breach,
disruption by malware or ransomware, or other damage, could interrupt or delay our operations, damage our reputation with
customers, agents, third party capacity providers, employees, vendors, investors or other stakeholders , cause a loss of
customers, agents and / or third party capacity providers, expose us to a risk of loss or litigation, and / or cause us to incur
significant time and expense to remedy such an event, any of which could have a material adverse impact on our results of
operations and financial condition. +5-Although the Company maintains cybersecurity and business interruption insurance, the
Company’ s insurance may not be adequate to cover all losses that may be incurred in the event of a significant disruption or
failure of its information technology systems. In addition, cybersecurity and business interruption insurance could in the future
become more expensive and difficult to maintain and may not be available on commercially reasonable terms or at all. 14
Dependence on key vendors. As described above under “ Dependence on third party insurance companies ” and “ Disruptions or
failures in the Company’ s computer systems; cyber and other information security incidents, ” the Company is dependent on
certain vendors, including third party insurance companies, third party data center providers, third party information technology
application providers and third party payment disbursement providers. Any inability to negotiate satisfactory terms with one of
these key vendors or any other significant disruption to or termination of a relationship with one of these key vendors could
disrupt the Company’ s operations and impose significant costs on the Company. Adoption of artificial intelligence (“ AI ).
The adoption of AI and other emerging technologies may become significant to operating results in the future. While Al
and other technologies may offer substantial benefits, they may also introduce additional risk. If we are unable to
successfully adapt to, implement and utilize such emerging technologies as effectively as competitors, our results of
operations may be negatively affected. Economic, Competitive and Industry Risks Decreased demand for transportation
services; U. S. trade relationships. The transportation industry historically has experienced cyclical financial results as a result of
slowdowns in economic activity, the business cycles of customers, and other economic factors beyond Landstar’ s control. If a
slowdown in economic activity or a downturn in the Company’ s customers’ business cycles causes a reduction in the volume of
freight shipped by those customers, the Company’ s operating results could be materially adversely affected. In addition,
Landstar hauls a significant number of shipments that have either been imported into the United States or are destined for export
from the United States. There is significant uncertainty in the marketplace as to the potential actions of the U. S.
government with respect to international trade policy and the potential for significant tariffs to be enacted, particularly
with respect to trade between the United States and, respectively, Mexico, Canada and China. Any decision by the U. S.
government to adopt actions such as an increase in tariffs or customs duties, a border tax on imports, an-inerease-teustoms
duties-or-tariffs;-the renegotiation of U. S. trade agreements , in particular, the United States- Mexico- Canada Agreement, or
any other action that could have a negative impact on international trade could cause a reduction in the volume of freight
shipped by many Landstar customers. Any changes in tax and trade policies in the United States and corresponding actions by
other countries , including a retaliatory increase in tariffs on goods destined for export from the United States, could
adversely affect our financial performance. Substantial industry competition. As noted above in Item 1, “ Business — Factors
Significant to the Company’ s Operations — Competition, ~” Landstar competes primarily in the transportation and logistics



services industry. This industry is extremely competitive and fragmented. Landstar competes primarily with truckload carriers,
intermodal transportation service providers, railroads, less- than- truckload carriers, third party logistics companies, digital
freight brokers and other asset- light transportation and logistics service providers. Management believes that competition for the
freight transported by the Company is based on service, efficiency, safety and freight rates, which are influenced significantly
by the economic environment, particularly the amount of available transportation capacity and freight demand. In recent years,
the use of technology and the implementation of technology- based innovations have become increasingly important to compete
within the transportation and logistics industry. In particular, management believes leadership in the development, operation and
support of an ecosystem of digital technologies and applications is an ongoing part of providing high quality service. The failure
of the Company to maintain or enhance its technology ecosystem in response to changing demands from customers, agents, and
capacity providers could have a significant adverse impact on Landstar’ s ability to compete for customers, agents and capacity
providers in the transportation and logistics industry. In addition, competition in our industry, historically, has created downward
pressure on freight rates. Many large shippers use 3PLs other than the Company to outsource the management and coordination
of their transportation needs rather than directly arrange for transportation services with carriers. As noted above, there were ++
10 transportation service providers, including 3PLs, included in the Company’ s top 25 customers for the fiscal year ended
December 36-28 , 2623-2024 . Usage by large shippers of 3PLs often provides carriers, such as the Company, with a less direct
relationship with the shipper and, as a result, may increase pressure on freight rates while making it more difficult for the
Company to compete primarily based on service and efficiency. A prolonged decrease in freight rates could have a material
adverse effect on Landstar, including its revenue and operating income. 15 Legal, Tax, Regulatory and Compliance Risks Status
of independent contractors. frreeent-For many years, the topic of the classification of individuals as employees or independent
contractors has gained-inereased-garnered significant attention among federal and state regulators as well as the plaintiffs” bar.
Various legislative or regulatory proposals have been introduced at the federal and state levels that may affect the classification
status of individuals as +6-independent contractors or employees for either employment tax purposes (e. g., withholding, social
security, Medicare and unemployment taxes) or other benefits available to employees (most notably, workers’ compensation
benefits). Reeently;eertain-Certain states (most prominently, California) have seen-experienced significant inereased-activity
by tax and other regulators and numerous class action lawsuits filed against transportation companies that engage independent
contractors. There are many different tests and standards that may apply to the determination of whether a relationship is that of
an independent contractor or one of employment. For example, different standards may be applied by the Internal Revenue
Service, the U. S. Department of Labor, the National Labor Relations Board, state unemployment agencies, state departments of
labor, state taxing authorities, the Equal Employment Opportunity Commission, state discrimination or disability benefit
administrators and state workers compensation boards, among others. For federal tax purposes, most individuals are classified as
employees or independent contractors based on a multi- factor “ common- law ” analysis rather than any definition found in the
Internal Revenue Code or Internal Revenue Service regulations. In addition, under Section 530 of the Revenue Act of 1978, a
taxpayer that meets certain criteria may treat an individual as an independent contractor for employment tax purposes if the
taxpayer has been audited without being told to treat similarly situated workers as employees, if the taxpayer has received a
ruling from the Internal Revenue Service or a court decision affirming the taxpayer’ s treatment of the individual as an
independent contractor, or if the taxpayer is following a long- standing recognized practice. The Company classifies its BCO
Independent Contractors and independent commission sales agents as independent contractors for all purposes, including
employment tax and employee benefits. There can be no assurance that legislative, judicial, administrative or regulatory
(including tax) authorities will not introduce proposals or assert interpretations of existing rules and regulations that would
change the employee / independent contractor classification of BCO Independent Contractors or independent commission sales
agents doing business with the Company. Certain states On-September+8-, 2649;-most notably California , have enacted
AssemblyBiHAB)S-ntetaw-laws ;-codifying the strict “ ABC " test for purposes of determining a worker” s status as an
independent contractor or employee under €alifornta-that state’ s law. Whienew-in-Californta-verstons-Versions of the ABC
test have existed in a number of other states over the years and have been challenged in various courts as violating the federal
government’ s exclusive right to regulate trucking in certain areas of law and interstate commerce. The Company eontintes-to

menttor-monitors and-analyze-the-these impaet-ofthe-new-law-laws and —which-beeame-effeetive-as-of Jantary1;2026;
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fawlaws will be interpreted and enforced by state and local governments as well as by courts. Potential changes, if any, that
could impact the legal classification of the independent contractor relationship between the Company and BCO Independent
Contractors or independent commission sales agents could have a material adverse effect on Landstar’ s operating model.
Further, the costs associated with any such potential changes could have a material adverse effect on the Company’ s results of
operations and financial condition if Landstar were unable to pass through to its customers an increase in price corresponding to
such increased costs. Moreover, class action litigation in this area against other transportation companies has resulted in
significant damage awards and / or monetary settlements for workers who have been allegedly misclassified as independent




contractors and the legal and other related expenses associated with litigating these cases can be substantial. Regulatory and
legislative changes. As noted above in Item 1, “ Business — Factors Significant to the Company’ s Operations — Regulation,
certain of the Operating Subsidiaries are motor carriers and / or property brokers authorized to arrange for transportation services
by motor carriers which are regulated by the Federal Motor Carrier Safety Administration (“ FMCSA ”), an agency of the U. S.
Department of Transportation, and by various state agencies. Several of the Operating Subsidiaries maintain a federal hazardous
materials safety permit and, as a result, have an increased risk of compliance review by the FMCSA. Certain of the Operating
Subsidiaries are licensed as Ocean Transportation Intermediaries by the U. S. Federal Maritime Commission as non- vessel-
operating common carriers and / or as ocean freight forwarders. The Company’ s air transportation activities in the United States
are subject to regulation by the U. S. Department of Transportation as an indirect air carrier. One of the Company’ s subsidiaries
is licensed by the U. S. Department of Homeland Security through the Bureau of U. S. Customs and Border Protection (“ U. S.
Customs ) as a customs broker. The Company is also subject to regulations and requirements relating to safety and security
promulgated by, among others, the U. S. Department of Homeland Security through U. S. Customs and the Transportation
Security Administration, the Canada Border Services Agency and various state and local agencies and port authorities. +716
The transportation industry is subject to other potential regulatory and legislative changes (such as the possibility of more
stringent environmental, climate change and / or safety / security regulations, limits on vehicle weight and size and regulations
relating to the health and wellness of commercial truck operators) that may affect the economics of the industry by requiring
changes in operating practices, by changing the demand for motor carrier services or the cost of providing truckload or other
transportation or logistics services, or by adversely impacting the number of available commercial truck operators. In particular,
the FMCSA may tirreeent-yearsproposed— propose anumberofregulatory changes that affect the operation of commercial
motor carriers across the United States. It is difficult to predict in what form FMCSA regulations may be implemented, modified
or enforced and what impact any such regulatlons may have on motor carrier operations or the aggregate number of trucks that
pr0V1de haulmg capa(:lty to the Company > dueed :
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motor carrier oversight programs 1mplemented by the FMCSA could have on the Company, its motor carrier operatrons or the
aggregate number of trucks that provide hauling capacity to the Company. Regulations focused on diesel emissions and other air
quality matters. Focus on diesel emissions, climate change and related air quality matters has led to efforts by federal, state and
local governmental agencies to support legislation and regulations to limit the amount of carbon emissions, including emissions
created by diesel engines utilized in tractors such as those operated by the Company’ s BCO Independent Contractors and Truck
Brokerage Carriers. Moreover, federal, state and local governmental agencies may also focus on regulation in relation to trailing
equipment specifications in an effort to achieve, among other things, lower carbon emissions. For example, the California Air
Resources Board (“ CARB ”) has implemented regulations that restrict the ability of certain tractors and trailers from operating
in California and that impose emission standards on nearly all diesel- fueled trucks with gross vehicle weight ratings in excess of
14, 000 Ibs. that operate in California. Moreover, these emission standards have become increasingly stringent over time. As of
January 1, 2023, nearly all diesel- fueled trucks with gross vehicle weight ratings in excess of 14, 000 Ibs. that operate in
California are required to have a 2010 or newer model year engine. No assurances can be given with respect to the extent BCO
Independent Contractors will choose to become CARB- compliant by purchasing a new or used CARB- compliant tractor,
replacing the engine in their existing tractor with a CARB- compliant engine or performing an exhaust retrofit of their existing
tractor by installing a particulate matter filter. Accordingly, many of the Company’ s BCO Independent Contractors may choose
not to haul loads that would require travel within California, which could affect the ability of the Company to service customer
freight needs for freight originating from, delivering to or traveling through California. Furthermore, increased regulation of
tractor or trailing equipment specifications, including emissions created by diesel engines, could create substantial costs for the
Company’ s third party capacity providers and, in turn, increase the cost of purchased transportation to the Company. An
increase in the costs to purchase, lease or maintain tractor or trailing equipment or in purchased transportation cost caused by
existing or new regulations without a corresponding increase in price to the customer could adversely affect Landstar, including
its results of operations and financial condition. Regulations requiring the purchase and use of zero- emission vehicles (“ ZEVs
). Currently, the long- haul trucking industry in North America is diesel- fuel based and long- haul trucking operations powered
by electricity, natural gas, or hydrogen- based powertrains rather than diesel are not commercially feasible at scale in North
America. Significant challenges remain with respect to the economic feasibility of these trucks and the further development of
this technology is necessary considering power, torque, range, efficiency and other aspects of long- haul trucking operations.
Moreover, the extensive nationwide charging / fueling infrastructure and maintenance network that would be necessary to
support such operations does not exist. Nevertheless, federal, state and local governmental agencies may engage in efforts to
support legislation and regulations mandating the transition of diesel- fuel based commercial motor vehicles, such as Class 8
tractors operated by the Company’ s BCO Independent Contractors +8-and Truck Brokerage Carriers, to ZEVs. For example,
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ZEVs. The regulation includes a manufacturer sales requirement and a reporting requirement that applies to large employers
including retailers, manufacturers, brokers and others, as well as fleet owners with 50 or more trucks operating in California. The
following states have also adopted the ACT regulation: Colorado, Maryland, Massachusetts, New Jersey, New Mexico, New
York, Oregon, Rhode Island, Vermont and Washington. €ARB-Mandates requiring the transition to ZEVs would create
substantial costs for the Company s third party capacity providers ACFregulationris-intended-to-workin-eonjunetion-with
the-ACTregulation-torequire-the-deployment-of medium—and heavy—duty ZEVsin-Caltfornia—Components-of the- ACE
regulation, as-adepted-in turn, increase the cost of purchased transportation to the Company. An increase in the costs to
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