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WHEN THE GOING GETS TOUGH, 
THE MICHELIN® X® WORKSTM TIRES 
KEEP GOING

In and around worksites and quarries, on the road... tires have to take the rough with the smooth! Often invisible hazards that increase 
the risk of cuts and scrapes are everywhere: ruts, rocks, scrap metal, rubble, and so on. In these tough conditions, choosing the right tire 

is vital.

The MICHELIN® X® WorksTM tire line has been purpose-designed to limit the risk of vehicle downtime. And now, Michelin will 
credit you $200 in the event of an accidental damage occurring in the first 6 months of use or wear up to 50% of the  

usable tread life whichever comes first.* So you can enjoy the durability and safety of your new MICHELIN® tires with complete 
peace of mind.

*Refer to the general terms and conditions of this offer at www.xworksguarantee.ca

©2014 MNA(C)I. All Rights Reserved. The “Michelin Man” is a registered trademark licensed by Michelin North America, Inc. Visit www.michelintruck.com for more details.
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INTRODUCTION

Straight Talk; 
Smart Strategies

Welcome to our second Straight 
Talk, Smart Strategies report 

examining the challenges and oppor-
tunities faced by fleets operating in Canada’s construc-
tion and oil and gas sectors. There are likely no in-
dustries more challenging for the truck fleets serving 
them than construction and oil and gas. The harsh en-
vironments they face test their equipment, drivers and 
business strategies each and every day. Only the strong 
survive long term under such circumstances and there 
is much to learn from them.

Our second report examines the maintenance chal-
lenges faced by the hardy fleets in these sectors and 
the strategies they’ve adapted to stay ahead. We also 
share our exclusive research on fleet tire maintenance 
practices.

The first report in this series included a growth out-
look for these sectors, looked at new ways of attracting 
drivers, what makes for smart spec’ing decisions and 
what leading fleets do to ensure safety is a critical com-
ponent of their business strategy. 

Both reports are brought to you in partnership with 
Michelin North America (Canada) Inc. 

And there is much more to learn. Turn also to the 
Straight Talk, Smart Strategies knowledge centre on 
www.trucknews.com for frequent news, features and 
informative videos on these sectors. Archives of both 
reports are available there too.

We hope our multi-media effort creates an enriched 
educational vehicle that helps you learn and thrive in 
the years ahead.

Lou Smyrlis
Publisher & Editorial Director
Transportation Media
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 Three fleets share their effective maintenance strategies
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MORE, BETTER, SMARTER � BY�C AR RO LL�M CCO R M I C K

Spring mud and slush and summer dust can cause major 
grief. A rig can easily pick up a ton of mud. That weight can 
tear loose brake and ABS lines, support straps, and saturate 
and strip away insulation. “We wash trucks and trailers ev-
ery couple of days,” Martens says. 

Grease is the anti-mud and anti-dust. “Grease has be-
come a very cheap commodity,” Martens says. “We grease 
the units every day or every other day,” Bell adds.

Drivers are zealous about removing mud from the 
wheels. Clods of mud and ice unbalance them. “The truck 
literally becomes a vibrating, shaking monster going down 
the road,” Martens says.

For the past three years or so, Martens has been spec’ing 
disk brakes, for several reasons. One, dust gets into brake 
drums and grinds everything up. “Cleanliness is absolutely 
key to your moving parts,” Martens says.

Two, Marten says, “When you dynamite hot brakes at 
night in the winter, the shoes freeze to the drums. The next 
morning the drivers release the brakes but the shoes won’t 
release from the drums. The wheels slide on the snow. The 
next thing you know, you have burned off a set of tires.” 
Disc brakes get around both of these problems, plus have 
longer life expectancy and better braking.

They are supposed to be maintenance free, but disk 
brakes don’t get off so easy in this gig. “We do a half-hour 
servicing on the disc brakes every 90 days. We have only 
had one trailer’s brake caliper fail in three years,” Martens 
says.

All new equipment is spec’d with disk brakes. Looking 
forward, says Martens, “If Meritor comes out with a retrofit, 
we will be switching everything to disc brakes.”

For the maintenance team at William Day Construction, 
hauling nickel ore around the clock leaves little room for 
regular maintenance, let alone unplanned downtime. Part of 
the Copper Cliff, Ontario-based Day Group of Companies, 
William Day Construction has developed several strategies 
to keep its fleet of belt trailers and tri-axle dump trucks 
rolling for its mining customers in the Sudbury region.

One trick has been to identify repetitive failures and 
then invest in more robust parts. “Because we go through a 

It is a cruel world when your rig gets dragged through 
the mud every day. But sinking in past the wheel hubs is 
a fact of life for the rigs doing off-road duty for Lloyd-

minster Saskatchewan-based Shadwin Trucking Ltd. and 
SORE Oilfield Services. 

Shadwin moves oil, water and other fluids to and from 
oil & gas sites. The small land leases become quagmires ev-
ery spring and bulldozers and tractors (of the farming va-
riety) manhandle the tractor-trailers on and off the leases. 
“This puts a lot of strain on the suspension systems and 
axles,” says Harry Martens, owner, Shadwin.

Adding insult to injury, the trucks always turn to the left, 
causing more repetitive strain injuries. Broken springs and 
airbags, torn-off bumpers, twisted yokes and U-joints are 
standard casualties. 

About half of the company’s 80 employees are own-
er-operators. Most are veterans of this game, but, says Mar-
tens, “Many come to our office and ask for [our opinions] 
before they order their tractors. One of our biggest mainte-
nance exercises here is making sure you have the right specs 
and the right equipment for the job.”

Retrofitting the rigs with super-tough parts has not been 
part of the company’s maintenance strategy, but “more”, 
“better” and “smarter” is. For example, Martens says, “If the 
original equipment has two straps, we have four; for exam-
ple, four fuel tank straps. We have changed over to clamp-on 
polyurethane dust covers instead of bolt on dust covers.” 

Creig Bell, maintenance consultant to Shadwin, adds, 
“The cross over lines have extra straps. Air lines are tied up 
behind axles instead of in front of them.”

Drivers play a big role in keeping the rigs off-road wor-
thy. Damage is seldom subtle, so they notice problems and 
phone them in immediately. Repair work in the field is 
best avoided. “We don’t wait to get things fixed. Because of 
the terrain we are running in, we have to fix it right now,” 
Bell says. 

Drivers are extra-attentive during circle checks. “Part of 
the daily walk around is to make sure there is nothing bro-
ken, such as U-clamps. It is more involved and in depth 
than a regular walk around,” Bell says.
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lot of king pins, we went to new Kaiser king pin bushings 
and pins,” says Dave Klus, director of maintenance, William 
Day Construction. 

Stock brake cams take a beating and require replacement 
every nine months or so. “Because of the roughness of the 
roads the cams bounce around a lot. We installed new cam 
systems [from Express Brake International] that have 20 
inches of surface contact between the cams and bushings, 
compared to four inches of contact in the old cams,” Klus 
says. The greater contact area reduces the tapping of the 
cams on the bushings and spreads the impact over a greater 
surface area.

Mechanics began installing the new cam systems a year 
and a half ago. The result? “They have a lot better life. I ha-
ven’t had to change any cams that I’ve upgraded. Cams for 
us was a big one,” Klus reports.

So was a problem with air-driven systems that malfunc-
tioned when moist air froze. The solution was the Concep 
condensor/separator by Haldex. “Before I started up here 
they were having bad freeze up problems. Concep cools the 
air between the compressor and the air dryers and removes 
moisture. It made a tremendous difference in freezing,” Klus 
says. The dryer air means less work for the air dryers and 
fewer problems in the rigs’ air-assisted systems.

Klus also credits driver training for reducing unplanned 
downtime. “Drivers can affect maintenance costs very easily 
if they don’t understand things such as the shock loading 
due to spinout,” Klus says.

Expending extra effort during maintenance sessions is 
another good investment. Each unit gets scheduled main-
tenance roughly every two weeks. Decreasing some of the 
maintenance intervals is one instance where extra effort up 
front pays off in the long run. “We are at about half the in-
terval for fluid changes for the automatic transmissions. We 
think it gives them better life,” Klus says.

Mechanics clean the diesel particulate filters (DPF) twice 
as often as the manufacturer recommends. “We figure that 
if we do it at the same time as our safety inspection, we are 
good again till next year. If DPFs go too far between clean-
ings, you can’t get then as clean as when you do it more 
often; for example, only getting them back to the yellow 
zone on the flow tester, rather than the green zone,” Klus 
explains. 

Klus shares one more strategy: better warrantee capture. 
William Day Construction bought a fleet maintenance 
management system by Truck Tracker a year and a half ago. 
In addition to the usual tasks, like parts inventory and work 
orders, the maintenance team uses it to flag more warranties. 
“We’re getting a lot higher percentage of warranties than we 

did before,” Klus says. “Before we bought Truck Tracker, we 
tracked warranties manually, and got perhaps 25% of what 
we were due. We are probably getting 60% to 75% of our 
warranties now on parts.”

Salisbury, New Brunswick-based Terra Nova Transport 
Ltd. cannot lay claim to any outrageous operating condi-
tions, but that does not mean that effective maintenance 
happens all by itself. For company maintenance manager 
Brent McMackin, common sense, attention to detail and 
dedicated staff are the ticket.

“The KISS method [keep it simple, stupid] seems to 
work well for us. Our dedicated mechanics take a personal 
interest in their fleet and we are small enough to know each 
truck,” McMackin says.

Terra Nova’s fleet of 40 tractors and 100 trailers most-
ly ply the East Coast/Eastern Seaboard/Toronto triangle. 
“We pull in each truck once a month and the mechanics go 
over them like it is a safety inspection. This is the key thing. 
Spraying brackets with rust proofing, grease door hinges, 
door locks, clevis pins … we unhook major harnesses and 
apply dielectric grease. It is a corrosion barrier and it really 
makes a difference. It takes a few minutes to do now, but it 
can take hours to repair a wiring harness. Electrical is one of 
the biggest issues with modern trucks. Preventative mainte-
nance is key to keeping the truck on the road longer. Gen-
erally, if you wait till issues arise, many things will usually go 
downhill with them,” McMackin says.

Problems with emissions-related technology have caused 
Terra Nova to favour Freightliner and Detroit tractors. We are 
having fewer such issues with them,” McMackin comments.

McMackin also likes the Freightliner and Detroit virtual 
technician program. “I automatically receive an email when 
an engine code pops up, that explains what the engine light 
means. It’s a good guide as to whether the truck can contin-
ue. It emails me a list of parts and the local Freightliner deal-
er. Problems can be diagnosed over the phone. It is a general 
diagnosis, but it is a guide to where to look. I’ve found that 
it is a very valuable tool. Is it safe to go on or is it big kaka?”

The company encourages its drivers to immediately mes-
sage in problems via satellite for analysis and to make a list 
of issues to hand in when they get home. McMackin also 
lavishes praise on his mechanics. “Most technicians at garag-
es are not looking for things outside what the truck is there 
for. Outside shops do what they are hired to do. 

“Some people just do the bare minimum. We see a lot of 
basic maintenance that is not done on other fleets. I’d like to 
think that our fleet is among the best maintained anywhere. 
I’ll tell ya. It boils down to the guys in the shop and their 
pride in their work.” n
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Every time a truck ventures off- 
highway, the risk of tire failures in-
creases exponentially. Scrap metal 

yards, landfills, the bush – these are places tires 
go to die.

“Most guys, when we start talking tires, 
their jaw drops when they hear how many 
we go through,” says Brent Edmonson, truck 
and coach technician who works for Guelph, 
Ont.-based Kenwill Carriers, overseeing 18 
trucks that haul everything from aggregate to 
scrap metal.

Not only does Kenwill Carriers load at 
sites that are rife with hazards, it also pulls 
spread axle trailers, further abusing trailer tires, 

especially at the most rearward positions. 
Those tires are also the first to encoun-
ter pieces of jagged metal and nails when 
backing up into position at scrap metal 
yards and landfill sites. Springtime is the 
worst, Edmonson says, as the snow and 
ice melts to reveal a veritable minefield 
of hazards that can puncture a tire upon 
impact.

Some things are outside the trucking 
company’s control; it can’t expect the 
shipper or receiver to run a magnet over 
the loading area every time its trucks ar-
rive to drop or pick-up a load. However, 
Edmonson still takes steps to get as much 

TIRES

SURVIVING
TIRE HELL

BY�JAM ES�M ENZI ES

Scrap metal yards. Landfills. Oil and gas drilling sites. The bush. 
Some tires were never meant to go there. Here’s how to get the 
most life out of your tires in the most demanding duty cycles.
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life out of his tires as possible – even if 
it’s only four to five months on the trail-
ers. The company inspects the tires and 
monitors air pressures regularly, it keeps 
detailed records to monitor tire per-
formance and it thoroughly services all 
equipment every 15 days.  

“There’s no tire that’s bulletproof,” ac-
knowledges Stephane Beaudoin, segment 
product manager, Michelin North Amer-
ica (Canada). “But what you are looking 
for is extra protection in the casing, an 
extra belt package, extra wall thickness 
and a hard rubber compound that’s going 
to offer chip and cut resistance.”

Even so, you have to keep service life 
expectations reasonable. Fleets that run 
rigorous applications such as construc-
tion and oilfield services, often grow 
frustrated with the short life provided by 
their tires. Some maintenance managers 
we spoke to have even resorted to run-
ning cheap throwaway tires, particularly 
on the most rearward trailer positions, as 
those ones are the first to pick up nails 
and other debris when backing. Howev-
er, this strategy can cost more in the long 
run, Beaudoin warns.

“If you are going to buy a cheaper tire, 
it may last two months. If you are using a 
better tire, maybe it lasts you six months. 
Yes, six months is not long when com-
pared to other applications but if you’re 
doing twice or three times the length 
than the cheaper tire, there’s still a sav-
ings. Even though when you purchased 
them they were cheap at the get-go, at 
the end of the day they might be more 
expensive,” Beaudoin reasons.

The only way to determine which tires 
deliver the lowest total cost of ownership 
(which should also consider retreadabili-
ty) is to keep good records. Michelin rep-
resentatives help fleets of all sizes to make 
sense of this data.

“We are not going to be there ev-
ery time they’re going to mount a new 
tire, but if they’re keeping some kind of 
record, we can input that into our sys-
tem and come out with a nice report for 
them,” Beaudoin explains. “Sometimes 
perception can be different from reality, 
and when we’re using their data, they 
can’t argue with that.”

Another risk of using throwaway tires 
is that there could be compatibility issues 
on a tractor-trailer configuration. As a 
rule, like tires should be mounted on any 
given axle. 

“If you mix (tire types) on the same 
axle and side, then yes, you can have un-
even wear,” Beaudoin says. “The tires are 
not reacting the same. They’re not going 
to deflect the same way and they may not 
be at the same pressure. If you put two 
different brands of tires side by side on a 
dual application, you may run into irreg-
ular wear.”

Another challenge faced by fleets in 
construction, oilpatch and other on/off-
road applications is that with frequent 
tire replacements comes a greater likeli-
hood of mismatches in tire tread depth. 
Michelin recommends keeping tires in 
a dual configuration within 4/32nds of 
each other to avoid irregular wear and 
other mechanical issues.

“If the first tire is at 20/32nds and the 
second is at 16/32nds, the differential is 
working harder to compensate for the 
difference between the tires, so you’re 
going to bring wear to other parts of 
the truck,” Beaudoin warns. She recom-
mends keeping tires to within 4/32nds of 
each other even if it means swapping tires 
of similar tread depth from other trucks 
and trailers in the fleet. It’s a painstaking 
process that can yield big savings.

“It’s a little bit harder to manage but in 
the long run you will save on mechanical 

issues as well as tire wear,” she says.
Of course, the easiest way to stretch 

tire life is to ensure they’re inflated to the 
most appropriate pressures, and no tire 
article would be complete without men-
tioning this.

“The pressure is what’s carrying the 
weight,” Beaudoin points out. “You need 
to have the right pressure for the load 
you’re carrying. In applications with a 
lot of off-road (driving) where you’re not 
regulated by load carrying capacity and 
you’ll load the truck to the max, the tires 
are taking a beating. If you are going to 
do that, make sure you increase the air in 
your tires.”

Dave Klus, director of maintenance for 
William Day Construction in Sudbury, 
Ont., says his company has found success 
in inflating tires to the upper limit of the 
allowable inflation pressures: 120 psi.

“We are seeing more even wear,” he 
says. The company also has changed rims 
from 80/20 offset to 50/50 offset. “We 
have noticed a lot better, more even tire 
wear across the face of the tires and better 
bearing life,” he claims.

However, air pressures should be de-
termined in consultation with your tire 
rep, or by referencing tire manufacturer 
recommendations. There are dangers in-
herent to both over- and  underinflating 
the tires. A tire that’s overinflated is more 
likely to fail, just as a balloon that’s filled 
to capacity will pop more easily when 
you poke it with a pointed object. The 
same balloon with less air in it will, to 
some extent, mould itself around the ob-
ject and be more resistant to popping.

In addition to increasing the failure 
rate, overinflation also reduces tread life. 
Beaudoin says a tire that’s overinflated by 
10% will reduce tread life by 18%. An un-
derinflated tire will incur more sidewall 
and casing damage. 
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For fleets in rigorous on/off-road ap-
plications, fuel economy was once an af-
terthought. But that’s changing as diesel 
prices rise, Beaudoin says. Now, carriers 
are looking for less compromise between 
durability and fuel efficiency. For that rea-
son, Michelin has come out with an X 
One wide-base single tire that’s winning 
fans in logging, cement mixing and oth-
er applications traditionally not associated 
with fuel-efficient wide-base single tires.

The X One XZY3 trailer tire fits the 
bill for several such applications. But 
while the wide single tire was originally 
designed for improved fuel economy, it’s 
showing other benefits in the field as well. 
Many off-road tire failures occur when 
objects such as rocks become wedged 
between two dual tires causing sidewall 
damage, Beaudoin notes. This doesn’t 
happen with single tires. There’s also a 
tendency to ignore tire pressures on the 
inside dual in on/off-road applications 
where the inside tire often becomes caked 
in mud. This neglect eventually can lead 
to premature tire failures. And wide-base 
singles have the ability to ‘float’ atop soft 

surfaces such as sand or mud much better 
than duals.

Of course, all the greatest tire technol-
ogy in the world won’t completely elim-
inate failures. When a puncture occurs, 
sealants are often used to get the truck 
back in service, which is okay, as long as 
the right ones are used, Beaudoin says.

“Tires will support sealant as long as 
they’re not water-based,” she says. “The 
large amount of water in it can expose 
the cables to the water and there may be 
oxidation and that’s not good; oxidation 
will lead to tire failure.”

Edmonson says he’s seen many tire 
sealants that do more harm than good.

“They might work, but the problem is, 
now the tire’s lined with that stuff and if 
the hole is too big for that slimy stuff to 
seal it, then you can’t patch the tire because 
you can’t get the goop off the inside of the 
tire to get the patch to stick,” he says. “At 
that point you’re throwing out the whole 
tire and casing. Usually I can get a mini-
mum of $30 for the casing, so you’ve lost 
that value too because those guys won’t 
touch it (once sealant has been used).”

Sealants of any type can limit a tire’s 
retreadability and yes, with some proper 
care, even tires in the most demanding 
duty cycles such as construction and oil-
field services can – and should – be re-
treaded. Fleets should discuss with their 
retreader the application the recap will be 
placed into. 

“You need to let the retread plant 
know what the spec’s are to get the maxi-
mum life from the casing,” Beaudoin says. 
“You may not get 100% of your casings 
retreaded – you’ll lose some. But you can 
still get a fair amount of casings through 
the retread process so you’re still saving 
money.” n

Shadwin Trucking in Lloydminster, Sask. spends about $200,000 a year on tires, so it 
has paid close attention to where it can reduce costs. The company moves oil, water 

and other fluids to and from oil and gas sites. The company pulls tires before they will 
need to be replaced in the field.

“We try not to let them wear down to anywhere near the cords, or even the wear bars,” 
says Creig Bell, maintenance consultant. “We take them off and send them out for recap-
ping. The company runs virgin tires on its highway trucks and recaps on off-road vehicles. 
“A recap costs $180 – chuck it in the bushes – as opposed to $500 for a virgin tire,” adds 
Harry Martens, president of Shadwin.

The company also keeps tires “clean and full of air.” Bell advises: “Get the mud and 
snow off the tires. They have to run in balance.”

Tire pressures are checked once a week. The company also has solved the problem of 
brakes freezing up, dragging – and killing – tires, by switching to disc brakes. 

“In three years we have replaced 35 tires off drum brakes, and a lot more skidded, but 
the driver caught them right away. We’ve lost zero tires off disc brakes,” Martens says.

For Brent McMackin, maintenance manager, Terra Nova Transport in Atlantic Canada, it 
comes down to regular tire inspections and being attentive.

“This boils down to the guys in the shop and their pride in their work. Every month 
they check the tire pressures rigorously. We inflate to the OE recommendation. All of our 
power equipment is Michelin,” he says. “It’s an automatic thing, (our mechanics) flicking 
rocks out of tire treads when they walk past the trucks.”
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