
By Marco Beghetto

The driver shortage is real, it’s already 
here, and – despite certain opinion 
that razor-tight capacity is good for 
the long-term prospects of trucking – 
a capacity crunch costs carriers and 
will reign in their ability to grow on 
what could be the cusp of improving 
economic conditions, says the presi-
dent of one of Canada’s largest truck-
ing companies.

“It’s a problem, definitely,” says Ed 
Malysa, president and COO of Cal-
gary-based bulk hauling giant, Tri-
mac Transportation, and a principal 
player behind the Canadian Truck-
ing Alliance’s Blue Ribbon Task Force 
(BRTF) on the Driver Shortage. “De-
spite competitive compensation, we 
are not able hire the qualified drivers 
we need for our business. At any given 
time, we may have a demand for 100 
to 125 drivers across Canada.”

And while the degree of the short-
age varies by sector, Malysa doesn’t 
buy that the problem is significantly 
more acute in the West. “I hear peo-
ple saying things are okay in central 
Canada, but I can’t find the amount of 
qualified drivers I need in Quebec ei-
ther. This shortage is across the board 
and what I’m seeing is that we are no 
longer able to get the same drivers 
we were a few years ago. The work-
force is diminishing and the quality is  
diminishing.”

So, where to point the finger?  Maly-
sa doesn’t. Instead of just talking 
about the BRTF as if it were a philo-
sophical stencil, he took one of its pil-
lar themes – that carriers should first 
look internally to fix problems with-
in their control – and put it to work 
across his operations.

While the BRTF highlights the 
systemic underpinnings behind the 
shortage – such as driver demograph-
ics, low training qualifications and 
public perceptions of the job – it is 
unique in the sense that it doesn’t shy 
away from more contentious issues 
such as driver compensation, lifestyle 
and treatment within the industry.  

Trimac’s 
tough task
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A new emissions detection system that uses infrared technology has been extensively tested in B.C. The system  
confirmed emissions from newer heavy trucks have been drastically reduced.

By James Menzies

VANCOUVER, B.C. – An in-depth report com-
missioned by Metro Vancouver has been con-
ducted to determine how dirty – or not – the 
province’s truck f leet is.

The study was conducted using remote 
emissions sensing at 26 locations throughout 
the Lower Fraser Valley over a 55-day period 
between July and October. Envirotest Cana-
da set up remote sensing devices at roadside 
sites, weigh scales and brake check points, 
which use infrared technology to measure 
the output of hydrocarbons, NOx, particulate 
matter and carbon monoxide from heavy-
duty trucks as they pass through an infrared 
beam. Emissions from a total of 11,700 heavy 
vehicles were read, and then traced back to a 
specific make and model year using the prov-
ince’s registration database.

Out-of-province trucks were included in 
the study, but could not be assigned a make 
and model year. A total of 17% of the Class 8 
trucks registered in the region were captured 
in the study.

“It was a very thorough study that now tells 
Metro Vancouver whether they have a prob-
lem or they don’t,” Ed Theobald, program 
and project manager with Envirotest Can-

ada, told Truck West. “We didn’t do any in-
terpretations; that’s up to Metro Vancouver 
to make decisions on how to proceed with 
this information.”

Envirotest did, however, offer a number of 
suggestions, including creation of a “manda-
tory annual heavy-duty inspection program” 
that would be “effective, but not overly oner-
ous on heavy-duty vehicle operators.” Envi-
rotest noted: “The newest model vehicles and 
those with low mileage accumulation could 
be exempted.” 

The study found that the emissions stan-
dards implemented by the US Environmen-
tal Protection Agency (EPA) and adopted by 
Canada, have been effective in drastically 
reducing PM and NOx.

“Certainly, not all trucks are dirty,” Theo-
bald told Truck West. “What we did see is that 
the condition of the on-road fleet roughly fol-
lows the standards that were put in place (in 
2007 and 2010).”

Interestingly, the technology also identi-
fied the “outliers;” those late model tractors 
with higher than expected PM output, indi-
cating a DPF Delete, or other emissions sys-
tem tampering, may have been performed.

“We saw the outliers,” Theobald said. “We 
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knew I was opening a can 
of worms when I wrote last 
month that tampering with, 
or deleting, emissions systems 
was a short-sighted solution 
for frustrated fleet owners and 
owner/operators. I don’t think 

any one issue has touched the nerves of 
so many of you since the speed limiter 
debate (remember those good times)?

As you know, we’ve never been ones 
to shy away from controversial topics, 
and I’m intrigued and heartened by the 
dialogue we’ve begun. You can find a 
sampling of your reaction to our cov-
erage on pg. 24, and yes, most of it con-
tends truck owners should be allowed 
to disable their emissions systems until 
reliability of these systems is improved.

The discussion about emissions sys-
tem tampering has not been limited to 
the pages of Truck West, either. While 
we shone a spotlight on this issue with 
our coverage, the merits of emissions 
system tampering are being debated 
online, in personal blogs, on message 
boards and via social media. One truck-
er has gone so far as to post a blog that 
argues owner/operators have no choice 
but to delete their DPF systems, or face 
certain bankruptcy.

To that, I say BS. I’m not going to 
tell you that the emissions systems on 
newer model trucks have been with-
out their issues. Most of the OEMs 
acknowledge that downtime is a se-

rious concern among truck buyers, 
and they’re working hard to address 
it through things like remote diagnos-
tics. Volvo rolled out a new program 
last month that pays customers for ex-
cessive downtime related to warrant-
able repairs (see pg. 64). If that doesn’t 
demonstrate confidence that down-
time is improving, then 
what does?

But that’s beside the 
point. Getting back to 
owner/operators, it’s 
disingenuous to claim 
they have no hope of 
survival in the cur-
rent era of smog-free 
engines. Many owner/
operators are thriving 
and yes, many are do-
ing it in late model trac-
tors. I have, on my desk, 
a stack of nominations 
for our 20th annual 
Owner/Operator of the 
Year award as proof that 
there’s no shortage of O/
Os who are doing well for themselves.

They come from all over Canada, 
they haul all kinds of stuff behind all 
types of trucks. They’ve been nomi-
nated because of their passion for the 
business, their contributions to the in-
dustry and their communities and be-
cause of their business acumen. As al-
ways, choosing just one will be difficult. 
That said, we urge you to continue nom-
inating deserving candidates between 
now and the deadline in late May. The 
winner will receive $6,000 in cash, an 
expense-paid trip for them and their 
spouse to Toronto, a diamond ring and 
an assortment of other gifts.

This is a special year for the award. 
It’s our 20th year doing it, making it the 
longest running and most prestigious 
award of its kind, and to celebrate, we’ve 
made some changes to the format. This 
year, the entire experience will be built 
around the individual who wins this 
prestigious award. We will be build-
ing an individualized itinerary just for 
them, which best reflects their individ-
ual personality and interests.

On a personal note, presenting the 

Owner/Operator of the Year award is 
always a highlight. Poring through 
the nominations is equally gratifying. 
There can only be one winner, but the 
entire process shows an abundance of 
passion, dedication and yes, success, 
within the owner/operator community. 

Do you know someone who’s deserv-
ing of this award? Check out the nomi-
nation form on pg. 20. 

ith fuel being such 
a large and volatile 
part of every carri-
er’s costs, can there 
be any better strate-
gy than striving to-
wards the best fuel 

efficiency your fleet can reasonably at-
tain? What if pursuing such a strategy 
also helped your fleet stand out from 
the more than 10,000 for-hire carri-
ers currently doing business in Cana-
da, potentially opening doors to new  
accounts?

Those are the opportunities pre-
sented by the arrival of SmartWay 
into Canada for carriers progressive 
enough to grasp them. 

Originally launched by the US En-
vironmental Protection Agency in 
2004, SmartWay is now administered 
in Canada by Natural Resources Can-
ada. It works by linking shippers with 
an interest in greening their supply 
chains with SmartWay-recognized 
fuel-efficient carriers. 

I’m taking part in a national in-
formation tour launched this spring 
by Natural Resources Canada and 
Supply Chain and Logistics Associ-
ation Canada. The tour, which has 
already touched down in Vancouver 
and Toronto, aside from providing a 
great deal of information about what 

it takes to be part of SmartWay, also 
lets you hear first hand from a panel 
of stakeholders who are already part 
of program. 

There are more than 3,000 shippers, 
logistics companies and freight car-
riers currently in SmartWay, includ-
ing almost 300 Canadian companies. 
There are large purchasers of transpor-
tation services for whom being part of 
SmartWay is becoming key to getting 
their freight, and that trend will grow. 

Consider what David Patterson, di-
rector of transportation management 
at Ryder, and one of the participants on 
my stakeholder panel, had to say. Ry-
der, one of the continent’s largest pur-
chasers of transportation services, has 
been part of SmartWay since 2004 and 
promoted the program to its clients. 
Ryder managed 1.6 billion miles in 
2011, the most recent full year of data. 
The 499 SmartWay carriers doing busi-
ness with Ryder averaged 2.9 million 
annual miles with the 3PL. The non-
SmartWay carriers averaged less than 
123,000 annual miles. In fact, a stag-

gering  91% of all freight miles man-
aged by Ryder are now contracted with 
SmartWay carriers. 

Tammy White, business develop-
ment executive at XTL, was also part 
of my panel at the Toronto session and 
what she shared about XTL’s savings 
was impressive. Prior to 2011, XTL’s 
reefers were on manual start/stop and 
basically ran constantly. Last year the 
company invested in Intelliset tech-
nology, which provides programma-
ble start/stop on each unit at various 
temperature intervals. By doing so it 
reduced 150 hours of use per unit per 
year and cut its energy costs 36% per 
unit per year. In another fuel-saving 
initiative, it reduced its acceptable 
idling time for its tractors to five min-
utes. With the cost of idling a tractor 
calculated at $4.50/gallon, the poten-
tial savings in fuel could amount to 
$50,000 per year if drivers are proper-
ly educated and the program is prop-
erly controlled. And those are just two 
of several fuel saving projects at XTL.

The next sessions are sched-
uled for May 30 in Winnipeg, fol-
lowed by Cornwall June 4 and Cal-
gary, June 6. They are worth your 
time. For more information go to:  
www.SmartWay.nrcan.gc.ca. 

Do you know a special O/O?

SmartWay to fuel savings

James Menzies

Editorial
Comment

I

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 Smyrlis 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 Twit-
ter.com/LouSmyrlis.

Lou Smyrlis

The view
with Lou
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OEM This Month Last Year

Freightliner 458 598

International 250 314

Kenworth 360 450

Mack 120 152

Peterbilt 256 329

Volvo 219 157

Western Star 145 151

TOTALS 1808 2151

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

Freightliner 102 135 26 75 426 137 33 19 0 8 961

Kenworth 126 303 57 20 91 116 17 0 0 0 730

Mack 25 68 22 22 53 38 8 4 0 1 241

International 21 121 2 20 276 119 21 2 0 6 588

Peterbilt 50 190 40 45 62 132 16 9 0 0 544

Volvo 34 19 11 17 136 98 13 11 0 1 340

Western Star 52 142 11 5 50 38 5 13 0 4 320

TOTALS 410 978 169 204 1,094 678 113 58 0 20 3,724

The down note with which Class 8 truck sales started 
the year continued in February with sales dropping 
below 2,000 for the second consecutive month after 
more than a year of monthly sales above that total. 
The drop also reflects a 5-month slide below last 
year’s totals. All truck makers, with the exception 
of Volvo, have suffered setbacks in sales totals 
compared to the previous year.

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

Historical Comparison – YTD Feb 13
Class 8 Sales (YTD Feb 13) by Province and OEM

So far, with sales of 3,724 Class 8 trucks, 2013 is more than 500 units behind last year’s pace but about 600 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. But after two months of disappointing results, it’s 
looking less likely that plateau will be reached.

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 and yet again in February. 
Over the past quarter, we have been pointing to the worrisome trend of sales declining each month 
since October. In fact, sales have been 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 – Feb 13 YTD12-Month Sales Trends
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Freightliner, last year’s Canadian market leader, has started off strong again, 
despite a drop in sales totals compared to the previous year. Kenworth 
finished 2012 in the number two spot for market share, its strong western 
network tapping into the stronger western economy. The company sits at 
20% market share. Troubled Navistar International finished the year with 
14% market share but has shown improvement in the first two months. 
Peterbilt has moved upwards to now grab a 15% share.

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

2,937 2,597 3,166 2,861 2,542 2,517 2,392 2,575 2,411 2,326 1,916 1,808
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B.C. Trucking Association joins 
Trucks For Change Network
LANGLEY, B.C. – The British Columbia Trucking Association (BCTA) has 
joined forces with the Trucks For Change Network (TFCN), a national non-
profit association of member trucking and logistics companies that fa-
cilitates transportation services to charities across Canada. Members of 
Trucks For Change, founded in Ontario in 2011, support their communi-
ties with in-kind services where it’s possible and cost-effective to do so. 
The organization provides an online charity load-posting tool, which allows 
carriers that join the Network to find charity requests they can support 
and respond with offers of reduced-rate or donated service.

“BCTA is proud to endorse the efforts of the Trucks For Change Network 
to engage the industry in supporting charities in their communities and 
across the country,” said Louise Yako, BCTA president and CEO. “TFCN’s 
goals are consistent with BCTA’s goals of promoting an environmentally 
and socially responsible commercial road transportation industry in B.C.”

The Trucks For Change Network already has several member carriers 
based or with terminals in B.C. and assists national charities with affili-
ate organizations in the province, including Food Banks Canada and Habi-
tat For Humanity Canada. 

By James Menzies

LOUISVILLE, Ky. – The North Ameri-
can truck market will remain flat this 
year, with better prospects for growth 
in the coming years, according to truck 
manufacturer and supplier executives 
who dared make a prediction at this 
year’s Mid-America Trucking Show.

But perhaps the most honest projec-
tion came from Martin Daum, presi-
dent and CEO of Daimler Trucks North 
America. 

“There are two things I absolutely 
know for sure for 2013,” he said. “Num-
ber one is that any number I give you 
now is wrong. The real number will be 
either higher or lower. That’s the thing 
I know for sure. Everything else has 
certain uncertainty.”

Joking aside, Daum said early indi-
cations are that industry-wide NAF-
TA Classes 6-8 sales are on pace to be 
15-20% lower than last year. He said 
Daimler’s official estimate for indus-
try demand is plus or minus 10% from 
last year’s totals. Still, he said there’s 
reason for optimism.

“We have about 200,000-250,000 
units of deferred demand,” he said, 
adding this is especially the case in 
the vocational markets.

Andreas Renschler, the outgoing 
head of Daimler Trucks globally, not-
ed: “NAFTA was one of the pillars of 
growth in 2012, and a major reason 
Daimler Trucks did well in spite of 
a challenging global environment.” 
He added: “The business remains a 
growth business. By the end of this de-
cade alone, the global truck market is 
expected to grow by another 2.2 mil-
lion units.”

Other OEM executives who com-
mented on expectations for 2013 
shared Daimler’s sentiment that this 
year will be flat.

Gary Moore, general manager of 
Kenworth, and Bill Kozek, who holds 
the same position with Peterbilt, both 
estimated the Canada/US Class 8 mar-
ket will total 210,000-240,000 vehicles 
this year, compared to last year’s tally 
of 225,000 trucks.

Moore said this year’s sales will be 
“driven by the ongoing replacement of 
aging fleets.”

Kozek noted that if sales come in at 
the higher end of that range, at 240,000 
units, “it would be the fourth largest 
market in US and Canadian history.”

Kevin Flaherty, president, Mack 
Trucks North American Sales and Mar-
keting, said his company also is pro-
jecting industry-wide sales to be in the 
same range as last year’s.

Joe McAleese, president and CEO of 
Bendix, has been known to be more 
conservative than some of his peers 
when projecting total commercial ve-
hicle sales. But he shared the senti-
ment that sales will be steady this year, 
and expressed optimism that the mar-
ket will strengthen significantly in the 
years ahead.

“I see the commercial vehicle indus-
try overall being very well positioned 
for a few great years ahead,” McAleese 
said. “I believe we’re on the verge of 

posting better years – better than those 
seen in some time – beginning as ear-
ly as 2014.”

McAleese cited the average age of 
the fleet, a driver shortage that will 
force up rates, and increasing truck 
tonnage as indicators that the indus-
try is poised for a rebound. He said the 
Class 8 market this year will be flat, to 
down 5%. However, over the next two 
years he expects a 10-15% improve-
ment. And that’s based on GDP growth 
of just 2-2.5%.

“If you had a robust economy, you 
could see much bigger numbers than 
that,” he said.  

Truck manufacturer CEOs 
see steady 2013, with better 
prospects for growth ahead
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By James Menzies

NASHVILLE, Tenn. – The impend-
ing US Food Safety Modernization 
Act (FSMA) will have major impli-
cations for Canadian refrigerated 
trucking companies that haul in or 
out of the US, as well as Canadian 
food companies that export product 
there. During a presentation to the 
Technology & Maintenance Council 
here in March, Bud Rodowick, man-
ager, f leet performance with Thermo 
King, said carriers should be com-
municating with their customers to 
find out how they’ll be affected by 
the sweeping legislation.

The FSMA, described by Rodowick 
as “the most expansive changes in 
food safety legislation since 1938,” 
was enacted Jan. 4, 2011, but sat idle 
until after the US election. Now, law-
makers are acting on the legislation 
and putting it into effect.

“This is a huge act, that’s very com-
plex and enormous in size,” Rodo-
wick warned, adding it gives the Food 
and Drug Administration “sweeping 
new powers,” including the ability 
to send people to prison for felonies 
related to the careless or negligent 
handling of food.

Under the new rules, food com-
panies will be required to demon-
strate care of their products through 
the entire supply chain, or from “field 
to fork.” This, of course, extends to 
the transportation of their products.

“You’re a big part of that, but you 
just haven’t been made aware of it,” 
Rodowick said to trucking company 
executives and maintenance manag-
ers in attendance.

There are 450 sections in the act, 
and four key ones impact transporta-
tion providers, Rodowick said. 

These sections include: preventa-
tive controls and hazard analysis, 
traceability, sanitary transportation 
of food and the intentional adultera-
tion of food.

To comply with the regulations, 
food companies will have to produce 
a written food safety plan, specific to 
each facility, outlining hazard analy-
sis, preventative controls, monitoring 
procedures, corrective action proce-
dures, verification procedures and a 
recall plan. They’ll be required to re-
tain all records related to such a plan 
for two years, and to provide them to 
FDA upon request.

“This is going to be burdensome,” 
Rodowick said. “This is a great op-
portunity for you to be talking to the 
food facilities you haul for and saying 
‘What does your preventative control 
plan look like and am I going to be a 
part of that?”

The new regulations also will re-
quire a product tracing system that 
can be used to track and trace all 
food products that are produced in, 
or imported into, the US. Rodowick 
said the requirements are likely to in-
clude a temperature traceability as-
pect, meaning the FDA will want to 
see proof that food was transported 
at the proper temperature through-
out its journey.

While it will be up to food man-
ufacturers and shippers to comply 
with the new FSMA requirements, 
there’s no doubt trucking companies 

will be a vital part of any compliance 
plan, Rodowick warned. 

“FSMA is evolving, and it’s impor-
tant to understand how compliance 
requirements will affect your cus-
tomers and you,” he said. He urged 

carriers to “Visit with your food facil-
ity customers and understand how 
they intend to be in compliance with 
those requirements and what those 
requirements mean to you.”

A final rule is expected to be pub-
lished in 2014, with full enforcement 
in place by 2015. 

It’s likely shippers will begin in-
sisting on more transparency and 
control over the transportation of 
their products, which could bring 
new costs on trucking companies if 
they have to upgrade their f leets to 
provide more visibility and remote 
control over reefer temperatures.

“If I was a f leet, I would want to 
grasp and clearly understand what 
the intentions of my shippers are and 
based on those intentions, I would be 
sitting down to figure out what tech-

nologies can we retrofit and what can 
we buy new? Let’s get prepared for 
this so we can transition to this in 
the next year,” Rodowick said. 

“I’m trying to champion you guys 
to start talking about it now so there’s 
no sticker shock.”

Lori Coleman of Gordon Food Ser-
vices moderated the discussion, and 
added that her f leet will be leaning 
heavily on trailer manufacturers to 
come to the table with solutions. For 
instance, she predicted the rules will 
eventually require trailer doors to re-
main locked at all times while parked 
and in transit, and a simple padlock 
isn’t an adequate solution. 

She also suggested trailers will 
need to come up with better options 
for compartmentalizing product 
from various shippers. 

Food carriers hauling in or out of US 
will likely be caught up in FSMA.
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US food safety regs may require wider use of reefer telematics
By James Menzies

NASHVILLE, Tenn. – Producers and 
shippers of food products in the US 
are likely to be looking for increased 
visibility of their products as they 
are transported through the supply 
chain, when the Food Safety Mod-
ernization Act (FSMA) is fully imple-
mented in the next couple of years.

What does this mean to refrigerat-
ed trucking companies? John Peni-
zotto, executive director of business 
development w ith Internation-
al Telematics, told a Technology & 
Maintenance Council audience that 
shippers will be demanding their 
carriers employ the use of telemat-
ics, and that it’s a good idea to get 
ahead of the game.

There are three forms of telemat-
ics solutions currently available on 
the market, which provide insight 
into not only the location, but also 
the temperature of a product. They 
include: one-way, Web-enabled; 
two-way, remote Web-enabled; and 
probes/sensors.

One-way, web-enabled solutions 
allow a f leet or shipper to monitor 
the temperature and location of its 
product online. 

Two-way, web-enabled solutions 
allow the f leet manager or shipper 
to remotely adjust temperatures, 
change settings and turn a reefer on 
or off without physically touching 
the unit. 

These systems must be licensed by 
the manufacturer of the trailer re-
frigeration unit, since they tap into 
the refrigeration unit’s microproces-
sor. The third option includes probes 
and sensors, which can be installed 
inside a trailer or directly onto the 
product itself. 

These sensors can also monitor 
door openings and closings.

Two-way telematics systems are 
typically connected to the refriger-
ation unit’s microprocessor through 
a JBus connection. 

The user can perform a wide range 
of activities remotely, including initi-
ating a defrost, selecting pre-set pro-
grams, or changing set points. 

“Some have the ability to stop and 
start the reefer without having to 
touch it,” Penizotto said. “The new-
er the technology, the more options 
you will have to be able to control the 
reefer.”

Temperature probes can be wired 
or wireless, and attached to the trail-
er walls or directly onto the freight 
itself. 

Wireless probes are mated to a spe-
cific refrigeration unit by serial num-
ber, and can’t be swapped between 
trailers without reprogramming. 

Hard-wired probes collect and 
store information that can then be 
downloaded into a Web-based pro-
gram.

The benefits of all these solutions 
are that transporters and shippers 
gain “complete visibility and track-
ing through their chain of custody,” 
Penizotto explained. 

The systems also can store data 
onto a server where it’s available for 
a predetermined period of time and 
easily retrieved when needed.

“They key question to ask (of 
providers) is how long is that data 

stored?” Penizotto said.
The systems allow trucking com-

panies to provide an enhanced ser-
vice to their customers. Penizot-
to cited the example 
of geofencing, which 
can be used to send 
a report to a receiver 
the moment the truck 
pulls into a distribu-
tion centre, informing 
them of the tempera-
ture within the trailer 
before it even backs up 
to the loading dock to 
pick up product.

Tr uc k i n g  f le e t s 
benefit from wireless 
telematics as well, 
Penizotto said, since they save on 
tools and labour by not having to 
physically pull data from the refrig-

eration units when the trailers are 
in the yard.

The use of telematics moves f leets 
away from passive information col-

lecting into a more active process. 
“With this technology, you’re getting 
real-time information as it happens,” 

Penizotto said.
When choosing a system, Penizot-

to said to consider integration with 
other dispatch, payroll and ware-
housing management systems. 

“You’re going to want the technolo-
gies talking to each other,” he point-
ed out.

It’s also necessary to decide who 
has access to the information and 
how much information is collected.

Progressive f leets are already em-
ploying telematics. 

Penizotto said McDonald’s is one 
example of a customer that’s de-
manding greater visibility of its food 
products as they move through the 
supply chain. 

The company probes its products, 
providing 15-minute snapshots of its 
temperature and condition while on 
a truck. 
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aking my own advice, 
I’m going to be positive 
this month, so I apolo-
gize in advance for any 
disappoint ment t his 
may cause.

First up, a shout-out to 
Bison Transport, for listening to their 
drivers. A friend of mine works there 
and came back from some home time 
to find his tractor unit had new steer 
tires fitted. He expressed concern at 
the choice of tires, as he didn’t like 
the ride they gave. 

They were a first life tire from a 
well-respected manufacturer, but 
my friend is rather picky and he 
preferred the ride from his previ-
ous set. He was asked to try them for 
one trip and if he had any concerns, 
they would be swapped out for his 
favoured tire choice. He didn’t like 
them, they swapped them out. Not 
often do you hear of a company lis-
tening to a driver and bending over 
backwards to keep him happy, so 
well done Bison.

And speaking of Bison, they’ve 
gone above and beyond once again. 
This time it concerns their driver’s 
butts. Instead of kicking them, Bison 
is giving some of them a Bose Ride 
System to gently cosset them as they 
roll down the road. 

This system will pay dividends in 
the long run. They’re initially expen-
sive, but they are not just a fancy seat 
– they are indeed a ride system. If 
you’ve ever seen a demonstration of 
them, you’ll know what I mean. They 
are an amazing piece of technology 
and will greatly contribute to a driv-
er’s long-term health, especially on 
the torn-up roads we have to ride on.

Speaking of which, now that win-
ter has finally gone south, we have 
the other Canadian season: con-
struction. I know I’m pushing the 
boundaries of positivity here, but it 
is a good thing, like visiting a dentist 
when you have a toothache is a good 
thing. Sure it causes a little pain in 
the short term, but long term, you’ll 
be in a much better place. Road im-
provements are good for all of us, so 
please bear that in mind as you sit 
in a back-up; it’s all happening for a 
good reason.

Something else the change in 
weather brings is holiday traffic – this 
can be very frustrating at times. They 
meander along without a care in the 
world, getting in the way of us folks 
who earn our living on the roads. 
They’re even worse when we stop 
for a coffee; the line-up goes right 
around the store, they stand there 
staring at the menu like they’ve nev-
er set foot in a Timmies before and 
what usually takes no more than five 
minutes seems to take an eternity. 

It’s enough to drive you crazy, but 
think about this, if people can afford 
to take a holiday it means they have 
money in the bank and money in the 
bank means a thriving economy and 
a thriving economy means plenty of 
freight, so it’s good for all of us.

Now it’s my turn. This is the year 
I’m finally going to become incred-
ibly wealthy and it’s all thanks to 
trucking. So how am I going to do 

this? Simple, I’m going to buy a few 
truckloads of yellow paint and sell 
it to B.C.’s Department of Transpor-
tation. Judging by the almost com-
plete lack of road markings in the 
province, they obviously cannot get 
yellow paint. This should make me a 
decent profit and I’m going to invest 
that in road salt, which I’ll sell to Sas-
katchewan. Again it’s something they 
cannot seem to get hold of anywhere, 
judging by the almost total absence 

of the stuff on their highways this 
past winter.

This gives me a dilemma; do I 
buy a new truck with my newly ac-
quired wealth? You’ve read in the 
past my feelings on the new trucks 
and my disgust at the reliability is-
sues they present. However, I have 
only concentrated on the negatives 
and there’s no place for any of that 
in this column. 

So back to the positives. Not all 
new trucks break down. Using my 
own figures to beat myself up, more 
than half are never in the shop for 
anything but routine maintenance. 
They’re far more comfortable than 
the older models, far quieter and a 
lot of attention has been paid to mak-

ing them very driver-friendly inside 
the cab, especially the bunk areas. 
They also achieve spectacular fuel 
consumption figures, to the point 
where the fuel savings, compared to 
an older classic truck, can take care 
of the payments, which means that it 
won’t cost me a penny, the truck will 
pay for itself.

Wow! I made it through a whole 
column without any negativity. Not 
only am I proud of that achievement, 
I’m also going to take great pleasure 
in collecting the $20 I bet my wife, 
who said I couldn’t pull it off. 

Happy days. 

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

Trying to maintain a positive outlook

Mark Lee

You say tomato 
I say tomahto
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o you found that deep de-
sire to make a lifestyle 
change, then you took it 
one step further and put a 
plan together to tackle that 
change. Doing this filled 
you with energy and mo-

tivation for the first month but you’re 
discovering that implementing that 
plan each day is not so easy. 

When you woke up this morning, 
your first thought was of how little 
time was available to get to your first 
drop or pick. The morning walk you 
planned is going to have to wait. You 
were going to follow up that walk with 
cereal and fresh fruit in the truck. No 
time for that either. 

A reheated breakfast sandwich 
from the truck stop along with a cof-
fee on the f ly is how you start your 
day. That’s a bit of a step back for you.

After looking after your morn-
ing business you’ll take a two-hour 
break and have that walk along with 
a healthy lunch. But you’re delayed 
at the shipper and dispatch just sent 
you a message, your pick-up appoint-
ment has been moved forward this af-
ternoon. On top of that it’s starting to 
rain. You’re not going for a walk in the 
rain, even if you did have the time.

Now you’re hungry, frustrated, and 
short on time, so for lunch you opt 
for the meal deal at the restaurant 

across the street from where you are 
parked. You can go for that walk when 
the day is over and you’ll keep dinner 
to the soup and salad that you have in 
the truck. That will make up for the 
breakfast and lunch plans that didn’t 
pan out as you planned. At least you 
hope that’s the way the rest of the day 
will go.

Does this sound familiar? Despite 
all your best intentions and desire 
to do a better job of caring for your-
self, trucking will always throw road-
blocks in your way. 

You can’t be blamed for throwing 
up your hands on days like this and 
telling yourself it’s simply not do-
able, but it is, believe me. These are 
the times you need a network of sup-
port to help you along.

Support can come in many differ-
ent forms. One of the best things you 
can do to support yourself and stay 
motivated in the short term is to mea-
sure your progress. 

Recording your weight and calcu-
lating your BMI (Body Mass Index) 
once or twice per month is one of 

the simplest ways to track progress. 
Recording your RHR (Resting Heart 
Rate) once per month is a great way 
to track improvements to your car-
diac health from those walks you’re 
taking. Simple things you can record 
on a calendar and look at each day to 
remind yourself of the benefits to the 
effort you’re putting forth and to keep 
you motivated.

One of the greatest supports can 
come in the form of your smartphone 
or laptop. I’ve mentioned a number of 
times the importance of counting cal-
ories and a smartphone application 
makes this quick and simple to do. 

Not only do these apps track your 
calories in and out, and the composi-
tion of your food, (fats, protein, carbs, 
etc.) most of them also have a social 
media aspect to them. You can share 
information on your progress with 
people of your choosing. This is a fan-
tastic way to find support. It adds a 
challenge in the way of a little com-
petition with friends and gives you 
some people to share with when you 
are facing difficulties in sticking to 
your program.

What about the carrier you work 
for? Do they support a healthy life-
style for their drivers? They should, 
because besides being the right thing 
to do for their employees it also is very 
beneficial to their bottom line. 

Do they have an EAP (Employee As-
sistance Program) you can make use 
of to meet your weight-loss goals, to 
help you quit smoking, or to help you 
deal with the daily stresses you face?

What about your family? Have 
you included the people closest to 
you in your plans? Again, this is an 
area where social media can play a 
strong role for truck drivers and their 
families. 

I use Facebook as a means to stay 
in regular daily contact with my im-
mediate family. It’s one of the great 
advantages we have over drivers of 
the past.

Networks of support are almost 
endless. The Canadian Cancer Soci-
ety, Heart & Stroke Foundation, your 
local YMCA or health club, as well as 
all levels of government, just to name 
a few, have vast resources of informa-
tion and personnel available to you.

It’s no easy feat to spend your life 
on the road and care for yourself at 
the same time. 

Taking that time is difficult to do; I 
speak from experience. Yet every time 
I take my wife into my arms and look 
into her eyes I am reminded of the 
benefits the future holds for me by 
caring for myself today. There’s no 
bigger reward than that. 

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

The importance of a support network

S
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Al Goodhall

Over the
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’ve written in the past that I 
think driving school practic-
es and commercial driving 
exams should have a serious 
overhaul. I think this revamp 
should include a math test. It 
seems far too many truck driv-

ers, despite possessing other admirable 
skills, just can’t add. 

This issue is more apparent at a small-
er carrier, because we have more person-
al contact with our drivers and owner/
operators. I’ve preached for years that 
truck manufacturers should not be al-
lowed to have their own lending divi-
sions. Far too many drivers have become 
owner/operators who, had they needed 
to present a business plan to a traditional 
lending institution, would still be com-
pany drivers. As a small carrier, I pre-
fer to have a vacancy than a full roster 
of owner/operators with poor finance 
management skills.

Exhibit A is the recruitment ads seen 
in magazines and truck stops. Those that 
garner the most attention are the largest 
and most graphically impressive. Pay 
levels rarely matter. Drivers tradition-
ally flock to the larger carriers, or those 
with shiny new equipment. 

We have all seen drivers reject work 
with a perfectly good company with 
good equipment and home time, to work 
for another carrier that may pay less or 
offer less home time, but offered some 
splashy iron to drive.  

Owner/operators are equally guilty, 
often leaning towards larger companies 
for the supposed job security. The last 
few years have exhibited the inconsis-
tency of job security everywhere. 

My advice: narrow your choices to a 
job description you like, then follow the 
money. We’ve all met that owner/op or 
driver who grumbles about making just 
enough money to survive, but refuses 
to consider changing jobs, or even the 
lanes they travel. There are drivers that 
will drive in any weather, in any traf-
fic, but are horrified with the thought 
of changing jobs for their own better-
ment. I know of some small companies 
that still pay their owner/ops when the 
customer pays. These carriers usually 
don’t have fuel cards either, yet licence 
and insurance costs are deducted either 
bi-weekly or monthly. 

After spending their own cash on fuel 
for two weeks, it’s still possible for the 
O/O to be handed a negative paycheque, 
because nothing they’ve hauled over the 
past two weeks has been paid yet. De-
spite that, many of these carriers boast 
owner/operators who have been on staff 
for several years. Why? 

Exhibit B is the attitude of some driv-
ers that someone else will always take 
care of their bad situation. Recently, 
we’ve heard complaints from tri-axle 
dump truck owners working on the new 
Windsor Expressway. They don’t feel that 
$63 per hour is enough, and I completely 
agree. The problem is, these operators 
agreed to work for that. That rate was 
fine a year ago, but unacceptable now. 

A similar scenario happened years 
ago, when owner/operators with large 
auto parts haulers went on “strike,” pro-
testing insufficient fuel surcharges. The 
Ontario Transport Minister even got in-
volved to negotiate for these poor souls 
who were supposedly about to lose 

their trucks, while those in other sec-
tors thrived. 

My opinion was that all involved were 
fools. The Transport Minister was far re-
moved from his duties, and as far as the 
O/Os were concerned: quit your job, 
and your whining. If the car parts haul-
er were suddenly 20 trucks short, rates 
would increase. If not, there are hun-
dreds of other jobs to choose from.

Exhibit C is those who are paid per-
centage, yet are still trapped in the mile-

age pay mindset. I once employed a ca-
pable yet argumentative person who was 
firmly in this category. He once unload-
ed at the bottom of West Virginia. When 
told his backhaul was near the top of the 
state, he angrily asked if there was noth-
ing closer. 

There was another load 40 miles away, 
but since it paid $50 less, I suggested that 
he travel West Virginia’s hills empty 
rather than loaded, and enjoy his extra 
$50. His response: “Okay, but dammit 
watch these empty miles!” 

You can’t reason with someone so 
unaware of basic financial logic. Other 
owner/operators hate travelling to areas 
where backhauls are traditionally scarce 
or cheap. A good carrier will charge ac-
cordingly for the headhaul, so even with a 

bad backhaul, the revenue is still on target.
Exhibit D are those who still don’t un-

derstand fuel economy. Jobs change, but 
how many are running relatively flat 
country with tandem trailers, in a truck 
with 600 hp? How much money is flying 
straight out the stacks? Many long-time 
flatbedders still have high-rise bunks, 
costing a minimum of three quarters of 
a mile per gallon. Do your own math on 
the annual cost of that. 

The phrase that infuriates me most is: 
“We’ve always done it that way.” This in-
dustry is constantly evolving, so frankly, 
if this is your policy, you’re going back-
wards. Don’t be afraid to change your 
habits or employment, and get new bat-
teries in your adding machine. 

Bill Cameron and his wife Nancy cur-
rently own and operate Parks Trans-
portation, a four-truck flatdeck truck-
ing company. Bill can be reached at  
williamcameron.bc@gmail.com.

Too many truckers can’t do math

I

opinion

Bill Cameron
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Big Attitude
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Down
Useful no-idle zone equipment (7,6)
Michelin’s Arctic ____ tire
Increase following distance (4,3)
Border crossing near Montreal
Windshield-star repair substance
Fender dent, for example
Defunct GMC cabovers
Hand protection
Wi-Fi truck stop (3,4)
Eye portion of pintle hitch
Truck-shopper’s concern
A wage-payment process (6,7)

Unexpected engine stoppage
Montreal truck show
Cab-shell section
Keep the ____ side down!
Oversize rigs’ companion vehicles
Truck mechanic’s investment
Processes petroleum
Iditarod race vehicle (3,4)
Bridgestone wide-base tire
Truck-tech tasks
Helical fastener formation
O/O component
Add coolant or oil (3,2)
Cargo ____, industry issue

 By Kelly Taylor

A Canadian-made transport trailer is 
being hailed by American safety ex-
perts as the gold standard for protect-
ing drivers and passengers of cars that 
crash into the trailer’s rear.

Dry vans manufactured by Quebec-
based Manac and sold under trade 
names Manac and Trailmobile were 
the only trailers to pass all three tests 
of the trailers’ rear underride guards 
conducted by the Virginia-based In-
surance Institute for Highway Safety 
(IIHS).

The trailers that failed included 
American trailers built to tougher Ca-
nadian standards for rear underride 
guards, prompting the IIHS to call for 
standards that more closely approxi-
mate the results of the Manac trailers.

Underride guards came into promi-
nence after the death of actress Jayne 
Mansfield, who in 1967 was riding in 
a 1966 Buick Electra when it crashed 
into a stopped transport trailer near 
New Orleans. The greenhouse of the 
car was sheared off, Mansfield and the 
driver died instantly.

The guards, also known as Mans-
field bars, transfer the structure of the 
trailer from deck height down to a lev-

el more compatible with cars. With-
out them, or when they fail, the car can 
ride under the deck with often-cata-
strophic results.

“Modern vehicles are built to han-
dle severe frontal crashes,” said IIHS 
spokesman Russ Rader. “The crash-
absorbing structures in the front of the 
vehicle are designed to crush and ab-
sorb impact and keep it away from the 
passenger compartment. If the car en-
gages with the underride guard, and 
the guard stays in place, the front of the 
car crushes like it would hitting any 
other vehicle and people could walk 
away from a crash like that. But if the 
guard gives way and the car slides un-
der the vehicle, then all bets are off. 
And you’ve missed all the important 
safety features in the front of the car. 
With the stronger Canadian standards, 
as we’ve seen, these kinds of under-
rides can be prevented,” Rader said.

The IIHS tested the bars in full-
width crashes, 50% overlap (where 
the end of the bar is at the centre of 
the car) and at 30% overlap, the tough-
est standard. (The IIHS chose 30% be-
cause that was the minimum amount 
of impact that could still result in  
the trailer striking the head of the  

Continued on page 18

Trailer underride 
guards put to the test
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occupant on the side of impact).
A 2010 Chevrolet Malibu was used 

for all tests, chosen because it is has 
earned the institute’s Top Safety Pick. 
Using a Top Safety Pick helps ensure 
the results reflect flaws in trailer de-
sign rather than flaws in the test ve-
hicle’s safety mechanisms.

All trailers tested passed a full-width 
impact, sufficiently transferring crash 
forces to the structure of the trailer and 
allowing the car’s crush zones to prop-
erly protect the passengers. 

All but one, those build by Van-
guard, passed the 50% overlap test 
and all but the Manac trailers failed 
the 30% overlap test (see chart for com-
plete results).

The Manac trailers passed, accord-
ing to the IIHS analysis, because the 

7,5” x 10,25” (Black + PANTONE 1795) 

Sales Offices
Montreal: 800 361 7900
New England: 877 653 7091

Ontario: 800 956 2622
Western Canada: 877 626 2622

www.manac.ca
facebook.com/manacinc

CANADA’S #1
TRAILER MANUFACTURER

vertical supports that hold the bars 
near car bumper height are attached 
more closely to the outside of the trail-
er and to a reinforced mounting posi-
tion on the trailer deck.

The typical failure resulted from 
horizontal bars that bent outside the 
vertical supports or those where the 
vertical support on the side of impact 
failed.

“What we’re trying to do is encour-
age the transportation industry to pur-
chase the trailers that meet the tougher 
standards,” Rader said. 

Bob Dolyniuk, executive director 
of the Manitoba Trucking Associa-
tion, said the trucking industry keeps 
safety as a top priority, but wonders 
about the fairness of off loading ad-
ditional equipment costs to truckers 
on an issue that rarely, if ever, is the 

trucker’s fault.
“It’s affecting our industry’s equip-

ment costs because of the need to pre-
vent people from hurting themselves,” 

Dolyniuk said. “We’re not opposed to 
safety. But we’d like to see some re-
sponsibility on the other side.”

“Almost all motor vehicle crashes 
involve drivers making mistakes, but 
the sentence for a mistake shouldn’t 
be death,” Rader countered. “Our tests 
demonstrate that underride in crashes 
can be prevented with relatively inex-
pensive changes to the guards on trail-
ers. Manac made a change that added 
20 lbs to the guard and cost about $20.”

Still, Dolyniuk would like to see 
some action by vehicle manufactur-
ers and governments to increase the 
training and examination standards of 
drivers of passenger vehicles. It’s an is-
sue that goes beyond underride guards 
and covers all aspects of how vehicles 
share the road.

Dolyniuk said too few passenger car 
drivers understand the dynamics of 
truck-trailer combinations, specifical-
ly, the trucker’s ability to begin moving 
and to stop moving. 

He said more work needs to be done 
to help drivers understand how to in-
teract safely with transport trucks on 
the roadway.

David Zuby, chief research officer for 
the IIHS, said in a press release that a 
benefit to the industry from stronger 
underride guards is that after a crash, 
the underride guard is often the only 
part of the trailer to require repairs, 
helping mitigate crash costs.

“If trailer manufacturers can make 
guards that do a better job of protect-
ing passenger vehicle occupants while 
also promising lower repair costs for 
their customers, that’s a win-win,” 
Zuby said. “While we’re counting on 
NHTSA to come up with a more effec-
tive regulation, we hope that in the 
meantime trailer buyers take note of 
our findings and insist on stronger 
guards.”

Manac said in a release it was 
pleased with the results.

“We are very proud of our perfor-
mance in the IIHS tests as the results 
confirm Manac is a North American 
leader in the design, manufacture and 
sales of standard and custom semi-
trailers that are recognized for their 
advanced technology and superi-
or performance,” said Charles Dutil, 
Manac’s president. “We take a differ-
ent approach with the underride guard 
because under Canadian regulations, 
it must withstand about twice as much 
force as required by the US rule at the 
point where it attaches to its vertical 
support. The supports of the Manac 
underride guard are bolted to a rein-
forced floor and spaced just 18 inches 
from the edge.”  
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Canadian-made trailer only one to pass all three tests
Continued from page 16

Crash test results for eight top-selling trailers

full-width 50% overlap 30% overlap

Great Dane pass pass fail
Hyundai pass pass fail
Manac          pass pass pass
Stoughton pass pass fail
Strick pass pass fail
Utility                                 pass pass fail
Vanguard                             pass fail n/a
Wabash                               pass pass fail
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saw that tenth percentile truck, that 
2009 model year that was dramatical-
ly higher than it should’ve been. There 
would be a way to identify them.”

The remote sensing technolo-
gy, Theobald said, could be used to 
find vehicles that were not in compli-
ance with the emissions standards 
that apply to that particular truck’s 
model year. He said the technology 
is sound and reliable, but it would 
likely be used to refer suspect vehi-
cles for further testing, not to act as 
judge and jury.

“We’d never use it to say you’ve 
passed or failed (an emissions test),” 
Theobald said. “We’d use it to say 
you’re a gross polluter, or you’re so 
clean that you don’t have to come in 
for an emissions test.”

Currently, heavy vehicles in B.C. 
don’t require any emissions testing, 
unless they serve Port Metro Vancou-
ver. The Ministry of Environment, 
however, has hinted it would consid-
er adapting the province’s Air Care 
program to the heavy vehicle popu-
lation, since the common perception 
is that heavy trucks are heavy pollut-
ers. In other parts of North Ameri-
ca, remote sensing is used to “clean 
screen” vehicles that emit so little, 
they don’t require further emissions 
testing while identifying gross pol-
luters that should require a closer  
examination.

The Metro Vancouver study did 
find that newer tractors had substan-
tially lower emissions.

“With improved DPF systems, the 
2008-2010 models had dramatically 
lower emissions of PM and modest 
reductions in NOx,” the report says. 
“The 2011 and newer models had low 
emissions of PM and NOx.”

The study also debunked the 
myth that heavy trucks tend to belch 
smoke.

“Anecdotally, the public believes 
that most heavy-duty trucks emit 
smoke,” the report read. “In the study, 
however, relatively few trucks gener-
ated visible smoke as observed by RSD 
(remote sensing device) operators.”

In addition to the remote sens-
ing units, Envirotest also deployed 
a 50-ft. tunnel that was used to col-
lect emissions data. As a truck drives 
through the tunnel, its exhaust is col-
lected and analyzed by sensors along 
the top. The results from both collec-
tion methods were comparable, the 
report said.

While Metro Vancouver has yet to 
announce the next steps it will take 
to control heavy-duty truck emis-
sions, the study seems to suggest old-
er model-year vehicles should be tar-
geted. The study found that the 75% 
of vehicles built in 2007 and earlier, 
contributed 90% of the NOx and 98% 
of soot emissions. “Retiring or ret-
rofitting older vehicles may be one 

strategy for reducing emissions from  
this sector,” read a memo from Metro 
Vancouver to the En-
vironment and Parks 
Committee.

The study also found 
the “gross emitters” – 
the dirtiest 10% of the 
overall fleet included 
in the study – contrib-
uted: four to five times 
more NOx and PM; 11 
times more carbon 
monoxide; and eight 
times more hydrocar-
bon than the overall 
heavy vehicle fleet. In-
cluded in this “gross 
emitter” category are 
trucks that performed 
poorly, “due to emis-
sion control technology 
failure, or in some cas-
es, tampering with emission controls.”

The findings revealed that: “al-
though more recent model years are 

significantly cleaner than older ve-
hicles, gross emitters are present in 
every age group of vehicle.”

The study did not find any signif-
icant variation in emissions levels 
among trucks from various jurisdic-
tions. Theobald said truckers were 
clearly wary of the roadside remote 
sensing units, and before long were 
warning each other of their location 

over the CB radio. 
“As soon as the trucking indus-

try figured out we were at roadside, 

B.C. trucks under the microscope

Continued from page 1

‘We tried to make 
it perfectly clear 
that this was 
simply a study; 
that you’re just a 
digital point on a 
reference chart.’
Ed Theobald, Envirotest Canada

they’d get on the CB radio and say 
‘They’re going to fine you!,’” Theo-
bald recalled. “We tried to make it 
perfectly clear that this was simply a 
study; that you’re just a digital point 
on a reference chart.”

Still, some drivers attempted to de-
feat the system, by coasting through 
the beam without applying the throt-
tle. To obtain an accurate reading, 
the system requires some accelera-
tion as the truck’s exhaust stack pass-
es through the infrared beam.

“We had many readings that we 
took defeated as they’d decelerate 
through the beams,” Theobald said.

Not to be outdone, RSD operators 
began locating the readers on slight 
uphill grades, so truck drivers would 
have to apply the throttle as they drove 
through the beam. Accurate readings 
can be obtained with a vehicle speed 
ranging anywhere from 10-70 km/h.

Whether the Envirotest Canada re-
mote sensing devices will return to 
B.C. roadsides for enforcement pur-
poses or further studies remains to 
be seen. 

Metro Vancouver presented the 
findings of the study at a recent meet-
ing with the Environment and Parks 
Committee and will deliberate further 
before deciding if and how to crack 
down on heavy truck emissions. 

Findings of study will be used to 
determine whether or not actions are 
necessary to control truck emissions
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s an accountant, I spend 
a lot of time looking at 
fine print. Hey, some-
one has to do it. Most 
people are put off by le-
gal gobbledegook on a 
page (probably the writ-

er’s intent all along).
While reviewing finance contracts 

and other legal documents is part of 
my job, occasionally I’m reminded 
why it’s so important for clients to go 
over these documents themselves and 
to raise questions when something 
doesn’t make sense. 

Just because someone sounds smart 
on paper doesn’t mean he’s right. Un-
fortunately, it’s not that uncommon for 
us to find mathematical errors, incor-

rect interest rates, confusing guaran-
tee terms, missing pages, illegible type 
– astonishing mistakes in big-dollar 
contracts. Here are some examples:

Bad math: A few years back, we had 
a client who was getting ready to pur-
chase a new truck. He spent months 
spec’ing out his vehicle, shopping for 
a good price, and compiling detailed 
finance quotes. He found the truck he 
wanted, but something in the finance 
contract didn’t add up so he asked me 

to check it over. The F&I guy at the 
dealership had plugged in the right 
numbers on the purchase price, but 
the interest rate was different from 
the one my client was quoted. It would 
have resulted in a $6,000 overcharge.

Fees: Keep your eye open for unnec-
essary administration or processing 
fees. These could pop up on the bill 
of sale or invoice and have innocent 
names like “filing fees” or “miscella-
neous” charges.

With what trucks cost these days, 
you should negotiate to either reduce 
or eliminate them. If you feel like 
you’re talking to a brick wall, be ready 
to take your business to someone else. 
Don’t think you can always get a good 
deal with “one-stop shopping.” There 

are lots of dealers out there with trucks 
to sell.

Penalties: When reading the fine 
print, watch for early payout penalties. 
Banks and finance companies handle 
these differently: an open loan or line 
of credit at a bank would carry none, 
while many equipment finance firms 
charge 5% of the outstanding princi-
ple (they may but waive it if you re-
finance your next truck with them). 
What’s quite common in leasing is 
being forced to pay the outstanding 
balance plus all the remaining inter-
est on the loan up front, an unpleas-
ant surprise.

Guarantees: If you’re a sole propri-
etor and sign a sales agreement, that 
piece of paper is a personal guarantee 
that you’ll pay the lender back. 

If your business is incorporated, 
you’ll be asked to sign either a con-
tinuing or specific guarantee to be ap-
proved for a loan or lease. A specific 
guarantee deals with only the equip-
ment you’re buying and a continuing 
one adds all subsequent purchases or 
leases made with the finance company 
into the equation. 

In both cases, the equipment serves 
as collateral. Often a bank will use a 
general security agreement, which 
holds all your personal property as col-
lateral. Yet another type is known as a 
cross-collateral guarantee: if you have 
a few loans or leases under one roof 
and default on one, the firm can hold 
your other equipment as collateral.

Restrictions: If you are thinking 
about buying a truck and leasing it 
to another driver, read your contract 
carefully as many finance companies 
don’t allow this.

Carriers flunk, too: Finance com-
panies aren’t the only ones guilty of 
bad math. A few months ago I was con-
tacted by an owner/operator who was 
on with a US-based carrier. The carrier 
figured his fuel tax and said he owed 
$1,119.82. 

“I’m just a trucker and I’m not very 
smart about these things,” the owner/
operator said, “but something about 
these fuel tax charges doesn’t seem 
right. Can you look them over?”

I asked him to send me all the de-
tails he could. We ran the mileage and 
fuel through our system and, accord-
ing to our calculations, the owner/op-
erator didn’t owe the carrier money. 
He should have received a small re-
fund instead.

Now, maybe the carrier made a cleri-
cal mistake. Maybe the information 
the owner/operator provided wasn’t 
100% correct. Still, a thousand bucks 
is a thousand bucks. I think the own-
er/operator was this close to getting 
ripped off, but his willingness to ask 
a “dumb question” and get qualified 
help saved him a lot of money and ag-
gravation. And yes, he moved on to an-
other carrier.I know it’s tough to find 
time to review statements and legal 
documents, and not everyone has the 
confidence to act when something 
doesn’t add up. The payoff of getting 
it right, though, goes beyond what you 
owe (or is owed to you). It includes fair-
ness and trust. 

Scott Taylor is vice-president of TFS 
Group, providing accounting, bookkeep-
ing, tax return preparation, and other 
business services for owner/operators. 
Learn more at www.tfsgroup.com or call  
800-461-5970.

Surprise! It’s in the contract

A
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I read your article on emission control 
deactivation with interest and disap-
pointment. As a repair facility owner and 
technician, I hear, on a daily basis, the 
horror stories of huge expenses for emis-
sion-related repairs and the associated 
losses from downtime. There are many 
cases of these issues driving O/Os and 
small fleets to the edge of bankruptcy, 
and some over the edge. 

It is very easy for the government to 
issue standards for emissions and fuel 
economy that are (at least on paper) good 
for the environment. 

However, when the manufacturers 

attempt to attain these standards it is 
done with a keen eye on maintaining a 
profit margin. If that means high main-
tenance costs to the eventual owner of 
the unit, so be it. 

Dennis Roberts
•

As your editorial comment said, some 
truckers won’t be happy (with the emis-
sions tampering coverage), but I can as-
sure you had I not done something to 
our engine, I would have been out of 
business. 

Twenty grand in one summer at our 

local dealer with downtime and tow 
bills. And since the delete, not one 
problem. And, I’m saving our environ-
ment by using two miles to a gallon less 
and my customer doesn’t have to hire 
my competition to do their work. If the 
builders can make it right, I’m in. If not, 
leave me alone. I’m a small operator try-
ing to survive. 

Dan Pries
•

I can see where you are coming from 
on this article, and truly believe that 
this is the way to go.  But my question is 

why are people going to this extreme? 
I myself am a small fleet owner of 11 
trucks in Northern Ontario and have 
two 2011 trucks. 

My son bought one at the same 
time. We run strictly from Thunder Bay 
to Sault Ste. Marie and we haul wood 
chips, so we are at our max of 63,500 
kgs. I have received in total, more than 
$11,000 worth of tow bills for those 
trucks from mid-January to just recent-
ly. The main issue with these trucks is 
the wiring that is poorly done and sen-
sors. These trucks are just not down for 
a day or two, but a week at a time.  This 
is very costly and there is no way that 
you can ever get your downtime back.  

It seems like yes, we need to save the 
environment and I won’t argue that fact. 
But we burn more fuel, which increases 
our demand for fuel. The costs of run-
ning these trucks is going to drive me to 
the poor house. This is just not an isolat-
ed case with me but the whole industry. 

Beverly Nantel, 
Keith Spencer Trucking

•
Yes, the government has tried to make 
trucks run better. But in most cases, the 
fuel mileage has gone way down, mak-
ing trucks more costly to run. The rates 
have not kept up with the times. So if 
trucks are using more fuel, then more 
fuel has to be made. Some one should 
look into the pollution that is made by 
making more fuel. I think the environ-
mental benefits are washed out by this. 

Robert Maginnis
•

Let them delete DPFs and EGRs if it’s 
the only way for them to make money. 
They still pass the opacity snap test, 
and if they get better fuel economy, 
than they’re burning less fuel anyway 
– great! If this gets enforced, then look 
out, the industry will fall apart.

David Hiller
•

I find it frustrating that governments 
and trucking alliances are steadily in-
creasing the hoops that owner/opera-
tors have to jump through just to make 
a living in their own equipment.

The EGR, then the DPF and now the 
DEF technologies were introduced with 
little or no practical over-the-road test-
ing. These technologies were not in 
use long enough to have the OEMs in-
vest in engineering revisions to make 
the equipment even remotely reliable 
and any amount of research into the  
industy’s maintenance financials will 
corroborate this statement.

Grassroots techinicians and engi-
neers come up with a viable alterna-
tive to these underdeveloped technol-
ogies and market them effectively to 
those who need them. They are fixing 
the problems created by the bureau-
crats and fat people in committees who 
equate driving a truck with taking the 
family van to Disney World.

My ’05 EGR truck never made me a 
reasonable wage until I purchased the 
EGR delete kit. Since then I have had 
three good years. My 2005 EGR engine 
blew an average of 15% opacity before 
I got the delete kit installed. The next 
opacity snap test averaged 4.2% with the 
EGR delete kit installed. I have MOE in-
spection reports to back this up. My fuel 
mileage improved and the horsepower 
increase was significant.

Marty Zinck 
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In the April issue of Truck West, we ran a two-part report on 
emissions system tampering, often referred to as DPF Delete 
or EGR Delete services. Our investigation found the practice is 
widespread and the services easily attainable. Readers reacted 
strongly to the articles. Here’s a sampling of the reaction:
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ower inverters – the devic-
es that convert standard 
battery (DC) power to AC 
household power – are be-
coming more common-
place in the trucking in-
dustry. Depending upon 
whom you ask, that’s to 

the delight, or chagrin, of fleet and 
maintenance managers who often have 
a love/hate relationship with inverters.

“Inverters have always been a mag-
net of controversy,” says Steve Carlson, 
OEM sales manager for inverter sup-
plier Xantrex. Carlson says shipments 
have risen sharply since early 2012 and 
the company expects this trend to con-
tinue in the next few years.

“Fleets know that drivers love them, 
as they provide an extra measure of 
creature comfort that helps with driver 
retention,” Carlson says. “But they can 

be nervous about inverters and their 
potential to damage the truck’s elec-
trical system.”

Carlson says he often fields ques-
tions from fleets about inverters, and 
“the distrust of inverters is really a 
thing of the past, if, and I stress if, the 
right inverter and installation prac-
tices are followed. Inverters can be a 
great asset to drivers and fleets. The 
key is for fleets to do their homework 
and know what’s best for their opera-
tion prior to making a purchase. One 
size does not fit all and inverter qual-
ity varies greatly.”

Carlson says these questions typi-
cally rise above all others when fleets 
try to determine which inverters to 
purchase. 

What size should I buy?
Far and away, Carlson says “what size” 
is the number one and most important 
question he hears from fleets. 

“It’s easy to say get the biggest invert-
er on the market and you’ll be covered 
for all your needs,” Carlson says. “But 
that’s not the best advice. Inverter sizes 
range from 300-watt cigarette lighter 
plug-in inverters to 5,000-watt units. 
Each fleet should do a survey on truck 
size and power usage and understand 
how their drivers will use an inverter 
– what items they want powered and 
what items will be used at the same 
time. That will help right-size the in-
verter for your operation.”

As an example, Carlson says driv-
ers will often run a microwave, TV and 
laptop all at the same time. 

“On each device you’ll see a watt-
age number,” he said. “A microwave 
might be rated at 1,000 watts, a TV 
at 250 watts, and a laptop at 95. Add 
them up to see how much continuous 
power you’ll need and then add 20%.  
So, in this case you’ll need just over 
1,600 watts. Next, round up to find an 
inverter that meets your power needs. 
Xantrex, for example, offers an 1,800-
watt unit, and that’s what we would 
recommend.”

While determining continuous pow-
er is an important consideration, so is 
“surge power.” 

“Whenever you power up any de-
vice, the initial load is more – and 
sometimes double – what the contin-
uous power requirement is,” Carlson 
says. “So the surge rating on quality in-
verters should be about double. So, an 
1,800-watt inverter can handle a short 
3,600-watt power surge requirement.”

Next, Carlson says to research how 
long the inverter can handle the surge. 
“The longer the better,” he says. “Some 
on the market can handle only a few 
milliseconds of surge before the pow-
er draw shuts down the inverter. Oth-
ers can last five seconds or more, and 
that’s what you should look for.”

Sine or modified sine 
wave?
There are two types of inverters on the 
market, a sine wave and modified sine 
wave. 

“Both work well in a truck environ-
ment, but for those running sensitive 
electronics (like CPAP machines) or 
products that are plugged into their 
own chargers – a drill or a toothbrush 
– sine wave is the preferred choice,” 
says Carlson. “Since sine wave is the 
same power as what you get at home, 
the voltage is consistent without spikes 

or drops. So, the device you’re power-
ing reacts just as it would if you were 
plugged in at home. But, in most cases, 
modified sine wave power is just fine 
in operating most electronics and ap-
pliances with the exception of few sen-
sitive applications.”

As for the price difference? Carlson 
says the gap has narrowed and today, 
most higher wattage sine wave in-
verters cost about 15-20% more than 
a modified inverter.

“With a sine wave unit, you’ll no-
tice a slight decrease in the efficien-
cy rating since electronics within the 
inverter use power to keep electrical 
levels consistent,” says Carlson. “It’s 
not much – we have an 87% efficien-
cy rating on a Xantrex sine wave unit 
compared to 92% on a modified in-
verter. It’s like the difference between 
running a six-cylinder car versus four-
cylinder car. That four-cylinder car 
may get a bit better fuel economy, but  
the six-cylinder is better in overall  
performance.”

Is it okay for our fleet to 
install the inverter?
“Generally speaking, yes,” says Carlson. 
“Most technicians will have no prob-
lem handling installation, and Xantrex 
does offer fleet training programs to our 
customers. We certainly would recom-
mend our training program if there are 
any questions on installation. But, just 
remember, you’re working with elec-
tricity and electricity can bite if you’re 
not careful. It’s our recommendation 
that inverters over 300-watts feature 
hard-wiring and fusing.”

Carlson says there is a bevy of things 
to consider when installing an inverter, 
starting with ‘where it should go’ and 
making sure there is adequate ventila-
tion to allow heat to dissipate. 

“And you have to be cognizant of 
wire sizing and the distance between 
the inverter and plug-ins which can be 
put in the sleeper; plus the distance be-
tween the battery and inverter. There’s 
a lot to consider.”

According to Carlson, most fleets 
want the convenience of a factory-in-
stalled and warranted inverter. “We 
really recommend either an OEM in-
stall when you purchase a new truck, 
or have the installation done by an au-
thorized dealer,” says Carlson. “The 
OEMs have installation down to a sci-
ence and it’s done on the line to rigid 
spec’s. Truck and aftermarket dealers 
also have the experience, so it’s worth 
spending a few extra bucks to have the 
installation done right, the first time, 
should your own staff not have the 
time or expertise.”

What kind of reliability 
can I expect?
“When it comes to reliability, the old 
adage, ‘you get what you pay for’ comes 
into play,” says Carlson. “You will pay 
more for an inverter that has a ‘Regu-
latory Listed’ approval – such as UL or 
ETL with UL458 rating. 

This means the inverter was inspect-
ed and approved by an independent 
agency which safeguards against is-
sues with electricity. UL458 is the list-
ing for inverters and chargers in mobile 
applications. They must meet strict vi-
bration, environmental, and thermal 
requirements that non-UL458 units do 
not. This is the most important safety 
point I can make, and in fact, TMC’s 

Power 
play
Seven common questions 
about power inverters

P
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Missing Since: June 26, 1995 

Date of Birth: February 2, 1977 

Missing From: Toronto, Ontario, Canada

Height: 5’6”

Weight: 115 lbs.

Eye Colour: Brown

Hair Colour: Dark Brown

Holly Painter
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RP163 calls out this UL listing for all 
inverters and chargers.”

Buying an inverter that is not Regu-
latory Listed tells you: buyer beware. 
“We’ve seen these types of products ac-
tually shock users, plus internally they 
often can’t protect themselves against 
power surges.”

Carlson says that inverters installed 
by truck manufacturers all are UL ap-
proved, but many inverters sold at 
truck stops are not.

Carlson also suggests you look for 
how inverters are internally tested for 
quality control. “If the manufactur-
er you’re considering tests to ensure 
quality, then they’ll likely promote that 
fact in their marketing material, or on 
their Web site,” he says. “And, those in-
verters that have been tested will last 
longer versus inverters from manufac-
turers that don’t spend the time and 
money to ensure quality. A quality  
inverter should last well beyond its 
warranty period.”

Carlson says inverters will occasion-
ally shut down, but quality inverters 
do so without damaging themselves. 

“If dust or cat hair, for instance, gets 
inside the inverter, it can cause it to 
overheat. A higher watt Xantrex in-
verter, for example, has an error code 
that lets you know what the problem 
is – in this case it will tell you that you 
are overheating and to check the fan. 
A simple cleaning or ‘blowing out’ 
will correct the problem and you’ll be 
back up and running. Other inverters 
could leave you guessing as to what 
the problem is. And, if you overload 
the inverter, placing more wattage 
demands on the inverter than it can 
handle, the inverter will shut down. 
The difference between a quality in-
verter and low-end inverter is how 
they deal with a shut down. A quality 
inverter is designed to shut down with 
no ill effects. A low-end inverter can 
‘wear out’ after multiple overloads.” 

Should I buy an inverter 
with a battery charger?
“The simple answer is yes if you can use 
shorepower (electrical outlets at home 

or on the road at terminals, loading 
docks, or truck stops),” says Carlson. 
“When plugged in, you can run every-
thing you’re running with your inverter 
for as long as you want, plus you can re-
charge and top off your batteries. The 
more you can use shore power, the  
better, as it prolongs the life of your  
batteries.”

In fact, Carlson says having the 
shorepower option and a charger in 
the system will add 20-30% to the life of 
the batteries if plugged into grid power 
whenever possible. 

“It also has the potential to eliminate 
one battery swap-out over the five to 
six years use of the truck. This happens 
by keeping batteries fully charged, off-
setting parasitic loads, and reducing 
the number of cycles.”

According to Carlson, most instal-
lations use the inverter off the truck’s 
starting batteries and quality invert-
ers will have a low voltage disconnect 
(LVD) to shut down when voltage drops 
to 11.7 volts. This ensures the truck will 

have enough juice to start. 
“Check on the LVD feature before 

you buy an inverter,” cautions Carlson. 
“Many inverters on the market will run 
the batteries down to 10.5 volts, which 
will let drivers run electrical devices 
longer in the cab and sleeper. How-
ever, they won’t be able to start the 
truck unless the truck comes equipped 
with its own LVD. Another option is 
to run two dedicated deep-cycle bat-
teries and connect them to the invert-
er,” continues Carlson. “Yes, they do 
add weight to the vehicle, and added 
cost. But, deep-cycle batteries were de-
signed to be drawn down to a 50% state 
of charge, or 10.5 volts. This gives you 
double to triple the amount of contin-
uous power to run hotel loads. Some-
thing your drivers will appreciate.”

Should I allow drivers to 
bring their own inverters?
According to Carlson, not knowing 
what kind of inverter your driver is 

How much power 
do you need in the 
truck cab?
Microwave: 1,000 watts
TV: 250
Hot Plate: 1,300
DVD Player: 40
Laptop: 95
Hair Dryer: 1,500
Electric Blanket: 200
Portable Heater: 1,000 to 1,500
Electric toothbrush: 2 

bringing in is why fleets often have  
a policy of not allowing drivers to  
outfit company trucks with their own 
inverters. 

“But, if you do allow drivers to 
bring in their own inverters, then 
we recommend you give them a list 
of approved devices, with the most 
important common denominator be-
ing UL458 listed. And we suggest you 
make it mandatory that your shop or 
outside dealer does the installation,” 
explained Carlson.

Why use an inverter if I 
already have an APU? 
The addition of an inverter to a truck 
electrical system will reduce hours of 
use on a diesel-fired APU (assuming 
that the APU does not already have 
shore power compatibility). 

“And, it will reduce maintenance 
costs and increase APU life,” said Carl-
son. “An inverter can be used for ho-
tel loads in the cab as long as environ-
mental conditions do not require air 
conditioning. When those conditions 
happen, just power up the APU for air 
conditioning.” 

With this set-up, the only time the 
APU would need to come on is if the 
batteries drop to a low level. Once the 
batteries are charged, the APU can 
shut off again. 

“This significant reduction in APU 
run time means a quick payback on the 
cost of the inverter,” says Carlson. 

A schematic shows the installation of a power inverter. Fleets should provide 
drivers with a list of approved devices, if they wish to bring their own.
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ttracting and retaining 
qualified employees can 
be a challenge at the best 
of times, and there is lit-
tle hope the situation will 
improve anytime soon. A 
recent study by the Con-

ference Board of Canada concludes 
our industry might be short more than 
33,000 truck drivers as early as 2020, 
while other reports suggest individual 
fleets already struggle to fill job open-
ings. As the average age of a truck driver 
continues to rise, leaving employers to 
fill the vacancies created by an increas-
ing number of retirements, fleets also 
face ever more competition for the next 
generation of workers as other business 
sectors scramble to address personnel 
shortages of their own.

This is hardly welcome news for the 
industry’s managers. It costs between 
$6,000 and $10,000 to recruit and retain 
a new truck driver, and this is on top of 
the business opportunities lost because 
of a lack of workers. To compound mat-
ters, those who fill any gaps with high-
risk drivers face an increased threat of 
collisions and lost customers alike.

Human resources practices obvi-
ously have a role to play in any broad-
er safety and operational plans. That’s 
why Northbridge Insurance safety spe-
cialists tap into a broad library of infor-
mation when helping customers to de-
velop solutions.

Some of the related support comes in 
the form of material from Trucking HR 
Canada – officially launched this month 
to focus on the human resources needs 
in Canada’s trucking and logistics sec-
tors. The initiative is supported by the 
Canadian Trucking Alliance, Private 
Motor Truck Council of Canada, Gla-
cier Business Information Group (the 
publishers of this magazine), and New-
com Business Media. And in addition to 
identifying broader issues and trends, 
the group will offer a national forum for 
sharing best practices, while helping 
to promote career paths in the truck-
ing industry.

For its part, Northbridge Insur-
ance has helped pilot a new self-
guided tool known as the HR Circle 
Check, which will soon be available at  
www.truckingHR.com, giving fleet 
managers a way to assess their specific 
human resources needs and find ways 
to address any gaps in related compa-
ny policies and procedures. And we’ve 
arranged for many clients to attend 
Trucking HR Canada’s workshops for 
industry managers.

Existing materials, originally devel-
oped through the Canadian Trucking 
Human Resources Council, have already 
proven to be valuable when developing 
broader safety strategies that include:

The recruiting process: Advertis-
ing for qualified drivers is just one step 
in the process that includes attract-
ing, evaluating, selecting, hiring and 
retaining personnel. Support is avail-
able through checklists and custom-
izable forms in Your Guide to Human 
Resources: Volume 1. 

Immigrants and Temporary For-
eign Workers: Immigrants already ac-
count for one in every five job seekers, 
and some fleets are turning to interna-
tionally trained workers to fill severe 

shortages of long-haul truck drivers. 
But a welcoming workplace is needed 
to attract newcomers to jobs in Cana-
da’s trucking industry. Supporting in-
formation can come in the form of Your 
Guide to Human Resources: Volume 2, 
complete with an orientation guide to 
offer job candidates an overview of the 
industry, fact sheets to highlight steps 
in the immigration process, and an on-
line portal that will inform immigrants 
and the agencies which help them make 

a smooth transition into Canada.
A focus on different generations: 

Have you ever wondered if younger 
workers are speaking a different lan-
guage? They are. At the very least, they 
communicate in different ways than 
their more experienced counterparts. 
Information in Your Guide to Human Re-
sources: Volume 3 shows how to man-
age different generations of people in the 
same workplace, and address succes-
sion planning. 

Training for coaches, mentors and 
assessors: Personnel who are asked to 
coach newly trained drivers, mentor 
experienced drivers, or assess any job 
candidates require training of their own. 
Each can play a role in helping to prevent 
driver turnover.

Every one of Trucking HR Canada’s 
training tools is based on formal Na-
tional Occupational Standards, which 
clearly define all of the tasks and skills 
behind an array of trucking-related 
jobs. The standards themselves can be 
a valuable resource for fleets looking to 
enhance job descriptions, steer train-
ing programs, assess hiring guidelines, 
or guide performance reviews.

It is all help that can be particularly 
welcome to smaller fleets which may 
not have the benefit of a full-time hu-
man resources team, pulling manag-
ers away from decisions made on gut in-
stinct alone. Combined with the focus of 
a broader safety program, they can make 
the difference between informed deci-
sions and the costly mistakes which will 
haunt a fleet for years to come.

This month’s expert is Matt Graveline, 
senior risk services consultant with 
Northbridge Insurance.

HR practices play key role in safety

safety

Matt Graveline
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30   lubricants

By James Menzies

Low-viscosity heavy-duty engine oils 
are beginning to get some attention as 
an easy way to improve fuel economy, 
while maintaining the protective qual-
ities truck owners have come to expect 
from time-tested 15W-40 oils.

Since 15W-40 oils are the predomi-
nant type used in heavy-duty truck en-
gines today, essentially any thinner oil 
can be characterized as low-viscosity 
engine oil. The most common would be 
10W-30 and 5W-30 oils, which are avail-
able in conventional, semi-synthetic and 
full-synthetic variations from all the ma-
jor suppliers. 

Fuel savings of 1% have been proven 
when moving from 15W-40 to a low-vis-
cosity 10W-30 engine oil, with some sup-
pliers saying savings can reach up to 3% 
under certain operating conditions. The 
oils deliver fuel savings because they are 
thinner, requiring less energy to produce 
the same amount of horsepower as tra-
ditional 15W-40 oils.

Imagine swimming a lap in a pool 
filled with honey, compared to a pool 
containing water. Naturally, swimming 
in the honey-filled pool would require 
more exertion and would leave you 
more fatigued than a lap in the water-
filled pool.

That’s how Jim Gambill, North Ameri-
can commercial and industrial brand 
manager with Chevron explains the 
benefits of low-viscosity heavy-duty 
engine oils. Because the oil is thinner, 
it provides less resistance and requires 
less energy from moving parts within 
the engine.

“Even a little change is important 
to fuel economy, since you are doing 
it 1,500 times a minute. The trick is to 
still be able to protect your equipment,” 
Gambill told  Truck West in an interview, 
adding the newest low-viscosity engine 
oils are buttressed with strong soot dis-
percency and wear control.

Today, low-viscosity heavy-duty en-
gine oils account for just 6% of the North 
American market. It’s expected that 
market will grow as fleets gain confi-
dence in the protection offered by low-
viscosity engine oils, and see the fuel 
savings for themselves. Extensive test-
ing by multiple oil companies has shown 
low-viscosity engine oils are every bit as 
good at protecting the engine as their  
15W-40 counterparts.

“When we tested our Duron-E 10W-
30 versus our 15W-40 – the’re both con-
ventional oils, the only difference is one 
is lower viscosity – we found the protec-
tion is the same for our 10W-30 as it is 
for our 15W-40,” said Jane Li, category 
portfolio manager with Suncor Energy, 
which markets Duron-E oils under the 
Petro-Canada brand.

Dan Arcy, OEM technical manager 
for Shell Lubricants, agreed that protec-
tion isn’t compromised when moving to 
a lighter-weight oil.

“We have done a lot of field testing 
with lighter-viscosity oils and we’ve 
shown basically the equivalent engine 
wear protection with our 10W-30 as with 
our 15W-40,” Arcy said, noting Shell 
did a complete engine teardown after 
800,000 miles and found no difference in 
wear between engines running 10W-30 
and those using traditional 15W-40 oil.

If you’re still not convinced a 10W-
30 can provide the protection you’ve 
come to expect from a 15W-40, then 
consider it’s the engine manufactur-
ers that are really driving the more 
widespread adoption of low-viscos-
ity oils. All the engine manufactur-
ers have now approved the use of 
low-viscosity engine oils, and some 
have even opted for them as factory 
fill. As the US Environmental Protec-
tion Agency pushes for improved fuel 
mileage out of heavy-duty trucks, it’s 
likely that engine manufacturers will 
continue to promote the use of low-

Why it may be time to make 
low-viscosity engine oils part 
of your fuel-saving strategy
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viscosity engine oils as an easy way to 
improve fuel mileage by 1% or more.

That’s what JP Soucie, key account 
manager for Eastern Canada with Cas-
trol distributor Wakefield Canada, be-
lieves will happen.

“It’s not a hard thing to predict as to 
where the EPA wants to go with fuel 
economy,” Soucie said. “The industry 
is going to move to low-viscosity engine 
oils because the EPA is going to man-
date it.”

Chevron’s Gambill added: “The 
OEMs are now driven by the need to 
reduce greenhouse gas emissions and 
that’s why they are looking at these 
oils. We are one piece of their fuel 
economy tool set.”

None of the oil experts Truck West 
spoke to expect 15W-40 oil to become 
obsolete in the near future.

“I still think there’s a future for 15W-40 
oil, and it still holds the majority of the 
North American market,” said Li. “Sim-
ilar to what we’ve seen 
in Europe, the market 
will go to a low-viscos-
ity oil, but I don’t think 
in the next 10-15 years 
that the 15W-40 will 
disappear.”

Shell’s Arcy said 
owner/operators, in 
particular, are likely to 
cling onto their 15W-
40 engine oils, because 
it’s what they know and 
are comfortable with.

“I’d have to say from 
my discussions with 
owner/operators, they 
are more accustomed 
to and comfortable 
with using 15W-40 
and I think there may be a little slower 
change within that segment of the truck-
ing community,” Arcy said.

A 1% fuel economy improvement is 
most enticing when extrapolated over 
a sizeable fleet, and may not be rea-
son enough to switch oils if you’re a 
one-truck operator. But there are other 
benefits to using low-viscosity engine 
oils as well, which can be appreciated 
equally by owner/operators and fleets 
of all sizes. One is the improvement 
in cold weather startability. Because 
the oil is thinner, it flows better in cold 

temperatures and reaches all the ex-
tremities of the engine more quickly 
than a thicker 15W-40.

“Also, Shell has done some testing 
to look at how much energy it takes to 
crank an engine over in cold tempera-
tures and we’ve seen a significant re-
duction in the amount of energy and 
the amount of battery power it takes 
to turn the engine over when using  
10W-30 versus 15W-40,” Arcy said.

That could mean fewer battery fail-
ures or starting issues in cold climates. 

Another benefit is potentially lon-
ger drain intervals, provided, of course, 
they’re supported by an oil analysis pro-
gram. Soucie said one large over-the-
road Castrol customer has extended 
drain intervals to 113,000 kms, using a 
semi-synthetic 10W-30. 

If you’ve decided to give low-viscosi-
ty engine oils a try, there is no shortage 
of options. They range from a conven-
tional low-vis, to semi-synthetics right 

on up to full-synthetics in a wide vari-
ety of weights. Any change in oil type 
should first be approved by the engine 
manufacturer and should be made in 
consultation with the oil provider. Price 
points, too, vary widely, with full-syn-
thetics costing up to $9 per litre. Still, 
Wakefield’s Soucie insists the pricier full-
synthetic low-vis engine oils deliver the 
best value when total life-cycle costs are 
measured.

“You will see some fuel economy out 
of a conventional 10W-30, just because 
it’s thinner,” Soucie said. “But you will 

‘The savings you 
receive from a 
full-synthetic 
oil supersede 
the costs of 
purchasing it.’ 
JP Soucie, Wakefield Canada

see more dramatic fuel economy com-
ing from a mid-range product such as a 
semi-synthetic, because the formulation 
has been designed to accommodate fuel 
economy as one of the benefits.”

Soucie admits the Canadian trucking 
industry currently has “no appetite” for 
full-synthetic low-viscosity oils, because 
of the sticker price, but that doesn’t stop 
him from singing their praises.

“Conventional oil is a cost of doing 

business,” he said. “A semi-synthetic 
lowers your total cost of operation be-
cause of labour and consumption sav-
ings. A full-synthetic – despite being in 
the $8/litre range – is the only oil that’s 
free. In fact, full-synthetic oil is the only 
oil that pays you back. The savings you 
receive from a full-synthetic oil super-
sede the costs of purchasing it, because 
you will get anywhere from 2-4% better 
fuel economy out of a full-synthetic.” 

Truckers in cold weather climates could benefit from easier winter start-ups when using a low-viscosity engine oil.           Photo by WowTrucksCalendar.com
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s we noted in our last is-
sue, Western Canada car-
riers are much more en-
thusiastic about raising 
freight rates than their 
counterparts in the rest 
of Canada. And after more 

than four years of recession followed 
by a slow recovery that ate into their 
profit margins, who can blame them? 

The results from our annual Transpor-
tation Buying Trends Survey, however, 
point to a need for caution. There is a 
level for rate and surcharge increases be-
yond which  shippers start to reconsider 
their modal options. In 2012, 40% of 
Western Canada shippers responding to 
our survey indicated they had switched 

at least some of their freight to another 
mode as a result of higher pricing. 

Rail shipments are vulnerable to 
predation by trucking with 44% of ship-
pers acknowledging that trucking is a 
viable alternative for up to 20% of the 
freight they currently move with rail. 
Seventeen per cent told us they could 
realistically move more than 50% of 
their current rail freight  to trucking. 
When shippers make the move from 
rail to truck, however, price is not their 
biggest concern. Poor rail service or 
coverage was cited as the main con-
cern by 50% of our shipper respon-
dents, followed by the need to respond 
to customer requests (43%).

The opposite is true when shippers 

shift freight from truck to rail. Fifty-
five per cent of Western Canada based 
shippers currently using trucking ser-
vices  told us they could realistically 
move up to 20% of their freight to rail. 
But in their case the main concern is 
with price with 38% citing increasing 
truck prices as the main reason they 
would consider switching to rail. 

The annual Transportation Buying 
Trends Surveys are conducted in part-
nership with Cormark Securities, the 
Canadian Industrial Transportation 
Association, and CITT. For more infor-
mation on the overall survey and other 
industry trends, check out the Inside 
the Numbers Knowledge Centre on 
www.trucknews.com. 

Percentage of their current rail shipments shippers 
consider trucking to be a viable alternative

Main reasons have diverted freight  
from to rail to truck

Percentage of their current truck shipments 
shippers consider rail to be a viable alternative

Main reasons have diverted freight  
from truck to rail
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Although there’s plenty of work still 
to be done, Malysa says Trimac is 
openly addressing many of these  
issues head-on.

Show me the money 
On top of competitive pay packages, 
Trimac has adopted in its operations 
several of the BRTF report’s “core val-
ues” dealing with compensation, in-
cluding: “Truck drivers should have 
an improved ability to predict what 
their weekly pay is going to be; that 
compensation packages need to be 
more transparent; and truck drivers 
should be paid for all the work that 
they do and earn enough to cover all 
reasonable out-of-pocket expenses in-
curred while on the road.”

“There’s a lot of unpaid time that 
drivers incur because of delays, load-
ing and unloading, etc.,” says Malysa. 
“Our goal was to create transparency 
and simplification of pay programs so 
people can clearly see how they are 
being paid for what they do and not 
some secretive process that wraps 
up productivity in the rate itself, so if 
there are delays or costs caused out-
side of the drivers’ own doing, they 
won’t have to absorb it.”

Life happens
There’s no argument that overall pay 
must increase in long-haul truckload 
in order to sustain the industry. But 
while driver dissatisfaction common-
ly manifests more openly through pay 
issues, the underlying problems are 
often rooted in how drivers are treat-
ed and forced to deal with the irreg-
ular nature of trucking lifestyle and 
operations.

“If you raise the level of pay by it-
self, it will not promote drivers to 
come into our industry,” Malysa says. 
“That’s the biggest fallacy that many 
people believe. They think that if 
there’s no drivers, the rates will go up 
and everyone will f lood back to this 
job. I don’t think so. There are plenty 
of good paying jobs out there, but if 
the fundamental issues of the job it-
self are not attractive, then you could 
throw money at it all you want, but 
they’re not coming. The point is, there 
are a lot of things in our drivers’ lives 
that can be changed first.”

Malysa said more companies need 
to talk to drivers face-to-face about 
the issues they’re dealing with on the 
road and at home. 

“If you actually sit down with 
them and listen to them, your heart 
sinks. They work 70 hours a week 
and come home for 36 hours and 
can’t get things done at home in the 
hours they have because they have 
to set their mind to switch off from 
being at home to preparing for the 
road ahead.”

Part of the challenge is changing 
the industry culture to reflect the res-
ervations of both new generation driv-
ers who have limited tolerance for the 
time-worn system  and aging veterans 
who physically are not able to sustain 

it any longer. 
“Some of it,” explains Malysa, “is 

because the level of compensation 
doesn’t provide for the level of in-
come they want so they have to be 
out on the road more, but a larger 
part is that there aren’t enough driv-
ers to allow f lexibility and get guys 
home more.”

What Aretha 
Franklin said
“Truck drivers are our most impor-
tant asset, the face of the industry – to 
our customers and to the public – and 
they are deserving of respect,” declare 
the authors of the BTRF report. If car-
riers don’t respect their own drivers, 
how, Malysa asks rhetorically, can 
they expect their customers to? Tri-
mac trains all levels of staff on driver 
relations, from fleet managers and dis-
patchers to shop technicians. 

“There are so many areas that 
touch the drivers and that’s what 
makes them so critical to our orga-
nization,” he says. “So, we’ve thrown 
down the gauntlet and actively en-
gaged our drivers and management 
team to address the issue from a 
communications side so we’re not 
all just sitting back knowing where 
the issues are but no one wants to 
talk about it.”

There’s no denying, however, that 
most productive work hours are 
spent (and potentially wasted) away 
from the f leet terminal. How driv-
ers are treated by their company’s 
customers and consignees, then, 
affects them just as much.  And it 
is in this area where shippers must 
have a role – arguably, for their own 
good, too. Malysa has sent copies of 
the BRTF report as well as the recent 
Conference Board of Canada study 
on the driver shortage to his custom-
er base and is in the process of en-
gaging them about their thoughts on 
reducing downtime. It’s true many 
shippers are indifferent about the 
shortage – until, of course, it affects 
their freight – but there’s plenty who 
realize it’s in their best interest to 
promote careers in trucking. Plus, 
Malysa rightly points out, enlisting 
shippers to add their voices would 
help get the attention of more gov-
ernment policy makers.

Show, don’t just tell
While it’s up to trucking to hold up 
a mirror to itself, the industry can’t 
do all the fixing alone. One way to get 
politicians to take an interest in the 
proposed solutions – such as a mini-
mum standard of entry level, appren-
ticeship-like truck driver training and 
skilled certification – is to literally 
show them the industry. 

“They just don’t understand what 
it takes to sit behind a Class 8 truck 
with a 140,000-lb load on the high-
way in heavy traffic – and do it for 70 
hours a week,” says Malysa, who of-
fers local politicians ride-and-drives 
so they can experience trucking first-
hand. “It’s an eye-opener. If more 

driver shortage

companies gave our provincial and 
federal politicians an opportunity to 
see what we really do and see the ex-
periences of our drivers, that would 
definitely be helpful to the industry.”

Trimac’s proactive approach to re-
cruitment and retention didn’t evolve 
overnight. Nor, considering drivers’ 
cynical nature, did everyone buy-

Owning the issue
Continued from page 1

in right away. “Sure, there’s some of 
that ‘I’m from Missouri, show me that 
you really mean it,’” says Malysa. ‘But 
overall, I think drivers are really feel-
ing loved in our organization. They 
are getting the message about what 
we’re trying to do because I think 
they see that we’re getting the mes-
sage, too.” 

Trimac has heeded its own advice, and implemented the recommendations laid 
out in the CTA’s Blue Ribbon Task Force on the Driver Shortage.
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t’s a mystery to me why saving 
fuel is still a perplexing prospect 
for so many folks. It may not be 
easy, especially after you’ve 
picked all the low hanging 
fruit like aerodynamics, limit-
ing speed, and idle-reduction 

technologies, but diligence, determina-
tion, and a bit of creativity can produce 
dramatic results. OBAC recently con-
ducted several successful – and thought-
provoking – fuel economy seminars in 
Ontario and the Maritimes.

It was interesting at times with fleet 
managers and drivers in the same ses-
sions looking at those challenges from 
different sides of the steering wheel, but 
the owner/operators in the room were 
easy to pick out, especially during the 

Q&A sessions. They seemed the keen-
est to learn because they had the most 
to gain. A modest 0.5 mpg improve-
ment at today’s prices means an addi-
tional $500 in income. Businesses with 
5% profit margins would need an addi-
tional $10,000 in revenue to earn that 
same $500. Improving fuel economy is 
an easy way to improve profitability – 
but I digress.

The Driving for Dollars program we 
delivered is based on the e-learning ver-

sion of SmartDriver for Highway Truck-
ing, developed by Natural Resources 
Canada (NRCan) and launched last fall. 
As a stand-alone learning tool, the on-
line version of SDHT provides drivers 
with an understanding of fuel saving 
concepts and it shows how those con-
cepts can be integrated into their work 
routines. It’s free, easy to use, and acces-
sible 24/7 from any computer.  

There was definitely a thirst for more 
information from everyone in atten-
dance, whether they were company 
drivers, owner/ops, or fleet managers, 
which leads me to conclude that anyone 
can be a bit muddled about all the po-
tential fuel-saving tools and techniques 
readily available today.

Part of the problem could be infor-

mation overload. For example, NRCan’s 
Web site (fleetsmart.gc.ca) is a treasure 
trove of resources – all manner of pro-
grams and tools – but it’s a bit like drink-
ing from a fire hose. Add to that a new 
resource: the US EPA’s SmartWay Trans-
port Partnership has recently expanded 
into Canada, bringing with it even more 
information, ideas, and tools.

One question we heard over and over 
was “will such-and-such work for me?” 
Fleets and owner/operators want to 
know how well a product works before 
shelling out those hard-earned dollars. 
Some SmartWay-certified technologies 
work better than others do, so the ques-
tion is a valid one.

Getting past such questions, I was also 
a bit surprised to discover that some of 
the fleet reps who joined us, as well as 
more than a few of the owner/operators, 
were not up to speed on some of the ad-
vantages of today’s low-rpm, high-torque 
engines, and how they can help reduce 
fuel consumption. Keeping engine rpm 
to a minimum is an easy way to save fuel, 
such as when shifting gears and climb-
ing hills, but not many fleets were either 
practicing it or enforcing it as a fleet pol-
icy.  I also found it surprising that some 
fleets and owner/operators who invest-
ed in various fuel-saving technologies, 
like fuel-efficient tires and aerodynamic 
fitments for trucks and trailers, were not 
practicing fuel-efficient driving habits – 
which are basically free.

Often, talk about driving habits led to 
discussions of driver incentives. Judging 
by both the buzz at our sessions and the 
post-seminar surveys, not many fleets 
have fuel economy incentives in place. 
One drawback, it seems, is the perceived 
difficulty of administering programs 
fairly because of differences in opera-
tions from one truck or route to another. 

While that’s a concern, some carriers 
have implemented successful programs 
which measure driver performance not 
by mpg, but by proper driving habits, 
like maximizing time in top gear, keep-
ing below a predetermined road speed, 
minimizing idling, and so on. Some 
fleet managers balked at incentivizing 
drivers for proper driving habits, saying 
that’s what they expect from a profes-
sional driver. 

For them, there’s a gem buried in 
FleetSmart’s mesmerizing Web site. 
It’s a nifty tool called ‘Driving for Fuel 
Economy: an Incentive Program Hand-
book’ designed to help fleets create in-
centive programs that promote fuel-ef-
ficient driving. It includes real-life case 
studies from carriers who have such 
programs in place, along with practical 
advice, simple worksheets, and check-
lists to help fleets get started. If you’re 
not ready to take a drink from the fire 
hose, you can find PDF versions of the 
handbook in the Green Trucking section 
of the Toolbox tab on OBAC’s Web site.

There are so many fuel-saving tech-
nologies on the market today, from pricy 
trailer aerodynamic fittings, to essen-
tially free engine programming features, 
it’s tragic that more of them aren’t being 
used. There’s no single silver bullet solu-
tion to better fuel economy; it’s a com-
bination of technology that suits an ap-
plication, driver training, and in some 
cases – really – incentives to encourage 
drivers to rise above the fleet average.

Joanne Ritchie is executive director of 
OBAC. Got the incentive to save a bun-
dle? E-mail her at jritchie@obac.ca or call 
888-794-9990.
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By Jim Bray

VANCOUVER, B.C. – Truckers serving 
Port Metro Vancouver may see a little 
less hassle dealing with the facility in the 
future, if a new “Smart Fleet” strategy 
works out as planned. But they may have 
to get their ducks more in a row than 
they’ve been in the past, too.

According to Peter Xotta, vice-pres-
ident, planning and operations for the 
port, the strategy was needed because 
of increasing business: the port handled 
124 million tonnes of cargo last year, 
with a new record for containers of 2.7 
million TEUs (20-foot equivalent units). 

“The Smart Fleet program was, in 
part, driven by our desire to bring a 
greater level of efficiency and discipline 
to the port’s drayage supply chain,” Xotta 
told Truck West, “and we wanted to ar-
ticulate a longer-term strategy around 
how to move that forward.”

A major part of the Smart Fleet strat-
egy is to expand the use of GPS technol-
ogy to identify potential problems. 

“We have about 2,000 trucks regis-
tered to enter port facilities,” Xotta said, 
“and in 2012 we equipped 300 of them 
with GPS units as a pilot project.” That 
test’s success helped lead to the decision 
to bring an additional 700 GPS units on 
stream by the end of 2013, which means 
that roughly 50%-plus of the fleet will 
have GPS units by then. 

That’s only one of the dimensions of 
the strategy, of course. Also announced 
was that the port, industry and govern-
ment will fund research through the 
Clean Transportation Initiative to iden-
tify tech-based solutions to improve sus-
tainability, while the Container Drayage 
Leadership Team (CDLT) will provide 
a forum for terminal operators and in-
dustry leaders to work together, openly, 
to solve drayage challenges.

There’s also going to be a review of 
the Truck Licensing System (TLS) the 
port claims will lead to enhanced per-
formance, safety and environmental 
standards.  

But it’s the GPS aspect that may have 
the biggest effect on trucking, over the 
short-term at least – and that could actu-
ally be good news for trucking compa-
nies and drivers. Xotta said it will put the 
port in a much better position to identify 
where trucks are idling or lining up, “and 
how we might, working with other stake-
holders, start to de-bundle that into root 
causes and hopefully identify solutions.” 

Does that mean truckers who want to 
deal with the port will have to shell out 
for GPS units? Not necessarily. Xotta not-
ed that the pilot phase was funded en-
tirely by Port Metro Vancouver, and that 
this next chapter is being paid for jointly 
by the province of B.C., the federal gov-
ernment and the port. 

As for who’ll be on the hook for the 
other 50% of the trucks’ GPS units once 
this next chapter has unfolded, Xotta 
said the hope is that “we can continue to 
demonstrate the value, and to the extent 
that there are public monies available 
for that that next phase, we will explore 
that. Barring that, we will be looking to 
have industry pick up that piece of it go-
ing forward.” 

Whoever ends up paying for the de-
vices, “it’s likely to be a requirement…
that you have a GPS-equipped unit that 
provides us certain data,” Xotta said.

As for the data itself, “We use it to ag-
gregate performance at our marine ter-
minals in particular,” Xotta said, “and 
are measuring the amount of queue time 
and turn times in and out of the contain-
er complex.” Basically, they want empiri-
cal data rather than anecdotal informa-
tion, so they can pinpoint the root causes 
of issues scientifically and “use it as a bit 
of education with those companies that 
are experiencing greater difficulty than 
others,” Xotta said. “This will help us dif-
ferentiate issues that are due to the ter-
minal interface or adjacent activities ver-
sus a particular company who may be 
newer to the port and may have some-
thing that they’re doing, or aren’t doing, 
that could be adjusted to improve their 
fluidity in and out of the port complex.”

The port might also use the GPS in-
formation to develop other performance 
metrics, including a reporting system “to 
engage with the trucking community…
about their performance into and out 
of the port relative to the average or the 
standard that that we may advance over 
time,” Xotta said. 

Basically, they’re going on an infor-
mation treasure hunt and will take what 
they learn and use it to foster what they 
see as best-in-class performance.  

B.C. Trucking Association president 
and CEO Louise Yako thinks the strat-
egy is a good idea overall. “One of the 
long-standing issues the drayage sector 
has identified is the fact that they have to 
wait for long periods of time,” Yako said, 
“and all of that had been very anecdotal 
in nature. This (GPS initiative) is actually 

going allow the capture of real data to see 
what’s really a problem and what isn’t.”

GPS isn’t the only way to collect data 
today, however, and it may not even be 
the best way. “You don’t necessarily have 
to have GPS in order to be able to identify 
truck turn times or wait times, which is 
essentially what we’re trying to achieve 
here,” Yako said. “What we would have 
liked to see was for them to survey what 
equipment is currently being utilized 
and how the data being collected by 
those mechanisms could be used by 
the port. And they didn’t do that.” That 
doesn’t mean that they won’t, she noted, 
“but it just seems like the steps they’re 
taking seem to be out of sequence.” 

Yako also pointed out that smart-
phones may be able to do the job as well 
as or better than dedicated GPS units – 
and some people are already thinking 
in that direction. 

“There’s a pilot being undertaken by 
another North American port where 
they’re using smartphones to do exact-
ly the same thing,” she said.

As for the Truck Licensing System, 
Xotta said all of the approximately 2,000 
trucks and 160 companies participating 
have to be registered, the license ensur-
ing that certain requirements are main-
tained – for example equipment or en-
gine standards. But this could change. 

“We’re undertaking a review, basically 
to ensure that the Truck Licensing Sys-
tem isn’t an impediment or having an 
unintended consequence with regard 
to the efficient commercial activities in 
the port,” Xotta said. 

Complying shouldn’t be onerous, 
at least theoretically. “What we’ll like-
ly be requiring…is just evidence of in-
spections and things having been un-
dertaken, rather than a duplication of a 
protocol that already exists,” Xotta said. 
“We’ll be working closely with the prov-
ince and the commercial vehicle inspec-
tion folks…to make sure that what we’re 
doing is in line with those other systems 
or processes that are in place.”

The objective, Xotta said, is “to make 
sure that we’re doing our part to ensure 
that the trucks that are affiliated with 
port activity are meeting those stan-
dards that exist, and to the extent that 
we see value in exceeding or signaling 
that we’re going to be changing the stan-
dards, that we give industry ample time 
to reflect on what that means for their 
business and to give us feedback if we 
need to adjust our plans.”

Yako said the BCTA has been giving 
advice, some of which has been taken. 

“The port came out three times in 
2012 with different versions of that strat-
egy…and they received feedback on each 
draft. I have to give them credit because I 
think they have been very consultative.” 

As far as other issues that may raise 
their heads in the future are concerned, 
Xotta noted that one of the fundamen-
tals of the Smart Fleet strategy is effective 
collaboration between the various stake-
holders. “We haven’t had a very specific 
forum like this in the past and we see this 
as a great catalyst for making sure we’re 
having a balanced and focused conver-
sation around drayage issues,” he said.

This includes looking at extended 
hours operation. “Much of the drayage 
activity in this port happens during the 
day shift,” Xotta explained. “That means 
that where there is capacity available, it’s 
not being effectively utilized. As a port 
infrastructure provider, that’s a concern 
of ours, so this forum is dealing specifi-
cally with how can we in a more coor-
dinated and consistent way use a great-
er proportion of the available time that 
these assets are available to us.”

The overall program timeline is 
three years, but Xotta said the new 
GPS units should be installed before 
the end of June. Other initiatives, such 
as adding the technology to feed GPS 
data into tools the industry can use, 
are expected to be on stream over the 
next year or two. 

“We’ll re-assess it annually,” he said, 
“but we’d like to have them all in place 
by the end of three years.”

Yako noted that, while the changes 
affecting people on the front lines – the 
truck drivers and dispatchers frustrated 
by the daily operations – probably aren’t 
happening quickly enough for them, it 
isn’t realistic to expect rapid change. 

“This is like moving a ship,” she said, 
“and we’re seeing some changes, some 
operational improvements and I ex-
pect that we’ll be seeing more signifi-
cant changes relatively soon.”

Now, however, “the port recognizes 
– and a lot of the other supply chain lo-
gistics partners recognize – that if we’re 
going to deal with the volume everyone 
is anticipating then we just have to get 
smarter about how it is we’re working,” 
Yako said. “I think everybody recogniz-
es that and generally speaking we agree 
on how that should be done; it’s a matter 
of doing it and doing it fast enough.” 

West Coast port introduces ‘Smart Fleet’ strategy
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had the most interesting con-
versation the other day with an 
old friend of mine. He recently 
signed up for DNA testing and 
his results had just come in. 

Apparently, DNA testing has 
come way down in price. As a re-

sult, more and more people are finding 
out early in life if they have genetic risks 
for things like Parkinson’s or Alzheimer’s. 

Ever wonder about those heavy eye-
brows you sprouted years ago? These tests 
can even tell you if you are of a Neander-
thal descendant. 

I admit, I had my DNA analyzed as well, 
but it wasn’t out of curiosity. I had a health 
issue that could have been caused by a mu-
tant gene and the doctors needed to deter-
mine if my family was at risk. 

This was “need to know” information, 
so I’m very happy DNA testing has evolved 
so quickly. This leads me to my point. Do 
we really want to know what “could” hap-
pen to us in our senior years? 

Some will argue knowing this type of 
information will only cause us sleepless 
nights and a depressed quality of life. 

Others will say it’s better to know so 
they can start checking off items from their 
bucket lists early and enjoy living life to the 
fullest, while they still can.

The way I look at it, if there isn’t a cure, 
or at the very least, known measures that 
can slow things down with minimal side-
effects, I don’t want to know. 

I don’t think I’m hiding my head in the 
sand. It’s just that this life goes by so fast, 
and I’m bound and determined to enjoy the 
ride without the burden of knowing what 
“could” happen to me in the end.

Back to my friend. He is four times more 
likely to get Parkinson’s disease and two 
times more likely to end up with Alzheim-
er’s than the general population. He’s not 
sure where the Alzheimer’s came from, 
since no one in his family has had it, but 
Parkinson’s does run in his family. 

Before they gave him this bit of news, 
they asked him if he was sure he wanted 
to hear the results. Just hearing that ques-
tion is going to force most people into say-
ing yes. 

Obviously, my friend agreed since he 
wanted this information regardless of that 
baited question. 

I’ve often heard, “If you’re a trucker, it’s 
in your DNA.” Although there’s no test for 
that, I bet it’s true. Just look at how many 
families make their living behind the 
wheel. 

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

Is trucking in your DNA?
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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.

After arriving at Fraser Farms Mark meets his 
fellow drivers, Karl and Jerome, and watches his 
trailer being loaded with lambs. They’ll be driving 
36 hours to Thunder Bay, off-loading their lambs 
for a 12-hour rest, then continuing on to Quebec…

•
Several minutes later, they were headed east with 
Mark taking up the second spot in the three-truck 
convoy. The temperature was around zero and 
with any luck it would stay around that mark all the 
way to their destination. But, considering they’d 
be travelling across the prairies in the late winter/
early spring the chances of the temperature drop-
ping well below freezing were pretty good.

The driving was easy enough, but every time they 
stopped for a rest or a bite to eat, they had to check 
up on the animals to make sure they were all well. 

At the second stop – well into Saskatchewan – 
Mark took a look in the trailer as he’d done before 
and the animals seemed alright. Most were mov-
ing about and looking to be at rest, but one of them 
appeared a bit too restful. He stared at the animal, 
which was lying on its side with its eyes wide open. 
Mark wasn’t quite sure what he  was looking at. Af-
ter all, how was he supposed to know if an animal was 
alright just by peeking into the back of the trailer. He 
needed someone with experience to take a look.

“Everything okay?” Karl asked, coming out of the 
truck stop restaurant with a meal to go.

Mark shrugged. “I don’t know. Could you take a look?”
Karl handed Mark his lunch to hang onto, then 

climbed up the back of the trailer so he could take a 
look inside. It didn’t take long for him to reach a verdict. 
“Yeah, that one’s looking a little sluggish.”

Mark was pleased, not for the fact that the animal 
wasn’t doing so well, but because he’d been able to rec-
ognize there was something wrong. “What should I do?”

Karl climbed down from the trailer and took his 
meal back from Mark. “Not much right now. Maybe 
we can close up some of the panels up front to get it a 
little warmer inside, see if that helps.”

“That’s all we can do?”
“We’ve got a few more hours of driving today. We’ll 

take a better look when we stop again. If the animal’s 
still listless, maybe we’ll try something else.”

Mark wasn’t reassured. The very thing he feared most 
about driving livestock was having one of them die 
while in his care. While this animal wasn’t exactly on 
its death bed, it had pulled back the sheets.

“It’s not going to die on me, is it?”
A slight laugh. “I’m not saying animals have never 

died during transport, but it’s rare. I don’t think you have 
anything to worry about.”

“You sure?”
“Let’s just get moving.”
Mark hurried into the restaurant to order himself 

something to eat, then got back into Mother Load 
to continue his trip east. The other two trucks were 
waiting for him and the moment he was in his cab, 

they started moving. As the hours passed, Mark was 
tempted to pull over and check on the animals, but 
that didn’t seem to be an option as they continued 
east without a break until they’d used up all their 
driving time for the day.

Mark followed the lead truck into the parking lot of 
a Husky just before the Manitoba border. It parked to 
the left of a light standard so the overhead light could 
shine down and illuminate the inside of the trailer. 
Mark followed that lead and parked on the other side 
of the standard while the third truck parked close to 
another standard farther down the lot.

Mark was eager to take a look inside his trailer, but 
he took the time to first make sure his truck was secure 
and his engine was cooling properly. Outside, Karl had 
already checked on his trailer and was coming over to 
help Mark with his.

“Do you want to look, or should I?” Mark said.
“Go ahead, it’s your load.”
Mark nodded, then slowly climbed up the back of 

his trailer and popped open the door that allowed him 
to take a look inside. Despite the light filtering down 
through the translucent roof of the trailer, Mark was hav-
ing a hard time seeing all of the animals. Then, some in-
terior lights switched on (no doubt thanks to Karl) and 
he could see every corner of the trailer clearly...especially 
one animal lying on its side that wasn’t moving. Mark 
pulled his head out of the trailer and shook it.

“Let me have a look.”
Mark got down and watched Karl climb up for a look.
It didn’t take long for him to pull his head back and 

turn to Mark. “Go inside the store there and buy a bot-
tle of Coke or ginger ale, whatever they have.”

“What?”
“Just do it.”
Mark hesitated, then said, “Alright.” He headed into 

the truck stop but was confused by the request. We’ve 
got a sick animal here and this guy wants a Coke.

Nevertheless, Mark bought a one-litre bottle of 
Coke and brought it back to the trailer. “Here you 
go,” he said.

“Great.”
“You mind me asking what it’s for?”
“For the animal,” he said. “To wash down these.” 

He reached into his coat pocket and pulled out a 
bottle of aspirin. 

“You’re going to give it an aspirin?”
“No, more like four of five. Hopefully that’ll be 

enough to get it to Thunder Bay.”
Mark was incredulous. “I never would have 

thought to do that.”
Karl set about opening the rear of the trailer so 

they could climb inside. “Maybe not on your first 
trip, but if you hauled livestock often enough you’d 
get to the point where you’d be willing to try any-
thing. That’s when you would have tried it...and 
when you saw that it worked it would be the first 
thing you’d do from then on.”

Mark followed Karl into the trailer and the sheep 
moved aside for them as they headed toward the 
one lying on its side.

Karl crouched down and cradled the head of the 
lamb on his leg. “Get ready with the Coke,” he said.

Mark cracked open the bottle.
With a gentle touch, the man coaxed the lamb’s 

mouth open, then dropped four tiny pills onto the 
back of its tongue. Then he used a finger to push them 
past the tongue and down into its throat to the point 

where it had no choice but to swallow. Then he held the 
mouth open and said, “Pour some in there.”

Mark upended the bottle and the soda sloshed 
and splashed into the animal’s mouth. To his sur-
prise the animal swallowed several times until the 
bottle was empty. “There,” he said.

“Now what do we do?”
“Nothing. We get some rest and be ready for an-

other long drive in the morning.”
•

Eight hours later, Mark was up and out of his cab, 
eager to check on the animal.

After climbing up and looking inside Mark saw 
that all of the animals were at rest, but he couldn’t be 
sure if they were asleep or all of them had fallen ill.

“He-yah,” he shouted banging several times on 
the side of the trailer.

The animals all got up, startled...all of them, in-
cluding the one who’d been sick.

“Well?” came a voice from outside.
Mark pulled his head out of the trailer and saw 

Karl standing by the rear of the trailer.
“It’s a miracle!”
“Nah, just a temporary fix,” he said. “Hopefully 

when we get to Thunder Bay the vet there can give 
it a boost.” 

Mark Dalton returns next month in the conclusion 
of Like a Lamb to Slaughter.

37   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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Some elections, a bookie (well, “boo-
kor”), some good charitable work – 
and some new public faces for Alber-
ta’s trucking industry. Yessiree, folks, 
it’s time for another star-studded edi-
tion of Jim’s Brayings – the place where 
pundit becomes punster and where 
your stuff is showcased for all to see.

 
Director’s chair
First up this month is news from Susan 
Green of the Manitoba Trucking Asso-
ciation, announcing a new board of di-
rectors and executive, people with the 
guts and commitment to stand up and 
be counted on behalf of the industry 
(or maybe they just didn’t duck quickly 
enough!) The MTA election was held at 
its March 12 annual general meeting. 

Here’s the new executive: presi-
dent, Norm Blagden, Bison Trans-
port; first vice-president, Greg Arndt, 
Jade Transport; second vice-president, 
Gary Arnold, Arnold Bros Transport; 
John Erik Albrechtsen, Paul’s Haul-
ing; Doug Witt, Gardewine Group; and 
Bernie Driedger, Portage Transport.

Congratulations to all of these in-
dustry-minded folks, and best of luck.

Also on hand for the MTA’s AGM 
were the federal Transport Minister, 
the supposedly Honourable Steven 
Fletcher and the supposedly equally 
Honourable Steve Ashton, the prov-
ince’s Minister of Infrastructure and 
Transportation. 

Maybe I’m naïve, but I always won-
der if these politicians have to prove 
they’re honourable before they can 
use that description. Sure, it comes 
with a cabinet position, but – no asper-
sions meant to these particular Min-
isters – Lord knows we’ve seen some 
less-than-honourable cabinet minis-
ters in the past, so perhaps if there isn’t 
an “honour test” or something, there 
really should be.

I volunteer to design and adminis-
ter the test! Heck, I’m even bribable, 
though I guess that would kind of de-
feat the purpose! 

Honouring a bookmaker
At the other end of the west (yeah, 
yeah, I know British Columbia is Brit-
ish Columbia, not “the west”), con-
gratulations (premature as they may 
be) to Daniel Francis, the author of the 
great coffee table-compatible book 
‘Trucking in British Columbia: An Il-
lustrated History.’

Why? Well, because he has made the 
short list for the Bill Duthie Booksell-
ers’ Choice Award, which will be voted 
on by booksellers across that farthest 
west province. The votes are based, 
apparently, on the book’s public ap-
peal, initiative, design, production 
and content. 

If Francis wins, it’ll be his second 
such honour, so maybe we should call 
him “the Honourable,” too. He copped 
the first prize in 2001 for his ‘Encyclo-
pedia of British Columbia.’

‘Trucking in British Columbia: An 
Illustrated History’ is a celebration 
of 100 years of those dangerous, un-
skilled trolls wreaking havoc on the 
province’s roads and highways. Well, 
isn’t that how people think of the in-
dustry? It’s a beautifully crafted work 
that includes more than 280 pre-
viously unpublished photographs 
from throughout the years. It is also 
claimed to be the first book that trac-
es the truck’s evolution from the time 
of horses and donkeys to 18-wheelers 
and B-trains, and from dirt lanes to 
paved highways. 

Check it out! You can find more info 
on the volume at Harbour Publishing, 
at www.harbourpublishing.com.   

Got any spare change?
Ah, “Change,” the word lefties use to 
disguise their attempts to transform 
society fundamentally into the so-
cialist paradise that has so far eluded 
them despite decades of human slav-
ery and hundreds of millions of deaths 
at their hands. Naturally, change isn’t 
necessarily bad – it just depends what 
you want to change into and how you 
want to accomplish it. But I digress.

I was reminded of this fact when I 
got a release from the B.C. Trucking 
Association announcing that it’s team-
ing up with the Trucks For Change 
Network to promote transport support 
for B.C. charities. I really know little 
about the “TFCN,” other than that it’s 
a “national non-profit association of 
member trucking and logistics com-
panies,” but what’s a “Brayings” col-
umn without a few gratuitous snarks 
from yours truly? You can send your 
subscription inquiries to me at jim@
transportationmedia.ca. I promise to 
read every cuss word, twice.

Anyway, the BCTA and TFCN are 
putting their respective heads togeth-
er to extend TFCN’s reach in “facilitat-
ing transportation services to charities 
in B.C. and across Canada.” Accord-
ing to the press release, the Network 
– which was founded in the centre of 
the universe (Ontario, of course) in 

2011 – supports its communities with 
in-kind services (where possible and 
cost-effective). The group tries to put 
participating carriers together with 
charities they can support with offers 
of donated or reduced-rate services.

The Network already has sever-
al member carriers working in the 
province, and helps national chari-
ties that have affiliate organizations 
in the province – gangs like Food 
Banks Canada and Habitat For Hu-
manity Canada. 

“We know many motor carriers al-
ready actively support charities, but 
we can make the whole process more 
efficient by finding the right carrier 
with the right equipment in the right 
place to help,” said Trucks For Change 
Network president Pete Dalmazzi. 
“Finding affordable transportation 
often makes the difference between 
a charity accepting donated goods or 
having them end up in landfill sites, 
so there’s an environmental benefit as 
well.” Which, despite my snarkiness, 
does make sense. 

Membership in the Trucks For Change 
Network is strictly voluntary, and carrier 
members pay a small annual member-
ship fee to offset administrative costs. 

If you want to learn more, surf by 
www.trucksforchange.org or contact 
Pete Dalmazzi at pete@trucksfor-
change.org or 905-844-8658.

New Knights sally forth 
on a crusade...
From executive director Don Wilson 
comes news that the Alberta Motor 
Transport Association has chosen its 
second set of Road Knights, that gang 
of dedicated, experienced and person-
able drivers who take time out of their 
regular duties to be kind of “the face” 
of Alberta’s trucking industry.

Short-listed candidates had to sub-
mit a detailed application outlin-
ing why they want to become a Road 
Knight, as well as making a speech 
and undergoing a grilling by a selec-
tion panel. 

To the best of my knowledge, there 

were no evening gown or swimsuit 
competitions, however. 

AMTA Road Knights all have first-
class driving records (not that this 
should be a surprise), and as part of 
their duties they meet with commu-
nity groups to help raise awareness 
of how to share the road safely with a 
truck, as well as promoting awareness 
of trucking industry careers and the 
importance of trucking to the over-
all economy. Not that these guys only 
haul overalls, of course… 

Congratulations to the new Road 
Knights: Ted Beals, Trimac Trans-
portation, Calgary; Reg Flavelle, Reil-
ly Transfer, Grande Prairie; Michael 
Hawkins, Caron Transportation Sys-
tems, Sherwood Park; and Reg Mould-
ing, Bison Transport, Calgary. 

Besides the commitment of time 
and energy by the Road Knights them-
selves, their companies also have to 
buy into the program (the guys need 
some time off to do their jousting!), so 
kudos to Trimac, Reilly, Caron and Bi-
son as well.

The new team will be unleashed 
onto an unsuspecting public at the 
AMTA’s AGM in Banff at the end of 
April. Then, over the next two years, 
they’ll make appearances at driving 
schools, business clubs, high schools, 
social clubs and other public venues.

The Alberta Road Knights program 
is modelled after a similar one started 
back in 1995 by the Ontario Trucking 
Association. 

The west undoubtedly does it bet-
ter, of course…

That’s it for this time (did I just hear 
a collective sigh of relief?). If you have 
an issue, an announcement, a rant, or 
something else you think the industry 
in the west needs to hear about, give me 
a holler at jim@transportationmedia.
ca. As always, we try to accommodate 
everything but space (I do tend to go on, 
don’t I?), legality and taste (well, they 
let my stuff through!) dictate what fits. 
“See” you next month!

Truck West managing editor Adam Ledlow (left) and Trucks For Change founder 
Pete Dalmazzi chat charities during an epioside of Transportation Matters. The 
BCTA recently announced it will be teaming up with the Trucks For Change crew.
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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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