
By James Menzies

An investigation by Truck West has found 
that engine tampering to defeat emis-
sions controls mandated on new trucks 
over the past decade is widespread and 
easily attainable.

Advertised as DPF Delete or EGR De-
lete kits, service providers offer to re-
move the emissions-reducing devices 
and then reprogram the engine for bet-
ter performance at a cost of thousands 
of dollars, which shops claim will quick-
ly be recovered through improved fuel 
economy and reliability. The procedure, 
however, effectively reverses the envi-
ronmental gains resulting from the ad-
vent of EGR and DPF systems introduced 
in 2002 and 2007 respectively, and es-
sentially restores the vehicle to EPA02 
or earlier pollution levels.

An EPA02 engine had a regulated out-
put of 2.5 grams NOx and 0.1 grams per 
brake horsepower hour of particulate 
matter. The current EPA10 limits are 0.2 
grams NOx and 0.01 grams of particulate 
matter. That means an EPA10 engine is 
12.5 times and 10 times cleaner than an 
EPA02 engine in terms of NOx and PM 
emissions, respectively. In the US, there 
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A freshly inked Memorandum of Understanding between the four western provinces is just one of many steps already taken – with many steps yet to come – in the 
quest to harmonize long-combination vehicle regulations in Western Canada, according to the western provincial trucking associations.

By Jim Bray

CALGARY, Alta. – The four western provinc-
es have signed a memorandum of agreement 
to harmonize LCV regulations, but companies 
may want to read between the lines before jump-
ing for joy.

That’s because it appears there’s nearly as much 
left to be coordinated across the west as has ac-
tually been harmonized with this new accord.

“The agreement basically focuses on turnpike 
doubles,” said Bob Dolyniuk, executive director 
of the Manitoba Trucking Association, who not-
ed that even this agreement has been a long slog. 
“We’ve been working on that, the four western 
provinces,” he said, “since the highways – particu-
larly Manitoba and Saskatchewan – were double 
divided through to Alberta. It’s sad to say that it’s 
taken a number of years to get it done.”

The talks were designed to address several chal-
lenges for carriers, Dolyniuk said, the biggest of 
which was that “generally, the permit conditions 
were somewhat similar (between the provinces), 
but there was enough specific detail items within 
the permits that made operating (LCVs) challeng-
ing with four different permit conditions.” 

Issues included driver qualifications and/or 
training, speed limits, hours of operation and 

weights and dimensions. 
“There were some specific dimensional issues 

between provinces, ie., converter lengths, allow-
able tractor wheelbases and the like that made for 
a real mish-mash for operators,” Dolyniuk noted, 
“so what you had to do is basically go down to the 
lowest common denominator and say ‘If I’m at 
the lowest point – whether it be tractors or trail-
ers or converters – then I should be able to oper-
ate through all provinces,’ which isn’t necessar-
ily the most effective or efficient way to operate.”

To address such issues, Dolyniuk said, the four 
western provincial trucking associations and rep-
resentatives from their respective provincial gov-
ernments sat down to hammer things out. And 
hammer some things out they did, over time. 

“It took probably three or four face-to-face 
meetings and a number of telephone conferenc-
es to bang out an MOU that was agreeable to the 
industries and the regulators in all four provinc-
es,” he said.

What has been agreed to – though, as of this 
writing not yet implemented fully (nor have the 
specifics even been announced publicly) – in-
cludes tractor wheelbases, overall lengths, con-
verter links, tongue links and hours of operations. 

The Memorandum, which was actually signed 
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Learn how to get the fairest fuel surcharges, or how to better maximize 
MPGs. At TeamRunSmart.com, you’ll fi nd a wealth of helpful knowledge 
and insight from industry experts and successful owner-operators 
across North America. It’s an online community created to help you run 
a smarter, more profi table business. Join the discussion today.

SHARE THE KNOWLEDGE AT TEAMRUNSMART.COM
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OEM This Month Last Year

Freightliner 503 625

International 338 355

Kenworth 370 439

Mack 121 118

Peterbilt 288 229

Volvo 121 179

Western Star 175 168

TOTALS 1916 2113

OEM BC ALTA SASK MAN ONT QUE NB NS PEI NF CDA

Freightliner 43 77 11 42 221 64 27 13 0 5 503

Kenworth 76 148 18 11 55 55 7 0 0 0 370

Mack 12 41 9 11 29 14 5 0 0 0 121

International 6 74 2 14 161 65 11 2 0 3 338

Peterbilt 22 97 23 19 38 76 9 4 0 0 288

Volvo 16 9 5 10 44 34 2 1 0 0 121

Western Star 35 80 6 1 25 18 2 6 0 2 175

TOTALS 210 526 74 108 573 326 63 26 0 10 1,916

Class 8 truck sales have started the year on a down 
note dropping below 2,000 for the first time in over 
a year and also below last year’s January totals. 
The drop now reflects a four-month slide below last 
year’s totals. The top three market share leaders – 
Freightliner, International and Kenworth – all suffered 
setbacks compared to the previous year, just as 
they did the previous month. Peterbilit, however, did 
better than last year and Mack and Western Star 
showed marginal improvements. 

Monthly Class 8 Sales – Jan 13
Historical Comparison – Jan 13 Sales

Historical Comparison – YTD Jan 13

Class 8 Sales (YTD Jan 13) by Province and OEM

Despite the drop in Class 8 sales in comparison to the previous year, this was still the sixth best January total since 1999. Monthly sales were about  500 units above the 5-year 
average. Assuming an 8-year life cycle for Class 8 trucks (a truck could go through several owners during this period), there are more than 35,000 trucks due for renewal in 2013. 
If in fact all those trucks are renewed that would put 2013 on pace with the sales totals posted in 2005, the second best Class 8 sales year in Canadian history. The first’s month’s 
results, however, are way off that pace.

After 15 straight months of sales coming in above the 2,000 mark, reminiscent of the industry’s 
capacity boom years of 2005 to 2007, they dropped slightly below 2,000 in January. Over the 
past quarter we have been pointing to the worrisome trend of sales declining each month since 
October and have being  in general  decline since the year’s high mark of 3,166 back in May. 
Early forecasts call for a slow first quarter and a pick-up in activity by the second half of 2013.

Market Share Class 8 – Jan 13 YTD12-Month Sales Trends
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Freightliner, last year’s Canadian market leader, has started off strong in 
market share, despite a drop in sales totals compared to the previous year. It 
commands more than a quarter of Class 8 truck sales in Canada. Kenworth 
finished 2012  in the number two spot for market share, enjoying the fact that 
its strong western network is able to tap into the stronger western economy. 
But the company faltered in December and ended up with less than 20% 
market share. It has started 2013 the same way.

February March April May June July August September October November December January

2,151 2,937 2,597 3,166 2,861 2,542 2,517 2,392 2,575 2,411 2,326 1,916

Chevron Global Lubricants.indd   4 13-03-14   5:04 PM
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any of you are going 
to be upset about this 
month’s cover story 
on the widespread 
tampering of emis-
sions controls. I get it. 
You’re not happy with 

the reliability of 2007 and newer mod-
el year tractors with diesel particulate 
filters (DPFs) and/or selective catalyt-
ic reduction (SCR). These trucks have 
had their issues, downtime has been 
a major concern and until SCR came 
along in 2010 and reversed the trend, 
they were consuming more fuel than 
older tractors.

You’re frustrated with the EPA, which 
mandated these emissions-reducing 
technologies and also at the manufac-
turers who foisted them onto the market 
without first working out all the bugs. 
I get all that. You’ve probably heard of 
shops willing to delete the DPF, EGR or 
both – with the promise of better fuel 
economy and less downtime. You may 
even have been tempted. 

As on-road editor Harry Rudolfs 
writes in his investigative report in this 
issue, there are shop owners out there 
promising to “take you back to the good 
ol’ days.” With no oversight and a com-
plete absence of enforcement, this un-
derground industry has flourished, with 
some shops admitting to removing the 

emissions controls and then reprogram-
ming the ECU on as many as 20 trucks 
a day at a cost of thousands of dollars 
per truck. The shops are making truck-
loads of money and the customers are 
in many cases happy with the service.

So, why’d we shed light on this issue? 
For starters, it’s our role to ensure our 
readers have the knowledge they need 
to make informed choices, and there’s 
an abundance of misinformation about 
the legality of having DPF or EGR De-
lete services performed on your truck. 
Even the shop owners Rudolfs spoke to 
had varying interpretations of the rules, 
with some admitting it was illegal and 
others confessing to nothing more than 
“bending the rules.”

We felt truck operators need to know 
about some of the implications of hav-
ing this work done to their trucks. It 
obviously voids any remaining engine 
warranty, but it also could complicate 
future repairs, could result in serious 
charges or the confiscation of the ve-
hicle plates and if performed poorly, 
the job could lead to the destruction 
of the emissions system without the 
promised benefits.

What’s more, we felt truckers who 
are in the market for pre-owned trucks 
should be aware of just how widespread 
this practice has become, so that they 
can look for signs of tampering when 
purchasing used trucks.

But perhaps most importantly, we feel 
shops that are performing this work, 
and truckers who are seeking their ser-
vices, should know that the complete 
lack of enforcement is, by all accounts, 
about to come to an end. As Canadian 

Trucking Alliance chief David Bradley 
wrote in his column in last month’s is-
sue, the feds and provinces have finally 
come to an agreement that compliance 
with clean diesel regs falls under provin-
cial jurisdiction.

The provinces have indicated they are 
planning to begin looking for scofflaw 
truckers who are defeating the emis-
sions systems on their trucks and the 
shops that are abetting them. All indi-
cations are that a crackdown is immi-
nent – though, with government, noth-
ing is for certain.

At the end of the day, it’s your truck, 
and you decide what to do with it. But 
you can’t say we didn’t warn ya. 

ttending the Transport 
Institute’s Northern Ex-
posure 2 conference 
in Winnipeg recently 
proved an illuminating 
foray into the challeng-
es of serving Canada’s 

northern communities – admittedly 
the kind of stuff those of us who live 
and work in more forgiving climates, 
terrains and transportation networks 
don’t think much about, but should.

Why should we? Because our once 
isolated northern communities will be-
come increasingly more economical-
ly important and demanding of better 
freight transport services. 

Mining and energy exploration and 
development combined with popula-
tion growth are the new realities for the 
country’s traditionally isolated north-
ern communities. For example, there 
is $130 billion worth of mining invest-
ments projected over the next five years 
for Canada, most of it in the north.  

At the same time, the population of 
remote northern communities is grow-
ing at 4-5% while the rest of Canada is 
growing at about 2%. And these grow-
ing communities will be in need of 
goods just like the rest of us.

This presents great opportunities 
for project cargo and regular transport 
work for motor carriers willing to han-
dle the unique challenges of northern 

roads and sophisticated enough to treat 
the fragile northern ecosystems with 
the respect they deserve.

If these communities are to enjoy 
the efficiency and cost effectiveness 
of truck transport, they will require 
an upgrade of the existing road infra-
structure. That infrastructure has tra-
ditionally been comprised of winter 
roads yet global warming is already 
making for a shorter ice season. As 
Amar Chadha, director of the Manito-
ba Transportation Division with global 
engineering firm SNC-Lavalin point-
ed out,  “there is a very clear message 
from northern communities: They are 
seeking all-weather roads.  

Unfortunately, as was stressed at 
the conference, building all-weather 
roads into northern communities is an 
expensive undertaking. Construction 
costs average about $1.3 million/km for 
a gravel road and maintenance costs 
are in the order of $5,000/km/year for 
northern roads. That’s about double the 
cost to build and maintain such roads 
in southern Canada. One-sixth of the 
land is covered by lakes and rivers and 

building bridges is even more expen-
sive – amounting to about $12,000 per 
square metre.

Can we as a nation rise to the chal-
lenge?

A few weeks prior to the Northern 
Exposure conference I was in Winni-
peg visiting with Bob Dolyniuk, head 
of the Manitoba Trucking Association. 
We spoke at length about infrastructure 
issues and Dolyniuk’s reality-flavoured 
comments still echo in my mind. 

Manitoba has greatly expanded its 
infrastructure spending, committing to 
spending $4 billion over 10 years. But, 
like most Canadian provinces, it had 
neglected its infrastructure for decades 
and Dolyniuk believes the new spend-
ing, welcomed as it may be, is likely 
too little too late. He figures the prov-
ince would need to spend double what 
it’s spending to have a serious impact 
in rehabilitating the province’s infra-
structure and he doubts the province 
has those kinds of resources available. 

If we are having problems just keep-
ing our existing infrastructure func-
tioning properly, what’s the likelihood 
we will be able to afford new roads to 
serve northern communities? I sure 
hope we can find some way to rise to 
the challenge but considering the ap-
parent road blocks, I can’t say I’m overly 
optimistic. 

Defeating emissions systems a short-sighted solution

Too many roadblocks?

James Menzies

Editorial
Comment

M

James Menzies can be reached by 
phone at (416) 510-6896 or by e-
mail at jmenzies@trucknews.com. 
You can also follow him on Twitter  
at Twitter.com/JamesMenzies.

Lou Smyrli s  can be reached  
by phone at (416) 510-6881 or by e-
mail at lou@TransportationMedia.ca. 
You can also follow him on Twitter at  
Twitter.com/LouSmyrlis.

Lou Smyrlis

The wiew
with Lou
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6   in brief

CALGARY, Alta. – The Alberta Motor 
Transport Association has selected its 
next team of road safety ambassadors: 
the 2013-2014 AMTA Road Knights.

The selected drivers are:
• Ted Beals, Trimac Transportation 

(Calgary);
• Reg Flavelle, Reilly Transfer 

(Grande Prairie);
• Michael Hawkins, Caron Trans-

portation Systems (Sherwood Park);
• and Reg Moulding, Bison Trans-

port (Calgary).
AMTA Road Knights are profes-

sional transport drivers with first-
class driving records who meet with 
community groups to raise awareness 
of how to safely share the road with a 
truck. 

The team also works to promote 
awareness of careers in the trucking 
industry and the importance of truck-

ing to the economies of Alberta and 
Canada. 

The newly minted team will be in-
troduced at the AMTA’s annual Man-
agement Conference on April 27 in 
Banff, Alta.

This is the second team of Road 
Knights assembled in Western Cana-
da; AMTA forged the trail for the pro-
gram in the western provinces when 
it unveiled its inaugural four-member 
team in 2011. 

The Road Knights Team in Alberta 
is modelled after the program of the 
same name, started by the Ontario 
Trucking Association in 1995. 

The team members will now pre-
pare for their new industry role by 
undergoing training and will be out-
fitted in clothing to wear while rep-
resenting the AMTA, according to 
AMTA officials. 

AMTA names Road Knights

LANGLEY, B.C. – The B.C. Trucking As-
sociation is getting a share of $1.4 mil-
lion in funding that will help companies 
in the province integrate skilled immi-
grants into driving positions within the 
trucking industry.

The BCTA’s share is $196,000, which 
will be put towards developing a driv-
er vocational assessment tool aimed at 
immigrant applicants for driving posi-
tions, as well as development of an em-
ployer licensing and training resource. 
The funding was made available by 
the Immigrant Employment Council 
of B.C., under its Employer Innovation 
Fund (EIF).

“The tool will be designed to assess 
job-readiness in terms of technical skills 
as well as with respect to communica-
tions, customer relations and other im-

portant qualities. The tool will be tested 
on 25 immigrants who are pre-screened 
and actively seeking employment in 
the trucking industry,” the BCTA an-
nounced. “The employer licensing and 
training resource will be a reference that 
outlines the licensing and testing re-
quirements, training regime, and other 
factors that employers identify as impor-
tant information in assessing the qualifi-
cations of applicants with non-Canadian 
licences and/or experience.”

Both projects will be developed over 
the next year and completed by March 
2014, the BCTA announced.

“The EIF is a unique fund that will 
help connect employers seeking skilled 
talent and B.C.’s skilled immigrants who 
are not working or who are under-un-
employed,” said Kelly Pollack, executive 
director of the Immigrant Employment 
Council of B.C. “These projects will go a 
long way to helping BC employers devel-
op new and innovative ways to address 
labour skills shortages and facilitate the 
integration of skilled new immigrants 
into their workplaces.” 

BCTA wins funding to help integrate 
skilled immigrants into industry

Vancouver port to 
get ‘Smart’ with  
trucking initiative
VANCOUVER, B.C. – Port Metro 
Vancouver is set to implement the 
Smart Fleet trucking strategy, a 
three-year action plan designed to 
improve the efficiency and reliabil-
ity of the container truck sector and 
reinforce the Port’s ongoing collab-
oration with supply chain partners, 
officials announced.

“In 2012, container traffic at Port 
Metro Vancouver reached a new re-
cord of 2.7 million TEUs and that 
number will continue to grow,” said 
Robin Silvester, president and CEO 
of Port Metro Vancouver. “Given that 
a large proportion of container traf-
fic moves to and from the terminals 
by truck, improvements to reliability 
and efficiency are vital. Smart Fleet 
sets out our action plan to ensure we 
are maximizing existing capacity and 
improving operational efficiencies as 
the Gateway grows to service our na-
tion’s trade requirements.” 

Key initiatives from the Smart 
Fleet plan include: Expanded use of 
GPS communications to track sup-
ply chain excellence in 2013; Joint-
ly-funded research to identify tech-
nology-based solutions to improve 
sustainability; The Container Dray-
age Leadership Team providing a fo-
rum for terminal operators and indus-
try leaders to work openly to solve 
drayage challenges; A Container Ves-
sel On-time Incentive Program, intro-
duced by Port Metro Vancouver, to 
encourage container vessel opera-
tors to arrive on schedule and there-
by contribute to overall supply chain 
consistency; A Truck Licensing Sys-
tem review designed to enhance per-
formance, safety and environmental 
standards; and Continued container 
capacity improvement projects with 
the Deltaport Terminal, Road and Rail 
Improvement Project and the South 
Shore Corridor Project.  
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REGINA, Sask. -- The province of 
Saskatchewan set a new record for 
monthly manufacturing shipments 
in December, with $1.194 billion in 
goods shipped.

That was a 4.9% increase year-over-
year, and was the third best y-o-y gain 
of all the provinces.

“Our province’s manufacturers 
continue to expand their reach in 
the global marketplace and these 
new numbers are just further proof 
that their goods remain in high de-
mand,” Economy Minister Bill Boyd 
said in a statement. 

“A robust manufacturing sector 
is an indicator of the great confi-
dence that exists in the Saskatch-
ewan economy.”

December shipments were up 2% 
compared to November, while the 
national average month-over-month 
was -3.1%.

“Manufacturing had a strong year 
in 2012 and we should expect mo-
mentum to carry into 2013,” said 
Boyd. 

“We are optimistic the province’s 
manufacturers will continue to set 
records as strength in this sector 
builds and demand for our quality 
Saskatchewan products remains 
high.” 

Saskatchewan reaches new high for manufacturing shipments

Saskatchewan continues to boom, posting a new record for manufacturing shipments. Photo by Wowtruckscalendar.com

Truck West 
to showcase 
the photos of 
David 
Benjatschek
CALGARY, Alta. – Transportation Me-
dia has reached a deal with renowned 
truck photographer David Benjatschek 
to bring his photography to the pages of 
Truck West, Truck News and Motortruck 
Fleet Executive magazines.

Benjat schek i s  fou nder of 
Wowtrucks: Canada’s Big Rig Calendar 
and Wowtrucks on Facebook: Canada’s 
Online Big Rig Community. 

His Facebook page has more than 
12,800 fans.

“I am very excited to be able to 
work together with Truck News, Truck 
West and Motortruck Fleet Executive. 
Since founding Wowtrucks in 2008, 
my goal has always been to tell the 
story of the Canada’s transport sec-
tor through photos. There is no better 
place to do that than through Cana-
da’s premier national transport pub-
lications,” Benjatschek said.  “We 
both share a passion for promoting 
the best of the Canadian transporta-
tion sector. ”  

“I’ve known David for a long time 
and have always been a huge fan of 
his work,” added James Menzies, 
executive editor of Truck News and 
Truck West. “We’re thrilled to be able 
to bring his incredible photography to 
a broader audience while also mak-
ing our publications more visually ap-
pealing by showcasing his stunning 
photographs of Western Canadian 
trucks in action.” 
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By Lou Smyrlis

WINNIPEG, Man. – The opportunity 
for developing Canada’s north has fi-
nally come, according to transpor-
tation industry experts speaking at 
Transport Institute’s Northern Expo-
sure 2 conference.

This can provide many new oppor-
tunities for trucking companies look-
ing to service these northern com-
munities. But can the infrastructure 
keep up with the opportunities this 
presents and overcome the challenges 
it poses?

Aggressive mining and energy ex-
ploration and development combined 
with population growth and environ-
mental uncertainties are the new re-
alities for the country’s traditionally 
isolated northern communities. For 
example, there is $130 billion worth 
of mining investments projected over 
the next five years for Canada, most 
of it in the north.

“We have not seen this degree of 
growth since the 1950s. There is more 
exploration going on in Canada than 
in any other country in the world. 
The bottom line is that Canada is on 
everyone’s radar,” said Guy Ginter, 
who is currently working with the 
Moose Cree First Nation as the direc-
tor of impact and benefit agreement 
(De Beers) and is also on the board 
of Kimesskannemenow Corp., the 
company responsible for building 
the James Bay Winter Road.

At the same time, the population 
of remote northern communities is 
growing at 4-5% while the rest of Can-
ada is growing at about 2%.

Such potential for business com-
bined with population growth will 
place increasing demand on building 
the north’s road infrastructure, tra-
ditionally comprised of winter roads 
and serviced by plane or ship. As 
Amar Chadha, director of the Man-
itoba Transportation Division with 
global engineering firm SNC-Laval-
in pointed out, “There is a very clear 
message from northern communities: 
They are seeking all-weather roads.”

Yet, building all-weather roads 
to remote northern communities is 
fraught with challenges. Roads need 
to be built on firm ground consisting 
of granular material or bedrock. Yet 
much of the north includes predom-
inantly organic deposits, wetlands, 
fens, peat plateaus and permafrost. 
In fact, about one-sixth of the land 
is covered by lakes and rivers and 
building bridges is expensive work 
– amounting to about $12,000 per 
square metre, according to Chadha.

In many cases, road construction 
involves dealing with pristine na-
ture areas with sensitive ecosystems. 
Roadwork is often done in winter to 
minimize the impact on the environ-
ment, which enjoys a very short grow-
ing season.

“These aspects of the environment 
have to be greatly respected in con-
struction for the north,” Chadha said.

Such considerations – plus lack of 
access and a shortage of a qualified 

Northern opportunities
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Can challenges of northern road infrastructure 
keep up with opportunities for development?

workforce – make new roads very ex-
pensive to construct and maintain in 
the north. 

Construction costs average about 
$1.3 million per kilometre for a grav-
el road and maintenance costs are 
in the order of $5,000/km per year. 
That’s about double the cost it takes 
to build and maintain such roads in 
southern Canada.

And global warming is raising oth-
er concerns. Melting is causing the 
soil to move, affecting the stability 
of engineered structures.

“It’s a major engineering challenge. 
We have to take the long-term impact 

of global warming into account,” 
Chadha said.

The winter of 2011/2012 was Can-
ada’s third warmest since we started 
keeping such records in 1948 and the 
northern part of the country is feel-
ing the impact of global warming the 
most, according to Dr. Danny Blair, 
associate dean of science at the Uni-
versity of Winnipeg, and the confer-
ence’s luncheon speaker.  

Ginter gave examples of winter 
roads becoming unusable within a 
couple of days due to sudden spring 
warming.

Mike Sorobey, vice-president of 
logistics, The North West Company, 
sees the impact of climate change as 
a huge hindrance to northern devel-
opment and believes “a lot of money” 
will have to be spent just to maintain 
the existing infrastructure.

All these factors make for a long de-
velopment process for building roads 
in northern communities – from the 

initial drafting of government poli-
cy to feasibility studies, environmen-
tal assessments and producing a de-
tailed design.

“You could be looking anywhere 
from 10-15 years before building a 
road. You can understand the frus-
tration from people wondering why 
the road is not being built,” Chadha 
acknowledged.

With so many challenges, building 
all-weather roads may not be the best 
option for the north. But John Spacek, 
assistant deputy minister, Manitoba 
Infrastructure and Transportation, 
challenged conference attendees to 
think of roads in a broader context. 
Roads, he said, provide mobility and 
access to the rest of Canada for re-
mote communities. They are what 
is needed to bring more goods, bet-
ter communication technologies and  
energy options.

“Transportation is key to socio-eco-
nomic well-being,” he emphasized. 
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ebruary saw the release of 
yet another report on Can-
ada’s driver shortage. This 
one, Understanding the 
Truck Driver Supply and 
Demand Gap and Its Im-
plications for the Canadian 

Economy, is meant to “quantify driver 
supply requirements and the resulting 
pressure the for-hire trucking industry 
will face to attract new drivers.” 

The report, produced by the Con-
ference Board of Canada, made some 
startling pronouncements: Canada 
could experience a shortage of 25,000 
to 33,000 for-hire truck drivers by 2020, 
disrupting not only the trucking in-
dustry, but the Canadian economy and 
ultimately affecting the well-being of 
consumers as well.  

To anyone even tangentially asso-
ciated with trucking, this is certainly 
not news. The industry has been cit-
ing “driver shortage” as a critical issue 
for decades. So why would the Cana-
dian Trucking Alliance, who funded 
the Conference Board of Canada study, 
spend the big bucks to reaffirm what 
we all know anyway?

The answer goes back to the CTA’s 
Blue Ribbon Task Force (BRTF) re-
port on the driver shortage in trucking 
which was released last spring. That re-
port was the first sign that there may be 
a shift in industry thinking about ex-
actly whose problem the driver short-

age is and what can be done about it.
As a first step, the BRTF recommend-

ed that industry quantify the driver 
shortage and forecast its impact on the 
Canadian economy, hence the Confer-
ence Board study. There needed to be, 
they reasoned, solid research that pro-
vided up-to-date facts and a credible 
forecast of the driver shortage that could 
be used to educate the public, govern-
ment, shippers – and industry itself – on 
the severity of the issue.

The study does do that. The quantita-
tive work is all there – census and Labour 
Force Survey data, demographics, sup-
ply and demand forecasting – and it will 
make an impressive lobbying tool when 
the industry goes knocking on someone 
else’s door looking for help. 

But the study is also supposed to form 
the basis for an industry call to action, 
which is the heart and soul of the BRTF 
report, and this is where I see a worri-
some gap. The qualitative findings of the 
Conference Board report – derived from 
a survey of trucking industry executives 
and shippers – highlight the disparity 
between what the BRTF clearly shows 
the industry must do, and what indus-

try leaders are actually prepared to do.
The BRTF pulled no punches. It boiled 

the root causes of the driver shortage 
down to four things: driver demograph-
ics, driver compensation, driver quali-
ty of life, and driver qualifications. Fur-
thermore, it put the onus squarely on 
industry itself to take meaningful ac-
tion to show all stakeholders – includ-
ing drivers – that they are serious about 
coming to grips with these issues. 

The BRTF says straight out that car-
riers need to put a greater effort into re-
cruiting drivers from domestic sources 
by looking beyond the traditional “boy 
off the farm” recruit to non-traditional 
sources, including women, aboriginal 
people, personnel leaving military ser-
vice, and workers laid off from jobs in 
other sectors. They also acknowledge 
the inescapable fact that Canada needs 
immigration to grow its workforce over 
the long term.  

Yet, for all its in-depth examination of 
demographics, the Conference Board re-
port ignores the possibility of recruiting 
more people from the domestic work-
force and goes directly to immigration. 
They reiterate what they’ve been told by 
industry leaders; there is an important 
role for government to play in developing 
licensing standards that recognize truck 
driving as a skilled trade – for immigra-
tion purposes. Sadly, it glosses over the 
BRTF call to action for carriers to seek 
out a range of new recruiting pools and 
takes the path of least resistance, drop-
ping the ball on someone else’s doorstep. 

The BRTF report also finally acknowl-
edged something the industry has been 

ignoring for years: workers will always go 
where they think they can get the best 
mix of compensation, quality of life, and 
training, and trucking’s persistent dis-
regard of these concerns makes the oth-
er three root causes of a driver shortage 
pretty easy to figure out.

The BRTF is also adamant that despite 
everything else, it is the carriers them-
selves who are ultimately responsible for 
their businesses and for ensuring that 
they are able to recruit and retain the 
people they need to do the work. 

But when you hear what some of 
those industry leaders told Conference 
Board researchers, you’ve got to won-
der if they’ve even read the BRTF re-
port. Wage increases for drivers would 
result in higher prices for customers, 
which would not be tolerated. Chang-
ing the way trucking is done to attract 
folks who don’t want the lifestyle that 
goes along with unscheduled, long-
haul truckload operations is too cost-
ly. Training is good, but only if govern-
ment can figure out a way to subsidize 
it. That kind of Neanderthal thinking 
drives me wild. 

The best we can hope for is that those 
carriers who are so resistant to shaking 
up the business model to suit the chang-
ing times and labour market preferences 
and realities aren’t the same ones who 
will be taking the lead in developing an 
action plan to set recommendations of 
the BRTF in motion. 

Joanne Ritchie is executive director of 
OBAC. E-mail her at jritchie@obac.ca 
or call 888-794-9990.
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12   over the road

ast month I introduced 
you to my personal doc-
trine that has improved 
my health and quality of 
life on the road. This per-
sonal wellness program 
has three principles: First 

you have to answer the question, ‘Do I 
really want to change’? If you answer 
yes then you should move forward and 
identify your own personal desires, pas-
sions, and ambitions that make up that 
lifelong aspiration for change. 

I talked about this last month. The 
second principle is to develop a flex-
ible plan; I’ll address that this month. 

And the third principle is to develop a 
support network.

The trick I have learned over the 
years is not to set my sights too high. 
I’ve learned that all my short-term 
goals are subject to change and need 
to adapt to the constant changes that 
occur in a trucker’s daily life. This is 
the essence of a flexible plan. The last 

thing you want to do is to add even 
more stress to an already stressful life.

My first goal was to quit smoking 
on my 40th birthday. I viewed this as 
a birthday present to myself. After mul-
tiple attempts over the years, I finally 
got that monkey off my back. I prom-
ised myself that first year that I wasn’t 
going to worry about what I ate and I 
wasn’t going to start a high-intensity 
exercise program. I focused on quit-
ting smoking and didn’t worry about 
the rest. I did have a second goal on 
that birthday morning and that was 
to be in the best shape of my life by 
the time I reached my 50th birthday. I 

didn’t know how I was going to reach 
that goal exactly, but I had 10 years to 
figure it out. That’s definitely not set-
ting your sights too high.

Six months in, I felt I had the smok-
ing habit beat. I’d been packing on 
some weight but I had given myself 
the freedom to not worry about that, 
hadn’t I? 

But if I could beat the smoking hab-
it, I could control my diet, couldn’t I? I 
started to think about what I was eat-
ing and how much. 

Nine months in, I bought a calorie-
counting program for my PDA (before 
the era of smartphones) and started 
tracking what I ate. I wasn’t dieting, I 
was just eager to establish some new 
goals when I reached my one-year 
non-smoking anniversary. Success 
was building my self-confidence in 
reaching the 10-year goal I’d set. I still 
had nine years left and I was on a roll. 
But then I hit a big obstacle.

Changing my eating habits was far 
more difficult than quitting smoking. 
I never have to smoke again but I have 
to eat every day and I love food.

It looked so easy on paper when I in-
put my weight loss goals into a soft-
ware application. But that application 
doesn’t account for the deep emotional 
ties I have to what I eat and why I eat it. 
Cutting my calorie intake down from 
over 3,000 calories a day to around 
2,000  per day was a big shock. In our 
line of work, how do you lose weight 
and change eating habits you’ve de-
veloped over a lifetime without setting 
your sights too high? 

I struggled with this problem for 
years. Calorie counting showed me 
that empty calories, fat, sugar, and 
salt were coming from the comfort 
foods that had become staples in my 
diet. Common sense told me I should 
be eliminating these foods and replac-
ing them with healthier fare. But I de-
pended on these foods to pass the time, 
to keep me awake, and to reward my-
self for the long hours I worked. 

It was years before I came to accept 
that the short-term sensory pleasure I 
gained from these foods was the pri-
mary cause of my long-term suffering 
with obesity. Not setting my sights too 
high when it came to weight loss and 
changing deeply ingrained eating hab-
its was a long and difficult lesson to 
learn. I’m still learning.

What I eat is one factor in the weight 
loss equation; the other factor is exer-
cise, not just to aid in weight loss but to 
improve my cardiac health and over-
all physical health at the same time. 

How did I find the time to exercise in 
a trucker’s day? Again I was faced with 
the challenge of not setting my sights 
too high, and constantly adapting to 
find the right mix.

I attained the goal of being in the 
best shape of my life by age 50, but it 
wasn’t just because I had a flexible plan 
that adapted to my daily circumstance. 

That plan is sandwiched between 
two powerful sources of motivation. 

First is the passion, desire, and re-
solve to live a healthy life. Second was 
networks of support to get me through 
the daily grind. That’s what I’ll look at 
next month.  

Al Goodhall has been a professional long-
haul driver since 1998. He shares his ex-
periences via his ‘Over the Road’ blog at 
http://truckingacrosscanada.blogspot.
com. You can also follow him on Twitter 
at Twitter.com/Al_Goodhall.

Don’t set sights too high when 
striving for better health

Al Goodhall

Over the
road
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quite often get told that I don’t 
look like a truck driver. I used 
to think it was because of my 
youthful good looks, but even 
I have to accept that the years 
have taken their toll on me. 
So, I can only assume that it’s 

because I don’t fit the stereotype that 
truckers seem so keen to perpetuate.

My clean blue jeans, polo shirt and 
sneakers do make me stand out in a 
crowd of people that look like they live 
in the bush, yet it doesn’t take any ef-
fort on my part – all I have to do is pluck 
a fresh shirt from the wardrobe along 
with clean undergarments when I get 
up in the morning and take a shower 
every other day at the least. I don’t even 
have to shave every day, a five o’clock 
shadow doesn’t make you look scruffy, 
as long as the rest of the picture is tidy.

It would also appear that I don’t act 
like a truck driver either. I’ve often 
heard comments from dock staff and 
other drivers about how clean my cab 
is inside. Again, I don’t put much ef-
fort into it, I just don’t get it dirty in 
the first place.

I also drive with consideration to-
wards other road users, which seems 
to be a thing of the past in far too many 
cases where truck drivers are con-
cerned. I quite often see trucks parked 
in stupid places, usually when there is a 
Timmies nearby. Trucks are abandoned 
wherever they will fit, verges are torn up 
and usually filled with the debris from 
the previous Timmies visit.

Then there’s the on-road behaviour: 
trucks running in the left lane through 
cities, often having a progressive shift-
ing drag race with another loaded truck. 
All they succeed in doing is annoying 
everyone else on the road. Most four-
wheelers are using their vehicle because 
it’s faster than taking the bus or walk-
ing, but follow a couple of drag racing 
Super-Bs through a stretch with lots of 
stoplights and that may not be the case.

Now throw some weather into the 
mix and it all starts getting much worse. 
This winter I ran out west all season and 
I’ve witnessed some shocking behav-
iour. One time I was heading east out of 
Regina, it had been snowing all night, 
the roads were in good shape, but the 
left lane was covered with a few inch-
es of powder. The wind was blowing 
from the north, so taking the left lane 
to pass was going to white-out the slow-
er vehicle. I was aware of this, so when 
I approached a bunch of vehicles doing 
100 km/h, I knocked it back a couple of 
clicks and stayed in line. I was travelling 
a little faster, but a few clicks wouldn’t 
make much of a difference and, like I 
said, taking the left lane would white 
everyone out, so that dictated a slower 
speed than I would’ve liked.

As this was happening, the truck 
behind me kept getting closer and 
closer. It then tailgated me for a good 
while, one minute in my left mirror, 
the next in my right, so close to me that 
he couldn’t position himself properly 
on the road. Then I saw his turn signal 
and he took the left lane and started 
to come alongside me. It was an On-
tario truck, so limited to a few clicks 
faster than the speed everyone else on 
the road was doing, but that wasn’t fast 
enough for the driver – his truck would 
do 105 km/h and he was going to do 

105 km/h whether it killed him, or any-
one else for that matter.

Of course I was completely blinded 
as he got his truck in front of me. By the 
time I could see again, the half-tonne 
in front of me was consumed by the big 
white cloud and I had no idea where it 
was. I just could not see it and the rea-
son why I couldn’t soon became appar-
ent – it was in the ditch. Totally blinded 
by the snow, the driver had lost all sense 
of positioning and drifted to the right. 
Luckily they got it back on the road, the 

wide open prairie winds had blown 
most of the snow from the ditches.

The truck, which belonged to one of 
Canada’s biggest carriers, carried on 
in the left lane and caused chaos as he 
slowly passed everybody. By the time 
he had got around the bunch that were 
previously nicely spaced out and cruis-
ing safely at 100 km/h, everyone was 
bunched up and doing 60 km/h at most. 
Nice one, driver, I hope that few seconds 
you saved were worth it.

Here’s another story of white-out 
conditions: a friend recently let a driv-
er go after he ended up in the median 
in a blizzard. It wasn’t the incident itself 
that caused the guy to be fired, it was his 
recollection of events. In his words, he 
was driving down the freeway in a to-
tal white-out and couldn’t see past the 

hood of the tractor unit. When he came 
upon a four-wheeler doing 40 km/h, he 
had to swerve to avoid it and that’s how 
he ended up in the ditch, it was the four-
wheeler’s fault for going too slow.

Is it any wonder we are struggling 
to attract youngsters into our industry 
when public perception of truck driv-
ers is based on incidents like those and 
the general feeling amongst people that 
deal with us on a regular basis is that 
we’re a bunch of dirty, scruffy animals 
who fill the countryside with garbage 
when we’re not trying to make people 
late for work or kill them with our bad 
driving? 

A fourth generation trucker andtruck-
ing journalist, Mark Lee uses his 25 years 
of transcontinental trucking in Europe, 
Asia, North Africa and now North Amer-
ica to provide an alternative view of life 
onthe road. You can read his blog at 
www.brandttruck.com/blog.

It’s on us to break down stereotypes

Mark Lee
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MISSISSAUGA, Ont. – Federal Envi-
ronment Minister Peter Kent visited 
Bison Transport’s Mississauga termi-
nal Feb. 25, to announce that Cana-
da will adopt the US greenhouse gas 
emissions standards for model years 
2014-2018 heavy trucks.

Kent said “With these tough new 
measures, GHG emissions from 2018 
model year heavy-duty vehicles will be 
reduced by up to 23%. The regulations 
will also lead to improved efficiency. For 
example, a semi-truck operator driving 
a 2018 model year vehicle will save up 
to $8,000 per year in fuel.”

The regulations, which will apply to 
vehicle manufacturers and importers, 
will require them to attain fuel economy 
– or GHG emissions – benchmarks on a 
significant portion of their overall build.

The requirements will be phased in 
beginning with model year 2014 trucks. 
Initially, OEMs will be able to meet the 
targets using existing off-the-shelf parts 
and technologies, such as low rolling re-
sistance tires and chassis fairings.

Environment Canada indicated that 
any increase in purchase price incurred 
as a result of the regulations will be re-
covered in less than a year through im-
proved fuel efficiency. Vocational trucks 
also will be affected, with anticipated 
fuel savings of $1,000 per year by 2018.

After making the announcement at 
Bison’s terminal, Kent and assembled 
media were given a tour of a long com-

bination vehicle (LCV) with all the lat-
est fuel-saving technologies currently 
on the market.

The Canadian Trucking Alliance 
(CTA) welcomed the harmonization, 
but also offered some tips on how to 
improve the program.

CTA chief David Bradley said the Al-
liance supports the initiative, but also 
suggested it could be improved. For 
starters, the organization would like to 
see GHG-compliant vehicles labeled 
as such, so that customers would know 
they’re buying a GHG-compliant truck.

Also, Bradley suggested “the federal 
government could introduce accelerat-
ed capital cost allowance rates to accel-
erate the penetration of these vehicles 
into the fleet.”

CTA also called for a program of com-
plementary measures – such as repay-
able grants, tax credits, etc. – to be in-
troduced to spur voluntary investment 
in currently available and proven tech-
nologies that improve the fuel efficiency 
of the entire tractor-trailer combination.

“CTA understands the EPA/DoT is 
considering a regulation covering trail-
ers and given Canada’s current policy of 
alignment with the US, it is likely that 
Canada would move in this direction 
as well,” said Bradley. “However, given 
the different weights and dimensions 
regimes that exist between the two 
countries, the trailer regulation will be 
a much more complex matter.” 

Canada aligns greehouse gas 
regs with those in the US
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Down
Non-cabover tractors
GPS-selected roads
“Highway Thru Hell” route (3,4)
Brakes and drivelines brand
Certain transmissions, briefly
“Big D” city
Auto-hauler’s freight (3,3)
Coolant ingredient
Tachometer warning mark
Freight type, billing-wise
Ski-Doo shipping container
Trucks seized by lenders

Air-horn description, commonly
Georgia overdrive gear selection
CD-player button
Mobile-home haulers
Goods in excess of Bill of Lading
Anti-litter ____-a-Highway program
Truck buyer’s requirements, briefly
Pneumatic-suspension components
Route 66 eastern terminus
Cold-cargo carriers
NB-PEI link
Windshield adjunct
Temporary traffic delay (3,2)
Freight terminal features
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By Adam Ledlow

BRAMPTON, Ont. – The shortage 
of qualified truck drivers in Cana-
da may reach the tens of thousands 
by the start of the next decade, ac-
cording to a recently released re-
port from the Conference Board of 
Canada, leaving the industry scram-
bling to find ways to fill those future  
empty seats.

The report, funded by the Cana-
dian Trucking Alliance and titled 
‘Understanding the Truck Driver 
Supply and Demand Gap and Impli-
cations for the Canadian Economy,’ 
estimates that the gap between the 
supply of drivers and the demand  
for them could soar as high as 33,000 
by 2020.

“The food we eat, the goods that 
we enjoy and even the homes we 
live in are in large part delivered by 
trucks. The inability to meet a huge 
demand for drivers could be costly 
for the trucking industry, consumer 
goods and the Canadian economy,” 
said Vijay Gill, principal research as-
sociate at the CBC.

While truck drivers make up near-
ly 1.5% of the Canadian labour force 
– approximately 300,000 truck driv-
ers overall – participation of young 
people, ages 15 to 24, has dropped off 
significantly in the past decade. As a 
result, the average truck driver’s age 
has increased from 40 years in 1996 
to 44 years in 2006, an average that 
surpasses that of many comparable 
occupations. 

In the face of increasing demo-
graphic pressures, a number of fac-
tors could help bridge the supply and 
demand gap for truck drivers, the 
Conference Board says, including: 
a significant improvement in indus-
try working conditions and wages; 
mandatory entry-level driver train-
ing and upgraded licence standards 
to achieve a skilled occupation des-
ignation; and a reorganization of 
trucking activity and supply chains 
in order to reduce pressures on long-
haul drivers and make better use of 
their time.

College looking to attract 
new trucker talent
On the training side, triOS College 
was doing its part to attract potential 
new drivers, hosting a pair of Truck-
ing Career Expos in February. The 
events, held at the school’s Brampton 
and Oshawa campuses Feb. 12 and 
13 and delivered in partnership with 
the Ontario Truck Training Acade-
my, served as a springboard for the 
college’s new Professional Transport 
Operator program. 

“We hosted a trucking expo to at-

tract new people to the trucking in-
dustry, especially to our trucking 
carrier partners,” said Frank Ger-
encser, chairman and CEO of tri-
OS College. “We also wanted to for-
mally launch our new Professional 
Transport Operator program – the 
first of its kind in Canada. PTO in-
cludes all eight weeks of the standard 

A/Z tractor-trailer program as well as 
the first half of triOS College’s sup-
ply chain and logistics program and 
a four-month internship working in 
a trucking company.”  

The event also featured a panel of 
f leet representatives from across the 
province – including Don Anderson 
Haulage, Kriska Transportation, SGT 
and TST Truckload Express – which 
treated the nearly 70 attendees to a 
candid discussion covering the ins 
and outs of a career in trucking.

After the event, the carrier reps 
sat down with Truck West to discuss 
some of the hiring trends they’re see-
ing in the industry. One issue identi-
fied by the group was a need for many 
training schools to do more to ade-
quately prepare students for careers 
in trucking.

Caroline Blais, recruiting manager 
for Kriska Transport, says Kriska only 
partners with schools that meet spe-
cific standards to ensure the carrier 
receives the highest calibre of driv-
ers possible coming into the carrier’s 
own training program.

“As much as there are a lot of 
schools that don’t meet our standard, 
there are some very good schools that 
do, and we try to recognize them and 
reward that process by giving their 
applicants priority and consideration 
when hiring,” Blais said. “That school 
partners program is something that 

we evaluate constantly and we really 
measure the success of that school’s 
training based on how well their stu-
dents perform on our road test.”

David Brown, recruiting manag-
er with TST Truckload Express out 
of Mississauga, Ont., says the num-
ber of revolving door-style training 
schools in the province is staggering, 

with about two out of three schools 
operating unregistered.

“You’ve got schools that you can 
show up on a Saturday morning at 
10, by Sunday afternoon you’ve got 
you’re A/Z and by Tuesday they’re 
asking you to come back as an in-
structor. They exist,” Brown says. 

triOS College’s Gerencser point-
ed to the rise in “f ly-by-night illegal 
trainers” trying to take advantage 
of a “systemic shortfall in qualified 
drivers” as one of the main reasons 
for the importance of partnerships 
between carriers and training insti-
tutions.

“Qualit y truck ing companies 
hire quality drivers (new and expe-
rienced). The key to success in the 
trucking industry is to build part-
nerships with quality truck training 
schools like triOS College, Ontario 
Truck Training Academy and other 
TTSAO (Truck Training Schools As-
sociation of Ontario) and PTDI (Pro-
fessional Truck Driving Institute) 
members. Schools like ours deliv-
er properly trained new A/Z drivers 
who can become valuable parts of the 
carriers driving teams.”

But Brown says that despite the 
work of organizations like the TTS-
AO and the PTDI to mandate quali-
ty programming in training schools, 
the products of poor training are ap-
parent on the highways.

“How many times have you driven 
down the road and the transport in 
front of you is in the fast lane, or he 
cuts you off and there’s no signal?” 
Brown said. “I’m not calling all truck 
drivers bad truck drivers, but I’m say-
ing there’s a good percentage of them 
out there that shouldn’t be out there.”

Doug Bell, terminal manager at 
SGT Transport, says that lack of 
training is apparent when drivers are 
performing a road test with the com-
pany, where only about 25% of those 
tested actually pass. “That’s kind of 
a troubling number when you think 

of the number of people who pass the 
MTO test versus the industry road 
test,” he said, noting that SGT may 
be “tough” on those it tests, but only 
because they “have the bar raised 
fairly high.”

John Kazen, sales engineer at Don 
Anderson Haulage, says that while 
his company’s pass ratio is in the 1:6 
to 1:10 range, he stresses the driving 
test is not the be all and end all of a 
potential employee’s evaluation.

“It depends on the kind of person 
who is applying; not just the num-
ber of people, the quality of people,” 
he says. “Probably the first 30 sec-
onds to a minute tell you right away 
if you’re thinking of hiring that per-
son regardless of what the evaluation 
is or the driving test is.”

Making yourself attractive 
to trucking companies
So as long as the requisite truck driv-
ing skills and know-how are in order, 
how can potential hires work to set 
themselves apart and increase their 
chances of working with their car-
rier of choice?

Most carrier reps agreed that prop-
er research, including choosing an 
accredited school for training, is the 
perfect starting point, but Kazen said 
a little passion goes a long way.

“Assuming you have all the right 

New Conference Board of Canada 
report quantifies driver shortage
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Conference Board of Canada report: By the numbers
The Conference Board of Canada’s report, ‘Understanding the Truck Driver Supply and Demand  
Gap and Implications for the Canadian Economy,’ highlights the growing gap between the supply  
and demand of qualified truck drivers, estimated to rise as high as 33,000 drivers by the year 
2020. Other statistical highlights from the report include:  

• 300,000: Number of truck drivers in Canada.

• 1.5%: Percentage of the total Canadian labour force employed as truck drivers.

• $17 billion: Annual gross domestic product of the Canadian for-hire trucking industry.

• 12%: Number of truck drivers under age 30 – lower than most comparable industries.

• 44: Average age of truck drivers – higher than most comparable industries.

•  33%: Number of truck drivers with less than a high school education, compared to 15% in 
the overall labour force. n

Fleet recruiters examine driver shortage’s 
impact on industry hiring trends
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credentials, having passion for some-
thing speaks volumes because you 
won’t just be doing it for the money, 
you’ll be doing it because you care 
about it, you enjoy doing it, you con-
sider it part of you as a person,” he 
says. 

“Sometimes energy and effort and 
motivation outweigh ‘talent.’ In cer-
tain circumstances, you might be 
great at doing what you do and truly 
talented in manoeuvring around cor-
ners, but if you’re lazy and you don’t 
care for others, you won’t succeed.” 

TST’s Brown also said it’s important 
for potential hires to know why a com-
pany is their first choice and not just 
fire out resumes en-masse.

“Too many people are out there 
going, ‘I got my A/Z, I’ll photocopy 
my abstract or my resume 30 times, 
give it to 30 carriers, keep my fingers 
crossed.’ Worst thing you can do,” he 
says. “Basically what you’ve just done 
is told 30 carriers two things: you have 
no idea what you’re looking for, and, 
secondly, the first time something 
comes along that’s slightly better,  
I’m gone.” 

Brown says a simple starting point 
is ask yourself two questions about a 
what kind of career you’re after: ‘What 
do I want?’ and ‘What don’t I want?’ If 
certain words keep springing up, ie., 
‘home,’ ‘family,’ and ‘Sunday hock-
ey,’ Brown says, “There’s identifying 
marks here that are hitting you right 
in the face…But you have to do the 
work, you have to do the research, 
you have to take the time to say what 

is right for us, what is wrong for us?”
But even if a newbie trucker has 

found the perfect trucking company 
to call “home,” there’s 
still that pesky “ex-
perience” that driv-
ers have to get under 
their belt – typically 
two years before many 
carriers will even look 
at you. 

Kriska’s Blais says 
there are two pieces 
to the experience puz-
zle. The first is simply 
making up for a lack 
of experience through 
enthusiasm, commit-
ment and a great at-
titude. The second 
“ n o t- s o - p o p u l a r ” 
piece, according to 
Blais, is accepting that 
the two years is simply 
a part of the learning 
curve in trucking, and 
part of trucking com-
panies’ due diligence 
to ensure that they’re 
only allowing the saf-
est, best-trained driv-
ers on the road.

“The smartest way 
to get (experience) is 
picking a good school, 
getting some good sol-
id base education be-
fore they come into the industry, find-
ing a reputable company that has a 
good solid training program and 

viewing that as an investment,” she 
says, “so even if the work that they do 
when they first get started in this in-

dustry isn’t the kind of work they want 
to be able to do ultimately, it’s about 
paying dues and earning their stripes 

and building that good solid experi-
ence so that they get to that two-year 
mark.” 

Blais says many trucking compa-
nies are working to create training 
and mentoring programs to support 
newly-licensed drivers, “so it’s not a 
case of the industry not extending a 
hand to new drivers, it’s more a case 
of new driver not wanting to do what 
they have to do to get that good solid 
two years of experience. It’s all part 
of planning your career and making 
a commitment to yourself to being a 
professional and growing yourself as 
a professional so that in five years, you 
can be able to go anywhere you want.”

Changing demographics
With the industry’s current driv-
er pool aging rapidly and the Baby 
Boomer generation set to start retir-
ing in droves, TST’s Brown says it’s up 
to recruiters to adapt to new hiring re-
alities in the world of trucking.

Brown notes that trucking compa-
nies can’t realistically expect to get 
“lifer” employees anymore – the guys 
and gals who stick with a company for 
their entire career.

“If you’re dealing with a ‘Y’ gener-
ation kind of driver, you can’t expect 
him or her to be there 30 years later. 
If that happens, that’s great, but for 
the most part, if you hire a Y genera-
tion driver and he gives you two years, 
you’re laughing. If you can squeeze 
four out of it, that’s the way the gen-
eration is right now.” 

CURRENTLY HIRING COMPANY DRIVERS & OWNER OP TEAMS FOR
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The trucking industry has been a victim of its own 
demise over the last many years. Rate cutting out 
of sheer desperation to hold market share has been 
the norm. Unfortunately this type of thinking forced 
these same companies to cut costs and since la-
bour is the highest of those costs, it is the first to be 
targeted. Safety and training have also seen huge cuts as they are seen 
as an easy component of costs to stroke off ones overhead.
These two items alone have led to a loss of confidence, pride and value 
in our most important resource, our drivers. Who in their right mind would 
want to sit at the Canada-US border or a town hundreds of miles away 
from home with no compensation?
I believe that the answer to this looming downfall could be rectified by 
three crucial changes: mandatory training to achieve a skilled labour des-
ignation; proper compensation for all hours served; treat these people 
how you would like to be treated.

– Bob Hill, president, Hill Brothers Expressway

Western Perspective

It’s not a lack of drivers, it’s a lack of money, that’s 
all it is. If the wages don’t keep up with the rest of 
society, we can’t attract people. If I could pay my 
drivers 67 cents a mile, I would have all the drivers 
I need.
But it’s a competitive world. I can’t go alone and 
pay 10-15 cents extra per mile because I’m losing 
money every mile.
That is where the big carrier has a lot more influence than I do. I can’t set 
rates, really, the bigger companies maybe can.

– Wim van Meijl, CEO, VM Transport

Western Perspective

‘You might be 
great at doing 
what you do and 
truly talented in 
manoeuvring 
around corners, 
but if you’re lazy 
and you don’t care 
for others, you 
won’t succeed.’ 
John Kazen, sales engineer, 

Don Anderson Haulage
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By Lou Smyrlis  

WINNIPEG, Man. – Research clearly 
shows that an increasing number of 
supply chain professionals are using 
social media – LinkedIn, Facebook, 
Twitter, YouTube, blogs, etc. – to aid 
them in their day-to-day job functions. 
Yet, for the most part, supply chain ser-
vice providers have been slow to re-
spond to this new way to engage with 
their customers. Should supply chain 
service providers be jumping on the 
social media bandwagon?

The risks, rewards and challeng-
es of social media were the subject 
of an engaging panel session host-
ed by CITT’s Manitoba Area Coun-
cil in Winnipeg. It included insights 
from Nigel Fortlage, vice-president 
of information technology and social 
business leader at GHY Internation-
al; Matthew Shepherd, Internet mar-
keting/SEO consultant at Dotdynam-
ic; David Baker, CEO of Think Shift; 
and Lou Smyrlis, editorial director of 
Transportation Media, publisher of 
Truck West. The panel was moderated 
by CITT’s Reg Wightman. 

“What is this concept of social me-
dia all about? And why is it so impor-
tant for companies to understand 
what it is and the power it holds?” 
moderator Reg Wightman asked in 
kicking off the session.

Wightman pointed to the impact 
the Internet has already had on sup-
ply chain management. For example, 
the advent of the Internet has pushed 
order cycle times from weekly to daily 
or hourly; enabled customer service 
strategies to shift from rigid and re-
active to responsive and flexible; and 
allowed replenishment to happen in 
real-time rather than scheduled time. 

Could the Internet’s latest offshoot, 
social media, have a similar impact on 
how providers of supply chain servic-
es and the people who purchase those 
services interact with each other?

Research shows it already is. More 
than half of Canada’s supply chain 
professionals already look online for 
collaboration and sharing of informa-
tion, according to research conducted 
in 2011 by BGR Coaching and Strategic 
Solutions (formerly Gary Breininger & 
Associates) in partnership with Cana-
dian Transportation & Logistics. And 
nine in 10 are turning to social me-
dia site LinkedIn to not only exchange 
contact information with other supply 
chain participants, but also to look for 
answers to challenges they are fac-
ing. A considerable number of sup-
ply chain and transportation-related 
groups have sprung up on LinkedIn, 
providing easy forums to discuss in-
dustry issues among industry profes-
sionals. The same research indicated 
that reading of supply chain 
blogs is pervasive, with only 
2% of respondents indicat-
ing they don’t follow at least 
one blog. More than 40% of 
supply chain professionals 

are also using Facebook for business 
purposes and a third are using You-
Tube. A small but increasing number 
is also turning to Twitter.

“The strategic implications for 
transportation companies and other 
providers of supply chain services 
of this trend towards increasing use 
of social media is huge,” said Smyr-
lis. “How do such service providers 
stay relevant? How do they stand out 
in a crowded marketplace? Certain-
ly, having a well-functioning Web 
Site with lots of good information is 
still important, but it can’t end there 
anymore.”

As Think Shift’s Baker explained, 
business professionals turn to the 
Internet and social media to get an-
swers to questions. To remain rele-
vant, rather than simply advertising 
their services in the traditional man-
ner, businesses have to ensure they 
can be found when clients and poten-
tial clients are asking essential ques-
tions and are capable of providing 
helpful information. 

“It requires a shift in attitude. It’s a 
move away from the notion of broad-
casting (your marketing message) to 
a notion of how do we connect with 
people?” Baker said, adding the cau-
tious note that companies have to be 
listening to “this great conversation” 
going on online among their custom-
ers because, increasingly, “Your com-
pany brand is not what you say it is; it’s 
what everybody else says it is.” 

In other words, the company brand 
is increasingly being judged not by the 
sleekness or creativity of its tradition-
al marketing message, but rather by 
the quality of its online engagement 
in helping its customers find solutions 
to problems.

Shepherd’s Dotdynamic is an In-
ternet marketing company which 
helps businesses find, understand, 
and reach their online audiences. 
That means helping companies un-
derstand what those audiences – for 
example, purchasers of transporta-
tion services – are looking for when 
they are online; what information the 
company can provide that would be 
most useful; and the best way to de-
liver that information. 

“Companies can get lost in social 
media because they don’t know what 
to say or what channel to use,” Shep-
herd warned. 

GHY International, a Winnipeg-
based customs broker and inter-
national trade solutions provider, 
jumped into social media back in 
2010. For Fortlage, clarity comes from 
first asking why.

“In using social media, you have to 
go back to why does your company 
want to do it? If your answer is be-
cause your competition is doing it, 
that’s the wrong answer. Look at your 
business plan and your strategic di-
rection. Why do you want to do this? 
At GHY, as the economy dropped 
in 2008, we didn’t like where things 

were going. We wanted to 
fill our sales channel and 
we looked at strategies of 
what we needed to do. We 
believed (the answer) was 
in strategies of market out-

reach,” Fortlage said. “First, you have 
to anticipate the questions (clients 
are looking to answer in using so-
cial media) and then you have to be 
found. At GHY, we call this having the 
hunters find us.” 

Of course, there is also the critical 
question of what to say that is both 
helpful and unique.

“We found something none of our 
competitors are talking about because 
it creates no revenue for traditional 
competitors focused on clearing a 
truck through a border. We talk about 
integrated trade compliance strate-
gies. It created a new market and new 
customers because our customers are 
now the CEO and CFO since we are 
talking about risk and compliance 
management not just customs bro-
kerage,” Fortlage said. 

Fortlage also cautioned against the 
mistake of thinking the different so-
cial media platforms are the actual 
media strategy. Twitter, Facebook, 

LinkedIn, etc. are merely social me-
dia tools to be used to build the com-
pany’s social media strategy and they 
will likely change over time. He pro-
vided the example of MySpace, which 
was the predominant social media 
site before Facebook rose to its cur-
rent prominence. 

Shepherd also cautioned against 
making social media the only thing 
companies do online. 

“Don’t put all your eggs in one bas-
ket,” he said. “Social media should be 
part of your overall marketing strat-
egy. Driving people to your Web site 
is still the end goal.” 

And finally, all the panellists 
warned against seeing social media 
as providing a quick payoff. 

“Social media is about building trust 
and it’s a long-term game. But build-
ing that trust will mean that (custom-
ers) will recognize your expertise and 
they will come to you when they have 
a need,” Shepherd said. 

Social media 
Understanding its 
risks, rewards and 
challenges

Watch 
‘Social Media 

and Trucking’ at 
TruckNews.com
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ou wear a lot of hats as an 
owner/operator. You’re 
the boss and an employ-
ee, the business manager 
and the guy at the wheel, 
the chief cook and the 
bottle washer. As the big 
cog at your operation, you 

deserve your fair share of grease, if you 
know what I mean.

When you work for someone else, get-
ting paid (and paying tax on your per-
sonal income) is pretty straightforward. 
Typically, every couple of weeks, you get 
a cheque minus an amount for taxes, 
CPP, and other deductions.

It’s different when you’re on your own. 
In addition to everything else you do, 
you also run the payroll department. 

It’s up to you to make sure you’re pay-
ing your taxes properly both as a corpo-
ration and as an individual.

Monthly remittances
For years, many incorporated owner/op-
erators reported their “wage” as self-em-
ployment income on their tax return. By 
showing their income as self-employed 
on their T1, they paid all the correct tax 
and CPP as though they were on payroll. 

Canada Revenue Agency doesn’t like 
that. It wants you to pay a T4 wage to 
yourself and make remittances by the 
15th of each month. While it may be 
beneficial to wait until your year-end 
accounting is complete to determine 
your actual drawings from the compa-
ny and decide the best mix of wages and 
dividends, you still have to make reason-
able monthly payments and ultimately 
match the amount on your T4.

CRA auditors are paying attention to 
inconsistencies. They look at active busi-
nesses reporting income on corporate 
tax returns that do not have any T4 sum-
maries filed. If they audit your file, they 
can force you to issue T4s and charge you 
late-filing penalties and interest on over-
due payments.

Auditors also scan personal tax re-
turns with self-employment income. 
They can use your SIN to find a match-
ing business number registration. If they 
don’t see one, you’re going to get a call or 
letter and they’ll be especially interested 
in your GST/HST administration. Re-
member, if you have more than $30,000 
gross self-employed income, your busi-
ness must be registered.

CRA comes calling
We’ve had one call from CRA already 
checking on a 2012 filing. A client took 
out about $40,000 from his company, 
which we declared as wages when we 
filed his corporate year-end months ago. 

We explained the need for him to 
make monthly remittances to CRA, but 
when we prepared his T4 summary we 
found that our client had made only two 
payments, enough to cover his CPP obli-
gation on about $15,000 in wages. 

After a long discussion, he told us to 
file his return without any changes, as 
he did not want to pay the full amount 
necessary to cover CPP on the $40,000 
at that time. He wanted us to show the 
remaining $25,000 of wages directly on 
his tax return.

CRA picked up on this and now wants 
to know why $40,000 in wages is not on 
his T4 summary. We’re going to have to 
re-file, and the client is going to have to 
pay what he owes anyway.

Lots of folks seem to have it in their 
heads that paying CRA monthly is dif-
ficult. I realize that paying taxes isn’t any 
fun, but in today’s world how can it be a 
hassle? Simply set up CRA as a “bill” or 
“payee” and you can pay your personal 
and business tax through your bank’s 
telephone or Internet banking service. 
You can also pay through a bank teller on 
or before the date your payment is due.

When you’re incorporated, you may be 
the boss but you’re still an employee with 
taxes to pay. Likewise, your company has 
its own distinct tax obligations to meet. 

For an owner/operator, rarely does a 
decision about finances affect one but 
not the other. CRA is well aware of this, 
and you should be, too. Talk to your ac-
countant about handling income tax 
payments correctly.

Tax deadline: April 30
Here’s a note for everyone: The deadline 
for submitting your 2012 personal income 
tax return is April 30. If your return is late, 
there’s a minimum 5% penalty on the bal-
ance owing, plus 1% per month for a max-
imum of 12 months. If you have filed late 
before, the penalties may be higher. 

Even if you can’t afford to pay the bal-
ance, filing the return on time can save 
you penalties and fees. You will also be 
in a better negotiating position with CRA 
regarding a payment plan. Filing late and 
missing payments sends a bad message.
If you need help preparing your return, 
see a qualified professional, preferably 
one who’s familiar with trucking. Then, 
the day after you mail your return, tilt 
your world back into tax-planning mode. 
Talk to an accountant or business advi-
sor about how to reduce your tax obliga-
tion in 2012 and beyond. 

 Scott Taylor is v.p. of  TFS Group, pro-
viding accounting, bookkeeping, tax 
return preparation, and other busi-
ness services for O/Os. Learn more at  
w w w . t f s g r o u p . c o m  o r  c a l l  
800-461-5970.

Paying yourself and the taxman

Y
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Scott Taylor

Tax Talk

TRUCK WEST apRil 2013   

pg 22 tw apr v2.indd   22 13-03-14   1:14 PM

http://www.t


Call us today and put your career on the path of your choice!
T 1 800 334 5142 F 1 888 876 0870  E recruiting@challenger.com

Owner/Operator and
Company Team Drivers 
Needed for:

• Regular Scheduled
Round Trip Business

• Regional Open Board

• Finest Equipment
• Excellent Compensation

• Diversity in Work Opportunities

Join

For

Challenger_TruckWest MV_Apr13_Layout 1  13-03-01  3:26 PM  Page 1

Challenger.indd   1 13-03-06   10:46 AM

mailto:recruiting@challenger.com


s always, there are two 
sides to every story. Re-
cruitment issues are no 
exception. Last month, 
I tried to explain why 
small carriers can’t or 
won’t hire certain peo-
ple. Conversely, there 

are several reasons why drivers and 
owner/operators have no interest in 
working for small carriers. 

I’d like to present both the pros 
and cons of driving for a small car-
rier. Decisions based on familiarity 
are usually unwise. 

You’ve seen dozens of trucks from 
the major f leets, but few from the 
small carriers. 

Of course, the huge difference in 
truck numbers is the reason, but those 
big carriers will come to mind first 
when choosing a carrier to work for. 

You may wrongly assume that job 
security and/or pay will be better 
with a larger company. 

If the 1,000-truck f leet loses 20% of 
its work, it has a much bigger effect 
on the job security than if the five-
truck company loses the same per-
centage of work.

Although my next few theories 

why drivers choose large carri-
ers may sound cynical, even by my 
standards, they’ve been proven re-
peatedly. Some drivers rely on hav-
ing a scapegoat to cover (sometimes 
frequent) equipment damage, mak-
ing it a lot easier to escape blame for 
a scraped trailer, a cut tire or torn 
tarps. I once had to get keys to two 
owner/operator trucks, just so I could 
grease their  fifth wheels. 

After I prematurely replaced two 
pickup plates (followed by a group 
reaming), they still couldn’t be both-
ered to grease the fifth wheel. 

They had come from pin-to-pin 
large carriers, where this behaviour 
would be nearly impossible to trace. 
In a small f leet, the driver roster is 
comparably short, making it much 
more difficult to deflect blame. 

Other drivers stay with large car-
riers so they may frequently skip a 
trip without warning. At a large car-

rier, you can decide you need time off 
with no valid reason or prior warn-
ing without losing your job, because 
there are a few dozen other drivers 
available that day to fill your vacan-
cy. Try that at the small carrier, and 
you will be unemployed soon. We 
don’t have extra bodies to take your 
place on a whim.

Large f leets, with exceptions, are 
predominantly dry van operations, 
for simple reasons. They are chasing 
the large, multiple truck contracts, 
which usually don’t involve f latbeds. 
As well, it will be easier to fill seats 
for vans than f latdecks.

Drivers with minimal experience 
will gravitate to dry vans, because 
cranking dollies and swinging doors 
don’t require much training. As well, 
drivers are getting lazier, making the 
dry van appealing. 

A lot of smaller carriers lean to-
wards f latbeds, because the level of 
specialization involved represents 
higher rates. 

If you do your job well, a small car-
rier can still retain good-paying reg-
ular customers, because our small 
size better enables us to take care of 
their unique needs. 

What baffles me is the amount of in-
quiries I have had over the years, from 
people currently pulling a van for a 
large carrier. If you are getting up in 
years, or have physical ailments, you 
should stay where you are. 

However, the perfectly healthy 
drivers who have called to find that 
their earnings could be $20,000 high-
er annually, or the owner/operators 
who could earn $60,000-70,000 more, 
often end the inquiry with “sounds 
good, but I don’t want to pull a f lat-
bed.” It amazes me. 

We now have a price tag for lazi-
ness and/or complacency. That’s a lot 
of money to throw away just to avoid 
never breaking a sweat. 

Many drivers live in small towns, yet 
will drive 100 miles to get to and from 
a job with a large carrier. There may be 
small carriers in their town, but they 
still gravitate to the large outfit. 

The theory could be that the large 
carrier will be situated near a ma-
jor highway, so dropping trailers at 
the terminal to allow someone else 
to complete the trip means regular 
home time. 

In reality, the small carrier may get 
you right home, minus the 100-mile 
deadhead, and possibly more fre-
quently, since our much lower truck 
numbers mean we often avoid long-
haul trips. 

Most of us don’t have the vehicle 
numbers to justify each truck being 
gone at least a week per trip. Also, 
our smaller customers traditionally 
won’t ship to or from long distances. 

On that note, I have hired peo-
ple for 500-mile radius work, wish-
ing to get away from their previous 
long-haul positions. It rarely works. 
Crossing the border daily requires a 
completely different outlook on time 
management, a change that most are 
unable or unwilling to make. 

Some factors that I consider to be 
benefits to a small carrier are that we 
typically will offer dedicated trailers. 

For us f latbedders, this is especial-
ly beneficial, when all of your equip-
ment is stored the way you want it 
and the tarps are rolled up exactly 
as you left them. 

Our customer list is shorter, so 
even though the work may be slightly 
specialized, a driver will quickly be-
come familiar with their duties and 
the job becomes quite easy. 

A job with a large company may 
involve a lot more variety, which, de-
pending on your preference, could be 
maddening or just perfect. 

When the driver is ultimately re-
sponsible for the equipment’s me-
chanical condition, that whole pin-
to-pin scenario can be frightening if 
the trailer you pick up was dropped 
by an abusive cowboy. 

Like snowflakes, no two humans 
are exactly alike. So what’ll it be?  
Small, or upsize? 

Bill Cameron and his wife Nancy cur-
rently own and operate Parks Trans-
portation, a four-truck f latdeck 
trucking company. The company 
was founded in 1999 with a 20-year-
old truck, rented f latbed trailer and 
a big dream. Bill can be reached at  
williamcameron.bc@gmail.com.

Pros and cons of driving for small carriers
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A Bill Cameron

Small Fleet, 
Big Attitude

Whether you’d be more comfortable pulling vans for a mega-fleet 
or flatdecks for a small carrier depends on your personality
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By James Menzies

MINNEDOSA, Man. – It’s not easy be-
ing the owner of a small fleet. Just ask 
Wim van Meijl, CEO of deck carrier VM 
Transport in Minnedosa, Man., about 
two hours west of Winnipeg, which 
is home to some of Canada’s largest 
freight transportation companies.

van Meijl has a hard time contain-
ing his frustration when large carri-
ers are lauded for their environmental 
achievements, their growth, and the 
investments they’ve made into their 
fleets and facilities.

“Sometimes, what annoys me as a 
small company is that we don’t get rec-
ognized. We move most of the freight, 
we’re just as green as the bigger com-
panies – or greener – and we should get 
some recognition too,” van Meijl told 
Truck West in an interview. 

It’s easy for small carriers to feel 
their voice isn’t being heard, when pol-
icy is often shaped with input from the 
associations that are comprised most-
ly of large carriers. For this, van Meijl 
admits he has only himself to blame. 
His fleet, consisting of about 30 power 
units and 40-45 trailers, belongs to the 
Manitoba Trucking Association, but 
van Meijl admitted he doesn’t attend 
the meetings.

“I may be my own worse enemy, be-
cause I seldom go to the meetings,” he 
acknowledged. “I’m not politically ac-
tive. I’m only 130 miles from Winnipeg, 
where most of the meetings are, and 
sometimes that’s a deterrent – not so 
much the distance, but I don’t want to 
be away. I run mostly my own show. I 
book freight, run my own shop – may-
be I’m too controlling, I don’t know.”

van Meijl’s sentiment is shared by 
a great many small carriers, who feel 

their concerns on industry issues 
aren’t adequately conveyed to deci-
sion makers. The associations can’t 
be faulted, either. They don’t limit 
membership to carriers of a certain 
size, and many provincial trucking 
associations have at times been led 
by owners of small fleets.

In most cases, carriers of all sizes 
share similar concerns; lately they’re 
largely to do with excessive regulation.

“It’s the constant barrage of new 
rules and regulations,” van Meijl com-
plained. “Like CSA. I’m not saying it 
will not be beneficial eventually, but it 
is so much all at once that we as small 
carriers can hardly keep up. We just 
don’t have enough personnel and time 
to read it all.”

van Meijl’s main concern is that the 
laws are applied equally, to everyone, 
and in that respect he has no com-
plaints. However, he expresses frus-
tration that many of the new regula-
tions foisted on the trucking industry 
seem to be driven by the public and 
non-trucking lobby groups, with ques-
tionable, if any, benefits.

“They need to be workable,” he said 
of new regulations. “The hours-of-
service get cumbersome sometimes, 
but if the American public is behind 
it, how am I going to fight that? I can’t 
change that.”

van Meijl spends most of his ener-
gy running his business, and has his 
hands in every aspect of the operation, 
from soliciting freight to setting rates, 
hiring drivers and planning routes. His 
trucks are satellite-equipped, and he 
keeps constant tabs on all his tractors 
and trailers.

“In my case, the truck stops and 
starts with me,” he said. “I organize 
most of the freight and I know where 
all the trucks are and I pay personal at-
tention and provide personal service. 
That’s the mantra for everybody, but 
I can keep track of where my trucks 
are every day and if things go wrong, 
I know.”

van Meijl’s focus is on maximizing 
revenue per trailer.

“They key for me, and for any busi-
ness, big or small, is revenue per 
trailer,” he explained. “Because that’s 
so much easier to manage than cut-
ting fuel economy by $500 per month; 
it’s a lot easier to create $500 more in 
revenue.”

During the recession, small fleets 
took similar actions to the big ones, 
eliminating unnecessary expendi-
tures, downsizing if necessary and 
maximizing efficiency. VM Trans-
port didn’t have to take more drastic 
measures, such as deviating from tra-
ditional freight or lanes or even reduc-
ing driver wages. 

Instead, van Meijl said he realized he 
had to take it on the chin personally, 
and keep his drivers busy so that they’d 
still be there when demand returned. 
That meant for a time, van Meijl, as 
CEO of his own company, wasn’t even 
indulging himself in the purchase of 
new clothes.

“It wasn’t funny,” he said of the 
downturn. “We couldn’t hold firm on 
rates. In those days, when there was an 
oversupply of capacity, we were rate-
takers. We got dictated to: ‘This is what 
we pay.’ I felt, this time is not going to 
last forever, it will turn around and I 
will use my leverage then. I felt a re-
sponsibility to the drivers, because 
they rely on us for their income and 
once they leave us, they most likely will 
not come back, so there’s self-interest 
as well. We did not cut driver wages, 
we did not cut their miles, but we took 
some big losses sometimes on freight 
just to keep them moving. We man-
aged to get through it.”

VM Transport was in a fortunate po-
sition of being able to accept a more 
diverse set of freight on its lightweight 
trailers, which van Meijl said are 2,000-
3,000 lbs lighter than traditional 53-ft. 
flatbeds. 

Fleets big and small are contend-
ing with a lack of qualified drivers, 

but van Meijl doesn’t buy the theory 
that there’s a lack of drivers. Instead, 
he sides with most drivers, who feel 
it’s more a lack of earning potential 
that’s preventing new drivers from 
entering the industry. However, he 
added the trucking market is so com-
petitive that he can’t raise driver wages 
independently. 

van Meijl looks to the big carriers to 
take a leadership position in increas-
ing rates, which he said would be the 
number one way to attract more drivers 
into the industry.

“That is where the big carrier has a 
lot more influence than I do,” van Meijl 
said. “I can’t set rates, really, the bigger 
companies maybe can.”

Despite the challenges, VM Trans-
port is doing well and despite his frus-
trations with the industry and his 
seeming lack of influence as a small 
player within it, van Meijl is optimis-
tic about where the business is head-
ed. The company has been able to 
increase driver pay in recent months 
and van Meijl said he’s begun replac-
ing older power units with new trucks. 
The high cost of new tractors, with all 
the latest EPA-mandated gadgetry, is 
tough for a small fleet to swallow, but 
it’s not necessarily a bad thing, van 
Meijl contended.

“In some ways, it’s a good thing,” Van 
Meijl said of the cost of new trucks. “It’s 
a self-regulating mechanism. When 
there’s no down payment, everybody 
can buy equipment. When you need 
10%, 20% or 25% down payment, it 
weeds out a lot of excess (capacity) at 
the front.”

van Meijl has managed his company’s 
finances prudently and is careful not 
to expand beyond its means. “I’m not 
politically polished enough to go hat 
in hand, looking for financing on the 
market,” he admitted. 

van Meijl is feeling good about the 
current state of the industry, particu-
larly in how his own fleet is situated. 

“I feel optimistic,” he said. “I feel 
now, for the first time in a long time, 
that we have a good core of people, a 
good base of customers and no or very 
few non-payers.”

He’s also grateful for where his com-
pany is situated, geographically.

“I think we’re in the best part of the 
world here in the Midwest,” he said. 
“Because the resource industry is still 
going fairly well, with oil, potash and 
coal. We don’t haul it out, but it cre-
ates a lot of supply lines that need to 
be filled and if the local guys are tied 
up in that, they don’t do the long-haul 
and that’s where we are.”

As for competition with the big boys, 
van Meijl isn’t intimidated, even if he’s 
a little bitter at the accolades they of-
ten receive.

“Efficiency is the same for every-
body and as a small f leet, I feel we 
are a little bit more efficient than any 
big f leet ever can be,” he contended. 
“I can’t say exactly the cost per mile, 
but I have a very good feel for what 
costs too much and what doesn’t cre-
ate enough revenue. No-idling de-
vices, I’ve had those for 20 years. It’s 
all the small things we can do bet-
ter than big companies can. In some 
ways, we don’t have enough man-
power, I can’t keep track of tire wear 
exactly or the fuel efficiency of each 
truck or load. I don’t know. Can we 
compete against the big boys? I don’t 
have to. Can they compete against 
us? I’m wondering.” 

VM Transport runs a fleet of about 30 trucks pulling flatbed trailers. Its owner, Wim van Meijl, says it’s tough running a 
small fleet, especially with a steady influx of new regulations.

Running a small fleet a big challenge

26   profile

Lots of work, little 
glory for owners of 
small fleets
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off on just before Christmas 2012, also 
sets up an LCV policy coordination com-
mittee which Dolyniuk said will include 
a representative from each participating 
province and each provincial or regional 
trucking association. The new body will 
look at further harmonization issues go-
ing forward.  

The next step, Dolyniuk said, is “just 
a simple matter of administratively get-
ting it moving. In Manitoba’s case, it’s go-
ing to require some changes to the per-
mit system to allow them to issue the 
new permits with the new conditions. 
I’m hopeful that’ll be within a month or 
so (from late February).”

The new permit conditions should 
make it easier for carriers to operate in 
the west, harmonizing a lot of the small-
er details such as overall length, which 
is set at 41 metres. 

“There was a lot of back-and-forth over 
that because of some existing equipment 
at the time,” Dolyniuk noted, “and there 
was a lot of discussion over converter 
tongue lengths because of the amount 
of equipment out there.”

Dolyniuk said the parties ended up 
“agreeing to do things such as taking the 
longest wheelbase tractor that’s allow-
able with the longest existing converter 
tongue lengths and building that into 
our 41 metre overall length. So rather 
than going for the lowest common de-
nominator, we provided, in my mind, 
the greatest flexibility.”

That’s undoubtedly good news, but 
this new MoU doesn’t appear to be any-
thing close to an LCV panacea, howev-
er, and carriers will probably still find a 
lot that isn’t harmonized. This is one of 
the reasons why the new LCV commit-
tee was set up. 

“It’s one thing to have an MoU,” 
Dolyniuk said, “but each province will 
still have its own permits and permit 
conditions, so we want to provide, for 
example, a guide that explains all the 
issues or all the questions to the carrier 
industry.”

And of course there are other vehicles 
with which similar issues are had, such 
as Rocky Mountain Doubles and triple 
trailers, which are still to be dealt with. 

“Once we get the guide finished off, 
the next thing is to deal with the Rocky 
Mountain Doubles,” Dolyniuk said.

So is this MoU actually just a first step? 
“I’d be reluctant to say it’s just the first 
step,” Dolyniuk said. “It’s a step among 

many steps that we’ve already taken and 
many more that are yet to be taken.”

That’s how Don Wilson, executive di-
rector of the Alberta Motor Transport As-
sociation, sees it as well. “It was a step in 
the right direction, definitely,” he said, 
“because there were a lot of things that 
we discussed and areas we found where 
we could go.” 

Besides overall length, another area 
in which things were standardized was 
permit language, “so the wording of your 
basic core of an LCV permit will be the 
same whether you’re in B.C., Alberta, 
Manitoba,” Wilson noted. “They agreed 
to standardize that stuff at the front of it.”

Yet, Wilson notes, the individual prov-
inces are still left open for exceptions. 

“You kind of end up with a general 
document on the things that are agreed 
to, and then you have the appendices al-
lowing each province again to put the 
specifics in.” 

One example Wilson cited was that, in 
Saskatchewan, two 40-ft. trailers – which 
could very well be for containers – aren’t 
allowed in LCV combinations, whereas 
the other three provinces are perfectly 
fine with them. 

“Saskatchewan said they weren’t go-
ing to move,” Wilson said, noting that 
they said they weren’t convinced the 
handling characteristics of those vehi-
cles were safe. 

What all this means for truckers and 
companies is that they still need to pay 
attention and not assume anything. 

“You’re going to have to look at your 
individual permit issued from wher-
ever and make sure that you’re adher-
ing to it,” Wilson said. “At the end, the 
back of the permit’s going to be the spe-
cific things issued from the province, 
so you’re going to have to make damn 
sure that as a carrier you’re complying 
because that’s where your permit is is-
sued and if you’ve been running in say, 
Alberta, it may not be the same (else-
where). That’s the scary part.”

Other areas where harmonization 
hasn’t been achieved yet include the 
weight on narrow-spread tridems. 

“B.C., for some reason, said 24,000 
(kgs) is okay and Alberta and Saskatch-
ewan didn’t want to go that high and 
Manitoba agreed with them, consider-
ing their road structures,” Wilson noted. 
“But B.C. said since they were already 
at 24,000 kgs, they’d just stay there. So 
there’s no harmonization there.”

And as far as medium-spread tan-

dems are concerned, Wilson said B.C. 
and Alberta were already at 24,000 kgs, 
“and Manitoba said they’d probably con-
sider going up to that but Saskatchewan 
wasn’t sure.”

So while the MoU appears to be a step 
ahead, it doesn’t really appear to be true 

harmonization. 
“It doesn’t really sound like it to me,” 

Wilson agreed, noting also that “this is 
only one issue. You go down the road 
with other weights and dimensions, 
axle configurations, super singles, etc., 
there’s a lot to be done.” 

It appears that harmonizing Rocky 
Mountain Double rules may be a bit 
tougher. “We said we’ll never get any-
thing signed if we start throwing the 
Rocky Mountain Doubles into it be-
cause (the provinces are) all over the 
map,” said Wilson, “so we pulled Rocky 
Mountain Doubles right off the table 
and just talked about LCVs.”

Wilson agrees with Dolyniuk that this 
particular MoU is a positive step for-
ward, however. 

“There were some things that people 
did come around to for sure,” he said, 
“so it wasn’t a total loss by any means.” 

He noted that, in his opinion, this set 
of discussions was “one the more pro-
ductive ones. We had the right people 
around the table and there were some 
good things decided.”

Big deal or not, western harmoniza-

tion of LCV regs is at least on the road 
to being achieved. Chances are slim 
that such will happen east of Mani-
toba, however. 

“You and I are going to be long plant-
ed before we see LCVs running from To-
ronto to Winnipeg,” the MTA’s Dolyniuk 

said, noting that the in-
frastructure just isn’t in 
place. “To run Rockies, 
as an example, would 
probably not be a pri-
ority for most indus-
try folks for the simple 
fact that there are very 
few fleets left with 53-
ft. trailers and pup trail-
ers. Turnpikes seem to 
be the flavour of the 
day because of the sim-
ple fact that just about 
everybody runs 53-ft. 
trailers and in its sim-
plest form a turnpike 
double is just a tractor 
with two 53-ft. trailers.”

Dolyniuk does see 
potential for running 
LCVs across the 49th 
parallel, into the US, 
however. 

“There’s Interstate all 
the way from the Manitoba border right 
down to Texas,” he said, “and in my mind 
– and I’ve said it publicly for a number of 
years now – it would make total sense to 
look at running turnpikes virtually from 
Calgary, Edmonton, Regina, Saskatoon, 
Winnipeg, right through down the mid-
continent trade corridor along the Inter-
state all the way down to Laredo.”

The fly in that particular ointment 
could be the American government, 
however. Dolyniuk said that, as far as 
he remembers, the US federal govern-
ment has had a moratorium on LCVs on 
the Interstate highways since the early 
1990s. And that’s a shame in an era in 
which companies have to deal with is-
sues such as a driver shortage and reduc-
ing greenhouse gas emissions. 

“It all points to being more efficient 
and one of the ways to be more efficient 
is by operating turnpikes,” Dolyniuk 
said.

And even if this MoU is less than the 
happiness pill for which some might 
have hoped, at least it shows that things 
are moving in the right direction for the 
industry. 

Progress on 
LCV regs but 
harmonization 
still elusive

‘You go down 
the road with 
other weights and 
dimensions, axle 
configurations, 
super singles, etc., 
there’s a lot to be 
done.’
Don Wilson, AMTA

Western associations encouraged by 
latest steps towards harmonization, but 
admit there’s still a long way to go
Continued from page 1

Start training drivers on new US HoS 
now: Former FMCSA administrator
SEATTLE, Wash. – The Federal Motor Carrier Safety Administration (FMCSA) 
has rejected an appeal from the American Trucking Associations to postpone 
implementation of the new US hours-of-service rules. 

As a result, significant changes will go into effect as scheduled July 1, bar-
ring a court ruling to the contrary before then. 

A US Court will hear arguments against the new rules in March. However, 
Annette Sandberg, a former FMCSA administrator and now principal of Trans-
Safe Consulting, said carriers shouldn’t count on a delay or the courts overturn-
ing the new rules. She was speaking as part of a Zonar-sponsored Webinar on 
regulatory changes.

Sandberg said carriers should begin training drivers on the implications of the 
new rules now, so that they’re prepared for the roll-out in July.

As of July 1, drivers in the US will only be able to use the 34-hour reset pro-
vision once in a seven-day period, they will have to take off two overnight peri-
ods between 1 and 5 a.m. during that reset, and drivers will require a 30-min-
ute rest break within their first eight hours on-duty, limiting their total on-duty 
time to 13.5 hours. 

“If you’re using an EOBR, talk to your provider and say ‘When are you going to 
have the software ready?’ Those devices will do the calculations for you . If you’re 
still using paper logs, you need to do the training now,” Sandberg warned. 
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By James Menzies

Cargo securement regulations are dif-
ficult enough to interpret and stay cur-
rent with. What’s worse is when some 
suppliers to the industry make mat-
ters even more complicated, adding 
to the confusion rather than provid-
ing clarity about the laws that govern 
their products’ use.

Take for example the application of 
a Working Load Limit (WLL) to a rub-

ber tarp tie-down. This sends the mes-
sage to customers that the tie-down 
can be used as a primary securement 
device and that this particular brand 
of tie-down is superior, because it car-
ries a WLL. Not so, contend makers of 
industry-leading cargo securement 
products.

“This continues to be an issue and 
the cause of a great deal of confusion,” 
said Brian Larocque, managing di-
rector with Ancra Canada. “Partly to 
blame are the companies who dis-
tribute these products, and really do 
not understand the problem they are 
creating by promoting tarp ties with 
a WLL on them…These companies 
will do what they feel is necessary to 
make a sale, and to do so they twist the 
legislation and the interpretation and 
represent them as facts. No one holds 
them accountable for it, so they are al-
lowed to get away with it.”

This is also a thorn in the side of Al-
lan Boomer, sales team leader for Kine-
dyne in Canada.

“There are two suppliers that have 
rated them now and so people are still 
trying to use it as a tie-down, and it was 
never intended for that,” Boomer said. 

Contributing to the confusion are 
enforcement officers who, in some in-
stances, are charging drivers for using 
these devices for primary securement, 
but using language that indicates they 
are being charged with using a tie-
down without a WLL. This contributes 
to the belief that tie-downs can be used 
as primary securement devices as long 
as they carry a WLL.

“It is easier to tell the driver they are 
issuing a fine for a lack of a WLL instead 
of educating the driver that rubber or 
EPDM tarp ties should never be used as 
a tie-down,” Larocque explained. “From 
our perspective, products made from 
either rubber or EPDM are completely 
unsuitable to be used as a primary tie-
down. There is far too much stretch and 
give in a rubber or EPDM tarp tie, and 
therefore it does not meet the perfor-
mance criteria set out in NSC10.”

Companies like Ancra and Kinedyne 
have been unable to deter competitors 
from attaching WLLs to tie-downs, be-
cause, as Boomer said, “they’re selling.”

In fact, Larocque noted the prac-
tice seems to have spread to chains, 
with some suppliers now selling after-
market tags they say can be added to 
chains, giving them a WLL.

“For any information to be valid, 
it needs to be there from the manu-
facturer, not a mail order catalogue,” 
Larocque warned. “Even the addition 
of these tags by the manufacturers is 
still open for debate, and so far none 
of the traditional cargo securement 
manufacturers and designers have 
added them. It is pretty much a simi-
lar situation as the WLL on tarp ties; 
create some fear and misconceptions 
and some companies will use it to sell 
product. Enforcement in North Ameri-
ca has repeatedly said they will accept 
the grade marking on the chains as per 
the standards. If fleets and owner/op-
erators are relying on an add-on, af-
termarket tag to get them out of a fine, 
they could be mistaken.”

Even the markings on chains can be 
cause for confusion. Boomer said some 
suppliers are now etching the grade on 
every second link, which isn’t required 
by law and adds cost to the product 
with no real benefit – except for the 
supplier that can convince customers 

it’s required, and increase their sales 
through the spread of misinformation.

“One trend we’re seeing a lot of, and 
it’s almost becoming an epidemic, is a 
misunderstanding on how chains are 
supposed to be marked,” Boomer said. 
“The legislation states you have to have 
the grade on it every foot, and we had 
one company who came out and put 
it on every other link. A couple com-
panies are saying that’s what the rule 
is. It’s extremely costly to put that on 
every other link, so people are paying 
for something they really don’t need.”

Part of the problem within the car-
go control industry is that there is little 
adherence to industry standards, and 
a steady influx of new providers, most 
of whom don’t manufacture their own 
products. Boomer said most suppliers 
actually broker product, sourcing parts 
(ie. webbing and hardware) from wher-
ever in the world they can get it cheapest 
– often China. This leads to what Boomer 
describes as the “China fade”, explained 
this way: “The first product you’ll get is 
fantastic, but they’ll look at how they can 
still make this product, make it accept-
able, but save some money. So the prod-
uct quality starts to fade and it’s not what 
you originally started with.”

When choosing cargo securement 
products, Boomer suggested inspect-
ing the webbing for a tight weave. This 
will prevent road grime from getting 
between the threads and causing the 
strap to wear prematurely. He also ad-
vised against choosing straps with ex-
cess stitching, as extra, unnecessary 
holes will increase the likelihood of 
webbing failures.

Larocque is heartened to see more 
fleets and owner/operators investing 
in quality product.

“Every day, more fleets and own-
er/operators are investing in premi-
um products to extend the service life 
of their straps and reduce long-term 
costs,” he said. “The dangers and con-
sequences (of not doing so), range from 
fines and CSA issues with enforcement 
to lost and damaged cargo, to a poten-
tially serious accident.”

Larocque suggested fleets and O/
Os invest in newer, more abrasion-re-
sistant straps to extend the life of the 
products and reduce costs. 

Once the investment in quality straps 
has been made, Larocque said opera-
tors should inspect them for wear reg-
ularly, “from an enforcement point of 
view, every time they use them,” he 
said. He also said operators should 
be checking straps to ensure the WLL 
tag is in place or stenciled on the strap 
and that chains carry the proper grade 
markings. They should also look for ex-
cessive wear in the webbing/chain or 
hardware, which could lead to failure. 
Also, Larocque suggested removing the 
straps from the winches when not in 
use, to reduce their exposure to UV rays 
and the elements. Boomer added driv-
ers should pull over after travelling 400 
metres to ensure the load is still secure.

“With chains and straps, after 400 
metres re-check the tension on it be-
cause it’s going to become a little bit 
loose as things settle in,” Boomer ad-
vised, adding, “That’s not being done.”

Perhaps the most important advice, 
however, is to always err on the side of 
caution when securing loads.

“There is nothing wrong with add-
ing one or two more straps or chains to 
a load, as added insurance,” Larocque 
advised. 

Quality straps and a secure load give drivers one less thing to worry about while 
out on the road.
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Confusion by design

Are you confused 
about cargo 
securement rules 
for flatdecks? 
It doesn’t help that  
some suppliers 
want you to be.
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estern Canada-head-
quartered trucking 
fleet executives are 
much more enthusi-
astic about raising 
freight rates than 
their counterparts in 

the rest of Canada, our annual Trans-
portation Buying  Trends Survey in-
dicates. The survey, conducted in De-
cember and early January, found 63% 
of Western Canada carrier executives 
looking to raise their core pricing (ex-
clusive of surcharges) this year. In 
comparison,  only  44% of carriers 
headquartered in Central Canada, the 
nation’s manufacturing heartland, were 
looking to do likewise. 

Just as interesting is the fact that 
whereas only 4% of Western Canada 

carrier executives expected rates to 
drop in 2013 compared to the previ-
ous year, 15% of Central Canada car-
riers believed there would be down-
ward pressure on rates this year. 

That Western Canada carriers are 
more optimistic about their ability to 
raise rates comes as no surprise.  Our 
survey found the degree of optimism 
for business prospects in 2013 among 
Western Canada executives to be 
higher than the national average.

The majority of carrier executives 
responding to our survey expected to 
raise rates in the range of 2.1-4%. But 
a quarter were expecting core pricing 
to rise beyond 4.1% this year. 

Our research also includes survey-
ing of buyers of transportation ser-
vices across the country. That part of 

the survey found that Western Canada 
carriers have good reason to believe 
they can succeed in raising rates in 
2013. That’s because an almost iden-
tical number of shippers also expect 
trucking rates for both TL and LTL 
freight to rise this year. In other words,  
both carriers and shippers in West-
ern Canada appear to be on the same 
page regarding the inevitability of 
core price increases this year. 

The annual Transportation Buy-
ing Trends Surveys are conducted in 
partnership with the Canadian Indus-
trial Transportation Association, Cor-
mark Securities and CITT. For more 
information on the overall survey and 
other industry trends, check out the 
Inside the Numbers Knowledge Cen-
tre on www.trucknews.com. 

Western Canada 
carrier expectations 
for fuel surcharges 

in 2013
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By Lou Smyrlis

TW: What role can Manitoba play in 
capturing North American trade traf-
fic? Can it become, as some suggest, a 
gateway to the continent? 

Dolyniuk: Most of the traffic that 
comes inland from offshore, comes by 
container, which is moved by train. The 
trains from the West Coast basically go to 
Toronto and Chicago for distribution. If 
we are talking about train traffic, it cer-
tainly isn’t happening in Manitoba. That 
is the reality. If we could get the contain-
er traffic that rail is moving to Chicago 
and backhauling it to the Midwest you 
would have to think of the inefficiencies 
and emissions. Why do we accept this 
wasted activity? It would make sense 
moving that traffic to Winnipeg and 
distributing from Winnipeg, whether it 
be south into the US or to Northwestern 
Ontario or Saskatchewan. 

If we are talking east-west traffic in 
Canada, there is what there is, but you 
don’t have the flow.  If you go back to the 
’80s, Winnipeg was a distribution point 
to Western Canada and that’s because 
the goods came up from the northeast-
ern US to Toronto and Montreal and west 
across Canada. That doesn’t happen as 
much anymore. 

TW: Does the province have the in-
frastructure necessary to meet such 
ambitions? 

Dolyniuk: When it comes to infra-
structure to service that, in my mind 
there are three key highways: Highways 
1, 16, and 75. Highway 16 is a single lane 
highway from the TransCanada to the 
Saskatchewan border. It is heavily used 
by trucks travelling to Saskatchewan 
and, to a certain extent, Alberta. With 
the increase of Rocky Mountain dou-
bles running across the Prairies, all that 

traffic runs over the TransCanada High-
way and while that highway is in a bet-
ter state in Manitoba, it still needs some 
serious upgrades. We have a bridge out-
side of Brandon that has to be replaced, 
a bridge outside of Portage that has to be 
dealt with, and a bridge on the east side 
of the province on the TransCanada that 
has to be dealt with – so we have some 
significant infrastructure challenges just 
on the TransCanada.  

If we are talking about trade to the US, 
the major lane used is Highway 75 from 
Winnipeg south. We’ve been vocal about 
that highway since the flood of 1997. The 
province has spent millions upgrading 
the highway and raising the level of it. 
That’s great, but they haven’t dealt with 
the crux of the issue, which is when there 
is flooding on Highway 75, it happens 
around Morris and there is a bridge there 
over the Morris River that, until it is dealt 
with effectively, on certain years, we are 
still going to have detours. And the de-
tours add 100 kms one-way every time 
that happens. We continue to question 
how we can promote ourselves as a gate-
way when we can’t ensure an efficient 
roadway 365 days of the year.  

TW: If we look at Calgary, it has been 
quite successful in attracting warehouse 
operations over the past decade. Do you 
see Winnipeg being able to make a case 
for itself as a warehousing hub? 

Dolyniuk: No. Calgary is a good distri-
bution centre because of the population 
density in Alberta and B.C. Although we 
have acres and acres in Manitoba that 
we are proud of, there are still relative-
ly few of us living here in Manitoba and 
also in Saskatchewan. We don’t have the 
population density so why would you 
have a distribution centre here where 
you don’t have critical mass? It would 
make more sense to have a distribution 

centre where you have population vol-
ume and then you can distribute from 
there to the small population centres. 
That’s why Calgary has Winnipeg beat 
in that respect. 

But I can see Winnipeg making a case 
for itself as a value added centre. Part of 
the concept for Centreport is bringing 
partially finished goods into Winni-
peg and having value added processes 
done in Centreport’s tax deferral zone. 
This way you can finish the goods and 
not pay the taxes on them till you sell 
the goods. There is a good, steady, reli-
able workforce here to employ and we 
are in a central location for distribution 
for North America. And if you are talk-
ing about shipping to China, we have 
furniture manufacturers here and a lot 
of raw food products. China is enjoying 
wealth and with wealth, people want to 
have improved quality of life. We have 
quality products that could be produced 
or prepared here and shipped to China.

 
TW: Unless roads and bridges are com-
pletely crumbling, it has proven diffi-
cult to make infrastructure spending a 
priority. What can the trucking indus-
try do to raise awareness to the point 
that politicians feel they have to act?

Dolyniuk: That’s a good 
question. We are fortunate 
that our current minister lives 
in Thompson, Man. There is 
one highway to get to Thomp-

son and the minister knows that if that 
highway is closed you don’t get in and 
out unless you can afford a plane ticket. 
There is major industry there with min-
ing and the majority of the supplies come 
up by truck. If they don’t have that access 
the community doesn’t exist. 

Our highways have been deteriorat-
ing since the great building spurts of the 
’60s and early ’70s. All governments in 
Manitoba share in the responsibility for 
the state of our infrastructure today. I 
can remember years when the capital 
budget was less than $100 million. Now 
this government has committed $4 bil-
lion over 10 years to infrastructure. That 
is significantly more than we were put-
ting towards infrastructure before as a 
province. Unfortunately, and I hate to 
say it, it’s almost too little too late. You are 
talking about a province that has some-
where between 3,000 and 4,000 bridges. 
Bridge life is somewhere between 40 and 
50 years. We have hundreds if not thou-
sands of bridges reaching the end of their 
life span. Some of them haven’t been in-
spected in over a decade. 

Although there has been a signifi-
cant increase in infrastructure cap-
ital funding it is not going to get us 
out of the hole we are in. If you have 

not maintained your infra-
structure in 30 to 40 years, 
you’re not going to save it in 
10 years by doubling or tri-
pling your investment. 

In conversation with Bob Dolyniuk
In Part 2 of this interview, we discuss  
making Manitoba a true gateway to 
North America and failing infrastructure
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We need to see big picture, act now on 
driver shortage, Blagden tells MTA
By Lou Smyrlis

WINNIPEG, Man. – The province’s 
trucking industry is heading towards 
a “crisis in the very near future” as 
a result of the shortage of new peo-
ple entering the industry, according 
to Norman Blagden, president of the 
Manitoba Trucking Association.

The Manitoba trucking industry 
is expected to be short about 1,000 
drivers within seven years, Blagden 
stated in his president’s report, pre-
sented at the MTA’s Annual General 
Meeting.

Blagden said a number of factors, 
most notably lifestyle issues, is keep-
ing young people from entering the 
industry as drivers. 

Some of these factors include the 
inability to predict pay from one 
week to the next and the guesswork 
involved in determining home time. 

“Until changes are made, we will 
not be able to attract new drivers 
in the numbers we need,” Blagden 
said. “We cannot take the approach 
of waiting to figure it out when the 
time comes...We need to see the big 
picture and act now.”

A Conference Board of Cana-
da study released last month fore-
casts the Canadian trucking indus-
try could be short 25,000 to 33,000 
drivers by 2020. 

It also pointed out that the average 
age of the truck driver has increased 
from 40 years in 1996 to over 44 years 
in 2006 (the last year for which Cen-
sus information is available.) 

Over 20% of the driver population 
was over 54. Yet only 12% are under 
the age of 30.

Blagden noted the association has 
been very active over the past year 

in trying to address the driver short-
age issue. 

One of its most significant under-
takings has been trying to create a 
trucking industry sector council. The 
council’s goals would be increased 
industry investment in skills devel-
opment to promote a quality work-
force; a learning system that is in-
formed of, and more responsive to, 
the needs of the industry; and en-
hanced ability for the industry in 
recruiting and retaining its workers.

MTA has also been working on 
having “commerial driver” recog-
nized as a designated occupation in 
Manitoba. An application has been 
sent to Apprencticeship Manitoba 
for review.

“The anticipated result of this is 
that, in order for an individual to be 
recognized as a professional driver, 
they will have to meet certain mini-
mum training standards. The skills 
and expertise possessed by our driv-
ing population cannot be underes-
timated.

“Professional driver is a skilled 
trade and it is time that the skills and 
abilities of our commercial drivers 
are given the respect they deserve,” 
Blagden stated in his report. 

The MTA has also focused on re-
lationship building, reaching out to 
different sources of employees. Its 
Careers Committee has presented to 
a variety of organizations, including 
employment agencies, the military 
and secondary and post secondary 
institutions. 

The MTA is also working on an 
“English at Work” program, which is 
designed to improve the English lan-
guage skills of the province’s drivers. 

“This program will not only im-
prove the quality of life of those in 
the program but it will also improve 
the overall safety of our industry,” 
Blagden commented.

One positive development Blagden 
pointed to was the upswing in enrol-
ment in the Professional Truck Driv-
er Training Program, sponsored by 
Manitoba Public Insurance. 

In 2012, almost 100 new partici-
pants joined the apprenticeship-
like program for professional driv-
ers, which provides training in an 
accredited driver training school as 
well as on-the-job experience.

MTA’s emphasis on the driver 
shortage seems to have caught the 
ear of Ottawa. 

Steven Fletcher, minister of state 
for transport, who spoke at MTA’s 
Annual General Meeting, encour-
aged motor carrier executives to 
continue the dialogue on the driver 
shortage.

“If not addressed it could put a 
break not only on your industry but 
also on the entire eonomy,” Fletcher 
said, pointing out that about 90% of 
all consumer goods move by truck.

The transportation and warehous-
ing industry employs 5.7% of Mani-
toba’s labour force, and makes up 6 
to 7% of the provincial GDP. 
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By Lou Smyrlis

WINNIPEG, Man. – Gas Tax Fund mon-
ey, which amounts to an about $2 billion 
per year source of funding for munici-
palities, should be used for core infra-
structure work such as roads, bridges 
and sewers and not squandered on sexi-
er projects, according to Steven Fletcher, 
minister of state for transport.

“I urge municipalities to use it on 
roads, bridges and sewers, etc. and not 
on building stadiums or things like that,” 
Fletcher told motor carrier executives 
gathered for the Manitoba Trucking As-
sociation’s Annual General Meeting, ex-
plaining the money is derived from use 
of roads and should be reinvested to-
wards that end.

He was responding to a question from 
MTA’s Bob Dolyniuk on whether Ottawa, 
which passed legislation back in 2011 
to make the Gas Tax Fund a permanent 
source of funding for municipalities, re-
quired municipalities to use the money 
towards roads and bridges.

Ottawa doesn’t have that requirement 
apparently but Fletcher suggested the 
need for infrastructure funding is so 
great that any municipal council which 
diverted the money towards other proj-
ects likely would end up being voted out 
of office. Fletcher said access to the Gas 
Tax Fund provides communities across 
Canada with stable, predictable funding 
for their infrastructure needs.

Meanwhile, Ottawa has supported 
a number of infrastructure projects in 
Manitoba in recent years. For example, 
the federal government invested $42.5 
million in Highway 75 through the Gate-
ways and Border Crossings Fund. Stra-
tegic funding has also been granted 
to Centre Port Canada and the Port of 
Churchill.

To ensure affordability over the long 
term, Fletcher said a future plan will 
encourage greater use of public-private 
partnerships.

“This will help leverage new invest-
ments in infrastructure,” he said.

Another key element is the border. 
Canada and the US have agreed to make 

significant investments at key border 
crossings. Based on a preliminary as-
sessment of needs, Canada identified 
Emerson, Man., as one of the first five 
initial priority crossings, Fletcher said, 
adding he hopes to “have more infor-
mation to provide in the near future on 
that project.”

Fletcher said it was critical to spend 
money on infrastructure as a way to 
make trucking more efficient since 
trucks move some 90% of all consumer 
products in Canada.

“Your industry is a critical link in the 
supply chains that move goods from pro-
ducers and suppliers to markets, wheth-
er those markets are here in Canada, in 
the United States or overseas. It really 
boils down to this: when Canadians go 
to the store to buy a product, it’s a prod-
uct that probably reached that store by 
truck,” Fletcher said.

Infrastructure spending was also on 
the mind of Steve Ashton, Manitoba’s 
minister of infrastructure and transport.

Ashton said the Manitoba govern-
ment is now spending $85-$90 million 
per year on infrastructure, which repre-
sents a quadrupling of its spending from 
past years.  His government, he said, is 
committed to spending $4 billion over 
10 years on the province’s infrastructure.

“I think when people look back 50 
years from now and see what we’ve done, 
it will be right up there with the vision of 
putting rail across Canada. We are abso-
lutely committed to upgrading our road 
network and expanding it at the same 
time,” Ashton said. Recent projects in-
clude work on Highway 74, whose state of 
disrepair Ashton called an “embarrass-
ment”, as well as Highways 1, 15 and 10.

Another area of focus is all-winter 
road access into the province’s north-
ern communities, which are experienc-
ing population growth and also a boom 
in mineral exploration. Such communi-
ties were traditionally serviced by win-
ter roads but Ashton said those are be-
coming more difficult to keep open due 
to global warming.

“Our vision is to extend our all-weath-
er road network,” he said. 

Fletcher, Ashton call for simpler, more harmonized trucking regulations

Spending on infrastructure 
must be a priority, MTA told

By Lou Smyrlis

WINNIPEG, Man. – Canada’s transport 
regulations are under review and the 
person in charge of overseeing that re-
view, minister of state for transport Ste-
ven Fletcher, would like to see fewer of 
them in the future.

“We are trying to reduce the regula-
tory burden on business,” Fletcher told 
Manitoba Trucking Association’s An-
nual General Meeting. “The final report 
should be ready this spring and we are 
identifying regulations that should be 
repealed or amended.”

However, Fletcher said his discus-
sions with the trucking industry have 
resulted in suggestions for more regu-
lation rather than less because the in-
dustry would like the government to 
push ahead on legislation on a num-
ber of fronts, including electronic on-
board recorders to streamline hours of 

service reporting  and bobtails that im-
prove aerodynamics on trailers.

“It goes against my grain. You guys 
are not helping me out very much,” 
Fletcher joked about the call for addi-
tional regulations. “All these things are 
good but if you do have any regulations 
that you want to get rid of, that’s how I 
win the Ottawa game.”

Steve Ashton, Manitoba’s long-serv-
ing minister of infrastructure and trans-
port, said he shared Fletcher’s zeal for 
looking at burdensome legislation. His 
focus has been on improving harmo-
nization.

“When you are operating within four 
different Western provinces with differ-
ent regulations, it’s your worst possible 
nightmare,” Ashton acknowledged.

Ashton said his ministry has made 
“significant progress” in working with 
the Saskatchewan government to har-
monize spring thaw restrictions and 

RTAC legislation. Manitoba also re-
cently signed a Memorandum of Un-
derstanding (MoU) with the three other 
Western provinces promoting consis-
tency in the regulations concerning 
LCVs.

“We are making significant progress. 
But more needs to be done,” Ashton said.

He also congratulated the Manitoba 
Trucking Association for continuing to 
raise the issue of harmonization, ex-
plaining that often legislation remains 
unchallenged because it has simply 
been in the books a long time. 

“Shouldn’t it be possible to challenge 
that?” Ashton said.

In his annual report, MTA president 
Norman Blagden, pointed out the asso-
ciation is seeking a national MoU for tri-
drive tractors. Such tractors are allowed 
in Ontario and points west by permit or 
regulation and from Quebec east they 
are allowed only for heavy hauls.

“The MTA would like to see a national 
MoU for trucks of this type that will al-
low them to operate nationally, under 
the same standard from coast to coast. 
As part of the MoU, we expect that tri-
drive tractors will be able to haul tridem 
or tandem trailers. This will be of par-
ticular benefit to those who transport 
liquid bulk, dry bulk and raw products 
and materials, such as logs,” Blagden 
states in his report.

MTA is also working for a standard set 
of rules for low beds and double-drop 
trailers. Both of these types of equip-
ment were given little consideration 
when RTAC standards were developed 
and as a result are subject to a variety of 
different rules across Canada.

“As the equipment and machinery be-
ing transported by these types of trail-
ers continues to grow,” it is imperative to 
the MTA that this issue be addressed,” 
Blagden states. 
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is enforcement at both the federal and 
state levels, which could impose mas-
sive fines on companies providing EGR/
DPF Delete services or the operators who 
have the work done to their trucks.

Need proof of enforcement? Look no 
further than a $500,000 fine levied by the 
EPA in January against Edge Products, 
an American company that sold more 
than 9,000 devices allowing owners of 
model year 2007 or later diesel pick-up 
trucks to operate without their factory-
installed diesel particulate filters. 

“The Department of Justice will con-
tinue to vigilantly protect America’s 
health and environment through the 
enforcement of the Clean Air Act stan-
dards governing emissions from vehi-
cles and engines,” Ignacia Moreno, As-
sistant Attorney General for the Justice 
Department’s Environment and Natu-
ral Resources Division announced in a 
press release, clearly intended to scare 
providers of such services. “This settle-
ment holds Edge Products accountable 
for selling devices that allow consum-
ers to disable the emission controls on 
their vehicles by requiring the company 
to pay a penalty, buy back the devices, 
and perform a project to offset the air 
pollution resulting from the Clean Air 
Act violations.”

Here in Canada, however, the feds and 
provinces have, until recently, been at 
loggerheads just to determine who 
should be enforcing clean diesel regu-
lations. 

The recent consensus was that the 
provinces are responsible, but enforce-
ment to date has been non-existent. This 

black hole of enforcement has spawned 
the creation of a rapidly growing under-
ground – and in some cases, not so un-
derground – industry, which is profiting 
at the expense of the environment.

The Canadian Trucking Alliance 
(CTA) is calling on the provinces to be-
gin enforcing anti-tampering laws and 
would like to see the feds do their part 
as well.

“The issue here from a CTA perspec-
tive is two-fold. One, this is an image is-
sue for our industry. It has come with a 
heavy cost, but we now have smog-free, 
near zero emissions engines,” Stephen 
Laskowski, vice-president of the Cana-
dian Trucking Alliance told Truck West. 

“There are societal benefits to that 
and image benefits over time. If we’ve 
made that investment, we’re all forced 
to make that investment. The second 
aspect of that is a competitive playing 
field. If we are all using these engines, 
and these engines come with fuel ef-
ficiency restraints, if the restraints are 
shared by everyone, then that’s the re-
ality of the sector. What we don’t want to 
have is folks who not only ruin the image 
of our industry but also compete with 
a tractor that’s more efficient because 
he’s tampered with his engine. You can’t 
have an economic advantage by going to 
a lawless carrier.”

The way the laws are currently writ-
ten, Environment Canada relinquish-
es its authority over the vehicle once it’s 
manufactured to federal standards and 
delivered to the dealer or end user. 

“It’s then left to the provinces to en-
force,” Laskowski said. “We would ask: 
why wouldn’t you have joint federal pen-

alties along with the provincial penalties 
for these types of offenses to discourage 
it even more? That’s an issue we’re rais-
ing in Ottawa. In the States, the EPA has 
tampering rules and they have state laws 
as well, but you face significant penalties 
in the US from the EPA when you tam-
per with emissions devices and you’re 
caught. We don’t have that federal pen-
alty hanging over people, and we ask 
why not?”

The CTA is calling on provinces to go 
after the shops that are providing the 
service.

“The CTA’s position is this: let’s not go 
on a witch hunt at the scales throughout 
Canada, lifting up hoods and looking for 
things. Go after the guys that are offer-
ing this service and shut them down,” 
he said.

To find out just how prevalent and at-
tainable these services are, Truck West’s 
on-road editor Harry Rudolfs conduct-
ed an investigation, calling numerous 
shops across Canada under the guise of 
an owner/operator or small fleet owner. 
He found many service providers openly 

advertising their services online. Some 
admitted the practice was illegal, oth-
ers were of the opinion it’s legal in Can-
ada and still others admitted they were 
“bending the rules.” The inconsistencies 
should not come as a surprise, given the 

lack of clarity from Ottawa. 
With no more effort than a Google 

search and a couple of phone calls, Ru-
dolfs found shops locally and across 
Canada willing to provide the service. 
Others provided referrals for shops that 
would do the job, revealing a broad 
network of well-connected service pro-
viders. Rudolfs also came across shop 
owners who refused to engage in the 
“unethical” procedure. (You can read 
all about Rudolfs’ investigation in the 
accompanying article on pg. 36). The 
inconsistencies in how the laws are in-
terpreted, even by those performing the 
services, are understandable.

We polled government officials in On-
tario and Alberta to get an idea of the lev-
el of enforcement that exists. In Ontario, 
the Ministry of Transportation referred 
our questions to the Ministry of the En-
vironment. 

Kate Jordan, spokesperson with the 
communications branch of the MoE, 
said, “All vehicles must have the emis-
sion components that they came with 
from the manufacturer and these must 

be connected and in 
proper working condi-
tion. If a vehicle is found 
to be out of compliance 
with the ministry’s re-
quirements, enforce-
ment action is taken.”

Jordan said the MoE 
can issue warnings, 
tickets, summons and 
orders to the drivers 
and owners of the ve-
hicles, and can even go 
so far as to seize licence 
plates and remove the 
trucks from the road. 
She said Ontario’s 
Drive Clean program, 
which requires trucks 
seven years of age and 
older to be tested for 
emissions every two 
years, should identify 

any trucks that have had their emis-
sions systems modified.

However, the scofflaw garage owners 
Rudolfs spoke to boasted of their ability 
to delete the EGR/DPF systems and still 
pass the opacity tests conducted through 
Drive Clean.

In Alberta, installing a DPF delete kit 
itself is not a regulatory offence, accord-
ing to Alberta Transportation spokesper-
son and public affairs officer Trent Ban-
carz. However, the annual Commercial 
Vehicle Inspection Program (CVIP) in-
spections conducted on all large trucks 
do require an OEM or equivalent ex-
haust system.

“This CVIP criteria comes from the 
National Safety Code Standard 11B, 
which all provinces have adopted,” he 
said. “If the only thing a vehicle own-
er has done is have a DPF Delete kit in-
stalled, then the vehicle should fail a 
CVIP inspection. The 11B criteria is be-
ing reviewed currently. It is expected 
the criteria pertaining to emission sys-
tems will be clearer, and a DPF Delete 
kit or removing emission systems will 
be a clear reject criteria. When the 11B 
is updated, a commercial truck with a 
DPF Delete kit will not pass an Alberta 
CVIP inspection.”

This could spell trouble for owner/op-
erators or fleet owners who’ve had such 
work done to their trucks. Reversing the 
process would also require purchasing a 
new particulate filter, which costs thou-
sands of dollars on its own. (In some cas-
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es, the DPF is removed from the truck, 
but more often, it’s hollowed out so the 
truck appears to be in compliance dur-
ing visual inspections. The hollowing 
out of a DPF renders it completely inef-
fective). It’s possible many drivers will 
be stuck with trucks they can no longer 
certify under the CVIP, without a costly 
reversal of the work they paid so dearly 
to have done. 

All indications are that increased en-
forcement of the regulations is coming at 
the provincial levels. Truck West learned 
the issue was discussed during a recent 
Canadian Council of Motor Transport 
Administrators meeting. A crackdown 
could be imminent, putting an end to 
the service offerings or driving provid-
ers further underground.

OEMs, also, strongly advise against 
the practice.

Lou Wenzler, technical sales support 
director with Cummins, said it’s diffi-
cult to tell how widespread the issue of 
engine tampering is. However, he said, 
“Cummins does not condone tampering 
with our products in any capacity at any 
time during the product’s life.”

Wenzler said Cummins has a corpo-
rate policy preventing its own distribu-
tors from engaging in the activity, and 
added “Cummins’ warranty policy spe-
cifically states that any failures caused 
by incorrect engine modifications are 
not covered by Cummins. Tampering 
with or disabling emissions control de-
vices may also impact repair times.” 

Wenzler suggested prospective buyers 
of used trucks that may have had their 
emissions systems modified should have 
those trucks first inspected by an autho-
rized service location. 

Like Wenzler, Canadian officials have 
had difficulty ascertaining the reach of 
such practices. CTA’s Laskowski said: 
“There’s a smorgasbord as to what can 
be done out there. The degree to which 
people are taking advantage of it is un-
known, but there are various creative 
garages doing various creative things to 
the environmental equipment in pursuit 
of improved fuel efficiency.”

Rudolfs’ unprecedented investiga-
tion, beginning on this page, paints a 
clearer picture of just how widespread 
and easily attainable these services are 
in Canada.  

s long as there have been 
pollution controls on en-
gines, someone has tried 
to mess with them, either 
by removing, bypassing 
or modifying compo-
nents. With all the dis-

trust over 2008 and newer truck engines, 
it’s not entirely surprising that some 
owner/operators and small fleet own-
ers might consider tampering with their 
exhaust gas recirculation (EGR) and die-
sel particulate filter (DPF) systems.

But what is surprising is how much of 
this is going on. Although it is technically 
illegal to obstruct or dismantle pollution 
controls on trucks, the almost total lack 
of enforcement across Canadian juris-
dictions has allowed some vendors to 
quickly fill this niche. Calling around, 
within half an hour, I found several in-
dependent garages in Ontario and Que-
bec that would remove and delete the 
EGR/DPF from almost any EPA-com-
pliant engine.

Either by Internet or word of mouth, 
truck owners are attracted to shops and 
vendors that promise better fuel mileage, 
more horsepower and an end to expen-
sive DPF maintenance bills. With the ad-
dition of a straight pipe running through 
the gutted DPF canister, the modified 
tractors look almost identical to the ones 
coming from the factory.

Beyond the reach of Environment 
Canada, and existing in the grey area 
of seemingly unregulated “aftermar-
ket modifications,” the practice seems 
to have picked up steam in the last six 
months. One garage in Montreal has a 
two-week waiting list and claims to pro-
cess 20 rigs per day. A simple search of 
the Internet turned up an online vendor 

in British Columbia who openly boasted, 
“SAVE UP TO 3 MPG!...We can eliminate 
the DPF-EGR from your Cat C7,C9, C13 
or C15, Cummins ISB, ISC, ISL, ISX, De-
troit DDEC 4&5 engines.”

The president of J-Ball Electronics, 
Don Jenner, answered the phone him-
self when I called an 800-number list-
ed on the above Web site, posing as the 
owner of a 2009 Peterbilt having prob-
lems with the DPF system. 

“You and about four million other 
people!” he joked. “I can take you back 
to the good old days,” he assured me. 
He promptly e-mailed me a prospective 
work order and pricing for “several sce-
narios” as well as step-by-step instruc-
tions on how to remove the turbo and 
EGR cooler. The final step read: “Kiss 
your downtime goodbye!”

Located in Vernon, B.C., most of 
Jenner’s business is by mail order, 
it seems, with truck owners remov-
ing the ECMs from their trucks and 
shipping them to him by courier for 
reprogramming. Most likely, his cli-
ents would engage a private shop to 
get their work done using the plates 
and gaskets that can also be ordered 
from this supplier, depending on what 
strategy is employed to defeat the soot 
burner and EGR cooler.

Reprogramming the ECM to run at a 
much leaner mixture is crucial to this 
process and costs thousands of dollars. 
Evidently, DPF deletion takes about six 
hours to complete, but the real cash cow 
in all this is the software. Once the en-
gine codes have been hacked and modi-
fied, the program costs nothing to copy 
and is easy to franchise to other garag-
es, and is the most expensive part of the 
procedure. 

Checking with a few black mar-
ket garages, the price for the modi-
fications varies from around $3,000-
$6,600 depending on the model engine 
and which methodology the customer 
wishes to pursue. And Jenner didn’t 
flinch when I asked him if the tamper-
ing is illegal, although he admitted, 
“We are bending the rules.” Another 
vendor admitted, after some prodding, 
“It is illegal…I guess.”

In over-the-phone conversations 
with other DPF Delete providers, as-
surances were given that this won’t 
hurt the engine, but rather, will dra-
matically increase performance. And 
the fuel savings can be astronomical, 
tens of thousands of litres per year is 
the claim. 

One garage owner in Central Ontario 
told me that I could expect to get 50 or 
60 more horsepower and much better 
mileage. More importantly, he promised 
to tune the exhaust so that it could pass 
emissions thresholds set by the MTO 

Enforcement non-existent
Continued from page 34 DPF Delete

Harry Rudolfs

On-Road 
EditorA

A lack of oversight has allowed an 
underground industry to flourish at 
the expense of the environment
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during inspections that are required ev-
ery two years in Ontario. A technician 
at J-Ball Electronics seemed to concur: 
“We’ve had lots of guys (from Ontario) 
running these and haven’t had any com-
plaints or issues.”

It’s worth noting that these are not 
small, fly-by-night repair shops, as 
some drivers suggested on the CB ra-
dio. The businesses I contacted were 
mainstream engine tuning and truck 
repair operations. One fellow was hun-
gry enough for business that he called 
me back a couple of times, and told me 
he’d been doing these conversions for 
two years. He also claimed to have de-
leted the DPF-EGR on an entire fleet of 
Class 8 trucks.

Most owner/operators have heard ru-
mours of this kind of thing going on, 
others may know someone who has 
had their emissions system “modified.” 
After getting stuck behind snowplows 
with a bunch of truck drivers on my 
way into Toronto, opinion amongst the 
drivers I surveyed on the CB radio was 
mixed. One driver was annoyed that 
people are getting away with breaking 
the law and not playing fair. Another 
driver told of a bad experience trying to 
bypass emissions controls on his 2007 
engine, and had to replace the whole 
system eventually, so he obviously 
didn’t recommend it.

But frustration around EPA-compli-
ant engines post-2007 is understandable. 
Replacement parts are very expensive: 
a blown EGR cooler can cost thousands 
of dollars. Perhaps part of the problem 
lies with the OEMs, themselves, and 
poor communications after some start-

up problems with the first generation 
EGRs. It’s not hard to find drivers who 
have had problems with these engines. 
One service manager told me about a 
fleet of 12 trucks that was literally “glued 

to the yard” because of DPF problems.  
Via e-mail, owner/operator Elwood 

Rines complained about the cost of 
maintaining the DPF, cleaning the fil-
ter and injectors and “all of the things 
that the dealer doesn’t tell you about.” 
Rines runs long-haul for Bison Trans-
port out of Winnipeg. He had heard 
through the grapevine that DPF dele-
tion was going on. 

“I wondered when guys would 

start tampering with the exhaust,” he 
quipped.  

But Rines is pretty sure removing the 
EGR/DPF is not the solution. “Not inter-
ested,” said Rines. “I traded in a 2009 last 

April because it was re-
generating at inappro-
priate times. But this 
2013 Volvo has been 
good so far with mileage 
between 7 and 7.5 mpg.”

It is worth noting 
that some of the shops 
I called were strongly 
against this practice, 
while others were quite 
willing to provide refer-
rals to places that had 
no qualms about do-
ing so. But one garage 
manager and part own-
er takes a dim view of 
businesses offering this 
service. 

“It is totally illegal and 
unethical,” according to 
Joe Cuffaro of Cambec 
Diesel in Montreal, Que. 
“These trucks are born 
with this. In the long run 

they may have to reverse the process.” 
Cuffaro suggests that it is only a matter 

of time before provincial governments 
crack down on these operations. 

“It’s not the case that these trucks 
are spewing a lot of pollution,” he says. 
“If you do a sniffer test on them you’ll 
find they run very, very clean. But 
what gives them the right to remove 
the original equipment? If I’m Paccar, 
I have to answer to federal regulations, 

but who do these guys answer to? The 
worst-case scenario would be if one 
of our customers got nailed doing this 
and it got traced back to us. That’s why 
we don’t do it.”

DPF Delete suppliers might argue that 
they are providing a service that custom-
ers want, and since the modified units 
will pass emissions tests, what is the 
harm in doing so? As well, if the regula-
tions are vague, unenforceable and no 
one has been charged, why not provide 
this option?

But from another perspective, discon-
necting emissions controls is wrong on 
many levels. The tragedy of this situa-
tion is that the latest EPA10-compliant 
engines seem to have most of the bugs 
worked out of them, and they produce 
almost zero NOx and extremely low lev-
els of particulate. If everyone followed 
the rules, the case could be made that 
these newer engines shouldn’t even be 
required to undergo emissions testing 
as the air coming out of the exhaust is 
almost breathable.

But removing EGR and DPF systems 
from trucks means you’re running the 
emissions wide open once again, and 
we’re back to pre-2002 levels. 

And taking a larger view, widespread 
EGR/DPF tampering is a step backwards 
for an industry and manufacturers that 
have taken great pains to show they are 
good environmental players. Although 
provincial environment ministries have 
dropped the ball on this issue, there are 
some indications that they are starting to 
pay attention, and that enhanced fines 
and beefed-up enforcement cannot be 
very far off.  

‘It is totally illegal 
and unethical. 
These trucks are 
born with this. 
In the long run 
they may have 
to reverse the 
process.’ 
Joe Cuffaro, Cambec Diesel

   fleet news

Canadian fleets sweep TCA safety awards
LAS VEGAS, Nev. – Canadian carriers pulled off a clean sweep of the top National 
Safety Awards presented at The Truckload Carriers Association (TCA) conference.

The 2012 grand prize winners of TCA’s coveted National Fleet Safety Awards 
are Brian Kurtz Trucking of Breslau, Ont., and Bison Transport of Winnipeg, Man.

The 37th annual awards, sponsored by Great West Casualty Company, were 
presented March 5 during TCA’s Annual Convention held at the Wynn Las Vegas.

Brian Kurtz Trucking, represented by Brian Kurtz, president, won the award for 
truckload companies in the small carrier division (total annual mileage of less 
than 25 million miles), while Bison Transport, represented by Rob Penner, exec-
utive vice-president and COO, won for truckload companies in the large carrier 
division (total annual mileage of 25 million or more miles).

“Safety doesn’t just happen by chance – it takes a lot of hard work. It also re-
quires a group effort,” said Chris Burruss, TCA’s president. “From the senior lead-
ership to the administrative support personnel, to the safety directors and the 
drivers themselves – the entire team from both Brian Kurtz Trucking and Bison 
Transport should be commended…you are the safest fleets in North America!”

Brian Kurtz Trucking was also recently named a TCA Best Fleet to Drive For, 
an honour that stems from driver nominations and general overall satisfaction 
with a carrier. Kurtz’s safety management program creates responsibility for and 
involvement in safety initiatives at all levels, from the president to every employ-
ee. It only hires potential drivers who have two years of verifiable cross-border 
driving and can pass high-standard behavioural and situation-based interviews, 
among other criteria. Through a new online system, drivers receive customized 
training that addresses individual needs while allowing for self-paced learning.

According to Brian Kurtz Trucking’s grand prize application, “Our mission is 
to be the best, to constantly set the bar a bit higher, to be the fleet that others 
set their standards to.”

Bison Transport runs a top-notch safety program with high standards. It pro-
vides a supportive and appropriate structure, while focusing on hazard awareness 
and the establishment of safe processes and actions. Over the last three years, 
its total accidents per million miles has decreased 23%, while its overall acci-
dent, insurance, and claims cost has been reduced by more than $1.1 million.

Bison has created an enviable corporate culture that utilizes the mantra, “You’re 
safe with me.” This brand reminds employees about the company’s safety val-
ues and raises awareness about the importance of their actions.

According to Bison Transport’s grand prize application, “Being the safest fleet 
in North America comes as a result of each person doing their very best to pro-
vide safe and reliable transportation services. It is a reflection of who we are 
and how we work together.” 
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By James Menzies

TROY, Mich. – Meritor Wabco held 
a Webinar with journalists in early 
March, to update the industry on a se-
ries of new or improved products aimed 
at reducing fuel and crash costs for fleet 
customers.

OnGuard collision 
mitigation system
The first of those products was a vastly 
improved version of Meritor Wabco’s 
OnGuard collision avoidance system. 
The new generation OnGuard sys-
tem, first demonstrated to journalists 
last summer, is now in production on 
Freightliner and Kenworth trucks, with 
Navistar and Peterbilt coming online 
in the second quarter, Mark Melletat, 
director of trailer and field operations 
with Meritor Wabco announced.

The most significant enhancements 
are a higher-definition radar that pro-
vides a 200-metre range, compared to 
the previous standard of 150 metres. 
It can also detect vehicles in adjacent 
lanes to a tractor-trailer, and take that 
information into consideration when 
intervening with brake applications or 
other actions to prevent a crash. 

“If we know there are vehicles in ad-
jacent lanes, and we know we can’t ma-
noeuvre out of that lane, the system 

would activate sooner – and millisec-
onds count,” said Melletat.

The new OnGuard also offers sta-
tionary object detection and haptic 
warnings (a rapid pulsing of the brakes 
to get the driver’s attention). 

Melletat said the new OnGuard ra-
dar is eight times greater than any oth-
er radar sensor in the market. Mean-
while, inside the cab, the display has 
been redesigned to occupy just two 
gauge positions on the dash compared 
to four previously. Meritor Wabco of-
ficials said OnGuard enjoys a nearly 
100% re-order rate with customers, 
and one fleet has reported reducing 
its rear-end collisions by 80%.

Trailer stability
Also announced was the launch of Mer-
itor Wabco’s new trailer stability sys-
tem, Rollover Stability Support (RSS) 
1M. The new stability system is avail-
able as a retrofit kit. Also, the system is 
compatible with a wider range of trail-
ers, including refrigerated, flatbed and 
livestock.

Fleets using Meritor Wabco’s trail-
er stability system on tanker trailers 
have seen a 70% decrease in rollover 
accidents, Melletat noted. About 90% 
of new tanker trailers are spec’d with 
stability systems. 

“We’re happy to announce today 

that we’re broadening the availability 
of this technology to other markets,” 
Melletat said. 

Features include the automatic de-
ployment and lifting of lift axles, based 
on the load conditions of the axle. This 
can allow fleets to reduce costs on toll 
roads when empty. RSS 1M also pro-
vides integration with tire inflation 
systems and telematics, conveying to 
drivers inside the cab when tires are 
losing air pressure.

Electronically controlled 
air dryer
Meritor Wabco also announced ex-
panded availability of its System Sav-
er electronically controlled air dryer 
(ECAD), which was first introduced in 
February 2012 with Volvo. Early adopt-
ers are realizing fuel savings of 0.75-
1.5%, according to Melletat.

The savings are achieved through the 
system’s ability to determine when the 
engine is under load and then take ad-
vantage of downhill or cruising periods 
to load the compressor. This reduces 
load on the engine when it’s working its 
hardest in high-demand cycles.

The electronics within the new 
design eliminate the need for a me-
chanical governor. Other advantag-
es include: reduced parts and main-
tenance; the elimination of a separate 
air tank; and improved reliability, due 
to there being fewer leak paths.

“We’re really trying to optimize the 
functionality of the compressor dur-
ing these low-peak periods on the en-
gine,” Melletat explained. “This really 
represents a significant step forward in 

electronics for air systems and we con-
tinue to introduce additional products 
in this arena.”

The fuel savings seen by early adopt-
ers equate to about $400-$800 per 
truck each year, Melletat said. “This 
is a conservative number, based on 
100,000 miles per year in operation,” 
he added. He hinted that other OEMs 
besides Volvo will soon be offering the 
System Saver ECAD.

ECAS for 6x2 axles
Finally, Melletat discussed Meritor 
Wabco’s electronically controlled air 
suspension (ECAS) for 6x2 axle config-
urations. Spec’ing 6x2 axles provides a 
weight savings of 300-400 lbs and fuel 
consumption reductions of 2-6%, but 
customers traditionally have been con-
cerned about a lack of traction in slip-
pery conditions.

Melletat said the ECAS electronics 
automatically shift weight from the tag 
axle to the driven axle in low-traction 
scenarios, providing traction about 
equal to traditional 6x4 vehicles. 

Videos shown by Meritor Wabco dur-
ing the Webinar showed a loaded tractor-
trailer effortlessly climbing a snow-cov-
ered hill with the help of ECAS, while a 
6x2 without ECAS spun its wheels.

Manual load transfer systems cur-
rently on the market allow the opera-
tor to overload the driven axle, causing 
“catastrophic failure of the axle itself.”

ECAS shifts the right amount of load 
to ensure traction without putting any 
components at risk, Melletat explained. 
ECAS has been paired with Meritor’s 
FueLite 6x2 axle and is now available 
with one OEM, but Melletat said there’ll 
be a major launch in April. The ECAS 
system can be paired with any manu-
facturer’s 6x2 axle and is available as a 
retrofit kit, Melletat added. 

Meritor Wabco updates products
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Navistar appoints Troy Clarke president, 
CEO; posts $123 million Q1 loss
LISLE, Ill. -- Navistar has appointed Troy A. Clarke as its president and CEO, ef-
fective April 15. Clarke, currently the company’s president and chief operating 
officer, will also join the board of directors. At the same time, Lewis B. Camp-
bell, who has served as executive chairman and interim CEO since August, will 
step down from those positions and from the board. James H. Keyes, who has 
served as a board member since 2002, will become non-executive chairman, 
also effective April 15.

Campbell pointed to the “significant progress” Navistar has made over the 
past six months. “When I assumed the interim CEO role last August, I was pre-
pared to stay as long as necessary to oversee the company through a transition 
period, and today I am pleased to announce our turnaround is firmly underway 
and our return to profitability is clearly in sight,” he said. “I am also delighted 
that the board and I have decided that Troy is the right executive to lead the 
company forward at this time, and I am confident Navistar will continue to build 
on its momentum – improving performance and quality for customers and cre-
ating shareholder value.”

The announced changes in management coincide with the release of Navis-
tar’s first quarter results. Navistar reported a first quarter 2013 net loss of $123 
million, compared to a first quarter 2012 net loss of $153 million. 

The company’s year-over-year earnings increased $163 million, mainly due to 
$109 million in lower warranty adjustments and $70 million in reduced SG&A 
expenses, partially offset by lower volumes, according to company officials. 

“We are beginning to see concrete progress on each of our near-term priori-
ties – improving our quality, launching our new SCR engine programs on sched-
ule and delivering on our 2013 operating plan, which will put us on a path to 
profitability. Although we reported a first quarter loss, we believe we made solid 
progress in the first quarter toward these goals,” Campbell said. “That progress 
includes submitting our 13-litre SCR engine for certification ahead of schedule, 
kicking off of pilot production for ProStar+ vehicles with the 13-litre SCR engine 
earlier this week, strengthening our quality performance and effectively manag-
ing things that we can control. These include aggressively managing inventories 
and significantly reducing discretionary spending enterprise-wide.”  
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By Lou Smyrlis  

CABO SAN LUCAS, Mexico – Look-
ing for better ways to deal with the cy-
clicality of the NAFTA market, Daim-
ler Trucks North America (DTNA) 
has launched an international mar-
ket growth strategy that calls for sig-
nificant increases in sales and market 
share gains in overseas markets.

The new strategy, dubbed Vision 
15,000, calls for sales outside of DTNA’s 
NAFTA territory of 15,000 units. The ap-
proach brings recently launched inter-
nationally-focused DTNA products to 
new markets in the Middle East and Af-
rica, and extends existing regional pro-
grams in Australia, Latin America and 
South Africa. 

DTNA already exports approximately 
10,000 vehicles annually, and is the in-
dustry leader in the export of heavy-duty 
trucks from North America.

“With a robust international busi-
ness, we can help mitigate the inevita-
ble cycles of the North American com-
mercial vehicle market. This initiative 
to manage cyclicality is also a primary 
strategic goal of Daimler Trucks glob-
ally under the Global Excellence initia-
tive,” explained Mark Lampert, senior 
vice-president of sales and marketing 
for DTNA during a press conference 
here in Cabo San Lucas.

DTNA’s largest current international 
markets include Australia, New Zealand, 
South Africa, Chile, Peru and Colombia. 
Freightliner- and Western Star-brand 
trucks are also sold in numerous coun-
tries in Latin America, Africa, the Mid-
dle East and the Asia-Pacific regions. In 
each of these areas, DTNA is enhancing 
its distribution network and brands to 
prepare for further growth.

In addition, the company is eyeing 
further market entries in Asia and Afri-
ca where Freightliner and Western Star 
vehicles fit local operating requirements.

Daimler says Vision 15,000 is deriving 
significant momentum from new vehicle 
launches. The company is now launch-
ing the Freightliner Coronado 114 for the 
Australia market. DTNA has also intro-
duced a new version of its flagship inter-
national truck, the Freightliner Argosy, 
in key international markets. The new 
Argosy, a heavy-duty cabover truck and 
tractor, is now being sold in Australia, 
South Africa and New Zealand.

To support its global strategies, 
DTNA is also building up its interna-
tional organization. 

The company has invested in an in-
ternal resource increase and has close-
ly aligned engineering, product devel-
opment, training, quality and product 
planning to leverage the company’s 
global optimization strategy.

Meanwhile, the NAFTA market ac-
tually shrank in 2012 in comparison to 
2011 when considering orders for Class 
8 trucks. In 2011 there were 305,759 or-
ders placed whereas orders came in at 
229,427 in 2012, a 25% drop. The start 
of 2013 continued the downward trend 
with 22,191 orders placed in January (be-
fore February’s strong totals).

Still Lampert remains cautiously 
optimistic about 2013 which he calls  
“far from dead.”

“The first quarter is going to be the 
hardest quarter and it will be up from 
there to about 10% up or down from 
2012,” he said.

In addition to relying more on inter-
national sales to ride out the cyclical-
ity of the NAFTA truck market, Lam-
pert said DTNA is looking to increase 
its already market-leading share of the 
NAFTA market. Its share of Class 8 sales 

was up 1.9% last year in NAFTA, 2.5% 
in the US and 0.3% in Mexico.

“And we hit it out of the park in Jan-
uary in the US with 44.6% share, an 
all-time high,” Lampert added, al-
though he acknowledged a market 
share lead of such magnitude is not 
likely to be retained.

Eyes on vocational 
market
Meanwhile, in the US and Canada, 
DTNA remains committed to growing 
its market share in the vocational market 
despite the fact its efforts to date have not 
led to a leadership position, says David 
Hames, general managers of marketing 
and strategy for DTNA.

Since deciding to make a play for 
the lucrative vocational market a 
few years ago, DTNA has been able 
to gain the leading market share in 
the food and beverage and also the 
refuse side of the business in Can-
ada and the US but when it comes 
to the utility, government and con-
struction markets, International still 
reigns as the market leader while 
Kenworth has the lead in special-
ized hauling.

“We’ve woken up the competition 
and we’ve grown even though we 
haven’t achieved a leadership posi-
tion,” Hames said. “But now that we’ve 
got (the competitors’) attention, this is 
where it gets interesting. We’ve got a 
target on our back now.” 

CABO SAN LUCAS, Mexico – Halfway through the Super-
Truck program, a partnership between the US government 
and truck OEMs aimed at moving the needle on truck inno-
vation, Daimler Trucks North America (DTNA) has announced 
it has validated a 25% freight efficiency improvement in real-
world testing conditions.

The company has completed Phase 1 of the SuperTruck 
program and feels that based on the results so far it should 
be able to get to the target of a 50% improvement in freight 
efficiency by the program’s end in 2015, said TJ Reed, direc-
tor of product strategy at a special press briefing in Mexico.

“We feel extremely good about where we are going,” 
Reed said.

Sponsored by the Department of Energy (DOE) under the 
American Recovery and Reinvestment Act of 2009, DTNA 
and other project partners including national labs, universi-
ties and suppliers are examining opportunities that signifi-
cantly improve freight efficiency, reduce fuel consumption 
and greenhouse gas emissions of Class 8 trucks. DTNA is 
using its 2009 Cascadia model as its baseline for improve-
ment comparisons. Reed said he expects about 30% of the 
targeted improvement in freight efficiency to come from en-
hancements to the tractor-trailer combination and the re-
maining 20% from the engine.

DTNA is focusing on a multitude of areas that impact 
freight efficiency, including aerodynamics, powertrain inte-
gration, weight reduction, energy management, reduction of 

parasitic losses, electrification of components, and hybrid-
ization. To date, the program has worked through develop-
ment and testing phases from computer modeling to compo-
nent bench testing, and most recently, in vehicle validation.

“The validation of our results point mainly to improve-
ments found in aerodynamics, smarter vehicle control 
systems and powertrain enhancements including hybrid-
ization,” said Dr. Maik Ziegler, director of advanced en-
gineering, DTNA. “The reduction of parasitic losses, roll-
ing resistance and vehicle weight are other essential 
parameters, which are necessary to reach such an ag-
gressive target.”

Earlier in the day, Mark Lampert, senior vice-president of 
sales and marketing, said advances in fuel economy are be-
yond the point of OEs being able to excite the market by in-
troducing one or two things that can boost fuel performance 
by a percentage point or two.

“It’s a race towards how many things can you package 
together to get a significant gain in fuel economy,” he said.  
For example, by employing such a package, which includes 
everything from a modified air dam and hood and bumper 
fill to cooling enhancements and a windshield seal on its 
Cascadia Evolution, DTNA is able to get 10.76 mpg in test-
ing and better than 9 mpg in road trials.

Reed also pointed out that some of the improvements re-
alized under the program are helping fleets boost their op-
erations right now. 

DTNA looks to bolster export market
Daimler also plans to continue 
aggressively pursuing the vocational 
truck market here in North America

BROKER
Day & Ross Dedicated Logistics is hiring a 

Broker/Driver 
to run Moose Jaw to Prince Albert.

Tuesday through Saturday 

Earning $725.00/day (ST) 

or $825.00/day (TT)
plus competitive fuel compensation program.

     You need:  (ST) Verifiable 1-year Class 5 with air brake 
experience and Clean Abstract

Apply today: Phone: Breno De Lima @ 403-720-9046
  Email: breno.delima@dayandrossinc.ca
   In Person:  234180 Wrangler Road SE, 

Rocky View AB T1X 0K2

CITY DELIVERY/SHUNT DRIVER
Day & Ross Dedicated Logistics is hiring 

2 Company Drivers
Earning $24.00/hr

you will work Monday to Friday as a 
City Delivery/Shunt Driver.

Two shifts available: days, afternoons.

Edmonton AB

     You need:  Verifiable 2-years Class 1 Experience and 
Clean Abstract

Apply today: Phone: Kirk Perrett @ 780-638-2201
  Email: kirk.perrett@dayandrossinc.ca
   In Person:  11727-178th Street, 

Edmonton AB T5S 1N6

Daimler looks to move needle on truck efficiency
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very crash site tells a sto-
ry. Skid marks can be 
used to calculate vehi-
cle speed, direction, and 
where the brakes were ap-
plied. Gouges in the road, 
when matched to dam-

aged equipment, help determine the 
direction and force of impact. Some-
thing as simple as the colour of paint 
on a guard rail can show which vehi-
cle bounced off the protective barrier.

Formal collision review committees 
dig even deeper than evidence like this 
– exploring the underlying causes of 
any crashes and recommending cor-
rective actions. That can be valuable 
insight for any fleet.

The make-up of these committees 
varies from one fleet to the next, but ef-

fective models tend to include a cross-
section of experts including drivers, 
safety teams, operations personnel 
and mechanics. Regardless of the spe-
cific people who participate, the com-
mittees with no more than three to five 
members also tend to be particularly 
nimble, and avoid the scheduling con-
flicts that can emerge when trying to 
gather large groups together for regu-
lar meetings or special sessions to ex-
plore a significant crash.

Once at the table, each of the mem-

bers examines an array of related ev-
idence like an accident report, the 
nature of the load, and pages from log-
books. Each review can reflect every-
thing from weather conditions to the 
layout of the road, unusual traffic pat-
terns, or the careless actions of other 
motorists. And, as that list suggests, 
the committee’s reviews will rely on a 
comprehensive library of data.

Central to any review will be the 
accident reporting kits which drivers 
fill out at a crash scene. These formal 
checklists ensure that no detail is left 
behind, and come complete with di-
agrams of the accident scene. Those 
who equip cabs with small cameras 
will enjoy the added benefit of photos 
of any damage.

But there are other valuable sources 

of information beyond the collision it-
self to consider.

Insurers, for example, will be able to 
offer some insight of their own, point-
ing to a fleet’s trends in similar types of 
collisions. Documents like driver files 
will go a step further, reflecting an em-
ployee’s personal record and experi-
ence with specific pieces of equipment. 

It is undoubtedly a longer list of in-
formation than might be needed to file 
an insurance claim or meet the needs 
of police investigations. But these re-
views are looking to answer more than 
the questions of whether a driver was 
following the rules of the road at the 
time of the collision. They offer the 
details that can be compared against 
similar experiences, and help to estab-
lish related benchmarks.

After all, fleets can define a “pre-
ventable” collision differently than the 
police themselves. For example, some 
fleets dismiss animal strikes as a cost 
of doing business, while others do not.

And the deeper the committee can 
dig, the more effective the resulting 
strategies can be.

In one case, Northbridge Insurance 
found that more than 20% of a partic-
ular fleet’s collisions involved drivers 
with less than six months of seniority. 
A similar spike was seen among those 
on the job with one to two years of ex-
perience. An obvious remedy there 
came in the form of defensive driving 
training for new hires. But the fleet’s 
safety department also discovered that 
long-term employees were responsible 
for another spike in tracked collisions. 
This led to refresher courses for more 
experienced personnel. 

Solutions may not be limited to 
training, either.

At first glance, a collection of driv-
ers who back into the same obstacle 
may appear to need extra training in 
adjusting a mirror. A closer look at ex-
actly where the collisions are happen-
ing might lead to changes in the path 
that trucks take through the site, the 
alignment of parking spaces, or the lo-
cation of the obstacle itself.

Committees have been known to 
turn their attention to recruiting pro-
cedures as well, to ensure that the fleet 
is identifying high-risk drivers who are 
hiding in the mix. And those which 
monitor the timing of specific crash-
es may discover an unusual number of 
collisions at a specific time of day, or 
when hauling freight for a particular 
customer. Information like that may 
be used to reform dispatching proce-
dures, or even influence the content of 
customer contracts. 

It shows how information can be a 
powerful force – especially when the 
resulting recommendations are sup-
ported by a fleet’s managers.

That’s when lasting changes emerge 
and begin to deliver dividends for 
years to come. 

This month’s expert is Kevin Cole, risk 
services specialist. Kevin has served 
the trucking industry for more than 25 
years providing loss control and risk 
management services to the trucking 
industry. Northbridge Insurance is a 
leading Canadian commercial insur-
er built on the strength of four com-
panies with a long standing history in 
the marketplace and has been serv-
ing the trucking industry for more 
than 60 years. You can visit them at  
www.nbins.com. 

Collision reviews go beyond single crash
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By James Menzies

KALAMAZOO, Mich. – Eaton has an-
nounced a new 10-speed manual trans-
mission that could save fleets up to 1.9% 
in fuel consumption.

The Eaton Fuller Advantage (FA) Se-
ries transmission offers several bene-
fits over today’s FR model, including re-
duced weight, increased efficiency and 
longer service intervals. The biggest de-
velopment is the elimination of the oil 
cooler and cooler lines, which reduces 
weight and complexity, the company 
announced in a Webinar .

Jeff Walker, global product manager 
for manual transmissions with Eaton, 
said the enhancements are enabled 
by a new precision lubrication sys-
tem, which “allows us to put the right 
amount of oil, where we need it.”

This has allowed Eaton to eliminate 
the wet sump design and the associ-
ated oil-churning losses. It also gen-
erates less heat; so much so that the 
transmission oil cooler is no longer re-
quired. The use of aluminum parts has 
shaved about 35 lbs from the transmis-
sion while eliminating the cooler has 
cut another 40 lbs, providing 75 lbs in 
total weight savings. 

“We think every pound of that matters 
today, as it translates to better fuel econ-
omy or larger payloads,” Walker said.

The potential fuel savings of 1.9% 
were validated through third-party 
laboratory testing and in field-testing 
with a major fleet, Walker said. 

“Those fuel savings can have signifi-
cant bottom line benefits for our cus-
tomers,” he added.

Other enhancements include a sight 

glass to allow operators to more easily 
inspect oil levels, and oil level sensors 
on the transmission, which the OEMs 
can connect to their in-vehicle noti-
fication systems, providing the driv-
er with instantaneous information on 
oil levels.

“These enhancements lower the total 
cost of operation,” Walker said.

The FA Series transmission will ini-
tially be approved for linehaul appli-
cations in a 10-speed configuration, 
beginning in August 2013. The same 
enhancements will be rolled out to Ea-
ton’s UltraShift Plus automated trans-
mission line in the first quarter of next 
year. Eaton expects to expand availabil-
ity of the FA series to include vocation-
al transmissions and other models in 
the future.

Like the FR Series, the FA will be 
serviceable by any OE dealership and 
it will be backed by the same five-
year/750,000-mile warranty.

The Fuller Advantage Series manual 
won’t replace any current offerings. It 
will likely be priced at a slight premium, 
but Eaton noted the truck OEMs will ul-
timately determine pricing. 

“We’ve designed our most sophisti-
cated lubrication system ever on this 
transmission and I think it will partic-
ularly appeal to fleets that really value 
fuel savings and who really track and 
monitor closely their total life-cycle 
costs,” Walker said. 

“So, we think in that sense, this 
would be for them a premium step-up. 
But that said, we think the properties 
of this transmission will lend them-
selves to a very quick payback for these 
customers.” 

Encapsulated upper coupler could extend trailer life, reduce rollovers
By James Menzies

GREENSBURG, Ind. – A rollover involv-
ing one of his tanker trucks has prompt-
ed an Indiana-based entrepreneur to 
design an upper coupler that promises 
to improve safety and extend trailer life.

Elvin Knollman runs a small tanker 
fleet out of Greensburg, Ind., hauling 
fuel throughout the Midwest. In 2008, 
one of his tractor-trailers was involved 
in a low-speed rollover, which was ini-
tially blamed on his driver. Witness-
es said the truck was travelling slowly 
when it flipped over, prompting Knoll-
man to question the initial conclusion 
that driver error was to blame.

The trailer had recently been inspect-
ed and was thought to be in good re-
pair. However, Knollman’s investiga-
tion revealed the rollover was caused by 
a faulty upper coupler, which was badly 
corroded on the inside. Eventually, the 
shop that conducted the inspection was 
forced to pay the majority of the clean-
up costs, but having seen the damage 
that can result from a corroded upper 
coupler, Knollman set to work develop-
ing a solution.

The result is his encapsulated upper 
coupler, marketed by his new company 
LGM Coupler. 

“Because the upper coupler is sitting 
under the trailer, people don’t know 
how to inspect it,” Knollman said in a 

recent interview with Truck West. “Here 
in the northern states, we have such a 
corrosion issue with magnesium chlo-
ride and calcium chloride; the life-ex-
pectancy of an upper coupler isn’t very 
long. I’m in the tanker industry, so nat-
urally I wanted to figure out how to fix 
this issue.”

Generally, upper couplers are stitch-
welded and have drainage holes that al-
low corrosive de-icing agents to enter. 
Grease can then seal the holes, trapping 
the corrosive chemicals inside the cou-
pler. This causes the upper coupler to 
rust from the inside out, and the dam-
age can’t be seen through a visual in-
spection.

Knollman’s design features air pas-
sages between the channels, which can 
be inspected using air pressure. He 
shoots 15 psi of air through a valve up 
into the framework and then inspects 
it for leaks. When no air leaks are de-
tected, he then encapsulates the upper 
coupler to prevent chemicals from get-
ting inside. But first, he injects glycer-
in or anti-freeze to ensure condensa-
tion doesn’t form. Some of Knollman’s 
designs include a cover plate that fits 
over top the entire upper coupler. This 
area is also filled with lubricant so that 
the exterior of the upper coupler itself 
is protected from corrosion.

Knollman began working on the de-
sign of his encapsulated upper coupler 

about four years ago.
“Then the economy tanked, and that 

really threw things back,” he said. “But 
in a way, it made things better, because 
I’ve been able to make a better design 
that’s lighter weight.”

Knollman has since developed a uni-
versal upper coupler that can fit any 
slot hole design, for compatibility with 
a wide range of trailer manufacturers. 
He has reduced his product line from 
19 models down to six, making it more 
feasible for trailer shops to carry the 
product.

One model features an integrated re-
placeable king pin, “so you have a lot 
less cost when king pins wear out.”

When ordered on a new tanker trail-
er, the encapsulated upper coupler with 
replaceable king pin could last up to 
30 years, whereas today’s designs of-
ten need to be replaced after seven to 
10 years of use, Knollman pointed out.

“This is going to change the indus-
try,” he said. “And it should eventually, 
I hope, change the way that manufac-
turers build trailers – not only tankers, 
but flatbeds and vans.”

While Knollman has just begun mar-
keting his encapsulated upper coupler, 
there are already about 200 units in the 
field today. Interest from trailer man-
ufacturers and dealers has been high, 
but Knollman also sees enormous po-
tential in the aftermarket, particularly 
with tanker trailers, which have a longer 
life-cycle than vans and flatdecks. One 
major courier company is looking at the 

system as a way to potentially extend 
the life of its van trailers beyond their 
current 13-year replacement cycle, with 
many of those trailers scrapped due to 
upper coupler failure.

“It’s an expensive thing to replace, so 
a lot of times they just scrap the trailer,” 
Knollman said.

Knollman’s biggest breakthrough 
came late last year, when tank man-
ufacturer The Mueller Company an-
nounced it was making the LGM en-
capsulated upper coupler standard 
equipment on its new line of trailers. 
Mueller has traditionally been a man-
ufacturer of stainless steel tanks, and 
recently expanded to include tank trail-
er manufacturing. Mueller said it feels 
the LGM upper coupler gives it “a leg up 
on our competition, by incorporating a 
component that adds a new dimension 
in inspection and corrosion control to 
the upper coupler.”

For all the potential the encapsu-
lated upper coupler has for reducing 
accidents and extending trailer life, 
it’s not an expensive system. The cost 
is about US$150 for a standard OEM 
model or $400 for the fully encapsu-
lated design with replaceable king 
pin. Knollman acknowledges it adds 
some weight to the trailer, due to the 
cover plate and lubricant. The weight 
increase in van trailers is limited to 
the weight of the lubricant, since the 
trailer floor eliminates the need for 
the cover plate. For more information, 
visit www.lgmcoupler.com. 
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By Edo Van Belkom

THE STORY SO FAR...
Mark has put the accident in Ontario behind him 
and delivered a load of snowmobile parts to Van-
couver. Bud gives him a load of livestock from 
B.C. to Quebec, and a return load back to B.C., 
to be driven in a convoy with two other drivers…

•
The farm Bud sent Mark to was about two-
and-a-half hours northeast of Vancouver. It 
was a large operation in the heart of a long val-
ley where it was surrounded by farms growing 
all manner of fruits and vegetables, and raising  
everything from goats to horses, hogs to cattle. 
The sign for Fraser Farms was a simple wooden 
one, the letters roughly carved into four horizontal 
planks set up on a pair of 4x4 posts. Mark couldn’t 
see the farm from the road because the entrance 
road seemed to wend its way around a large hill, 
behind which the farm was no doubt situated.

Mark slowed Mother Load, then gently eased 
her off the highway onto the wide and level gravel 
driveway. After a couple of minutes he was around 
the hill and the farm suddenly stretched out before 
him, a large modern farmhouse set in the middle 
of a valley with pastures on hillsides all around.

Although he was city-bred, Mark was able to 
make out pastures populated by cattle and hors-
es, as well as a complex of large pens that probably 
housed hundreds, if not thousands of hogs.

As he neared the farmhouse, Mark slowed to a 
crawl. The roadway forked before him and Mark 
knew that if there were two choices he could make 
about which way to go, it was almost certain he’d 
pick the wrong one.

Thankfully, a farmhand came out to greet him and ran up to the truck as if there 
was no time to lose. Mark rolled down his window.

“Hi there,” the man said.
“Hello,” Mark said. “My name’s Mark.”
“Mark who?”
Mark was caught off-guard a moment, then said, “Did Bud tell you to say that?”
“What? No. We’ve got two drivers named Mark coming in. I need to know which 

one you are so I can send you to the right place.”
 “Oh.” Of course, thought Mark. Sometimes people just need to know who you are. 

“Dalton. Mark Dalton.”
“You’re going that way,” he said, pointing to the fork that went off to the left. “And 

you’re just in time. They’re loading right now and they want to get going within the hour.”
“Right,” Mark said, rolling up his window and putting Mother Load into gear. If 

they were in a hurry to get underway, he wasn’t going to be the one to hold them back.
He followed the road a short ways and came upon a big barn with a large loading 

dock made of timbers that was connected to a series of pens by a long wooden ramp. 
Three trailers were backed up to the loading dock, two of them already hooked up to 
tractors. Mark pulled up in front of the last trailer and backed Mother Load into place.

“You Mark Dalton?” a man asked as he got out of his truck to hook the trailer. 
“Yes sir,” Mark said.
“I’m Karl Gibson and I’ll be lead driver.” They shook hands. “Get yourself hooked 

up, then we’ll talk.”
Mark nodded and got to work. He made a quick inspection of the trailer and was 

pleased to see that all the hoses looked new and the rubber on the gladhands had re-
cently been replaced. Even the landing gear cranked up smoothly. Inside, the trailer 
looked clean, with walls that appeared to have been scrubbed and the straw on the 
floor smelled as if it had been harvested that morning.

“Nice,” he said under his breath.
Minutes later he joined Karl, and another driver who had a nametag on his shirt that 

read “Jerome.” They were standing off to the side, watching the trailers being loaded.
“You ever drive livestock before?” Karl asked. Mark thought about saying something 

smart, or lying about his experience, but he knew it wouldn’t be long before he was 
found out. Honesty would be the best way to go. “No, not at all.”

“But you’ve been driving a long time, right?”
“Practically all my life.”
Karl nodded, seemingly satisfied, but said noth-

ing more.
“So, how does this work?” Mark asked.
“What do you mean?”
“Well, it doesn’t make sense to drive these animals 

all the way to Quebec when there are already plenty 
of livestock farms in Quebec. Ontario, too, for that 
matter. Why do they need beef from B.C. in Quebec?”

Karl shook his head. “You’re confusing these ani-
mals with animals for slaughter.”

“Ah,” Mark said. “That must be it.”
“The trip from feed to slaughterhouse is a trip 

that’s only six or so hours,” Karl continued. “Some-
times it’s even shorter, like within Ontario an ani-
mal can go from the farm to the slaughterhouse is 
less than two hours. You can even go from Ontario 
to Pennsylvania in less than eight hours.”

“Right.”
“And if we were moving beef, we would be trans-

porting 500-lb calves in the fall, or 800-lb yearlings 
in the spring that would be fattened up over the sum-
mer to be slaughtered later in the year.”

“I see,” Mark nodded. “So these cows are going to 
Quebec to live on a farm.”

“For a little while at least,” Karl nodded.
Then Jerome said, “I know you’re new, but these 

are sheep. Not beef.”
Mark hadn’t been paying all that much attention 

and only now realized that the animals being loaded 
weren’t cattle. “Ah, so they are.”

“We’ll be driving about 36 hours from here to 
Thunder Bay. When we get there the animals will 
be off-loaded on a farm there for a 12-hour break, 

then loaded again for the rest of the way into Quebec.”
“Thirty-six hours is a long time.”
“They’re allowed to be on the truck for up to 48 hours, but we need a margin of safety 

in case something goes wrong.”
That made sense, Mark thought, realizing that this drive might be harder on him 

than the animals.
As the loading continued, Mark found himself getting cold. While it wasn’t all that 

cold in B.C. at this time of year, it was still near freezing and it was hard to stay warm 
just standing around. Which made Mark wonder. “How are the animals going to stay 
warm?”

“It’s not too bad now, but it will probably get colder as we go east. It would be nice 
if it stayed close to zero the whole trip, but in Saskatchewan and Manitoba it can get 
as cold as -20 C.”

“There are heaters in the trailers, right?” Jerome laughed, but Karl didn’t react at all. 
“If it gets cold we’ll close all the panels on the truck, but there are 30 bales of straw in 
each trailer and there’s a lot of heat generated by the animals. And they’re all air-rides, 
so the animals should be comfortable enough.”

“Sounds good,” Mark said, unconvinced. He had the benefit of a coat, boots, hat and 
gloves and he was still feeling the bite of the cold. He had a hard time believing the 
animals wouldn’t freeze to death along the way…but that’s why he was relying on the 
experience of Karl and Jerome to show him the way. “Anything else I need to know?”

“Don’t drink too much coffee, because we won’t be stopping unless we have to. And 
get as much sleep as you can whenever you can because our stops are only as long as 
they need to be.”

“Got it. When do we leave?”
Just as Mark asked the question, the door closed on the final trailer.
“Right now!” 

– Mark Dalton returns next month in Part 3 of Like a Lamb to Slaughter.

44   fiction   Mark Dalton: owner/operator

Did you know there are two full-length novels featuring Mark Dalton?: Mark 
Dalton “SmartDriver” and Mark Dalton “Troubleload.” For your free copy 
register with eco ENERGY for Fleets (Fleet Smart) at fleetsmart.gc.ca. 
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Like a lamb 
to slaughter
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s we all know, this indus-
try has witnessed an in-
credible evolution in en-
gine technology over the 
past decade. Granted, 
many of us went into this 
period of environmental 

responsibility kicking and screaming. 
After all, who wanted to be forced into 

doling out more cash for something that 
worked well (for less) in the past? Thank-
fully, that investment into our kids’ fu-
tures has had a handsome return in re-
ducing our emissions footprint. 

Speaking of our kids’ futures, I had an 
opportunity recently to attend an ad-
vance showing of the film Revolution. 
I’m not sure the name does the film jus-
tice, since I thought I’d be watching a 
young Che Guevara riding triumphant-
ly into Havana in early 1959. Wrong. 

This film is about the evolution 
of life, and more importantly, what 
needs to be done to save it. Rob Stew-
art, the filmmaker of this documenta-
ry, is no stranger to the environmental 
movement. His first film, Sharkwater, 
helped educate the public as to the mass 
slaughter of sharks for body parts. 

Shark fin soup is now illegal in 65 
countries, and a lot of credit should go 
to the exposure this film garnered. 

As far as I’m concerned, each of us is 
entitled to our own opinion. You may 
believe that the world is one big bowl of 

cherries, that global warming is all in our 
heads and the environment can sustain 
decades more of continued abuse. 

My advice, before you allow the wind 
to blow you to either side of the environ-
mental fence, is to go and see this film. It 
will provide you with an opportunity to 
see how good old Mother Nature is get-
ting along these days. You may not like 
what you see, but hiding our collective 
heads in the sand isn’t going to make 
the problems she’s currently dealing 
with disappear any time soon.  

I also encourage the younger genera-
tion to see this film. They won’t be see-
ing any cool car chases or graphic wiz-
ardry, but hopefully it will help them 
avoid the same mistakes we’ve made. 

I will say this: Some of the high-defi-
nition underwater scenes are worth the 
price of admission on their own. They 
are stunning. 

Hopefully in the future, a theatre 
won’t be the only place you’ll be able 
to see these images. 

Rob Wilkins is the publisher of Truck West 
and can be reached at 416-510-5123. 

A film worth watching

A

opinion
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March came in like a lion in south-
ern Alberta – which probably means 
we’ll have snow right through Stam-
pede (we only have two seasons here: 
winter and Stampede)! 

Yet with the renewed life that 
spring represents approaching, the 
same issues that have faced the in-
dustry for years still need to be ad-
dressed. It seems the more things 
stay the same, the more they – no, 
wait a minute; what’s that old saw 
again?

What me, unskilled?
Anyway, everyone in the industry 
knows that driving is hardly an un-
skilled profession, yet it’s hard to get 
that through the skulls full of mush 
of the powers that be. 

And this “unskilled” moniker 
doesn’t only affect companies trying to 
avoid the coming driver shortage, it’s 
also causing hardship for some long-
time drivers. 

Point of illustration: this e-mail 
I received from a Ray Montgomery, 
who says he hauls Super-Bs in west-
ern Canada, in response to my recent 
piece on the unskilled designation is-
sue. Ray had some interesting points 
to make about how frustrating it is 
to be a trucker today and he kindly 
agreed to let me share them with you. 
Here’s what he had to say:

“I’m a 40-year pro with two million 
miles and no accidents and I can’t 
find a job that pays $20 an hour? 
You guys have to get us the skilled 
trades designation that we deserve! 
My buddy is an electrician and he 
turns down $38-40/hour! He went 
to school and apprenticed for four 
years, got his Red Seal and is up in 
Fort Mac. I’ve got 40 years and I get 
treated like crap!

“I’ve got the equivalent of a PhD 
in trucking and all I can get is $18-
20/hr? It needs to be like in Eu-
rope where drivers are considered 
a skilled trade and the wages reflect 
it. If things don’t change soon (I’m 
57 years old) I’m going to quit this 
industry and go painting or some-
thing. Now tell me how a painter can 
get $35/hr when we all know ‘if you 
can piss, you can paint.’ 

Driving an eight axle unit through 
the mountains is most definitely NOT 
pissing.”

How about it, guys, gals and what-
evers? Why not give me a holler and 
let me know what you think about 
this, or something else – and what 
you think should be done about it?

Best Fleet again x5
Okay, I still can’t get my head around 
a Canadian company named “Yan-
kee” (well, close to that, anyway – 
maybe there’s a “Canuc” trucking 
company in the States?), but despite 
that, Saskatoon’s Yanke Group of 
Companies continues to roll up lau-

rels for how it does business.
Indeed, Yanke has been named 

one of North America’s top 20 Best 
Fleets to Drive For (though I’m sure 
the award givers really mean “Best 
Fleets For Which To Drive”) for the 
fifth year running! That’s a heckuva 
deal, and reason for Yanke folks to 
be proud. 

And it’s not only a heckuva deal, 
it’s unique: the Truckload Carriers 
Association (TCA) and CarriersEdge, 
who hand out the awards, noted that 
Yanke is the only carrier to have re-
ceived the award five years in a row. 
Not bad at all!

According to the TCA’s Chris Bur-
russ, “It’s a real achievement, con-
sidering how much we’ve seen f leets 
improve their program since we’ve 
started. It’s very diff icult to get 
named a Best Fleet to begin with, let 
alone remain on the list for five con-
secutive years.” 

And it isn’t as if such honours just 
fall from the sky. 

An extensive nomination pro-
cess includes interviews with com-
pany drivers, owner/operators, HR 
folk and executives that cover a wide 
range of categories, including total 
compensation package (base pay, 
bonuses, vacation/sick days, etc.), 
health benefits, pension plans, pro-
fessional development and career de-
velopment opportunities. 

They also look at the company’s 
commitment to personal growth, 
work-life balance, driver family sup-
port and employee-directed chari-
table contributions, as well as its 
overall commitment to continuous 
improvement, driver community de-
velopment activities, the fleet’s safety 
record and more. 

Yanke CEO Russel Marcoux attri-
butes their success to “the hard work 
and dedication of all our employees 
both in the office and on the road.” 

So let’s yank off our hats and give a 
tip to the folk at Yanke for a job that 
continues to be done extremely well.

Something fishy here
Speaking of awards, Lumby, B.C.’s 
Laurel Keating says winning a Skee-
ter bass boat from Chevron has been 
a “life changing experience.” 

As you saw earlier in this issue, 
Laurel won Chevron’s second annual 
Delo Big Bass Boat Sweepstakes cop-
ping a 2012 ZX190 Skeeter bass boat.

I don’t know why they only focus 
on bass, when there’s plenty of treble 
and midrange to hear as well, but I 
may be misunderstanding something 
about the sport of audio/video enjoy-
ment (or are we talking about a dif-
ferent kind of “scales” here?). 

However you fillet it, Keating’s cop-
ping of the crown is worth kudos. As 
for the contest itself, it’s apparently 
part of Delo’s ongoing attempt to find 
“creative and relevant ways to engage 
with existing and potential Delo cus-

tomers,” according to Jim Gambill, 
the company’s commercial and in-
dustrial brands manager, Lubricants 
Marketing Americas, Chevron Prod-
ucts Company. 

Hey, whatever f loats your boat, as 
they say!

Edmonton rep gets a 
‘part’ time gig
Kenworth has named Edmonton 
Kenworth’s Jo Frost to chair the 
company’s Parts Council. The body 
(the council, not Frost!), works with 
Kenworth and Paccar Parts to “help 
provide excellent parts support for 
customers throughout the US and 
Canada,” according to Steve Smith, 
national sales manager for Paccar 
Parts/Kenworth. “We appreciate the 
council members for their diligent 
efforts in this important mission to 
serve customers.” 

Jo isn’t the only “frostback” on the 
Council, either. Clayton Zuchotzki of 
Calgary’s GreatWest Kenworth and 
Gaetan Lalonde, of Kenworth Mas-
ka, St. Mathieu-de-Laprairie, Que., 
are sitting members of the group as 
well. The Council’s goal is apparently 
to “further enhance the quality and 
value of service to Kenworth custom-
ers,” according to the company.

No butts about it?
Speaking of audio enjoyment – or 
maybe not – Bison Transport is orga-
nizing a type of “sit in,” giving some 
of its drivers a chance to try out the 
Bose Ride System driver’s seat, to see 
how it performs in the real world. The 
trial is part of what the company says 
is a comprehensive study on driver 
health and wellness.

Bison is the only Canadian f leet 
taking part in the study, though 
several major American f leets also 
supposedly have “seats” at the trials. 
Tests begin in April and will run for 
nine months. Bison says the goal of 
the study is to learn more about how 
the reduced vibration Bose promises 
impacts drivers’ overall health and 
wellness of drivers. 

Tough job, eh, sitting down and en-
joying the ride…

Bose, who came to fame primarily 
for its audio equipment – and darn 
fine stuff it is, too, especially when 
you crank it loud – created the Ride 
system to replace conventional air-
ride truck seats. 

They use a “Bose suspension base 
and integrated custom-designed seat 
top” to supposedly provide drivers 
with protection against “road-in-
duced shocks and vibration,” accord-
ing to Bison’s release.

The seat is quite a bit higher than 
traditional truck seats, so it proba-
bly wouldn’t work for someone like 
me (I’m so short my feet show up in 
my drivers license photo!). As part of 
the study, Bose representatives will 

be visiting Bison’s Mississauga, Win-
nipeg and Calgary terminals to dem-
onstrate the seat.

I love Bose audio equipment, and 
own three different Bose systems 
including the one in my car. The 
stuff’s pricey, but the sound quality 
rocks. Now, whether or not you want 
a “rocking” chair in your truck is an-
other matter.

Speaking of grassy 
knolls
No conspiracy theory here – just an-
other lousy pun, this time courtesy 
the JFK assassination. It isn’t even re-
ally a grassy knoll, either, but rather a 
D.J. Knoll Transport, the White City, 
Sask.-based trucking company that 
has been named a finalist for the 2013 
Paragon Awards.

As announced by the Regina & 
District Chamber of Commerce, D.J. 
Knoll is competing in the category 
of “Business of the Year.” The com-
pany undoubtedly hopes to leave the 
other nominees, Alliance Energy and 
Capital GMC Buick Cadillac, spin-
ning their wheels.

Knoll finds itself one of 29 com-
panies in the running for the fi-
nal balloting. The awards are given 
each year in 10 categories and will be 
handed this year out at the Paragon 
Awards gala at Regina’s Queensbury 
Convention Centre on April 5.

This is just the latest potential hon-
our to find its way to D.J. Knoll. Ac-
cording to the company’s Web site, 
it has also been recognized as one 
of North America’s most innovative 
f leets and Best Fleet to Drive For. 

Congrats and good luck to D.J. 
Knoll!

A ‘supplies’ 
engagement
And finally, a quick “thank you” to 
Linda Lucas, Bryndis Whitson, Pe-
ter Wallis and the gang for their hos-
pitality at the Van Horne Institute’s 
recent “Engage! Women in Supply 
Chain” conference in Calgary. While 
the two-day event was obviously fo-
cused on the distaff side of the gen-
der register, they put that aside and 
made me feel welcome.

I look forward to covering a con-
ference on why people should hire 
middle-aged Christian white males 
who smoke tobacco, though I shan’t 
hold my breath. It’s only true diver-
sity when those fellows are excluded, 
you know.  

That’s it for this month. As always, 
if you have an item you think people 
should know about – or something you 
want to get off your chest (and don’t 
mail me any bras, please!) – pop me 
a line at jim@transportationmedia.
ca. I can’t guarantee everything’ll get 
in, but I’m certainly trying; just ask 
my wife!

46 
jim’s brayings

Welcome to Jim’s Brayings, a quick look at some interesting commu-
nity news items from across the west that we think will interest you. If 
you have some news you think will be a good match for this column, 
pop me off an e-mail at jim@transportationmedia.ca. We can’t run  
everything, of course, but we’ll try to get in as much as space permits…
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INSTANT REBATES ON SELECTED 
GOODYEAR DURASEAL TIRES

O N L I N E  C O U P O N

Lorne Larson
Owner, Larson Management

DURASEAL 
HELPED LORNE HELPED LORNE HELPED LORNE 
PROTECT HIS 
TIRES. AND 
DEFLATE HIS 
TIRE BUDGET.

INDUSTRY: FLUID HAULING | TIRE: GOODYEAR G288 W DURASEAL

When Lorne started his company 

with 5 or 6 trucks, tires were his 

biggest cost. Flats were especially 

costly, as unpaved and unforgiving 

oil patch terrain was causing an 

average of 2–3 per day. 

But ever since he switched his 

fleet over to Goodyear Duraseal 

tires, he gets fewer than that 

per month—even though 

he’s now running 120 trucks. 

Duraseal has cut his direct costs 

and his downtime, improving 

his operational efficiency and 

his bottom line.
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