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reason to celebrate: Carl Rosenau sets a flame to the AMTA’s mortgage on its Calgary Centre of Excellence. New 
AMTA president Dan Duckering (right) said it’s time to focus on a similar facility in Edmonton. 

By Jim Bray
BANFF, Alta. – Maybe they 
didn’t want to be accused of be-
ing “over the hill.” 

That’s because, for 2012, the Al-
berta Motor Transport Association 
(AMTA) kicked its Annual Man-

agement Conference down the hill, 
from previous years’ higher altitude 
Rimrock Resort venue to the Fair-
mont Banff Springs, the famous, 
world-class destination that also 
happens to be quite a bit more up-
market than the Rimrock. 

Not that the Rimrock was a shack, 
or the years there a failure, but ac-
cording to AMTA executive direc-
tor Don Wilson, it was time for a 
change – even though it was pricier 
and some compromises had to be 
made to pull it off.

“My understanding was (atten-
dance) was a little bit less than last 
year,” said Wilson, noting that the 
2012 nose count was about 150, 

Association changes venues, but  
remains focused on key industry issues

AMTA holds mortgage burning ceremony at annual meeting

Continued on page 14

By Jim Bray
SURREY, B.C. – Canada’s west 
coast is a definite beehive of activ-
ity as the region gears up for what’s 
thought to be the coming boom in 
global trade. And it means a lot of 
changes are happening, many of 
which will affect the trucking in-
dustry directly.

It all has to do with the Asia-Pa-
cific Gateway, an amalgam of land- 
and-sea-based facilities designed to 
get Canada’s imports and exports in 
and out of the True North Strong and 
Free as smoothly as possible. And it 
doesn’t take a lot of rubbernecking 
to see the action unfolding; there are 
infrastructure projects galore all over 
the Lower Mainland as road and rail 
routes and various port facilities are 
being upgraded and expanded. 

Not only that, and perhaps not as 
visible, but new methodologies are 
being planned and/or implemented 
to best exploit all the new business. 
And a lot of folks are concerned 
about how they can help ensure 
all this development is managed 
to benefit everyone with a vested 
interest in it. 

That’s one of the reasons why the 
B.C. Trucking Association hosted 
its ‘Asia-Pacific Gateway Growth: 

Looking to 
the future
B.C. conference 
looks at what 
‘Gateway’ means  
to trucking industry

The Cascadia evolves
Page 30

Ten mpg no longer out of reach, 
Daimler chief says
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NOBODY GETS 
INTO THIS BUSINESS
 TO BREAK EVEN.

Everybody wants profi ts. Big, audacious profi ts. Which is why Freightliner designs and builds 
trucks that lower operating costs while keeping drivers comfortable and productive. Our 
engineers constantly push the envelope of innovation to make vehicles that make money. 
You won’t just break even. You’ll shatter even. To hear more about why successful fl eets 
choose our trucks, visit FreightlinerTrucks.com/FleetSpotlight.
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OEM This Month Last Year

Freightliner 556 513

International 400 411

Kenworth 550 342

Mack 228 164

Peterbilt 425 219

Volvo 273 191

Western Star 165 102

TOTALS 2597 1942

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

Freightliner 160 219 80 215 1,359 377 78 63 1 6 2,558

Kenworth 205 875 101 81 360 362 36 0 0 0 2,020

Mack 28 108 68 45 271 112 20 13 0 4 669

International 56 205 33 99 676 340 68 26 2 26 1,531

Peterbilt 134 449 77 220 224 176 24 9 0 0 1,313

Volvo 72 90 41 92 501 206 27 8 0 1 1,038

Western Star 138 248 34 13 84 90 16 44 0 0 667

TOTALS 793 2,194 434 765 3,475 1,663 269 163 3 37 9,796

Every Class 8 truck manufacturer in-
creased its sales this April compared to 
the previous year, with Navistar being the 
only exception. In total, the 2,597 Class 
8 trucks sold in the Canadian market in 
April was more than 600 above last year’s 
totals and continued the strong start to 
this year’s sales. It also surpassed the 
five-year average by more than 600 units. 
The Canadian market had not seen an 
April this strong since the record-break-
ing years of 2005 and 2006.

Monthly Class 8 Sales – Apr 12
Historical Comparison – Apr 12 Sales

Historical Comparison – YTD Apr 12

Class 8 Sales (YTD Apr 12) by Province and OEM

The 9,796 trucks sold so far in the Canadian market in the midst of a slowing North American economy and economic uncertainty indicates the importance of not falling prey to the 
daily fears of the stock market. Although not growing by leaps and bounds, there is significant growth in the Canadian truck market. The YTD totals are almost 3,000 better than 
the five-year average and more than 3,000 above last year’s totals. To date, 2012 is shaping up as the 5th best year since 1999.

Western Star, Volvo, Peterbilt, Mack and Kenworth all made small gains to their 
market share with April’s Class 8 sales. Freightliner, last year’s Canadian market 
leader, saw its share nipped but it still retains a commanding 26% share of Class 
8 sales so far this year.  Navistar International is now down to 16% of the market.

For the seventh straight month, sales climbed above the 2,000 mark, reminiscent of the  
industry’s capacity boom years of 2005 to 2007. Our Transportation Buying Trends  
Survey found that 46% of Canadian carriers expect to purchase new Class 8 trucks in 2012. 
Question is, if most carriers are looking to simply replace older equipment rather than add 
capacity, how long will the buying spree continue?

Market Share Class 8 – Apr 12 YTD12 – Month Sales Trend
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Reaching my limit with speed limiter debate
Oh, look what’s back in the news. 
It’s everyone’s favourite debate 
topic: speed limiters. I visibly 
cringed when I first heard about 
a ruling by an Ontario court in 
which the Justice of the Peace 
found the controversial ‘105 Law’ 
to be unconstitutional.

I’m neither for, nor against the 
law. My feelings haven’t changed. 
I think it was an unnecessary law 
and that the arguments both for 
and against the legislation are 
grossly exaggerated and lack  
substance. 

What I do know is in the three 
years since the law was first put 
on the books, the sky hasn’t fall-
en. Road safety doesn’t appear to 
have been compromised, though 
manners may have suffered as 
drivers now spend several kilo-
metres at a time trying to com-
plete a pass. For the most part I 
think four-wheelers understand 
the limitations of these trucks and 
have adapted their own driving 
to accommodate speed-limited 
truck traffic.

Frankly, I don’t care if the law 
stays or if it goes. What induced 
my cringe was the thought of 
spending months on end debating 
the merits of the law and rehash-
ing every tired argument both for 
and against.

As an editor covering the Ca-
nadian trucking industry, there is 
no shortage of compelling stories 
for me to write about. I don’t want 
it to be all about the speed limit-
ers. Been there, done that. I’m not 
getting into it anymore.

Of course as your dutiful editor, 
I’ll continue covering the court 
cases and will report on the im-
plications as necessary. But that’s 
it. I’m not getting emotionally in-
vested in the matter this time. 
Nope, no way.

I’m pulling a Switzerland and 
staying neutral. Just try me. Not 
even Lou can goad me into a de-
bate on this subject despite his 
thinly veiled attempt below. You 
want to talk speed limiters? Give 
Lou a call. And do it quick, before 
he changes his phone number.

In all seriousness, not much has 
changed since this issue was de-
bated ad nauseum from late 2005 
when OTA first floated the idea 
to 2009, when the maligned law 
finally went into effect. I still feel 
the law was unnecessary and that 
speeding trucks weren’t a huge  
issue; soaring diesel prices saw  
to that.

I think the claim 
that the speed lim-
iter law resulted 
in an immediate 
24% reduction in 
truck-related fa-
talities in 2009, 
as the Ministry 
of Transport has 
stated, is highly 
debatable. I think 
the  a rg u ment s 
that road safety 
has been some-
how compromised 
by the speed lim-
iter requirement is 
equally disingenu-
ous – maybe even 
more so. 

Those who hate 
the speed limit-
er requirement 
are buoyed by the 
judgment and who 

can blame them? My person-
al feeling is that the judgment 
doesn’t spell the end of the law; 
it just assures a longer, costlier  
legal battle. 

In one corner you have OOI-
DA with its deep pockets, bank-
rolling the case against speed lim-
iters. In the other you have the 
province of Ontario, flat broke, 
but governed by hardheaded Lib-
erals who’ll defend this thing to 
the end. It may sound like a com-
pelling battle, but to me it’s just 
two shot fighters, well past their 
prime, who don’t know when to 
hang’em up. Whichever side wins, 
may the decision come quickly. n

The real case on truck speed limiters
If you drive truck for a living in On-
tario or Quebec, should you be en-
thused about the dismissal in an On-
tario court this month of a speed 
limiter ticket given to driver Gene 
Michaud because the Justice of the 
Peace ruled the province’s speed 
limiter law for heavy trucks is  
unconstitutional?

The Owner-Operator Independent 
Drivers Association (OOIDA), which 
funded the legal challenge, and the 
Owner-Operators’ Business Associ-
ation of Canada (OBAC) certainly 
are enthused about what they see as 
“the first nail in the coffin of this use-
less law.” The MTO thinks otherwise 
and plans to keep on enforcing the 
law and Canadian Trucking Alliance 
CEO David Bradley, whose associa-
tion pushed for the legislation, says 
he’s not worried this decision will set 
a precedent.

I’m not so sure about that. I think 
it can only lead to more court chal-
lenges every time a trucker is caught 
without a speed limiter in Ontario or 
Quebec. 

What I am sure about is that fight-
ing the speed limiter law is NOT in 
the best interests of our industry. I 
don’t have to tell you about the neg-
ative impact high diesel costs have 
on fleets and owner/operators alike. 
Nor do I have to tell you that truck-

ing has a big X on its back because 
of its contribution to greenhouse gas 
emissions. (The commercial highway 
freight sector has the fastest growing 
energy demand of any economic sec-
tor in Canada). 

Reducing speed is a proven way to 
significantly reduce both fuel con-
sumption and greenhouse gas emis-
sions. And it actually leaves more 
money in your pocket at the end of 
the day. Why fight such a law?

You may argue that fuel costs are 
a pass-through expense – the shipper 
pays a fuel surcharge. Well, shippers 
are getting wiser and starting to ques-
tion what exactly they are paying for. 
They may not mind helping carriers 
survive the volatility of fuel pricing 
but they sure as heck are not going 
to pay fuel surcharges to carriers who 
are not serious about fuel conserva-
tion. Why should they?

You may argue, as do OBAC and 
OOIDA, that speed limiters are not 
safe. Justice of the Peace Brett Kelly 
raised that issue in his decision.

Okay, in that case OBAC and OOI-

– Lou Smyrlis can be reached by 
phone at (416) 510-6881 or by  
e-mail at lou@TransportationMe-
dia.ca. You can also follow him on  
Twitter at Twitter.com/LouSmyrlis.
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The view
with Lou
LOU SMyRLIS

DA need to outline the situations that 
would require a driver to accelerate 
above 105 km/h in order to be safe 
and how common such circumstanc-
es would be. Based on everything I’ve 
read from the two associations on this 
issue over the past few years, their 
claims on the negative safety impacts 
are much ado about nothing. What 
happened to all the traffic mayhem we 
were guaranteed we would see if this 
legislation came into effect? Could it 
be that it didn’t materialize because 
it was just fear mongering masquer-
ading as valid concern? 

I won’t even bother to mention that 
Ontario road fatalities reached their 
lowest levels in the past 68 years, mak-
ing the province the safest jurisdiction 
in North America, the year the legis-
lation was brought into effect. 

Maybe it was just a good year, even 
though large truck fatalities dropped 
by 24%. I will ask you to consider this, 
however: If speed limiters are so un-
safe why is the insurance industry, 
which ultimately pays for the cost of 
accidents, not speaking out against 
speed limiters?  n

Editorial 
Comment
JAMeS MeNzIeS

– 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.
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in brief

Truxpo organizers say booth space filling up
ABBOTSFORD, B.C. – Master Promotions is promising to bring “big 
rigs, big names and new developments” to Truxpo this year, as it prepares 
for its first year running the popular trucking trade show.

The event will be held at the Tradex Centre in Abbotsford Sept. 20-22. 
The show promises to bring together fleet executives, truck buyers,  
operators, service personnel and distributors.

“Preparations are well underway and booth space is filling up quickly 
for Truxpo,” Master Promotions announced in a release. “Local, national, 
international exhibitors and visitors will be at Truxpo, which is one of 
Canada’s largest shows of Classes 5-8 trucks and equipment.”

Organizers are planning a recruitment campaign and educational pro-
gram as well as other new features. They’ll also be offering complimentary  
pre-registration for the guests of exhibitors.

“All the leaders in the trucking and logistics industry will be on-site for 
the largest and only major Western Canadian motor transport industry 
show,” organizers say.

The current floor plan can be viewed at www.Truxpo.ca. n

By Lou Smyrlis
WINNIPEG, Man. – Regula-
tion is absolutely critical to deal-
ing with reducing greenhouse gas 
(GHG) emissions and past success-
es in dealing with dire environmen-
tal situations show that regulation 
can make a difference, Steve Ash-
ton Manitoba Minister of Infra-
structure and Transportation told 
a heavy-duty truck emissions con-
ference hosted by the University of 
Manitoba Transport Institute.

“Clearly climate change is here 
to stay. The question is, do we con-
tinue to debate the problem or fo-
cus on solutions? It’s important to 
recognize that setting emissions 

standards is going to be absolutely 
critical to getting any kind of prog-
ress,” Ashton said. “We’ve prov-
en internationally that regulations 
can make a difference. We used to 
have as much discussion about acid 
rain. When was the last time you 
read about acid rain in the newspa-
per? A few decades ago the chal-
lenge was the hole in the ozone 
layer. How often do you read about 
that now?”

He also challenged the federal 
government, which recently released 
its plans to reduce heavy-duty truck 
emissions, to reach higher.

“Most of the public is ahead of 
the government on the issue. Talk 

to people and you see that most as-
sume that development has to be 
sustainable. That was a revolution-
ary idea in the ’90s,” Ashton said.

Manitoba, Ashton added, is well 
positioned to see its transporta-
tion industry grow as the province 
evolves into a true hub for North 
American activity. But that growth 
will also place pressure on the prov-
ince’s GHG emissions. 

Ashton said it’s important to use 
regulations to drive a structural 
shift in the industry, which in turn 

will drive technological advances. 
“Over the next 20 years I believe 

we will see a quantum shift in fuel 
efficiency and emissions,” he said. 

Ashton also preached patience 
with first generation green prod-
ucts, which may not be delivering 
the kind of performance truck own-
ers would expect.

“We can’t give up on the first gen-
eration products and assume they 
are the best we can do. The early  
diesels had numerous problems 
too,” he pointed out.  n

Expect a quantum shift in fuel efficiency and emissions: Manitoba Transport Minister

LANGLEY, B.C. – The British 
Columbia Trucking Association 
(BCTA) says Ministry of Environ-
ment’s decision to end its AirCare 
program for passenger cars and 
light trucks in the Lower Mainland 
shouldn’t cause heavy-duty trucks 
to become a new emissions target.

The AirCare program – launched 
in 1992 to address the deteriorat-
ing air quality of the Lower Fras-
er Valley – will be phased out by  
December 2014.

“Shifting AirCare to target heavy 
trucks is unnecessary. There are al-
ready checks and balances in place 
for diesel engines and fuel that are 
achieving impressive results in re-
ducing emissions on their own,” 
says Louise Yako, BCTA’s president  
and CEO.

BCTA officials point to the con-

tinuously improved emissions stan-
dards and testing for diesel engines 
over the past two decades.

“In fact,” Yako says, “testing of 
emissions from the newest engine 
is so precise that even a fingerprint 
on the filter paper placed over the 
exhaust pipe causes the test to be 
rejected.”

BCTA says it, “Welcomes the op-
portunity to consult on any changes 
to the AirCare program that apply 
to the trucking industry,” but says 
the provincial government should 
“weigh the costs of imposing addi-
tional fees on an industry that is al-
ready toeing the line on air quality 
issues via technological advance-
ments, stringent standards, and ex-
isting regulations.” n

Our trucks are clean: BCTA to province

TMTV reaches 
YouTube milestone
TORONTO, Ont. – Trucknews.com’s 
weekly WebTV show Transportation 
Matters (TMTV) has garnered more 
than 200,000 views on its YouTube 
channel. 

The award-winning show is North 
America’s premiere online WebTV 
show with a focus on the trucking 
industry. 

The weekly show combines hu-
mour, information and insightful-
ness to provide a thought-provok-
ing and entertaining addition to the 
print product.

Since its launch in 2008, Trans-
portation Matters has earned a slew 
of industry awards, including: Best 
Video (Gold) at the 2009 Canadian 
Online Publishing Awards; Multi-
Media – Series (Best of Division) 
at the 2010 TWNA Communica-
tion Awards; Multi-Media – Series 
(Gold) at the 2010 TWNA Com-
munication Awards; Best Video 
(Gold) at the 2010 Canadian On-
line Publishing Awards; Best Vid-
eo or Mulimedia Feature (Silver) at 
the 2011 Canadian Online Publish-
ing Awards. 

“This YouTube milestone is yet 
another notch in our belt for both 
Truck West and Transportation 
Matters,” said Truck West pub-
lisher Rob Wilkins. “Our editori-
al team has been producing high-
quality video content for more 
than four years now, and the atten-
tion we receive via both our own 
Web site and YouTube is a testa-
ment to the show’s widespread 
popularity and appeal.”

To view Transportation Matters’ 
video archive on TruckNews.com, 
visit www.trucknews.com/videos. n

pg 06 tw july v1.indd   6 13/06/12   4:16 PM

http://www.Truxpo.ca
http://www.trucknews.com/videos
http://www.dieselspec.ca


July 2012 TRUCK WEST Page 7

WASHINGTON, D.C. – The US 
National Highway Traffic Safety 
Administration (NHTSA) has is-
sued a long-awaited notice of pro-
posed rulemaking that will man-
date the use of electronic stability 
control (ESC) systems on heavy ve-
hicles. The rule would require full-
stability systems on tractors with a 
gross vehicle weight rating of greater 
than 26,000 lbs (11,793 kgs).

The announcement was welcomed 
by suppliers of the systems, including 
Bendix, which had been pushing hard 
for a full-stability requirement rath-
er than a roll-only stability mandate, 
which would protect against rollovers 
but do little to prevent loss-of-control 
incidents such as jackknifes.

“The government’s notice makes a 
clear statement, underscoring the ad-
vantages of full-stability technology, 
as opposed to roll-only technology,” 
said Fred Andersky, Bendix director 
of government and industry affairs. 
“While our preference is always to let 
the overall market drive choice, we 
support NHTSA’s selection of full-
stability technology to mandate. We 
believe full-stability technology on 
tractor-trailers, highway motorcoach-
es and other large buses is critical to 
the safety of today’s highways. Ben-
dix produces both roll-only and full-
stability systems, but in our view, full 
stability is the superior technology, 
and the cost it adds is minimal.”

Meritor Wabco, which also pro-
duces electronic stability systems 
in addition to roll-only stability 
systems, is also on-board with the  
proposed rule.

“At Meritor Wabco, we take ex-
treme pride in putting safety first and 
have long been at the forefront of 
ESC technology in North America,” 
said Jon Morrison, president and gen-
eral manager, Meritor Wabco. “We 
continue to develop leading tech-
nology that will help our customers 
save lives, save property, and make 
our highways safer. We agree with 
NHTSA’s recognition of the benefits 
of ESC technology.”

Many fleets are already using sta-
bility systems. 

Several OEMs, including Volvo 
and Mack, have made stability stan-
dard for several years. 

Bendix says it has sold more than 
175,000 units to date while Meritor 
claims to have placed 150,000 of its 
SmarTrac electronic stability control 
units into the field. 

Still, Bendix estimates 70-75% of 
Classes 6-8 trucks are built and deliv-
ered without electronic stability sys-
tems every year.

NHTSA has conducted detailed 
research on both full- and roll-only 
stability systems and found that full-
stability technology could prevent up 
to 56% of rollovers each year as well 
as 14% of loss-of-control crashes. It’s 
estimated that the new requirement 
could prevent up to 2,329 crashes in 
the US each year while saving 49-60 
lives per year.

“When implemented, the pro-
posed NHTSA ruling will help save 
lives on our roadways,” Andersky 
said. “The ruling reinforces our be-
lief that full-stability technology of-
fers the best choice to help prevent 
heavy truck accidents. And it dem-
onstrates the importance of full sta-
bility as the platform for tomorrow’s 
active safety systems.”

The news was welcomed here in 
Canada as well, where the Canadian 
Trucking Alliance (CTA) has been 
pushing for a similar requirement.

“For years now CTA has been call-

ing for stability control systems such 
as electronic stability control (ESC) 
to become non-optional standard 
equipment on all new tractors,” said 
David Bradley, president and CEO 

of the CTA. “It will probably take a 
couple of years to become law, but 
the fact is the technology works and 
for the growing proportion of carri-
ers that are spec’ing new tractors with 
ESC, it’s cheap insurance.”

(For more thoughts from the CTA, 
see Bradley’s column on pg. 20).

The American Trucking Associa-
tions’, too, welcomed the announce-
ment upon first glance.

“Safety is, and always has been, 
ATA’s highest calling,” association 
president and CEO Bill Graves said. 
“We’re encouraged that NHTSA is 
looking at this important area of 
truck safety. Technology, whether it 
is ESC, roll stability control or elec-
tronic on-board recorders, can help 
our industry improve on its already 
impressive safety record.”

Graves said ATA will examine the 
NHTSA proposal in detail and pro-
vide “strong, substantive” comments 
to the agency’s docket later this year. n

US issues NPRM mandating electronic stability control systems
border

mandate coming: A law requiring the use of electronic stability control 
systems on heavy trucks is on its way.
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JOPLIN,�Mo.�–�A 2007 Peterbilt 
379 EXHD Legacy shown by driv-
er John O’Keefe won Best in Show 
honours at this year’s Shell Rotella 
SuperRigs competition.

The truck, called ‘Low Life,’ also 
finished first in the Best Interior, 
Best Theme, Best Chrome, Best 
Lights and Best Engines categories.

Several Canadians were among 
the entrants at this year’s Su-
perRigs competition, which saw 
working trucks from across Can-
ada and the US compete for about 
$25,000 in prizes and a chance to 
appear in the popular SuperRigs 
calendar.

The event also raised $100,000 
for the All Roads Lead to Joplin 
initiative, which aims to rebuild the 
local YMCA after it was destroyed 
by a tornado last year. Todd and 
Beth Roccapriore, owners of the 
Best in Show-winning Low Life, 
donated their $10,000 cash prize 
to the cause.

Paul Rissler of California, Mo. 
won Best in Show first runner-up 
with his 1996 Peterbilt 379 and TJ 
Timblin of West Bend, Wis. was 
awarded Best of Show second 
runner-up for his 2005 Kenworth 
900L.

Other first place category winners 
included: Wayne Vogt of Hesston, 
Kan. in the Tractor-Trailer Division; 

Pat Eilen of Hampton, Minn. in the 
Tractor Division; and Travis Head-
ley of Lebanon, Mo. in the Classic 
Division.  

The 2012 Peterbilt 389 of Shane 
Price of Lebo, Kan. won the Peo-
ple’s Choice Award, which is voted 
on throughout the event by all con-
testants and spectators

New categories included the 
Hardworking Award, won by Ron-
ald Millsap of Statesville, N.C., 
while Paul McMasters of Bristow, 
Okla. won the first Shell Rotella 
Virtual SuperRigs award.

As for the Canadians, Randy 
and Jona Rebillard of Gimli, Man. 
finished third in the Tractor Divi-
sion; Brent Greer took fifth place 
honours in the Classic Division; 
and Larry and Kim Dyck of Win-
nipeg, Man. won the Best Show 
Truck category. n

Shell SuperRigs winners donate 
$10K top prize to local YMCA

border

stunning generosity: Todd and Beth Roccapriore, owners of the Best 
in Show winner Low Life immediately signed their $10,000 winnings over to the  
local YMCA, which was destroyed by last year’s tornadoes. The truck was en-
tered and shown by its driver John O’Keefe.

low life: The winning Peterbilt 379.

OOIDA slams Teamsters for reversing 
stance on electronic on-board recorders
GRAIN�VALLEY,�Mo.�– The Owner-Operator Independent Drivers 
Association (OOIDA) has condemned the International Brotherhood 
of Teamsters’ recent decision to support the US Senate’s proposed 
bill that would mandate electronic on-board recorders (EOBRs) for 
heavy trucks.

OOIDA says it views support of EOBRs by organized labour as a 
change of heart driven by their desire to ban owner/operators and 
replace them with employee drivers.

“Support coming from the Teamsters, who filed comments to the 
government in 2007 opposing EOBRs, proves that this is more about 
attacking independent contractors and small businesses than safety,” 
said OOIDA executive vice-president Todd Spencer. “It could open 
up a huge Pandora’s box with the IRS on misclassification of colos-
sal proportions.” 

 OOIDA officials also noted that the current EOBR rulemaking 
has been estimated by the Obama administration to cost the industry 
$2 billion, as one of the seven most expensive regulations pursued 
by the administration.  

 “EOBRs are no more reliable than paper logbooks for tracking 
hours-of-service and are actually a possible danger to our highways.,” 
Spencer said. n
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tax talk

Choosing a structure for your business 
is a very big deal, and your decision 
will have a significant effect on how 
you report your income, the type of re-
turns you file each year, and how you 
support expenses.

In the last few columns I talked 
about the pros and cons of incorpo-
rating (also check out the Tax Talk 
videos I did with James Menzies at 
Trucknews.com/videos). It’s not hard 
to establish a corporation in Canada, 
and more owner/operators recognize 
the tax and legal advantages of doing 
so. That said, most start out as sole 
proprietors. 

A sole proprietorship is owned by 
one person operating either as an in-
dividual (“Scott Taylor”) or as a regis-
tered, unincorporated business (“Scott 
Taylor Cartage”).

This type of structure is quick, 
cheap, easy to set up, and there’s no 
mistaking who’s in charge. As the 
owner, you’re fully responsible for 
the profits, losses, expenses, and legal 
obligations of the company. You also 
assume any risks. That means claims 
may be made against you personally 
in order to settle debts and lawsuits as-
sociated with the business.

Because there’s no legal distinction 
between you as an individual and your 
company, it’s a good idea to sit down 
with an accountant to outline how to 
keep the two separate. This conver-

sation should go beyond basic strate-
gies – separate bank accounts, sepa-
rate credit cards – and deal with areas 
where the lines will naturally blur.

Paying taxes

One example: income tax reporting. 
As a sole proprietor, you report your 
business revenue as taxable income 
on your T1 personal income tax re-
turn. You submit a statement of busi-
ness activities (form T2125) showing 
your gross business income less ex-
penses (Canada Revenue Agency will 
accept other types of financial state-
ments, but encourages you to use the 
T2125), and then add this net income 
figure to any other personal income 
or losses you have. Your federal and 
provincial taxes as well as your CPP 
are based on this amount.

Unlike an employee who has tax, 
CPP, and other payroll-related deduc-
tions shaved off a regular paycheque, 
you may have to pay your income tax 
and CPP contributions by installments. 
(The process is pretty straightforward; 
what trips up most new sole propri-
etors is budgeting for the payments).

Even GST/HST is easy for sole pro-
prietors because registering is optional 
until you reach $30,000 in sales. Typi-
cally, you should register immediately 
when you start the business.

Taking on partners

When two or more people own and 
operate a business together, they form 
a partnership. Like a sole proprietor-
ship, a partnership is easy to form. 
Most partnerships are governed by a 
written agreement setting out rules for 
the partners, but in fact a simple ver-
bal agreement is all it takes. You don’t 
have to file anything with the govern-
ment until you hit that $30,000 sales 
threshold and register for a GST/HST 
number. The business itself pays no 
income tax; instead, each individual 
partner is responsible for the tax on 
his or her share of the partnership’s 
income or loss. 

While they’re simple in structure, 
what makes partnerships complicated 
are the personalities that emerge when 
there’s money and property at stake. 
Partners are personally liable for the 
company’s debts and obligations, and 
for the actions of the other partners. 
A legal or financial burden created by 
one partner will be borne by all. Like-
wise, if one partner walks away, the 
partnership is effectively dead. You 
will have to start over and will have 
to re-register for a new GST number 
and perhaps get new bank accounts 
and re-sign any contracts.

The number one concern with part-
nerships is the sharing of partnership 
income. If you and your partners agree 
to pay one another based on your in-
dividual contributions to the business 
during the year, how do you determine 

what that amount should be? Who’s 
to say whether each partner is pulling 
his weight? When times get tough, and 
there’s not a lot of money in the pot, 
whose mortgage payment gets paid 
first? Even with written agreements, 
I can’t tell you how many partnerships 
I’ve seen blow up over money, ripping 
families and friendships apart.

The most common partnership 
structure I see involves owner/opera-
tors and their spouse. They hope to 
pay less tax by splitting or sharing the 
business income on their individual 
tax returns. 

It’s not a bad idea. CRA is look-
ing for a consistent approach: If your 
spouse is listed as a 10% partner one 
year, he or she should remain at that 
ownership percentage every year. You 
can’t arbitrarily change the profit-split-
ting formula to suit your needs. In fact, 
CRA can revise a partner’s share of 
the income (or loss) of the partnership 
to an amount that it deems reasonable.

In my opinion, the bigger issue is, do 
you really want to expose your spouse 
to the liabilities of the business? With 
your spouse as your partner, your en-
tire family’s personal assets may be on 
the line. If you’re starting a business, 
sole proprietorships and partnerships 
can get you up and running fast, and 
they may be the best choice for you. 
Just beware of the pitfalls, like person-
al liability or conflicts with a partner. 
They may make incorporation worth 
the trouble. n

– Scott Taylor is v.p. of TFS Group, 
providing accounting, bookkeeping, 
tax return preparation, and other 
business services for O/Os. Learn 
more at www.tfsgroup.com.

Starting a business? 
Do some sole searching

Tax Talk
Scott taylor

      THIS MONTH’S CROSSWORD PUZZLE

Answ
ers on page 38

TN-109 July ©
 2012 M

. Jackson 

Across
  1. Truck-eating highway coating (4,4)
  5. Fixer-upper truck-ad words (2,2)
  9. Truckmaker with Swedish HQ
10. One-way-out street (4,3)
11. Transport-company type, ____ carrier
12. Single or twin ____ axle types
14. Temporary traffic diverters
16. Truck-loan APR is ____ percentage rate
19. Flexible cooling-system components
21. Extra-cost item on new truck
24. “Ten ____ gears and a Georgia overdrive”
25. Toddler’s dump-truck brand
26. Terrain for 25-Across vehicle
27. Driver’s seat features, sometimes

Try it online at www.trucknews.com

Down
  1. Tach readout, briefly
  2. Hypoid lubricant, in other words (4,3)
  3. Winter event causing traffic chaos
  4. Bill of ____, cargo-control document
  6. Tractor-tire type
  7. Info-laden tire section
  8. CB query, “Got your ____?” (4,2)
13. Selects a higher gear
15. US stock-car-racing association
17. Flexible driveshaft components (1,6)
18. It measures 8,891 km.
20. Clear-the-road sound
22. Truck for mobile-home transport
23. Truckers’ workplaces
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fleet news

By James Menzies
CAMBRIDGE, Ont. – Challeng-
er Motor Freight has embarked 
on an aggressive strategy to reju-
venate its fleet, and by year’s end 
will have replaced more than 400 
tractors – or nearly a third of its 
entire fleet.

By the end of the year, Challeng-
er’s oldest highway tractor will be of  
a 2010 vintage, president Dan  
Einwechter told Truck West dur-
ing a recent interview at Chal-
lenger headquarters.

This investment comes after the 
company replaced its entire trail-
er fleet with 600 Stoughton and 
400 Wabash trailers, all config-
ured for long combination vehicle 
(LCV) applications. 

The new trai ler purchas-
es were part of a “right-siz-
ing” strategy, which saw the 
1,000 new units brought in  
to replace 1,400 aging trailers, 
Einwechter explained.

The new tractors – more than 
200 of which have already ar-
rived – will look a little different 
than those flying the Challenger  
colours in the past. 

The company has decided on a 
more modern paint scheme, which 
offers both practical and stylistic 
benefits.

“We’ve had these stripes for 30 
years, as of next year,” Einwech-
ter said of the company’s tradi-

tional red, yellow and blue paint 
scheme. 

The colours will remain the 
same, but the logo has been up-
dated to give it a more modern 
look. 

And because the decals now 
begin on the doors rather than 
the hood, there are cost savings 
as well.

Einwechter said less decaling 
material is required, resulting in 
a savings of about $400 per truck. 

And since the decals no longer ex-
tend to the hood, any repairs re-
quiring a hood replacement will 
be more cost-effective.

“The moment it touches the 
hood, if you have to change the 
hood out you have to re-detail it,” 
Einwechter noted. 

Towards the rear of the cab, 
only a small piece of decaling 
covers the cab extender, anoth-
er piece of the truck that’s sus-
ceptible to damage. The tail end 

of the red stripe can easily be re-
placed by an amateur, at no sig-
nificant cost.

Challenger’s rebranding initia-
tive is being implemented in stag-
es, and as recently as a few weeks 
ago new trucks were still arriving 
with the traditional decaling. 

The company has now adopted 
the new logo on its internal com-
munications and all new tractors. 

Most of the 1,000 new trail-
ers Challenger has taken deliv-
ery of are rather bare, and that’s 
because the company hadn’t yet 
decided on a final design.

“Only 300 of them have any 
decaling on the side of the trailer, 
the rest we deliberately left clean 
because we weren’t sure what we 
were going to do going forward,” 
Einwechter said. 

In a more subtle move, the com-
pany is also changing the location 
of its truck identification numbers 
from the side of the bunk and the 
bumper (where it was often ren-
dered nearly invisible by road  
debris) to a cleaner spot above 
the visor and high on the back of 
the cab. 

The new tractors include of 
a mix of Volvo VNs, Freight-
liner Cascadias and Kenworth 
T700s. Nearly all have automat-
ed transmissions and every one is 
equipped with stability systems 
and X One wide-base tires.  n

Challenger rejuvenates fleet, modernizes paint scheme

redesign with a purpose: Challenger’s new look is more modern, and 
makes for easier repairs to the hood or cab extender. Photo by James Menzies

FORT MCMURRAY, Alta. – Tri-
mac Transportation has inked a deal 
to transport a “significant volume” 
of limestone aggregate for Hammer-
stone Corp. in Fort McMurray, Alta.

“The Hammerstone contract en-
hances Trimac’s market presence 
in the Fort McMurray region. As 
a result of this award and the ex-
isting products and services we 
perform in this key economic hub 
of Alberta, we anticipate addi-
tional growth opportunities and 
employment for our professional 
drivers,” said Ed Malysa, president 
and COO of Trimac. 

Trimac expects the new deal to 
generate about $36 million in rev-
enue over the length of the three-
year contract. 

The agreement marks the be-
ginning of a new strategic part-
nership with Hammerstone,  
Trimac said in a release. 

It anticipates its limestone ag-
gregate hauling operations will 
reach full capacity in the third 
quarter of 2012.

Hammerstone owns and operates 
a limestone quarry with more than 
750 million tonnes of reserves in the 
heart of Alberta’s oil sands. 

Meanwhile, Trimac has an-
nounced its intention to purchase 
Ontario-based Liquid Cargo Lines 
(LCL).

Trimac plans to purchase all is-
sued and outstanding shares in the 
company and take over its 13-acre 

property which will then be sold to 
a party related to Trimac and leased 
back to Liquid Cargo Lines. 

The closing is expected to occur 
in the third quarter of this year, Tri-
mac announced.

Liquid Cargo Lines has been in 
business since 1953, providing spe-
cialized bulk transport through On-
tario, Quebec and the US with a fo-
cus on chemicals and asphalt. 

Its assets include its 13 acres of 
real estate, 50 trailers and 23 com-
pany-owned power units. Fifteen 
owner/operators also work for the 
company.

“Trimac is extremely pleased to 
have the employees of LCL join 
the Trimac team,” said Trimac’s 
Malysa. 

“Liquid Cargo Lines is a very stra-
tegic acquisition on several fronts.  
LCL’s team of approximately 45 
professional drivers will allow Tri-
mac to grow its chemical and asphalt 
bunker product offering in central 
and eastern Canada. In addition, 
we gain 10 professional mechanics 
to grow our National Tank Services 
(NTS) segment. 

“The 13-acre property includes 
mechanical shop facilities, commer-
cial tank washing (currently leased 
and operated by NTS), administra-
tive offices and parking. The prop-
erty is strategically located and will 
facilitate Trimac’s future growth re-
quirements in this key geographic 
market.” n

Trimac lands major limestone 
deal, buys Liquid Cargo Lines
LCL acquisition adds 23 trucks, 45 drivers

A Winning Partnership

Haldex PR Valve - Now Available at Your Local Distributor
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Preparedness, defensive driving 
your best strategy

Edgar Murdoch drives for C & E Driver Services of 
Enderby, B.C., and is a proponent of defensive driving. 
“In a tight spot it is always in your best interest to 
give the other driver the benefit of the doubt. No one 
in another vehicle has the ability to make you angry. 
Relax. Driving aggressively is tiring, both mentally 
and physically.”

Above all, Murdoch adds, “Never initiate the 
middle-finger salute, and by the same token, ignore 
it when directed towards you...enjoy the scenery or 
listen to a talk show. Do anything to avoid frustration, 
which is self-induced.”

Daniel Brown of Moncton N.B., thinks that 
preparedness is the ticket to a successful run. “My 
best tip is to lay off the Red Bulls, get your proper 
rest. Get prepared before you hit the road while you’re 
on your off-duty cycle. Do your paperwork, faxes, 
phone calls, etc. Make a little lunch, be sure you have 
drinking water and snacks handy. Then you’re going 
down the road with peace of mind.”

Brown also advises backing off a few km/h in 
congested stretches. “When the traffic is heavy, slow 
down 5-8 km/h, let the traffic go. It will ease up in a 
little bit, then you can pick up your pace.”

Kevin Weston of Stayner, Ont. has been an owner/
operator for 20 years. He’s learned how to navigate 
intense driving conditions. “After going through a 
time of stress, I will stop at the next or nearest rest 
area or truck stop and get out and walk around the 
vehicle and get a drink of juice or coffee, then get in 
and go again,” he says.

Trevor Croft of Smithville, Ont., believes that 
the arrival of air-conditioning has been a boon to 
drivers. “After 18 years of driving, I have found that 
the best way of dealing with summer driving is air-
conditioning,” he says. “I drove many, many years 
without it, and now as equipment gets more efficient 
it does not have that old stigma as fuel burning, 
unnecessary equipment.”

But widespread use of A/C is only a relatively 
new phenomenon in the trucking community. Bill 
Weatherstone drove B-61 Macks right up until the 
1970s, and ’22 Model Whites back in the day before 
this option was heard of. He remembers trying to 
sleep on the bench seats on a hot afternoon after 
driving all night and getting unloaded. 

“The temperatures would be in the high 80s and 
90s in the early afternoon. I would be soaking wet 
from sweating. Both windows would be open on 
the B-61 (no sleeper), head down under the steering 
wheel on my back with my feet out on the mirror 
arms,” Weatherstone recalls. “When you stop and 
shut the engine off, the heat would come up through 
the floor and make it well over 100 degrees F the cab. 
Before laying down I would open the hood on both 
sides and let the heat out. In a ’22 White I would tie 
a piece of wood to the steel throttle peddle with wire 
because the floor of the cab was so hot it would burn 
right through your boot.”

My personal baptism under fire came several 
years ago while delivering freight under contract 
for a national auto parts tire retailer around southern 
Ontario. At that time, most of those stores used 
rollers rather than forklifts. Every piece had to be 
lifted by hand onto rollers and fed into the receiving 
dock. Needless to say, the job got hotter as the sun 
beat down on the unvented trailer.

You had to look after yourself and bring some 
water into the trailer. When the rollers got backed up, 
I’d take the opportunity to squat beside the rear door 
and suck in some fresh air. Heat exhaustion wasn’t an 
issue in those days. If there was another load in the 
yard when you got back, you did that one too. 

Sharing the road with  
campers and RVs

Summer is also the time when flotillas of camper vans, 
recreational trailers and RVs take to the highways. 
Professional drivers suddenly have to share space 
with a legion of inexperienced recreational users, 
some of them pulling trailers as long as their own.

These days, J D McCallum of Hudson, Que., 
delivers tankers of compressed gas around Quebec. 
But he got much of his highway experience running 
Montreal to Vancouver as a team driver. “We’d be 
running a set of trains with a nine-speed 350 and with 
maybe 110,000 lbs on the back. Every hill we slowed 
up, and 10 or 15 RVs or trailers would get by and 
then put on the brakes on the next downgrade. The 
very next hill, another 10 would get around. It would 
drive you crazy. Three-and-a-half days of this, all the 
way to Vancouver. There were six weeks of the year 
that were particularly bad.”

Bruce Rutledge, a driver trainer for Ontario 
Truck Safety of Gloucester, Ont., agrees that some 
recreational vehicles do cause a problem. 

“Some don’t know how or haven’t had to pull a 
camping trailer before. A GPS could have saved 
everyone a lot of stress because they seem to be lost 
or just don’t know where they’re going,” he claims.

Stephen Large, an owner/operator and heavy 
hauler from Czar, Alta. and a two-time Shell Rotella 
Haul of Fame member, errs on the side of caution 
around RVs and campers. “I tend to expect the 
unexpected with those guys. I give them lots of room 
because they’re capable of anything.”

It’s getting hot out there
All truck drivers have to spend some time working 
outside their truck every day. Whether shunting 
trailers or doing P&D work, ramping cars, securing 
deck loads or unloading tankers, trucking is partly 
done outdoors and always will be. 

APUs (Auxiliary Power Units) are auxiliary generators that usually run directly off a truck’s  fuel supply but only burn a fraction of the 
fuel required to keep an engine running. These are robust units that offer plenty of juice to operate heating, air-conditioning and in-
cab electrical demands while the driver is sleeping or off duty. APUs come in a variety of configurations and models. Most run on diesel 
fuel, but propane and electrical models are also available.

Despite the fact that many jurisdictions now have anti-idling laws that prohibit engine idling over five minutes, studies have shown 
that some drivers continue to idle their machines for long periods. Many do so just to keep the air conditioning running during a layover.

All idling, with the exception of trucks using PTOs, is unnecessary. Despite the extra expense in fuel costs, it also creates unwanted 
emissions and greenhouse gases, as well as increased maintenance costs and unwanted wear on the motor.

Idling a diesel engine can burn up to 4.5 litres per hour, depending on its size. Conceivably, a driver running the engine to keep 
cool all night can waste up to 45  litres of fuel during a ten hour layover.  However, a driver running an APU during the same period can 
drastically cut fuel consumption by 75-90%!

Keeping your cool with APUs

Canada might be known as the Great White North but the summer months can be equally
 challenging for our nation’s truckers. This is a land of vast distances, diverse geographies, and 

consuming landscapes. Quirky and rapidly changing weather patterns can transform a minor squall 
into a violent event. On any given summer day, drivers from coast to coast might experience sleet, 
cutting winds, floods, extreme heat, hail, mudslides, deluges or pea soup fog.

Summer also brings increased traffic demands. Cottage-bound traffic, including inexperienced 
recreational drivers, snarl the highways. Just getting into and out of metropolitan areas on weekends 
can be a nightmare. And as summer road construction season ramps up, hard-working truck drivers 
have to deal with longer travel times, stopped traffic, crimped lanes, overheated drivers and four-
wheelers looking to sneak around your bumper at the merest hint of an opening between lanes.

We wanted to find out how truck drivers deal with the stresses of summer driving. On-road editor 
Harry Rudolfs, with Shell’s support, consulted blogs, email, Twitter, Facebook, and the good  
old-fashioned CB radio to find out how other drivers survive the dog days of summer.

Conquering the challenges 
of summer driving.

“I run the engine 
between 1,500 and 
1,800 rpm religiously 
and watch the exhaust 
temperature and try  
to keep it under 1,000 
degrees. Any higher  
and I drop a gear.”

Stephen Large

BeattheHeat 
By Harry Rudolfs

Most frustrating are the people who are 

behind me and seem to feel they need to 

pass in some of the worst situations - 

blowing snow, blind corners, up hills and 

on solid centre lines - all when they can’t 

see far enough to do so safely. My way 

of dealing with this is to say out loud as 

they pass my window, “Excuuuuuuuuuse 

meeeeeee!! So sorry to hold you up!” I 

think this helps me because I seem to 

get it out of my system by verbalizing it 

out loud, instead of bottling it up inside.    

Henry van Ramshorst
      Rosslyn, ON
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Beating the heat
“I learned from watching the folks who work in the 
fields in California to work steady, but not too fast 
and drink LOTS of water or Gatorade,” says Large. 
“They knew how hard and fast to do things so that 
they could keep going. If I was going to load where 
I knew it was going to be really hot, like Houston or 
Laredo, Texas, or Phoenix or Albuquerque, I would 
stop at Wal-Mart the night before and buy those 
one-gallon jugs of Gatorade and sometimes drink a 
couple of them by the time I was loaded and chained 
down, especially if I was loading equipment onto a 
rail trailer.”

Watching a good shunt driver work a trailer into a 
tight spot is like watching a performance artist. Mike 
MacLellan, a top shunter for National Shunt Service 
of Cobourg, Ont., calls it “dancing with the 53.” He 
prides himself in squeezing 50 trailers into a yard 
designed to hold 40.

“Hot humid days are very hard on shunters,” he 
says. “Your body feels 50 lbs heavier. Dust is another 
problem, as a lot of yards aren’t paved. The best thing 
is to keep hydrated. Some places will let you wear 
shorts, so take advantage of that. Most shunt trucks 
these days have air-conditioning but I rarely use it, 
though I usually have the auxiliary fan on. I don’t 
like to get suddenly hot and cold.”

Be kind to your ride
MacClellan is not the only driver I talked to who 
wasn’t a big fan of air-conditioning. Sandy Cooper 
is a 38-year-old trucker with a blemish-free driving 
record. She works 10- to 14-hour days in her 2011 
Kenworth T800 (18-speed, 500-hp Cummins) 
drawing aggregates in a set of side unloading Super 
B-trains. Currently, she’s working on the Port Mann 
bridge project on Hwy. 1, just east of Vancouver. 

So why does she so seldom use A/C?  “It uses too 
much energy output, and overheats on long uphill 
grades. Turning the A/C off before the grade and 
putting the engine fan on ’til the top, keeps it below 
200 degrees F.”

Cooper goes on to explain more about her working 
conditions. “My tarps are self-loading, but I do have 
to push a shovel to clean out the boxes. I usually just 
give’er, and take a drink of juice after to replace the 
things lost with a good work-out. Funny how you just 
get’er done when you’ve got no choice, eh?”

Large is another driver who’s gentle with his 
motor on hot days. He has three trucks in his heavy-
haul operation but his favourite is a 1990 Kenworth 
W900L. In 22 years, Large has put 3.5 million 
kilometres on the truck and over 60,000 hours. 

“I run the engine between 1,500 and 1,800 rpm 
religiously and watch the exhaust temperature and 
try to keep it under 1,000 degrees. Any higher and 
I drop a gear. Take your time and drive steady and 
allow the truck to cool off a bit after climbing a big 
pull before working the crap out of it again.”

Large also pays special attention to the rad. “Each 
spring, I steam out the radiator and about once a 
month during summer,” he says. “Every couple 
years, I drain the coolant and remove the radiator and 
take it to a rad shop and have it dipped in their tank 
to clean it and check it and reseal the tanks. Then I 
replace the coolant.”

Conquering the challenges 
of summer driving.

“Hot humid days 

are very hard on 

shunters. Your 

body feels 50 lbs 

heavier.”

Mike MacLellan

“In a ’22 White I 
would tie a piece of 
wood to the steel 
throttle peddle 
with wire because 
the floor of the cab 
was so hot it would 
burn right through 
your boot.”

Bill Weatherstone

 “I guess my best tip is to lay 

off the Red Bulls, get your  

proper rest, get prepared b4 u hit  

the road while you’re on your off 

duty cycle. Do your paperwork, 

Faxs,  phone calls, etc, make a  

little lunch, Be sure u have  

drinking water and snacks...”

Daniel Brown (AKA) Fargo
Moncton, NB

Shell Rotella wanted to hear what you had to say, 
so they asked truckers to send their comments  
online and in person on how to best conquer  
the summer drive.

“Funny how 
you just get’er 

done when 
you’ve got 
no choice, 

eh?”

Sandy Cooper

“Don’t sweat the small stuff.” 

I’ve heard drivers complaining 

about getting cut off hours  

after it happened. Let it
 go! That 

driver is long gone and c
ertainly 

not thinking about you.”

Bev Plummer
   Barrie, ON

’
truckers

Shell Rotella® Celebrates Canada’s

hardworking

Attitude is key
A few years ago, Robert W. Elliot of 
Wingham, Ont. had an epiphany: “I 
realized that the majority of my stress 
came from not being able to manage 
my time, my way, to meet delivery 
schedules. Highway closures by 
police, road construction, detours, 
border issues and congestion made 
my life miserable. When I finally 
acknowledged that I didn’t have full 
control, I controlled what I could,” 
Elliot explains.

“I allowed more time for trips, 
ran 90% of my highway miles in 
the ‘granny’ lane following the flow, 
never hit a speed zone more than 
10 km/h over the posted limit, and 
stopped listening to the CBC and 
talk radio. It probably took me a year 
to complete the transition, but when 
I did, the enjoyment of trucking 
returned to displace the negative 
stuff.”

A great job in a great country
Observers of cities, solitary toilers... Journeyers 
over consecutive seasons, over the years...They are 
the swift and majestic men - they are the greatest 
women. (Walt Whitman, Song of the Open Road)

Mark Murray loves his job hauling for RTL/
Westcan. “For the past year and a bit I have been 
driving north of 60. My stress level has dropped 
dramatically from driving south of 60. I would have 
to say the biggest stress of the day is dodging bison 
on Hwy. 3 north to Yellowknife. Other than that, 
summer in the Northwest Territories is nothing short 
of amazing, with endless hours of daylight to enjoy 
in June, July and most of August. Fast forward to 
winter, however, and it is endless hours of dark, but 
you take the good with the bad and I enjoy summer 
to its fullest.”

Photo courtesy of  
DieselGypsy.com

S p o n S o r e d  A r t i c l e

Hardworking Truckers.indd   13 12-06-12   3:39 PM



Page 14 TRUCK WEST July 2012

british columbia

Implications for the Trucking In-
dustry’ conference in Surrey in ear-
ly May. The event saw participants 
from across the province get to hang 
out for a while with voices from non-
trucking industry groups that are 
heavily involved in the Gateway ini-
tiative. It was a chance for them to 
learn about ‘the road ahead.’

Bringing all these people together 
in this way made a lot of sense, said 
BCTA president and CEO Louise 
Yako, who’s involved with a variety 
of organizations that support the 
Asia-Pacific Gateway in one way or 
another. Yako told Truck West after 
the May 2 event that the rationale 
behind the bash was to help get ev-
eryone paddling in the same direc-
tion and focused on the same goals. 

“BCTA members have raised 
many issues with respect to the Gate-
way, especially as it relates to marine 
container terminals,” Yako said, “but 
their concerns were focused mostly 
on day-to-day and operational con-
cerns.” And while she acknowledged 
that those concerns are completely 
legitimate, she said the BCTA want-
ed to help broaden the focus to in-
clude looking ahead, to help prevent 
inevitable growing pains from be-
coming major headaches. 

“I was getting the sense that the in-
dustry didn’t have information about 
the opportunities coming,” she said, 
“and my concern was if there wasn’t 
a good understanding about what the 
future was going to bring in terms of 
the expansion of trade, then people 
wouldn’t be in a position to begin 
planning how they were going to deal 
with those sorts of issues.”

Yako said they also wanted to get 
as many links in the supply chain 
as possible together in one room to 
talk about problems that may already 
exist that are having an adverse af-
fect on smooth operations between 

truckers and the ports. 
“One of the historic problems has 

been lack of communication between 
all of the participants,” Yako said, 
“and over the past several months, 
BCTA has been focused on trying 
to improve communications through 
those different partners. We were 
finding that everyone was trying to 
maximize their own efficiency but 
in doing that, they were sometimes 
inadvertently affecting the efficiency 
of their supply chain partners.”

Ah, the law of unintended conse-
quences – probably as annoying at 
times as Murphy’s Law. 

“It’s like anything,” Yako said. 
“You tweak something in one area 
and it affects others. But if everyone 
had the same understanding and vi-
sion for the future then there would 
be a lot of impetus towards working 
together and trying to improve the 
entire supply chain.” 

It isn’t just about efficiency for effi-
ciency’s sake, of course. It’s also com-
petitive. “If we don’t all pull in the 
same direction, customers from over-
seas and at home would look at other 
options,” Yako said, “because let’s 
face it, the Vancouver Gateway is re-
ally well placed – but if we aren’t the 
most efficient, the most productive 
(of the ports), then there are lots of 
different places for customers to go.” 

In other words, to paraphrase 
a couple of old saws, “any (other) 
port in a storm,” and if the Vancou-
ver area drops the ball, plenty of oth-
ers are interested in picking it up and 
running with it.

Yako was referring mostly to 
American terminals when she re-
ferred to competitors, though Prince 
Rupert is obviously a going concern 
and will undoubtedly expand its role 
in coming years. Yako sees that par-
ticular outlet as more complemen-
tary to Port Metro Vancouver than 
competitor, however. 

“Rupert plays a very important 
role,” she noted, “so even though 
most of the conference was focused 
on the Vancouver Gateway, it wasn’t 
designed to denigrate or reduce the 
importance of Rupert; it was just that 
a lot of the people we knew we could 
attract to a conference in the Lower 
Mainland were going to be more in-
terested in Vancouver.”

Besides, there are only so many 
hours in a one-day session, a fact that 
also came into consideration when 
deciding who to hit up for the expert 
panel. To make the meeting as mean-
ingful as possible in the limited time 
available, Yako said. The presenters 
represented organizations that had 
“put in a lot of work and time and ef-
fort and investment in the Gateway.” 

Ottawa and Victoria were both 
there, of course, represented by 
Transport Canada’s Mike Hender-
son and B.C. Transport and Infra-
structure’s Dave Byng, both of whose 
governments have poured hundreds 
of millions of dollars into the Gate-
way. But Yako said it wasn’t just the 
fact that they ponied up the dough 
that brought them there: it was that 
they also had the vision. 

“They recognized that Canada’s 
future is going to be focused on 
trade,” she pointed out. “It’s just 
a matter of recognizing that most 
of the growth is going to be in the 
Asia-Pacific region and Canada is 
well placed to be a source of natu-
ral resources.” 

Also on-hand for the chinwag were 
Peter Xotta of Port Metro Vancou-
ver, which Yako said is “basically 
the landlord and controls the wa-
terways,” Matthew Hoag of termi-
nal operator DP World Canada, 
Mike McLellan of TSI Terminals, 
Jeff Scott of Fraser Surrey Docks 
and Dan Smith of freight transpor-
tation consultants the Tioga Group. 
Greater Vancouver Gateway Council 
director Bob Wilds was the modera-
tor for the afternoon panel session.

The idea, Yako said, was to get 
these guests to provide the trucking 
industry with background informa-
tion into what it can expect in terms 
of how the organizations are ap-
proaching this growth and “the im-
pact on the trucking industry of the 
decisions that the marine terminals 
can and will be making.” 

As a bonus, Tioga’s Smith spoke to 
the best practices in other large, US 
marine ports. “His insight was most-
ly about what’s happening among 
our competitors and what is it that 
they are doing that we can potential-
ly learn from,” Yako said.

Smith had glowing words for the 
Canadian Gateway, saying it’s miles 
(or at least kilometres) ahead of the 
American competition. Not sur-

prisingly, Smith’s sentiments were 
well received by those assembled, 
though Yako was quick to caution 
that they should be viewed in con-
text. “Notwithstanding Dan Smith’s 
comment that we have the best sys-
tem in North America, potentially,” 
she said, “there’s always room for im-
provement. And as the environment 
changes, the issues change.” 

And the competition doesn’t sleep. 
While a major part of the presen-

tations were concerned with the mul-
titude of infrastructure upgrades that 
are either finished or well underway, 
Yako said the meat of the conference 
was talking about finding ways that 
the parties can work together better, 
making the best use possible of their 
various resources – including human 
resources. 

“The questions that our custom-
ers in the Asia-Pacific (market) have 
had,” she said, “have been about the 
stability of the supply chain and the 
stability of labour. They don’t want 
to see any disruptions.” 

It’s all about showing customers 
they can depend on the Gateway and 
its people, that it’ll all be there for 
them when they need it. “The rela-
tionship between the marine con-
tainer terminals and the trucking 
industry is key to ensuring we have 
a stable and working and efficient 
Gateway,” Yako said, noting that 
there have been labour issues in the 
past, including some involving own-
er/operators supporting container 
movements. 

Yako also pointed out that, since 
the trucking industry is responsi-
ble for about half of the container 
movements in and out of the port 
and exponential growth is expect-
ed in container imports and exports, 
“the trucking industry will have to be 
there.” So will the trains. “Rail also 
needs to be as efficient as possible 
because when they aren’t, it affects 
trucks,” she said. “Everything needs 
to be moving and everything needs 
to be efficient because we’re only as 
efficient as our weakest link.”

Response from the conference so 
far has been positive, Yako said. “We 
don’t have the results of our survey 
yet, but I probably heard from eight, 
10 people who were there and who 
spontaneously contacted me after-
wards, and I spoke to several peo-
ple during the day who seemed re-
ally pleased that they were able to 
get the big picture, all the way down 
to the details, and have an opportu-
nity to have some one-on-ones with 
the speakers.” 

That doesn’t mean there won’t be 
challenges ahead, of course, but the 
conference at least gave industry par-
ticipants a leg up on what’s in store 
for them. n

Transport officials position Gateway for success
Continued from page 1

Why should people outside B.C. care 
about the Asia-Pacific Gateway?
Looking at all the activity that relates to the Asia-Pacific Gateway, one could 
wonder at the taxpayer bucks being drawn from “the rest of Canada” to help 
one particular region – and a comparatively small one at that. 

But Louise Yako, president and CEO of the B.C. Trucking Association, said 
that’s only looking at the small picture. She thinks there’ll be plenty of opportu-
nities and challenges ahead, not only for all the Gateway’s stakeholders – from 
foreign shippers to local haulers – but for the Canadian economy as a whole. 

This is because the Gateway is about more than just new and improved road, 
railway and port facilities: it’s really about it being a conduit between Canada’s 
producers and the huge market opportunities overseas, as well as being a pipe-
line to bring in stuff Canadians want to buy.

Yako told Truck West that “Readers outside B.C. may not realize that the 
Asia-Pacific Gateway is important for them as well,” and stressed the impor-
tance of diversifying the nation’s trading partners. She noted the US will always 
be an important trading partner for Canadians, based on geography alone, “but 
this is a global economy now and it needs to be recognized that for Canada to 
grow and continue to prosper and be a country that can take care of its own 
and provide a strong social network, jobs and prosperity, we need to make sure 
that we are part of that global economy.” 

She also pointed out that the federal government “is working very hard on 
signing free trade agreements with more and more countries in Asia” as well 
as broadening the trade opportunities in South America and Europe.

Still, with other Gateways opening up – the Regina Global Transportation 
Hub and Manitoba’s Centreport, for example – is it fair for Vancouver to get 
all these tax dollars when other competitors have a stake in the game? 

It appears to be a matter of perspective. “I don’t see it as competition,” 
Yako said. “It’s an integrated system. I’m not saying that (the Asia-Pacific 
Gateway) is all there is, but it is very important and the others will help feed 
into it. They support one another, and all the participants in the supply chain 
need to work together.” n

global vision: B.C.’s Gateway is important to all Canadians, proponents claim.
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sustainability

By Lou Smyrlis
Is the cost saving potential of fu-
el-efficient technologies worth the 
up-front investment? Answering 
that critical question, based on re-
al-world trials, is at the heart of a 
new study just released by Natural 
Resources Canada, entitled Results 
from the Road.

Commercial highway freight has 
the fastest growing energy demand 
of any economic sector in Canada. 
It’s responsible for nearly 10% of 
the country’s greenhouse gas emis-
sions. Rising fuel costs are also 
placing downward pressure on prof-
it margins as an increasing number 
of shippers push back on the magni-
tude of fuel surcharges and demand 
to know what carriers are doing to 
reduce their fuel consumption. So 
carriers need to improve on the fuel 
performance of their vehicles not 
only for the sake of the environment 
but also for their bottom lines. The 
challenge, as the Results from the 
Road study points out in its opening 
paragraph, is that achieving cost-
saving initiatives requires up-front 
investment in new technology. And 
given that their goal is to save mon-
ey, transport companies need reas-
surance that any investment they 
make is likely to deliver a positive 
return.

Towards that goal, Natural Re-

sources Canada, back in Septem-
ber 2009, launched the SmartWay 
Certified Technology Fund (SCTF) 
to prove out the cost-saving poten-
tial of fuel-efficient technologies 
by helping freight companies pur-
chase, install and test fuel-efficient 
tires and aerodynamic skirts in a 
variety of real-world driving condi-
tions. The goal was to learn about 
the performance of energy-efficient 
devices and equipment in a variety 
of real-world operating conditions 
on as many vehicles as possible. 
Twelve companies qualified for up 
to $100,000 in funding and entered 
into contribution agreements which 
required them to collect and report 
fuel-usage data when using their 
new fuel-efficient technologies. 

After a full year of pre-trial base-
line fuel usage gathering followed 
by six months of trials, including 
both summer and winter driving 
conditions, Natural Resources is re-
leasing the findings through the Re-
sults from the Road report. It says 
the results are clear: The more of-
ten companies use these fuel-effi-
cient technologies, the more fuel 
they save. Key findings from the 
research project include: a 5% av-
erage reduction in fuel consump-
tion; and an eight-month/110,000-
km payback period.

After installation, fuel usage data 
was collected over 
two periods to sat-
isfy the need to in-
clude both summer 
and winter driving 
conditions. 

Data was collected 
from August to Oc-
tober 2010 and again 
from December 2010 
to February 2011. 
(To supplement the 

Worth the investment?
New study investigates whether fuel-saving 
technologies are worth the up-front cost

fuel-usage data, participants were 
also required to administer sur-
veys among drivers, maintenance 
staff and fleet managers directly in-
volved in the project).

For the three-month summer/
fall period from August to Oc-
tober 2010, usable data were col-
lected from 371 tractors across the 
12 qualifying companies. In the 
three-month winter period from 
December 2010 to February 2011, 
usable data were collected from 
392 tractors. 

According to the pre-trial base-
line data, over the course of six 
months, these tractors drove more 
than 37 million kilometres while us-
ing nearly 15 million litres of fuel. 
That works out to an average fuel 
consumption of 39.7 L/100 km (5.92 
mpg). During the six trial months 
in which the tractors were equipped 
with aerodynamic skirts and low 
rolling resistance tires, the same 
amount of fuel was used, but the 
total distance driven climbed to 
nearly 39 million kilometres, mak-
ing the average fuel consumption 
38.9 L/100 km (6.05 mpg).

“While this amounts to a 2% re-
duction in average fuel consump-
tion during the trial period, it is 
not perfectly reflective of the fuel-
saving potential of the SmartWay-
certified technologies,” the report 
explains. “On average, the trac-
tors pulled SCTF-equipped trail-
ers only 33% of the time – mean-
ing that for two-thirds of their trips, 
they were not experiencing the ben-
efits that come from using the tires 
and skirts.”

The report stresses that the 
more often a tractor pulls a trail-
er equipped with fuel-saving tech-
nologies, the more closely the 
full potential of the equipment is 
achieved. For a more precise anal-
ysis of the data, the tractors were 
grouped into five “quintiles” ac-
cording to how much time they 
spent pulling trailers equipped with 
fuel-saving technology. The study 
then focused on the 80-100% quin-
tile – that is, the group of tractors 
that pulled SCTF-equipped trailers 
at all times. And that’s when the 
true potential of the fuel-efficient 
technologies shone through.

It was found that for both the 
summer/fall and winter trial peri-
ods, the high-usage group experi-
enced a 5% reduction in average 
fuel consumption rates compared 
to the pre-trial baseline period. (The 
low-usage groups saw only a 2% re-
duction in fuel consumption – clear 
proof that greater fuel savings can 
be experienced by using SmartWay-
certified technologies more often).

“Considering that the average 
commercial transport truck gets 
approximately 40 L/100 km (5.88 
mpg), based on SCTF pre-trial 
baseline data, this 5% reduction in 
fuel consumption could save trans-
portation companies two litres of 
fuel for every 100 kilometres trav-
elled,” the report states.

The data were also analyzed to 
determine how many tractors re-
corded a noticeable improvement 
in their fuel efficiency. Of those in 
the 80-100% usage quintile, 71% 
reduced their fuel consumption. Of 
those that pulled SCTF-equipped 
trailers less than 80% of the time, 
only 51% noted fuel savings.

The report calculates payback 
on the initial investment to within 
eight months or 110,000 kilometres.

“As the price of fuel increases, 
this payback period will become 
even shorter,” it notes. 

This is how the payback was 
worked out: To be SmartWay-cer-
tified, a trailer must include both 
an aerodynamic skirt and a set of 
fuel-efficient tires. 

It costs approximately $2,300 to 
purchase and install the skirts and 
$10,800 to purchase 18 tires – for a 
total cost of $13,100. However, the 
report points out that tires need 
to be regarded as a “sunk cost” – 
something transportation compa-
nies must buy, regardless of type – 
and so the net equipment costs need 
only to consider the difference in 
cost between fuel-efficient and reg-
ular tires. Of the initial calculation, 
$10,260 (18 regular tires at $570 per 
tire) is a sunk cost, bringing the ac-
tual price of SmartWay upgrades to 
just $2,840.

The average truck has a fuel econ-
omy of approximately 39 L/100 km 
(6.03 mpg) and drives about 180,000 
kilometres per year. Assuming a 
diesel fuel cost of $1.30 per litre, the 
average annual fuel cost is $91,260.

The study established that using 
SmartWay-certified technologies 
can cut fuel usage by 5%, bring-
ing fuel consumption down to 37 
L/100 km (6.34 mpg). At that rate, 
the annual fuel cost when using 
SmartWay-certified technology is 
$86,580 – amounting to an expect-
ed annual fuel savings of $4,680. 
So the initial investment of $2,840 
will be repaid in 0.6 years (just over 
seven months). 

It should be noted that if all tires 
were installed immediately (in  
other words, all at once, regard-
less of the condition of the exist-
ing tires), the total equipment costs 
would increase by $540 to $3,380. 
This increases the payback period 
to about eight-and-one-half months, 
“still making tire replacement an 
affordable and sensible choice,” ac-
cording to the report. 

To learn more about SmartWay-
verified technologies – or how to 
adopt these energy-efficient tech-
nologies in your company’s fleet – 
contact Natural Resources Cana-
da’s FleetSmart program online at 
www.fleetsmart.nrcan.gc.ca or by 
telephone at 613-960-7427. n

	 Quintile	 Number		 Average	Fuel
	 (SCTF	trailer	use)	 of	Trucks	 Consumption
	 0-20%	 319	 -1.5%
	 20-40%	 280	 -2.9%
	 40-60%	 24	 -0.3%
	 60-80%	 37	 -2.8%
	 80-100%	 103	 -5.1%
	All	trucks	(0-100%)	 763	 -2.6%

CombiNed	Summer/WiNTer	TriAl	reSulTS

Participating 
Carriers:

Seafood Express • Armour 
Transportation Systems • 

C.A.T. • Mont-Cal Logistics 
• Challenger Motor Freight • 
SLH Transport • Big Freight 
Systems •  Turk Enterprises • 
Bakerstreet Produce Compa-
ny •  Siemens Transportation 

Group • Edson Freight Lines • 
Phantom Freightlines n

Missing Since: May 31, 1974

Age:
45 (DOB: July 25, 1966)
Age 7 at the time of 
disappearance

Missing From: Aurora, Ontario

Build: Thin - 4’0”

Eye Colour: Blue

Hair Colour: Blond

Cheryl Hanson

missingkids.ca

IF YOU HAVE ANY INFORMATION ABOUT THIS MISSING CHILD,  

1-866-KID-TIPS
OR YOUR LOCAL POLICE DEPARTMENT. ALL CALLS CONFIDENTIAL

PLEASE VISIT OUR WEBSITE OR CALL US TOLL-FREE

(1-866-543-8477)

missingkids.ca is a program of 
and trade-mark of

Child Find (Ontario) Inc. is an affiliate of the Canadian Centre for Child Protection Inc. 
Together, they provide missing children services in the Province of Ontario.
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opinion

It is amazing how few people – even 
those from within the trucking indus-
try – understand the realities of life 
behind the wheel.

For those of you who aren’t living it 
every day, here’s an example of a day 
in the life of a truck driver: I set off 
from my yard south of Winnipeg with 
a trailer going out to Lethbridge, Alta. 

Once there I was to swap for a trail-
er going back to Winnipeg. An easy 
enough two days – plenty of miles 
and no concern over appointments 
at the shipper/receiver. I just had to 
get there, drop and hook, park for my 
break and then put her into the wind 
again.

Another day at the office

My trip went like this: I got into the 
yard, loaded my stuff into the truck, 
did my pre-trip checks, hooked onto 
my trailer, checked the paperwork and 
set off. 

I have what I consider to be a very 
nice truck. The ride was far from 
smooth though, as the winter and lack 
of maintenance have turned the roads 
into a shocking state. 

In some sections warning signs for 
bumps have been erected, in others 
patches have had new asphalt laid over 
the worst of the holes. Either way, I 
had to keep my mouth closed to avoid 
losing my fillings on some stretches.

After a few hours I made Brandon 
and pulled in at the first truck stop I 
encountered. 

The lot was overflowing with trucks 
and it was also overflowing with pud-
dles, as the ground was anything but 
smooth. 

I had to lock my differentials to exit, 
as one pothole was so deep it lifted my 

drives clear off the ground. 
Having not yet found a space to 

park, I ventured out onto the service 
road with the intention of walking 
back for coffee and a snack, howev-
er this was not a viable option as the 
service road was full of turnpike dou-
bles unable, because of their length, 
to park anywhere else. So I put her 
into the wind again, thirsty and a lit-
tle puckish.

Virden was up next, so I thought I’d 
stop there. Again it was impossible. 

The service road on the south side 
of TC1 was full of other trucks with 
the same idea and the northern ser-
vice road was full of turnpike doubles 
switching trailers and generally mak-
ing a nuisance of themselves to a hun-
gry driver like me, who just wanted a 
place to park for a few minutes.

Again, I carry on. 
Next stop, Moosomin. There’s a 

new gas station there with a Timmies 
next door. I make it there and find a 
place to park and set off in the direc-
tion of refreshment. 

Now I’m faced with another prob-
lem: I almost have to duck to get 
through the doorway. It’s a standard 
size doorway and I’m only a little 
over 6-ft., so what’s the problem? The 
amount of mud that had collected on 
the soles of my shoes had turned them 
into platform soles! Frustrating, to say 
the least.

Lucky for me I managed to get in 

here as there were no other options 
before Regina. 

The few places that do exist have 
been taken over as marshalling yards 
for turnpike doubles to do their relay 
switch. 

Now I find myself in Regina, previ-
ous experience of trying to find some-
where to stop and get a coffee or a bite 
to eat here means I don’t even bother. 

It’s next to impossible unless you’re 
one of the lucky 50 or so drivers who 
manage to find a parking spot.

Seven hundred kilometres are 
under my bumper so far and I’m in 
Moose Jaw now and this time the 
truck needs some food. 

I drive very slowly and carefully 
through the minefield of a parking 
lot and pull into the pumps, get out 
of the truck into another puddle only 
to find that the keypad on the card 
reader doesn’t work properly. 

So I try the place next door. I have 
better luck with the keypad, but the 
minefield of a parking lot is just the 
same.

Knowing what is ahead of me, I stop 
off and grab a burger and fries before 
I leave town; the next possible stop-
ping places are in Swift Current and 
the last time I stopped to eat there it 
wasn’t a pleasant experience.

From Swift Current to Medicine 
Hat there’s nowhere to stop at all any-
more. Sure there are gas stations and 
a couple of restaurants, but each one 
has been taken over by the turnpike 
doubles as a place to switch trailers. 
From the Hat it’s only a reasonably 
short ride to my destination. Lucky, 
really, as again there is absolutely no-
where to stop. Well, nowhere with any 
facilities, decent or otherwise.

All in a day’s work

Finally I arrive in Lethbridge, do my 
thing and pull into a quiet spot to park 
for the night. 

A normal day’s work down and in 
the books, a bit of messing around try-
ing to get a coffee, a bit of messing 
around to get fuel, the truck and I got 
a little beaten up on the bumpy roads, 
but no real drama. 

Just another day’s trucking when 
you think about it. I’ve had many like 
it and I’m sure I’ll have many more 
the same. I read for an hour or so and 
turn in for the night, ready to do it all 
again the next day.

Now look at this through the eyes of 
someone who doesn’t drive truck and 
try to be honest about it. Do you see 
any part that would make you want 
to become a truck driver? 

Throw a tight schedule or some 
weather into the mix and it would look 
even worse. Now don’t get me wrong, 
I love trucking and always will. 

But like many others, I’ve been 
through a lot worse than the worst of 
today’s problems. 

From our perspective as veterans 
of the road, the job has improved be-
yond recognition, but for someone 
looking at becoming a truck driver, 
they’d have to really want it to put up 
with what we put up with on a daily 
basis. n

Why doesn’t anyone want to be a trucker anymore?

mark lee

You say tomato,
I say tomahto

over the road

A few months ago I was asked by the 
Central Ontario chapter of the Fleet 
Safety Council if I would like to par-
ticipate in an upcoming panel discus-
sion about driver incentive programs. 
I accepted, always eager to offer my 
two cents from a driver’s perspective. 

As thoughts about this topic per-
colated in my mind over the months, 
I’ve had quite some difficulty com-
ing to any type of concrete opinion 
on what a driver incentive program 
should look like. The best place to 
start is to gain some understanding 
of what is meant when we talk about 
driver incentives.

If you look up a dictionary defini-
tion of the word ‘incentive’ you will 
find something to this effect: A reward 
offered for increased productivity. 

Increasing productivity is usually 
associated with an increase in the vol-
ume of work performed (usually ac-
complished by investing more time 
in the job), performing the same vol-
ume of work at a lower cost (fuel sav-
ings, accident-free miles), or meeting 
a higher standard of performance 
(improving CSA scores or carrier 
ratings). The reward to the driver is 
most often a financial one.

What I find interesting is that an 
increase in productivity requires an 
investment of additional time by the 
driver. Yet in recent years, changes to 
hours-of-service legislation (HoS) and 
the use of electronic on-board record-

ers (EOBRs) have tightened control 
over a driver’s time. 

At the same time, most of us are still 
paid by the mile and by the drop. This 
system was put into place to encour-
age productivity also. Run more miles, 
do more drops, and you get paid more. 

But that system was put into place 
when HoS rules were loosely enforced 
or non-existent. 

So what we have now is the oper-
ations side of our business still pay-
ing drivers by the mile, encouraging 
them to work as quickly as possible 
in the name of productivity and in-
centive programs that are designed 
to slow us down and work more effi-
ciently and safely. 

This presents somewhat of a par-
adox for drivers. It’s no wonder that 
drivers often express the feeling that 
they are stuck between a rock and a 
hard place, because the expectations 
of the operations side of the business 
and the safety and compliance side of 
the business clash. 

As a driver are you going to place 
your efforts on the operations side that 
pays you 40 cents a mile every week or 
on the safety and compliance side that 

presents you with the potential to earn 
up to another two to six cents per mile 
each quarter, if you meet the criteria? 

It’s no surprise that many drivers 
feel it’s just not worth the effort. May-
be we’re well past the time of looking 
for a new means of paying drivers for 
their efforts as well as developing new 
incentive programs?

What if I’m more interested in earn-
ing the same money but doing it in 
less time, allowing me more personal 
time? Is there an incentive program 
out there that will do that? Perhaps. 

Some companies are implementing 
profit-sharing programs. These pro-
grams present the opportunity to in-
volve all employees – not just drivers 
– in the incentive program. They have 
the potential to foster greater team-
work and break down communica-
tion barriers between departments. 

A profit-sharing program fixes the 
cost of an incentive program as a per-
centage of net profit for the company, 
so it aids in financial forecasting and 
planning. But it requires diligent and 
consistent messaging from all levels 
of management to front-line employ-
ees. Everyone has to be working to-
wards the same goal. I’ve learned over 
the years as a driver that communica-
tion with front-line employees is not a 
strength this industry possesses. 

That’s not a criticism; it’s simply rec-
ognition of the difficulty we all face in 
developing relationships with one an-

other when we rarely see each other. 
That lack of social interaction is 

difficult to overcome in an industry 
that keeps managers and workers 
thousands of kilometres apart most 
of the time. 

A successful profit-sharing program 
depends on constant interaction be-
tween all employees if there is to be a 
payoff. That payoff has the potential 
to be no less than a satisfactory set of 
HoS rules that recognizes the need 
for flexibility in a driver’s daily routine 
and an end to downloading inefficien-
cies such as dock delays to the driver.

As an aging driver I find that I am 
increasingly frustrated by the lack of 
time I can spend with my family and 
invest in my own personal wellbeing. 
Issues of driver health and wellness 
are coming to the forefront and fac-
ing up to this reality is what incentive 
programs also have to address. 

It does not seem reasonable to me 
to ask an aging driver pool to invest 
even more time in the name of pro-
ductivity while also expecting them to 
take more time to care for themselves. 
You just can’t have it both ways. n

Why profit-sharing may be the ultimate incentive program for owners and drivers

al Goodhall

Over the Road

– Al Goodhall has been a profes-
sional long-haul driver since 1998. 
He shares his experiences via his 
'Over the Road' blog at http://truck-
ingacrosscanada.blogspot.com. You 
can also follow him on Twitter at 
Twitter.com/Al_Goodhall.

– A fourth generation trucker and 
trucking journalist, Mark Lee uses 
his 25 years of transcontinental 
trucking in Europe, Asia, North 
Africa and now North America to 
provide an alternative view of life on 
the road. You can read his blog at 
www.brandttruck.com/blog.
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industry

Over the past few months there 
have been a spate of truck roll-
over incidents all within about 20 
kilometres of the Canadian Truck-
ing Alliance (CTA) head office in 
Toronto. Invariably these have oc-
curred at on- or off-ramps to one of 
the 400-series highways and have 
led to long traffic snarl-ups – the 
cost of which is visited upon the 
trucking industry as much as it is 
other motorists. 

Luckily, no one has been fatally 
injured, but the visuals of a truck 
hanging off an overpass or a wom-
an’s car crushed within an inch of 
her life have been all over the me-
dia and have exacted a toll on the 
industry’s image. 

As usual, because of a lack of 
data, we are unable to put our fin-
ger on the precise cause of each of 
these crashes or determine wheth-
er there are any trends. Maybe the 

truck was cut off. Maybe the ship-
per improperly loaded the trailer. 
Maybe the weather had something 
to do with it (one incident did occur 
during a very windy day). 

But, while we know these things 
can happen, we also know that in 
most cases driver error is the cause 
with excessive speed a primary fac-
tor. The ramps where most of the 
recent incidents occurred are well 
known to most truckers. Police 
have also pointed to a lack of skill 
on the part of some of the drivers. 

As an industry, we need to ad-
dress the problem.

Technology will be part of the 

solution. For years now CTA has 
been calling for stability control 
systems such as electronic stabil-
ity control (ESC) to become non-
optional standard equipment on all 
new tractors. 

This could be done voluntarily 
as three of the OEMs have already 
done or, more likely, via regulation. 
Indeed, the US National Highway 
Transportation Safety Administra-
tion (NHTSA) and Federal Motor 
Carrier Safety Administration have 
published a notice of proposed 
rulemaking to do just that (see pg. 
7). Canada will have little choice 
but to follow.

It will probably take a couple of 
years to become law, but the fact is 
the technology works and for the 
growing proportion of carriers that 
are spec’ing new tractors with ESC, 
it’s cheap insurance. 

It is estimated that about 20-

25% of the new heavy trucks sold 
in North America are equipped 
with ESC. Research conducted 
for NHTSA by the University of 
Michigan Transportation Research 
Institute (UMTRI) estimated that 
if all existing five-axle tractor-
trailers operating in the US were 
equipped with ESC, the expected 
annual combined rollover and di-
rectional (yaw) instability relevant 
safety benefit would be a reduction 
of 4,659 crashes, 126 fatalities and 
5,909 injuries – representing annu-
al savings of more than $1.5 billion 
annually. 

Additional net savings from loss-
of-control crashes prevented were 
estimated at more than $200 mil-
lion annually. In Canada, where the 
industry is approximately 10% the 
size of the US, the combined annu-
al savings from ESC could exceed 
$170 million.  

Tackling the skill issue could be 
more of a challenge. I don’t think 
it’s fair to paint any segment of the 
industry or of society with a broad 
brush and overall truck drivers, as 
a class, are the safest drivers on 
the road. There are relatively new 
drivers who are very skilled at what 
they do just as I am sure there are 
some “experienced” drivers whose 
skill and judgment leaves some-
thing to be desired. 

Still, I don’t think many would 
disagree with the assertion that it 
is a much bigger challenge finding 
qualified and skilled drivers today 
than it was 30 years ago. 

I hear this from a lot of carri-
ers and there are lots of reasons 
for it. The subject is too complex 
to get into now, but suffice it to 
say part of the solution lies with 
better training. 

CTA has taken the first step in 
this direction by endorsing a rec-
ommendation from the CTA Blue 
Ribbon Task Force on the Driver 
Shortage calling for mandatory en-
try-level training and ongoing pro-
fessional development and training 
throughout a driver’s career. 

This will drive the need for indus-
try-endorsed training standards, 
certification of training schools 
and instructors and a tougher li-
cence test. 

It is also the only way that truck 
driving will ever be deemed a 
skilled occupation. It is astonishing 
that to become a forklift driver one 
needs to pass a mandatory test and 
then be recertified every year or so, 
but to get a commercial truck driv-
er’s licence you don’t need to take 
any entry-level training, or ongo-
ing training (beyond such things as 
dangerous goods transportation). 
All you have to do is pass a relative-
ly simple test and you’re in. That’s 
not good enough anymore.

This sort of change won’t happen 
quickly; there are lots of obstacles 
to overcome, not the least of which 
will be to convince all of the pro-
vincial governments to move in this 
direction at the same time. And the 
ESC mandate is likely not to be-
come law for a while yet. 

So, in the meantime, let’s try 
to get everyone to pay a bit more 
attention, watch your speed and 
avoid the rollovers. n 

We can’t continue to roll over and play dead

Industry Issues
DaviD BraDley

– David Bradley is president of 
the Ontario Trucking Association 
and chief executive officer of the  
Canadian Trucking Alliance.

FEATURING A NEW OWNER OP PAY PKG WITH $1500 SIGN ON BONUS. 
CGY/VAN CONTAINER RUNS & VANCOUVER/SICAMOUS SWITCHES 
RATES: $1.60/mile + $0.02/mile BC PREM + $0.15/mile TRI-AXLE PREM 
PAID LICENSING, INSURANCE, WCB, TOLLS, PERMITS & HEAVY USER TAX 
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By Lou Smyrlis
WINNIPEG, Man. – As one of the 
largest motor carriers based in Win-
nipeg, Bison Transport has estab-
lished itself as a leader in the industry. 
Whether it be by running the nation’s 
largest LCV fleet or consistently win-
ning awards for its safety record and 
driver-oriented programs, the compa-
ny is always at the forefront.

We caught up with Bison CEO Don 
Streuber to discuss the latest industry 
trends and company initiatives. 

TW: You recently expanded 
Bison’s presence in B.C. with the pur-
chase of a new terminal in Langley. 
Tell me about the terminal’s features 
and how it will help you better serve 
that market. 

Streuber: We have acquired a 12,000 
sq.-ft. office coupled with a cross-dock 
facility and small maintenance shop. 
Our objective is to expand the existing 
operation, which we had been operat-
ing out there, including our local dray-
age service that feeds our established 
customer base, and expanding our 
western regional network. It’s some-
thing we have been laying the foun-
dation for for the last couple of years 
and this was the next stage of the ex-
pansion. It provides the necessary in-
frastructure. The staffing will be dou-
bled over the next year or two as we 
continue to grow. 

TW: Any more expansions in the 
works for 2012?

Streuber: The acquisition we did last 
spring has just acquired property and is 
building a terminal in Grand Forks to 
provide for the growth that has already 
occurred there. Since we acquired that 
fleet it has grown by 20% and we are 
continuing our growth strategy with 
it. In the east we certainly see contin-
ued opportunity in that market and 
we will look to strengthen our posi-
tion out there. 

TW: Do you plan on adding capac-
ity in 2012?

Streuber: We would not be averse to 
maybe a 5% addition of capacity, but 
certainly nothing beyond that on the 
Canadian fleet. That’s really geared 
towards addressing existing customer 
demand.

TW: Saskatchewan currently has a 
pilot project with Loblaws running tri-
ple 53s. Given Bison’s large LCV op-
erations, do you see the company get-
ting into this configuration eventually? 

Streuber: We are the largest LCV 
operator in Canada right now. We 
have close to 200 tractors doing only 
LCV work. We are experienced in 
that and certainly believe the future 
of highway transit will include LCVs 
throughout Canada and the US. 

The moving of two 53’ trailers can 
be done as safely as moving a single 
tractor-trailer. It’s just a question of 
jurisdictional transition into accep-
tance and creating the appropriate 
transitional strategies, not unlike when 
trailer sizes went from 48-ft. to 53-ft. 
Moving up to triples, there isn’t any 
difficulty in terms of driver operation 
when in motion. What changes is the 
driver’s awareness of the circumstanc-

es he is operating within and the vul-
nerability of that configuration to dif-
ferent conditions such as wind. There 
is an opportunity, however, to run such 
units safely and effectively on appro-
priately established highways.

TW: Bison is running LCVs in On-
tario and the province will be doubling 
the number of permits it will issue to 
fleets participating in its long combi-
nation vehicle program from two per-
mits per carrier to four. Your thoughts 
on how that program is progressing? 

Streuber: As I said, we already oper-
ate close to 200 LCV tractors Canada-
wide, so, in our opinion, it is moving 
too slowly and we would like to see 
the Ontario government catch up to 
the rest of Canada. Doing so will re-
duce congestion on Ontario highways. 

LCVs achieve close to a 40% reduc-
tion in GHG emissions, which is far 
better than the reductions delivered by 
trailer skirts and low rolling resistance 
tires. To the extent that GHG reduc-
tion becomes a recognized objective, 
the easy way to achieve it is through 
an LCV operation. I would prefer that 
shippers are also more supportive in 
raising this issue with government. Un-
fortunately, so far, they have taken too 
quiet a stance. 

TW: You were recently chosen as 
the new chairman for the Canadian 
Trucking Alliance. What is the most 
important thing you would like ship-
pers to appreciate about Canada’s 
trucking industry?

Streuber: As much as the supply 
chain has evolved, the supply chain ful-
fillment sector has also changed and 
we need to keep up with those chang-
es, including the ability to use LCVs 
as an effective means of reducing our 
carbon footprint and providing more 
efficient service. It isn’t more compli-
cated than that. We talk about a driver 
shortage and with LCVs, one driver 
can pull two trailers. 

The absence of LCVs means the 
carrier has to hire a second driver. 
When you consider how to address the 
driver shortage, one possible solution 
is the utilization of LCVs. It’s not go-
ing to address all our driver require-
ments, and not all drivers will be able 
to drive LCVs, but it is a component 
of the long-term answer.

TW: Bison once again, for the fifth 
time, was named the grand prize 
winner of the TCA’s National Safe-
ty Awards. It’s a considerable accom-
plishment considering the US fleets 
you are up against. What accounts  
for Bison’s consistent excellent safety 
performance?

Streuber: There is no question safe-
ty is a top-down initiative. It has to be 
endorsed at every level in the orga-
nization, not just through words in a 
memo, but through investment, atti-
tude and support. We spend a lot of 
energy on all aspects of safety. It isn’t 
as simple as one key ingredient. It’s like 
what makes a great bowl of soup? Ul-
timately, it’s the combination of ingre-
dients and the method of putting them 
together that results in success. 

We take training very seriously 
and our commitment to that is unre-

lenting. We take issues of equipment 
quality and the safety component at-
tached to that, and the integration of 
dispatch and operations towards a 
safety-minded culture very serious-
ly. And ultimately, we give drivers the 
right to decide. We treat them as the 
professionals they are and allow them 
to make a professional decision on ev-
ery mile whether it’s safe to continue 
on. Our goal with our safety program 
is not to win safety awards. Doing so 
is just further ratification that we are 
doing it correctly. 

TW: You were also named one of 
the Best Fleets to Drive For, for the 
third year in a row. Transportation is 
a very challenging business, both in 
terms of profit margins and workloads. 
What goes into making a company one 
that people want to work for?

Streuber: Like safety, it must be a 
top-down initiative that focuses on re-
spect and trust that a driver will be-
have as a professional. As soon as you 
allow someone to do their job and trust 
them to do it right and appreciate it 
when they do it right, either through 
affirmation or awards or remuneration 
tied to performance, all those things 
build upon the core mindset of feeling 
respected as a professional contribut-
ing to the success of the business.

TW: The economic recovery still 
appears to be rather slow and some-
what shaky. What do you see as the 

new normal?
Streuber: There is no question we 

are seeing shippers wanting to secure 
supply. If the larger players are not in-
creasing supply and the smaller carri-
ers are leaving the industry, there will 
be less supply. As supply drops, pric-
ing will go up to a level of rates that we 
had back a few years ago. If the pricing 
gets high enough, the supply situation 
may change, but we are still recovering 
rates and need to continue to receive 
appropriate payment for what we have 
invested and what we are planning to 
do down the road. 

The difficulty right now is that the 
recovery is slow. We are not seeing 
a consistency of market recovery ei-
ther by industry or geography, but we 
are seeing recovery. Government cuts 
may have an impact. Lack of consumer 
confidence really does penetrate the 
whole transportation cycle. 

TW: Where do you see areas of 
growth for Bison?

Streuber: One of the areas we are 
looking to grow is LTL. This is a new 
initiative we are in the process of de-
veloping. Order fulfillment patterns, 
due to growing Internet purchases, are 
changing. We are not looking at a tra-
ditional LTL model and we will define 
what the level of infrastructure invest-
ment will be and the market penetra-
tion we wish to pursue. We recognize 
every type of freight movement is, in 
fact, a different type of business. n

executive view

Executive view: Don Streuber
Bison CEO dishes on western expansion, 
LCVs and the new normal for motor carriers

Bison, Jessiman Foundation donate $1M to park
WINNIPEG, Man. – Bison Transport and the Jessiman Foundation have 
given a joint gift of $1 million towards the Assiniboine Park Conservancy’s 
(APC) Imagine a Place Campaign. 

The announcement was made last month by Rob Penner, executive vice-
president and chief operating officer at Bison Transport (founded in 1969 by 
the Jessiman family), and Peter Jessiman, director of the Jessiman Foundation. 

The $1 million gift has been designated in support of various projects with-
in the Assiniboine Park Conservancy’s overall $200-million redevelopment 
plan and was made in honour of the ongoing contributions to the commu-
nity made by Bison CEO Donald Streuber, according to company officials. 
Streuber is also vice-chair of the Assiniboine Park Conservancy. 

“Don has played a crucial role in the bold transformation of Assiniboine 
Park that is currently underway,” said Margaret Redmond, APC president 
and CEO. “We are so pleased to have him as a part of our team and to see 
him recognized in this way.” 

“We are thrilled to be able to honour Don and thank him for his many 
years of outstanding leadership, both at Bison Transport and in the many 
community-based organizations in which he has played a leading role,” said 
Jessiman. 

Streuber and his family were officially recognized at the announcement 
with the naming of the Streuber Family Children’s Garden.

“This is definitely a fitting recognition for a man who genuinely cares about 
people,” Penner said. “We are very excited to see the Streuber family and 
in particular, Don’s efforts and contributions, recognized in this manner.” n
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By James Menzies
Becoming one of the best fleets 
to drive for is a lofty goal for any 
trucking company, but thanks to 
the emergence of the Best Fleets to 
Drive For competition, there’s now 
a roadmap that can be followed to 
get there.

The Best Fleets to Drive For con-
test has been run by the Truckload 
Carriers Association and adminis-
tered by Canadian online training 
firm CarriersEdge for four years 
now. Each year, CarriersEdge presi-
dent Mark Murrell hits the road for 
a cross-Canada speaking tour dur-
ing which he shares the best practices 
(and some of the worst) employed 
by carriers that were nominated 
through the program. The semi-
nar series is hosted by Marsh Can-
ada and sponsored by Kee Human  
Resources and Truck West. 
This year, it visited 10 Canadian  
cities and was attended by hundreds  
of fleet managers, company owners 
and recruiters.

To participate in the competition, 
a carrier must be nominated by one 
of its drivers. From there, Murrell 
and his team conduct an exhaustive 
evaluation of the nominated fleet 
and the programs and services they 
provide to their drivers. Drivers are 
surveyed to determine what it’s re-
ally like to work there. This year, 
more than 80 fleets were nominated 
for the award and 51 went through 
the data collection process. More 
than 3,200 drivers and owner/opera-
tors were surveyed and in the end, 
20 fleets were named Best Fleets to 
Drive For. From those, two grand 
champions were chosen: Paramount 
Freight Systems was named Best 
Fleet for Owner/Operators and Mo-
tor Carrier Service was named Best 
Fleet for Company Drivers. Seven 
of this year’s finalists are based in 
Canada.

Only two companies have made 
the cut in each of the four years the 
contest has been run: Don Hum-
mer Trucking out of Oxford, Iowa 
and Saskatoon, Sask.-based Yanke 
Group. Murrell offered some com-
forting words to carriers that have 
dropped off the list in past years: “I 
really want to underscore, not mak-
ing the list isn’t any sort of failure,” 
he said. “There are about 50,000 
fleets in North America that are eli-
gible to be part of this program. Just 
getting nominated says a lot about 
a fleet.”

So, what are some of the common 
characteristics among the fleets  
that consistently perform well in the 
program?

Getting started

Murrell said a lot can be learned 
about a trucking company over 
the phone when they’re first noti-
fied they’ve been nominated. Some 
carriers welcome the opportunity to 
participate and assign high-rank-
ing executives to assist with the 
evaluation process while others are  

dismissive and hand the project 
off to a junior representative who  
isn’t armed with all the necessary  
information.

“The companies that take this 
stuff seriously put a senior per-
son onto it, in a lot of cases it’s the  
owner of the company,” Murrell 
said. “Other companies assign 
a junior person who doesn’t 
have the full information. 
That tells us a lot about the 
company and how serious-
ly they’re focused on HR 
issues.”

When phone interviews 
are conducted, Murrell said in-
terviewers are paying attention 
to the background envi-
ronment. Is it noisy 
and chaotic? Or 
is the environ-
ment relaxed 
and calm? Dur-
ing the phone 
interview, fleets 
are asked a wide 
range of questions, but 
Murrell said four so-called 
“magic questions” are most 
telling. They include:

How does the company ensure 
its total work environment meets 
the needs of its drivers?: This ques-
tion covers compensation, benefits, 
the presence of a career path 
and other factors that cre-
ate a positive work-
place experience.

How would you 
describe your 
hiring process?: 
Here, Murrell said 
evaluators often find 
two distinctly different ap-
proaches. Some recruiters are 
“optimists,” giving a new hire ev-
ery chance to succeed through men-
toring and other initiatives. Others, 
Murrell describes as “pessimists,” 
working from a checklist of items 
that makes a prospective hire un-
employable and actively seeking 
out their shortcomings. “They just 
move from one failure point to the 
next,” Murrell explained. “The peo-
ple looking for those failures tend 
to find them.”

How do you ensure your driv-
ers are not subjected to, or con-
tribute to, an inappropriate,  
hostile or toxic work environment?: 
Here, Murrell said, managers tend 
to gravitate towards one direction 
or another, focusing on either pro-
tecting employees from abuse or 
ensuring they aren’t perpetrators 
of abuse themselves. Companies 
that have focused more on dealing 
with abusive employees may have 
a work environment where such  
behaviour is widespread, which can 
set off alarms.

How many training days, on aver-
age, do drivers receive each year?: 

“We ask this question because  
everybody wants their drivers to 
stick around, but traditionally truck-
ing has put most of its training in 
the first year,” Murrell explained. 
But this appears to be changing, he 

fuel surcharges).
Murrell said more fleets are start-

ing to pay their owner/operators a 
percentage of gross revenue rather 
than straight mileage. 

Drivers continue to complain 
about running unpaid miles. Carri-
ers have employed all kinds of tricks, 
such as paying from city limit-to-city 
limit or zip code-to-zip code. This 
cheats drivers out of pay for all the 
inner-city miles they run at either 
end of the delivery. Surveyed driv-
ers also expressed frustration over 
tarping pay – or lack thereof – and 
some said that pay reductions put 
into place during the recession have 
yet to be restored, even as freight 
volumes have recovered.

Murrell also has noticed that 
fleets are becoming more so-

phisticated in how they track 
performance and distrib-
ute bonuses. Bonus struc-

tures used to 
be based on 
the number of 

miles run with-
out an accident 

and/or fuel consump-
tion. Now, Murrell said, fleets are 
measuring driver performance 
across a broader spectrum of  
indicators.

“This year, we saw the emergence 
of a much more comprehensive 

package of metrics used to 
calculate bonuses,” he said. 
Among the common con-
siderations are: miles; colli-
sions; infractions; idle-time; 

mpg; customer feedback; on-
time percentage; and participa-

tion in safety meetings and training 
programs.

“It recognizes that there’s more 
to being a driver than driving a lot 
of miles every quarter and doing it 
safely,” Murrell said. “It allows peo-
ple to participate in a bonus pro-
gram even if they have problems in 
one area. It’s not an all-or-nothing 
bonus. It’s less of a bonus and more 
performance-based pay.”

In most cases, Murrell said, fleets 
are using driver scorecards to mea-
sure performance and determine 
bonuses. Drivers seem to appreci-
ate the new approach, he added.

What else do drivers like? Per-
haps surprising to many read-
ers, drivers who are provided with  
electronic logs tend to consider it 
a benefit. 

“The drivers using electronic logs 
have great things to say about it,” 
Murrell said. Drivers seem to be 
getting more comfortable with tech-
nology and many voiced their desire 
for in-cab computers and printers. 
Drivers want unfettered access to 
the Internet, so they can use social 
networking sites like Facebook to 
stay in touch with family, surveys 
indicated.

One item that caught Murrell’s 

canada

What does it take to become a 
Best Fleet to Drive For?

Popular seminar series shares best practices of competition winners

“We need a program to  
help everyone get a laptop and 
printer on board every truck. It 

is the wireless age and all of us 
are part of it so let’s make it so 

all can use it too.”

“We need a plan to  
help the economically 

stressed to buy laptops 
and electronics.”

“Shuttle service 
from terminal to a 

decent restaurant.”

“UNRESTRICTED 
Internet to access social  

networking sites such as Facebook. 
Drivers who are away from their  
families for months at a time rely  

on sites like these to stay  
connected to their families.”

What 
drivers

Want

“Someone warm and fuzzy to talk to when 
you get lonely, tired or just sick of the bull.”

“I believe that O/Os should be able to carry 
a concealed weapon on their person if they 
have the proper training and have a permit.”

“Escort service.”

      On the
lighter side

“Would like to see 
online safety courses 
offered at no expense 

to drivers.”

added.“We’re starting to see it average 
out more. Four to five days on aver-
age is typical in other industries and 
we’re starting to see some fleets that 
do that.”

Trends and innovations

Conducting the carrier interviews, 
and also the driver surveys, has pro-
vided program administrators with 
a gold mine of information that can 
be used to identify trends on every-
thing from driver compensation to 
employee benefits. This year, the 
survey found company drivers work-
ing for nominated fleets averaged a 
salary of $53,673 and ran 112,000 
miles. Owner/operators grossed an 
average of $162,985 and averaged 
116,000 miles.

Year to year, Murrell said, the in-
come of drivers and owner/opera-
tors hasn’t changed much. Compa-
ny drivers saw their earnings go up 
only 1% compared to the previous 
year while owner/operators enjoyed 
5.5% higher income compared to 
the year before. (Some of that, how-
ever, could be attributed to higher 
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ic for both the tractor 
and the trailer when it passes  

an inspection. This creates some ca-
maraderie between driver and me-
chanic and has them both working 
towards the same goal, Murrell not-
ed. As a result, MCS has mostly clean  
inspections.

When setting up a comprehen-
sive bonus program, MCS asked 
the drivers what they wanted to be 
scored on. Drivers came back with 
some surprising suggestions, in-
cluding attitude and cleanliness of  
their trucks.

MCS also has a driver liaison pro-
gram, paying a bonus to longtime 
drivers who in turn assist newer 
hires with any difficulties that come 
up. It also hosts twice-
yearly safety rode-
os, where drivers 
put their skills 
on display in 
front of their 
peers in a vari-
ety of challenges. 
It becomes a very 
interactive safety meet-
ing, Murrell noted.

MCS developed an interest-
ing wellness program dubbed The 
Walk to Las Vegas. Drivers and of-
fice staff were broken into teams 
and then convert various physical 
activities into a corresponding num-
ber of steps. The first team to walk 
the equivalent of a trip to Las Vegas 
wins $2,000.

“It gets people moving, gets them 
active,” said Murrell. “It also allows 
them to bond as a community be-
cause office staff and drivers are 
working together.”

A Best Fleet:  
Paramount Freight Systems

Many owner/operator-based fleets 
are afraid to provide programs to 
their people, for fear of blurring the 
line between company driver and 
independent operator, which could 
lead to problems with the tax man. 
However, Murrell said progressive 
owner/operator fleets are able to 
provide programs without threat-
ening their status as independent 
operators.

Paramount Freight Systems, 
which has won the Best Fleet for 
Owner/Operators award the past 
two years, has done just that. For 
starters, Paramount awards owner/
operators who stay on by increasing 
their pay by one cent per mile each 
year. It also pays for all their tolls 
and has negotiated on behalf of its 
owner/operators a parts discount 
through a vast network of retailers. 
As a result, its owner/operators pay 
just 7% above cost for parts through 
select retailers.

Paramount has driver of the week, 
month and year programs that issue 
$250, $500 and $1,500 rewards re-
spectively. Paramount also has pro-
vided its O/Os with the latest in-cab 

technology, including scanners 
and electronic logs. It 

also enrolls its  
O/Os in a CSA 

scorecard pro-
gram so they 
can moni-
tor their own 

safety record 
and be on the 

lookout for any 
false reports.

Social media is where 
Paramount “really shines,” Mur-
rell said. Paramount has a Facebook 
page that’s liked by 262 people. 
Owner/ops use the site to com-
municate with office staff in what  
has become a “virtual water cooler” 
of sorts.

Photos of company functions are 
uploaded to the Facebook photo 
albums, keeping owner/operators 
informed on the latest happenings. 
Owner/ops are also invited to up-
load pictures of their trucks and can 
win gift certificates to restaurants 
for the best pictures. 

The by-product is that owner/

o p e r-
ators take more 
pride in how their 
equipment looks.

Paramount also uses Survey Mon-
key to conduct regular surveys of its 
drivers. This allows the company to 
get on top of any issues quickly. It 
also surveys new owner/operators 
when hired, to find out why they left 
their previous company.

“You never get good informa-
tion during exit interviews but when 
someone’s coming on-board, you get 
good information on why they left to 
make sure you don’t make the same 
mistakes,” Murrell pointed out.

Paramount also runs a “buddy 
program,” which is rare among own-
er/operator fleets. 

Becoming a Best Fleet

Having spent four years studying the 
best practices of the best fleets to 
drive for, Murrell is in a position to 
identify some of their common traits. 
So, how do you become a Best Fleet 
winner? For starters, Murrell said  
it’s important to get buy-in from top 
executives.

“The number one thing is to get 
the executive team engaged,” he 
said. “That’s where we see the big-
gest difference.”

Next, he suggested fleets survey 
their drivers to identify areas of  
concern. 

“You’re going to find some very 
simple things that are easy to imple-
ment,” he said.

Murrell also advised fleets to fig-
ure out what they do best and focus 
on their strengths. 

Fleets that lack an identity, or try 
to be everything to everyone, tend 
not to provide the greatest work-
places, he said. Murrell suggested 

 

 carriers get 
on top of op-
erations to ad-

dress the source 
of most driver 

complaints.
“Time after time, operations is 

the source of the problems,” Murrell 
said. “We see a lot of comments from 
drivers who say the company believes 
in this, but operations doesn’t.”

Murrell also said some carriers 
must do a better job of informing 
drivers about what services and pro-
grams are available to them. Driver 
surveys indicate that often, drivers 
aren’t even aware of the programs 
their carrier offers.

And finally, Murrell suggested 
that carriers set measurable ob-
jectives in order to continuously  
improve working conditions for 
drivers and owner/operators.  n

attention 
was that 
even at 
the best 
f leets to 
drive for, turn-
over remains an issue. 
Of the surveyed drivers, 28% had 
been with their current company for 
less than a year and more than two-
thirds of drivers had been there for 
less than five years.

Another trend that emerged this 
year was that driver wellness has sud-
denly become a top of mind issue. 

“It really changed this year,” 
Murrell said. “In the past, well-
ness was one of those things a few 
people were doing, the outliers. 
Wellness entered the mainstream 
this year and pretty much every-
body we talked to has some kind 
of wellness program brought in for 
their drivers.”

Programs include everything from 
providing on-site nurses to install-
ing inverters so drivers can have a 
fridge and microwave in their truck. 
Interestingly, many drivers voiced a 
desire for an in-ground swimming 
pool at their terminal so they could 
get some exercise and swim some 
laps between loads. 

“This year, everybody wants in-
door pools,” Murrell said.

Another trend Murrell noticed 
was that the best fleets are becom-
ing more accommodating to mi-
nority drivers. Celadon Canada, 
which made the Top 20 list, has a 
large contingent of Muslim driv-
ers, so it serves Muslim-friendly 
food at company events, takes care 
not to dispatch loads of cigarettes 
and alcohol to them, and even has 
tailored its owner/operator lease 
programs so that they don’t have 
to pay interest, which is a violation 
of Sharia law.

Despite the positive trends, Mur-
rell said some negative perceptions 
continue to linger, such as the no-
tion women can’t handle flatdeck 
work or that drivers don’t under-
stand technology.

A Best Fleet: Motor 
Carrier Service

During his presentation, Murrell 
highlighted some of the programs 
that made the winning fleets so 
successful. Motor Carrier Service 
(MCS) won the Best Fleet for Com-
pany Drivers award, mostly by tak-
ing common programs and tweak-
ing them for their own needs.

For instance, rather than issu-
ing a fuel bonus only to the top-
performing drivers, the compa-
ny pays $100 per month to every 
driver that averages seven mpg or 
better. The top five performers 
receive an additional $100, but 
there’s no limit to how many driv-
ers can earn their bonus.

“They don’t have to be the best, 
they just have to hit a certain 
threshold,” Murrell said. About a 
third of MCS’s drivers hit the mark 
each month. MCS also pays driv-
ers $200 for every clean inspec-
tion, as well as $25 to the mechan-

“UNRESTRICTED 
Internet to access social  

networking sites such as Facebook. 
Drivers who are away from their  
families for months at a time rely  

on sites like these to stay  
connected to their families.”

“Loving the 
electronic logs now.”

“The company provides 
a car to its drivers so they are 
able to run errands while they 

are at the terminal either on their 
personal time or if the truck is 

getting work done to it.”

“Thanks to the coaching 
of the on site nurse, I have 
lost almost three inches off 

my waistline.”

What
drivers

like

“I have had to go around 
my fleet manager to get 

problems resolved or it just 
doesn’t happen.”

“Personally, I like the 
idea of dispatch ‘rolling 
the dice’ to see where I 

am going next.”

“Running empty miles 
within city limit that I have 

to legally log, but yet do not 
get paid.”

What drivers
dislike

How    to become a ‘best fleet’
Among the many great programs and initiatives run by fleets nomi-
nated into the Best Fleets to Drive For program, there are a few such 
programs that may have been created with the best of intentions, but 
questionable results.

Mark Murrell, president of CarriersEdge, which administers the 
competition, spoke of a couple such programs.

One carrier looking to reduce its crash costs created a profit-sharing 
fund and then deducted crash-related costs from the pot throughout the 
year. Worse, it outed the drivers responsible for any incident by post-
ing their name and the amount of money their accident cost the fund.

“I can tell you they’re a very safe fleet, but a Best Fleet to Drive 
For? I don’t think so,” Murrell said. 

Another company has set up a spot outside its driver entrance 
where its wrecked vehicles would be parked with a sign that said: 
‘Don’t let this happen to you.’ As a result, Murrell said drivers live 
in fear of making a mistake and having it put on display.

“Anytime you have a section of your parking lot set aside for a 
wreck, you’re going to have a wreck,” he said. “The problem is, drivers 
walk by it every single time they go in and out and the problem with 
that is, they’re not thinking ‘I’m really excited to haul some freight 
for these guys,’ they’re thinking ‘Holy crap, I hope that’s not me’!”  n
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feature

Entrepreneurs have always been 
a major force in Canadian truck-
ing. I recently went looking for 
a handful of trucking executives 
who had invested in technology be-
cause they believed in the product. 
The champion of this kind of lead-
ership has to be Leland James, the 
owner of Consolidated Freightways 
of Portland, Ore. way back in 1937. 
He grew tired of having his inno-
vative suggestions ignored by truck 
manufacturers and decided to de-
sign and build his own truck. 

James had his mechanics adapt 
his fleet of American-made Fageols 
into a new breed of vehicle, using 
sheet metal to fashion the cabs into 
the distinctive cabover engine de-
sign. These first in-house trucks 
were called “Freightliners,” and 
the name stuck.

James also 
had his me-
chanics exper-
imenting with 
aluminum and 
m a g n e s i u m 
parts: he want-
ed a lighter-
weight, more 
du rable  de-
sign with more 
power for the 
mountains. The first aluminum-
covered COE was built in 1940 
and weighed 2,000 lbs less than 
its closest competitor. 

A later partnership with White 
Motors greatly expanded the mar-
ket and White Freightliner be-
came a household name. Consol-
idated Freightways soldiered on 
for three quarters of a century but 
finally closed up shop in 2002. But 
the truck brand never faltered and 
has been safely in the hands of 
Daimler Corp. for decades.

Innovation is a big part of truck-
ing. A smart operator knows a 
good idea when he or she sees 
one. Twenty years ago, lightning 
struck Ross Mackie and one of his 
employees, Steve Shermeto, while 
they were hauling Formula 1 rac-
ing cars from Montreal to Mexico 
City for the Mexican Grand Prix. 

Mackie is a stickler for clean-
liness and the sand and dirt that 
got into the cabs during the trip 
was a constant annoyance. Sher-
meto had the brainwave of mount-
ing an upside down brush some-
where on the truck steps or tanks. 
Mackie immediately liked the 
idea and challenged Shermeto 
and another trucker friend Steve 
Floyd, who drove for Maritime-On-
tario, to come up with some draw-
ings. From there he encouraged 
Shermeto to make up a prototype  
and guided him in starting the new 
enterprise. 

During one of their group dis-
cussions the partners hit on the 
name “Boot Brush” and the rest 
is history. Ross provided some of 
the start-up capital and the part-

nership between Mackie, Sherme-
to and Shermeto’s mother Marg, 
remains in place to this day.

Today Boot Brushes can be seen 
on the steps of trucks all over 
North America. “We’ve sold over 
500,00 units so far,” says Mackie. 
“We just got an order from a Pac-
car dealership in Chile.” 

The partners continue to distrib-
ute Boot Brushes to truck stops 
and truck dealerships across the 
continent. “We sell them to Volvo 
and Navistar dealers, too, but Pac-
car remains our biggest customer,” 

says Mackie. 
Scott Smith, 

president of JD 
Smith and Sons 
of Vaughan, 
Ont., has had 
a long-time in-
terest in fuel-
saving tech-
nologies and 
sustainability, 
enc ou rag i ng 

progressive shifting and best prac-
tices years ahead of the industry 
curve. In 2007 JD Smith Trans-
port  received the Supply Chain 
and Logistics Association’s Green 
Supply Chain Award for setting 
and exceeding standards for en-
vironmental friendliness. 

At the same time shippers and 
manufacturers were getting keenly 
interested in “greening” the sup-
ply chain. Perhaps as a result of 
the award, Smith was invited to sit 
on panels and discussion groups.  

“That’s how we met the Ener-
Motion people,” says Smith. “They 
approached us as a potential part-
ner that might be interested in 
helping to develop their product. 
It seemed like a perfect fit.”

The product Smith refers to 
is a hybrid auxiliary power unit 
(APU) that runs directly off the 
waste heated generated by the en-
gine. Up to 30% of the energy pro-
duced by a truck’s engine is lost 
through heat that escapes from the 
exhaust pipe. EnerMotion’s shop 
in Bolton, Ont. has developed a 
prototype that recaptures that en-
ergy and can run a truck’s heating, 
cooling and bunk appliances and 
lighting for up to 10 hours without 
consuming any fuel.

Smith liked what he saw and 
jumped in, investing in the compa-
ny itself, and providing a truck for 
field-testing purposes. “I see this 
as a potential future benefit and 
another way to eliminate idling, 
among other things. This is a cred-
ible product with credible people 
behind it,” he says.

This is not the only project 

Smith has gotten behind. He’s also 
closely involved in the testing and 
preliminary data capture of a new 
pallet that’s neither wood or plas-
tic, that can be re-used dozens of 
times, and comes equipped with a 
Radio Frequency Identifier (RFI) 
chip so products can be tracked 
and scanned on the pallet as they 
move through the shipping stream. 
And that’s not all, Scott is also in-
strumental in the development of a 
new kind of portable gas can with 
some “revolutionary” features.

Trailer aero-skirts have been in 
fashion for years among the lead-
ing fleets in Canada. But finding 
the right design and model is of-
ten a case of trial and error. Dil-
igent fleet managers thoroughly 
research a component before mak-
ing a commitment.

“We were looking to equip our 
fleet with trailer skirts and we did 
an evaluation of several types,” 
says Steve Ondejko president of 
Onfreight Logistics in Tecumseh, 
Ont. “For our kind of work, where 
we service a lot of drop down 
docks, the Aerofficient system 
was the most durable and cost-
effective.”

Aerofficient features a hinged 
system on the skirts which allows 
them to fold inward or outward 
as they encounter a foreign object 
or steep slope. They also supply 
a sliding panel kit which can be 
trimmed for the best efficiency 
when the bogies are moved. Onde-
jko was so impressed with the 
product that he sat down with the 
president of Aerofficient for three 
hours. At the end of the meeting 
Ondejko had been offered and ac-
cepted a partnership with three 
other parties for the Canadian dis-
tribution rights. 

Thus, Aerofficient Canada was 
born. The skirts are manufactured 
in nearby Livonia, Mich., just 
across the river from Onfreight 
in Windsor, Ont. One advantage 
to the Aerofficient system is that 
the product can be installed, even 
on a loaded trailer, in a fraction 
of the time from the competitors’ 
brands, he claims. Ondejko is 
currently setting up a dealer net-
work across Canada and training 
a team to install the wings on-lo-
cation. He currently has Aeroffi-
cient trailer skirts installed on 40 
of his trailers. 

Many entrepreneurial side proj-
ects were borne out of frustra-
tion with existing products. Dave 
Tyrchniewicz, owner of Turk En-
terprises with about 50 trucks 
and trailers in Winnipeg, Man., 
was not happy with the brand of 
underskirts he’d installed on his 
trailers. 

“They weren’t getting the mile-

age savings that were promised,” 
he says. “And we found that there 
were a lot of maintenance issues 
with them. It seemed like they had 
to be repaired or straightened ev-
ery month. I’m fussy about how 
my trucks look; I won’t let them 
run down the road with a warped 
or bent underskirt.”

To the rescue came the Smart-
Truck’s Aerodynamic Undertray 
system – a radically different aero 
configuraton that uses an under-
carriage pan to reduce drag, leav-
ing the sides of the trailer com-
pletely open. Tyrchniewicz tried 
the product and liked the results. 

“Trailer skirts might work in 
perfect conditions in a wind tun-
nel, but out on the prairies we get 
a lot of cross-winds. The Smart-
Truck undertray works in all con-
ditions. Another advantage is that 
it makes it easier for the driver to 
do his circle check, and we don’t 
get the build-up of salt and dirt 
under the trailer as happens with 
skirts.”

When Tyrchniewicz realized 
that SmartTruck didn’t have a plan 
for Canada, he went into negotia-
tions with the company and came 
away with the Canadian distribu-
tion rights. He also started a new 
company, Northern Aerodynamic 
Solutions, to market the product 
to Canada companies, which op-
erates separately from his truck-
ing concern. 

The next step was to set up a 
dealer network across the country. 
He currently has 15 dealerships 
from coast-to-coast who can sell 
and service the products. “We’re 
still a little light in the Maritimes 
but we’re working on it.” 

Tyrchniewicz’s biggest sale 
so far was selling 250 units to 
Ocean Trailers in western Cana-
da. “When you believe in a prod-
uct and can prove it works, it pretty 
well sells itself,” he says. n

They liked it so much…
they bought the company!
In a testament to the entrepreneurial spirit of the 
trucking industry, fleet executives are often prepared 
to invest in the technologies that most impress them.

On-Road Editor
harry rudolfs

‘When you believe in a 
product and can prove 
it works, it pretty well 

sells itself,’ 
Dave Tyrchniewicz

customer and dealer: Steve Ondejko found a trailer fairing that he liked, 
and inked a deal to become its Canadian distributor.

more than a test fleet: Scott 
Smith of JD Smith and Sons, has 
bought into this Hyper APU powered 
by waste heat recovery.
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alberta

whereas “normally it’s about 175.” 
Wilson speculated upon a couple of 
reasons for the lowered attendance, 
though acknowledging that no hard 
data exists as of yet. 

“One is because we moved the 
date,” he said, referring to previous 
conferences’ late April scheduling, 
“and this year it was a week later. 
And it was a little bit more money 
at the Banff Springs.” 

The Banff Springs was chosen, 
Wilson said, after the organizing 
committee looked into other possi-
bilities. “I think they kicked around 
Kananaskis, Lake Louise, I think 
even Jasper was tossed around,” he 
said, “but the Banff Springs stuck 
out and they wanted to try that.”

The popularity of the Banff 
Springs, however, meant the AMTA 
was a little less flexible in what it 
could do. For instance, it had to 
provide a firm head count earli-
er than at the previous venue and  
there wasn’t much room for dicker-
ing on price. 

“They aren’t hungry, and we are 
a comparatively small group,” Wil-
son said. “In a case like that, you 
find the people a little harder to deal 
with. But on the whole people were 
pretty pleased, and it was a good 
general consensus we got.”

Other than the venue, it was pret-
ty much business as usual for the 
AMTA gang, with business ses-
sions dealing with the hiring of for-
eign workers and fatigue manage-
ment, as well as the Annual General 
Meeting, plenty of fine dining and 
– as this year’s theme for the Fri-
day night celebration – a toga par-
ty that must have made other Banff 
Springs guests wonder who was 
“Roman” around those hallowed 
Rocky Mountain halls. 

The big news out of the associa-
tion’s AGM, which was otherwise 
straightforward, was a change to the 
structure and terms of the executive. 

“What they ended up passing was 
that there will now be four on the 
executive,” Wilson said, “so there’s 
now a v.p. position, a senior vice-
president, then president and past-
president.”

What that means is a four-year 
commitment for the executive mem-
bers, instead of three, but there  
was method behind the apparent 
madness. 

“The thinking was to involve ba-
sically all four of those (people) in 
meetings with government,” Wilson 
explained, “so you have consistency 
there – even though you’re not in the 
president’s chair for two years right 
from the start, you’re involved in the 
decision-making process and the ex-
posure to the government people, so 
you have that longer term of talk-
ing and meeting with those people 
which is probably good for building 
a relationship.”

The change elevated Manitou-
lin’s Rob Eskins to the position of 
vice-presisdent, rather than his pre-
vious gig as director-at-large, as the 
association chose to maintain the 
same number of bodies on the board 
rather than expand it by one to ac-
commodate the change in executive 
structure.

Wilson said that at one point they 
had thought about increasing the 
terms to two years, but “that would 

have meant a six-year commitment 
– two years incoming, two years as 
president, two years past-president – 
and people didn’t find that inviting 
for a volunteer position,” he said.

At the Saturday morning AGM, 
outgoing president Carl Rosenau 
paid tribute to his successor, Dan 
Duckering, noting that “a couple 
of weeks ago he delivered his sixth 
baby at home,” which may indicate 
that the new president knows all 
about making deliveries even when 
they don’t involve trucks. 

As for the AMTA itself, 
Rosenau noted the mortgage burn-
ing for the Calgary Centre of Ex-
cellence – a feat he said took them 
less than three years to accomplish 
and which was performed via a 
short ceremony at a large fireplace 
just outside the business sessions, 
a good test for the Banff Springs’ 
fire control systems. 

“We’re now moving on to Edmon-
ton, to a new Centre of Excellence,” 
he told the delegates, inviting mem-
bers to partake of the facility for 
driver training, computer labs, etc. 

Rosenau also spoke to increased 
participation in the Certificate of 
Recognition program, noting that 
in 2010 there were only about 720 
CORs, “so we gained about 100 
people over the course of the year, 
which is tremendous.” 

He also reported that the AM-
TA’s Safety Toolbox, a “safety pro-
gram in a box” online tool covered 
in Truck West a few months back, 
was proving to be a valuable re-
source. “It’s unbelievable what you 
have to go through (to develop a 
safety program) without knowing 
what you’re doing,” he said, “but 
with the Safety Toolbox, it points 
you in the right direction for every 
little thing you need.”

He also noted that the Partners 
in Compliance program now boasts 
some 9,000 vehicles wearing the 
bright yellow PIC plates and en-
couraged more carriers to get on-
board – if for no other reason than 
financial self-interest. 

“We think it’s about $5 per scale 
passed (PIC membership) saves a 
company, so the grand total of mon-
ey saved by PIC carriers is about 
$1.5 million a year. They also get 
to pull their own abstracts any time 
they want.” 

The outgoing president admit-
ted there’s more to be done, how-
ever, noting that one ongoing issue 
is hours-of-service. 

“We had a meeting with the Min-
ister just before he didn’t get re-
elected,” Rosenau said in a voice 
tinged with irony, “and he was re-
ally amazed when we explained to 
him that when a police officer pulls 
you over he has to have two sets of 
rule books – federal and provincial 
– and we’ve been trying to hammer 
home that there needs to be one set 
of rules.”

Other issues Rosenau touched 
upon included super-single tires. 
“If not for the (delay and personnel 
changes caused by the) provincial 
election,” he said, “I’m more than 
confident we would have had them.”

Incoming president Ducker-
ing welcomed and introduced the 
new board (see this month’s Bray-
ings, pg. 38) and, noting that the 
year past had been a “phenomenal 

ride.” Duckering predicted the 
new, four-year executive term 
would position the association 
much better with provincial gov-
ernment officials because of its 
increased continuity. “That’s one 
of the things we wanted to focus 
on,” he said. 

Duckering also addressed a pe-
tition initiated and being circu-
lated at the event by Hill Broth-
ers’ Bob Hill, which is aimed at 
helping get a ‘skilled profession’ 
designation for truckers. Credit-
ing his Edmonton terminal’s re-
ceptionist with having come up 
with the pitch, he asked “If you’re 
a grandfather, do you want your 
grandkids on the highway with 
unskilled workers?” 

“I encourage you guys,” Duck-
ering said, “it doesn’t matter 
what angle you look at it from, it 
makes sense. If we want to drive 
the standard up in our industry 
we have to take a leading role  
in that.” 

That segued into Duckering’s 
comment that one of the things 
about which he’s most proud for 
the association is that it doesn’t 
“stand around saying ‘This is how 
it’s always been done;’ we say 
‘This is what needs to be done 
so let’s find a way to make that 
happen’.”

Duckering also echoed 
Rosenau’s earlier call for mem-
bers to support the associated 
trades, noting that “these guys 
support our businesses, they 
support our association and we 
need to give them some recipro-
cal business.” 

The new AMTA president also 
vowed, tongue in check, not to be 
as hard on elected officials as his 
predecessors had been. 

“We’ve been through a few of 
them,” he noted with a grin, “and 
hopefully we can give them a  
longer time in office.”

As usual, several awards were 
handed out over the course of 
the conference, including Driv-
er of the Year and Safety Person 
of the Year. See this issue’s Jim’s 
Brayings for a breakdown of what 
hardware went to whom.

Despite the AGM and the busi-
ness sessions, the weekend wasn’t 
all work, of course. As men-
tioned, togas were the dress item 
of choice – by many but by no 
means all of the attendees – for 

the Friday night party, which prompt-
ed Wilson to express surprise at just 
how popular the dress-up event proved 
to be. “It was phenomenal,” he said.

Wilson also noted that the feedback 
from the annual spousal program – 
where the better halves can hang out 
while the worse halves are occupied 
with the business sessions – was also 
top notch. 

“They had the typical nail painting 
and some dancing stuff and then they 
were actually making togas there, too,” 
he said, “so that might have helped  
encourage people to dress up for the 
evening.” 

The AMTA’s Road Knights were 
also re-introduced to the conference 
crowd and gave an update on their gig. 
This quartet of drivers has been go-
ing around the province over the past 
couple of years, trying to help spur the 
notion among youth that the trucking 
industry can be a heckuva career if 
they’d care to look into it. 

That’s only part of it, though. Their 
visits to community groups such as 
high schools, career fairs and business 
clubs also deliver information about 
the economic importance of the indus-
try, as well as tips on sharing the road 
safely with trucks. They also make me-
dia appearances to push the concepts. 

The initial four Road Knights came 
from Trimac and Bison, two from each 
(Darwin Clark and Dennis Hokanson 
from Trimac and Rob Wells and Craig 
Gavel from Bison), prompting the 
AMTA to acknowledge those carri-
ers for their commitment to the cause. 

Taking it one step further, Rosenau 
doffed his virtual hat to the Road 
Knights themselves during his address 
to the AGM, saying “Man, these guys 
have done an excellent job represent-
ing the AMTA and getting the mes-
sage out to the schools and the public.” 

The weekend wrapped up with 
the President’s Banquet on Satur-
day night, a semi-formal annual 
event that this year saw a touch of 
salsa dancing inflicted upon unsus-
pecting delegates. It was the capstone 
to what Wilson deemed a successful 
event and a successful experiment 
with the new venue.  

“I think every indication is probably 
to return to the Springs next year, and 
we can get the late April weekend then 
as well,” he said. Wilson also noted 
that the feedback from those on-hand 
was very positive. 

To paraphrase Rick Blaine from the 
end of Casablanca, “This could be the 
beginning of a beautiful friendship.” n

AMTA’s organizational structure revamped to provide more consistency
Continued from page 1

celebrating the best: Pictured from left to right: Don Wilson, AMTA executive 
director; Road Knights Dennis Hokanson, Darwin Clark and Robert Wells; Dan 
Duckering, AMTA president; and Carl Rosenau, AMTA past-president. For info 
on AMTA award winners, see Jim’s Brayings, pg. 38.
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By Jim Bray
BANFF, Alta. – Alberta’s boom-
ing economy means there’s also a 
boom in road and infrastructure 
projects designed to help keep the 
province’s motor vehicles flowing 
freely, or at least efficiently.

That was according to an update 
the province’s Transportation Min-
istry outlined at the recent Alber-
ta Motor Transport Association 
(AMTA) Business Conference in 
Banff. Speaking to the assembled 
multitude of industry folks, Alber-
ta Transport’s director of transport 
engineering, Kim Durdle (repre-
senting the then-Ministerless de-
partment) brought the delegates up 
to date with a lot of the stuff going 
on across the province.

Noting that the Ministry contin-
ues to work with the industry on 
such issues as super-single tires and 
the LCV program, Durdle point-
ed out that everything was on hold 
temporarily until the new minis-
ter is appointed – an appointment 
made shortly after the event when 
former Calgary alderman, mayor-
alty candidate and new PC MLA 
Ric McIvor was given the portfolio.

Still, there was plenty for Dur-
dle to report, including an issue she 
said was near and dear to her: an 
overall transportation strategy for 
Alberta. 

“We’re currently in the process of 
developing a long-term multimodal 
– that’s road, rail, air, public trans-
portation – strategy that supports 
the province’s competitiveness in 
the global economy, and a high 
quality of life for Albertans’ envi-
ronmental communities,” she said. 

Durdle explained the strategy 
is expected to secure “long-term 
prosperity for Albertans by pro-
moting access to new markets and 
improving competitiveness in the 
global economy.” She made a sop to 
the politically correct side of things 
when she said the strategy is also 
meant to “support families and 
communities by providing trans-
portation options for smart growth, 
livable communities and active liv-
ing,” as well as increasing Alber-
ta’s “stewardship” by “reducing the 
footprint of future transportation 
options on the environment,” which 
may help keep the James Camerons 
of the world quiet till they find an-
other cause du jour.

On a more mundane but perhaps 
more practical note to the truck-
ing industry, Durdle also acknowl-
edged that the strategy is meant to 
“improve transportation safety and 
security while reducing costly bot-
tlenecks and congestion, and pro-
mote collaboration of the transpor-
tation economy across the province 
and in Western Canada.”

As for what’s happening right 
now in the grand scheme of things, 
Durdle said “the department is 
preparing and assembling the re-
sources to move ahead and will 
be working with our partners and 
stakeholders over the coming year 
to develop the strategy.” She ex-
pects an initial draft to be avail-
able in 2013.

Durdle also gave updates on 
some of the many construction 
projects underway or planned 
around the province, including 
what is perhaps the most controver-

sial one right now, the death trap 
also known as Hwy. 63 – the road 
to Fort McMurray.

“I guess we all know the Fort Mc-
Murray area has experienced tre-
mendous growth in recent years 
and that has caused much traffic 
congestion and safety concerns 
within the urban service area and 
Hwy. 63,” Durdle said. She noted 
that some major works are under-
way within Fort McMurray “to al-
leviate some of these concerns,” 
and pointed out the planned (and, 
some say, much overdue) twinning 
of Hwy. 63 south of Fort McMurray 
to Hwy. 55. 

The good news is that some of 
these major projects are nearing 
completion. The Fort McMurray 
interchange at Thickwood Boule-
vard and Confederation Way, Dur-
dle said, should be finished this 
year, while the Steinhauer Bridge 
replacement is expected to be com-
pleted in 2013. 

Not as close to completion are 
the Grant McEwan bridge low-
ering and the Franklin tunnel, 
which she said should be finished 
in 2014, while the Parson’s Creek 
interchange construction is slated 
to start later this year, with comple-
tion anticipated in 2015. 

As for the twinning of Hwy. 63, 
“approximately 240 kms of twin-
ning is required between Fort 
McMurray and Hwy. 55,” Durdle 
noted, adding that “17 kilometres 
have already been twinned and are 
open to traffic with another 36 ki-
lometres expected to be complete 
in 2013.” Durdle said the estimat-
ed cost to complete the twinning 
is approximately a billion dollars 
but she had no word about when 
the job would be completed. 

Durdle also touched upon the 
north-south trade corridor from 
Alaska to Mexico. She noted 
that about 1,000 klicks have been 
twinned and are open to traffic, 
and that a section from west of 
Beaverlodge to the B.C. border 
may be twinned as well. She also 
noted that the twinning of the high-

way through the Sturgeon Lake re-
serve is expected to be complete 
in the next few years. “We know 
that’s a big LCV issue,” she said, 
noting that the design process on 
the Beaverlodge bypass is ongoing 
and that construction will begin 
“when funding is available.”

Moving on to the province’s ma-
jor metropolitan areas, Durdle an-
nounced that “in the Edmonton 
area, we have 90% of the Antho-
ny Hendy (ring road) already open 
for traffic. The first segment, in 
the southwest, was delivered using 
traditional design, bid, build pro-
curement and two segments, in the 
southeast and northwest, we deliv-
ered using the P3 – public private 
partnership – procurement and 
are now in operation.” The final 
segment, she said, is “in the final 
stages of P3 procurement and con-
struction is scheduled to start this 
summer.” 

As for Calgary’s Stoney Trail ring 
road, “we have about 45% current-
ly open to traffic,” she said, noting 
that, as with Edmonton’s version, 
“the first segment, in the NW, was 
delivered using a traditional de-
sign, bid, build procurement and 
two segments were delivered using 
P3 procurement. These are in the 
Northeast, which is completed and 
in operation, and in the Southeast, 
which is still under construction.” 
The final segment, which is meant 
to serve the southwest, is “currently 
under review due to land acquisi-
tion issues or selection of alternate 
alignments.”

Which means those pesky native 
reserve land issues continue to sty-
mie development. 

Durdle also spoke of the Trans-
portation Safety Services Division, 
noting that the Commercial Vehi-
cle Enforcement Branch has been 
moved out from under the Trans-
portation umbrella and is now un-
der the department of the Solicitor 
General and Public Security. “De-
spite that,” Durdle was quick to 
point out, “our relationship hasn’t 
changed and the minister says it’s 

business as usual.” 
She noted that a project is under-

way at the branch where “they’re 
testing what they call smart road-
side technology,” she thinks will  
be very beneficial to the trucking 
industry. 

 “I know over the past years 
there’s always been a concern 
about inspections at roadside that 
don’t get recorded,” she said, point-
ing out that the smart technology 
uses cameras at specific vehicle in-
spection stations that are capable of 
reading a truck’s licence plate, dan-
gerous goods placard and the like, 
and “can transmit these images to 
the officer in the scale house.” Dur-
dle said the technology also allows 
for thermal image snapshots that 
can “help identify any mechanical 
deficiencies on the vehicle.” 

The branch is also arranging to 
have its patrol vehicles outfitted 
to allow an officer to capture in-
spection information directly into 
a database, with the information 
available immediately to the de-
partment and the carriers. 

“Hopefully this will speed things 
up,” Durdle said, “and given that 
the information is captured elec-
tronically and won’t be hand-writ-
ten documents, it will reduce any 
errors and concerns that have been 
identified in the past.”

Durdle also brought AMTA 
members up to date with the prov-
ince’s multi-jurisdictional program, 
which she described as “our one-
stop shop for permitting.” 

The system development is now 
complete, she said, and they are 
now “focusing on implementation 
and bringing all the municipalities 
on-board.” The scheme is designed 
to streamline the permitting pro-
cess across the province so that 
“you’ll be able to just come to the 
province and get a permit that’ll 
not only be good for provincial 
highways but county highways, too, 
so there’ll be no more making two, 
three, four phone calls.” 

That, Durdle said, will offer a huge 
benefit for everyone involved. n 

Twinning of Hwy. 63 discussed at AMTA annual general meeting

improvements coming: The death trap known as Hwy. 63, where large industrial traffic mixes with four-wheelers 
with sometimes deadly consequences, is getting some attention from the province.
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In 1992 the governments of Canada, 
the US and Mexico signed the North 
American Free Trade Agreement 
(NAFTA), creating one of the larg-
est trading blocs in the world. Two 
years later, when the agreement came 
into force, the CEO of the first car-
rier to haul freight from Canada into 
Mexico, hailed that country as the 
“the next land of opportunity.” 

Fast-forward a couple of decades 
and we find precious few drivers will-
ing to take advantage of that oppor-
tunity. With more than 10,000 trucks 
hijacked last year on Mexico’s road-
ways, and an average of 47 people 
murdered there every day in 2011, 
crossing the Rio Grande is a scary 
prospect.  

And yet, hundreds of Canadian 
and American truck drivers travel 
regularly in and out of the Mexico/
US border zone to grab a share of 
surface transportation trade between 
the three countries that’s reached a 
record monthly value of $86 billion. 

Most of these drivers are seasoned 
veterans who are well aware of the 
dangers, and keep their wits about 
them to protect themselves and their 
loads. They’re especially on guard 
against become unwitting mules for 
drug dealers.  

Less well known is the risk unsus-
pecting truckers face in being caught 
up in the crime of human smuggling. 

They’re certainly aware of the 
enormous problem of illegal migrants 
crossing the Mexico/US border. Hor-
rifying stories of “illegals” found con-
cealed in vehicles make sensation-
al headlines, often because of the  

appalling conditions in which they’re 
discovered.  

What makes headlines far less of-
ten are stories where the driver of 
the vehicle is a victim as well; com-
pletely unaware that he or she has a 
stowaway on-board. After a Mani-
toba-based OBAC member became 
one such victim last month, I asked 
Canada Calling listeners if they’d 
ever heard of such a thing. My phone 
hasn’t stopped ringing.

Along the southern border, it’s 
not unusual for drivers to find they 
have cargo on-board they weren’t 
counting on. 

Most often, the stowaways are dis-
covered at a truck stop, hidden under 
tarps, inside trailers, and tucked into 
places you wouldn’t think a body or 
three could fit. 

By the time they hop a northbound 
truck, these desperate people have 
already crossed the porous Mexican 
border, usually with the help of a fa-
cilitator or “coyote,” and need safe 
transportation past some 22,000 US 
Border Patrol agents who, backed up 
by drug-sniffing dogs and a plethora 
of other enforcement folks, are au-
thorized to check vehicles within 100 
miles of the border.

Discovering stowaways is disturb-
ing, but if they’re found by the drivers 
themselves before they reach a check-
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point, that’s usually the end of it.
Not so for our Manitoba driver. 

After loading near Edinburg, Tex-
as, he stopped at the Flying J, went 
inside to grab his scale ticket, then 
headed out. At the checkpoint a few 
miles down the road he was greet-
ed by a Border Patrol agent and a 
very excited dog. When the BP folks 
climbed up the side of his truck, his 
first thought was that someone had 
stashed drugs in his sleeper.  

He watched in amazement as two 
terrified Mexican teenagers – a boy 
and a girl who had been tucked into 
the space on top of his sleeper, be-
hind his roof faring – scrambled 
down. He was even more amazed at 
what happened next.

His truck and trailer were seized, 
he was stripped of his belongings, 
fingerprinted, and tossed in a cell 
where he was questioned for the 
next two hours. 

The most frustrating thing, he told 
me, was that he was completely in 
the dark about what was happening 
to him. Could he make a call to his 
carrier? Absolutely not. Was he be-
ing arrested? No, he was being “pro-
cessed.” Was he being charged? He’s 
“under investigation.” 

Armed only with a piece of paper 
he signed acknowledging that his 
truck and trailer had been returned 
to him, it was a nerve-wracking trip 
home for our driver. And it didn’t get 
any better at the Canadian border. 
After checking his paperwork and 
scanning his passport, the CBSA 
agent asked a curious question: “Did 
you have any problems on this trip?” 

He told his story, hoping the Cana-
dian agent might shed some light on 
his ordeal. Not our department. Have 
a nice day.

Back in Canada, our driver called 
the US Customs and Border Protec-
tion folks at his usual border cross-
ing in North Dakota, trying to de-
termine his status in the computer 
system, and if he might experience 
any difficulty gaining entry or trav-
elling in the US? Maybe, maybe not, 
they tell him. It’s an open investiga-
tion – a Homeland Security issue, 
and Homeland Security doesn’t an-
swer any questions.

We’re also having trouble finding 
Canadian officials who even believe 
this is happening. While they’re a 
bit more sympathetic than their US 
counterparts, they’re certainly not 
very helpful.

The reaction of companies these 
drivers work for is also interesting. 
Some would really rather not know 
about it, and they really don’t want 
the Border Patrol to know about it. 
Other carriers take immediate steps 
to protect their drivers, by blocking 
any possible access points on the 
truck and continually reminding 
them to be aware, and to be vigi-
lant, when they’re travelling in the  
Mexico/US border zone. 

Awareness and vigilance – good 
advice if you find yourself down that 
way. Hopefully, our Manitoba driver 
will soon get the answers he needs 
to make sure he’s not an “illegal” 
himself.  n

– Joanne Ritchie is executive di-
rector of OBAC. Are you stow-
ing away this advice? E-mail her at  
jritchie@obac.ca or call toll free 888-
794-9990. 
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Discussions about a shipment often 
touch on little more than pick-up 
and delivery times, details about the 
freight, and ultimate destinations. The 
related scheduling efforts? 

These are limited to calculating dis-
tances, assuming an average speed of 
70-80 km/h, and asking about the sta-
tus of logbooks.

Drivers are left to manage every 
hour of service along the way.

But fleet operations teams who 
search for a little more information 
can help drivers establish the detailed 
trip plans that create a better balance 
between customer demands, hours-
of-service regulations, and the need 
to rest.

It is a process that begins with open 
conversations between dispatchers 
and drivers. 

After all, a surprising number of 
challenges emerge because of simple 
misunderstandings. 

A driver who is told to return to a 
fleet yard “as soon as possible” after 
delivering a load may assume he is be-
ing told to make the trip at all costs – 
even if that means bending hours-of-
service rules or driving when fatigued. 
Clearly stated company policies can 
tell him otherwise. 

Meanwhile, a dispatcher who as-
sumes that an experienced driver 
will recognize an approaching limit 
on driving time may forget that the 
driver’s last training session was based 

on an old version of the regulations. 
Specific information will leave noth-
ing to chance.

Ongoing conversations can also 
help to uncover bad habits like the 
extended coffee breaks or delayed 
departures that conspire against the 
most reasonable delivery schedules.

Consider the length of every lunch 
break as an example. Hours-of-ser-
vice rules clearly define minimum 
rest periods, but drivers are respon-
sible for deciding how long a break 
might last. 

Someone who chooses to spend 
three hours at a truck stop might 
technically be leaving enough time 
to reach a destination, but they may 
also be consuming the time that was 
built into the schedule to offset unex-
pected traffic jams, delays related to 
road construction, bad weather, or the 
need for an extended rest when feel-
ing truly fatigued.

Suggestions about specific depar-
ture times can make a difference, too.

A trucker who tries to cross the 
Canada-US border when there is less 
than an hour of available driving time 
could certainly be squeezed into an 

The fight against fatigue begins with a trip plan

kevin dutchak
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hours-of-service violation if there is 
an unexpected delay.

And any hopes of staying at a par-
ticular truck stop will involve looking 
beyond the hours it will take to reach 
the destination, and consider the time 
of day when the related parking spac-
es tend to be filled. Otherwise, the off-
duty time may need to be spent on the 
shoulder of a road, far away from the 
environment that can ensure a more 
restful sleep.

Dispatchers who are informed 
about ongoing construction delays, 
collisions, or other time-crunching 
factors will even be able to share the 
details with other drivers in the fleet, 
and plan future routes accordingly. 

Of course, shippers and receivers 
have a role in the trip planning pro-
cess as well. 

Operations personnel who commit 
to working with their customers can 
often address a number of challenges, 
ensuring that freight continues to ar-
rive safely and on time.

Yes, this may be the era of just-in-
time deliveries, but there is no secret 
that delays continue to be a fact of life. 
A few small changes can make a big 
difference in the impact these delays 
can have at any loading dock.

Drivers are often expected to sit 
close to a radio during any delay, wait-
ing for instructions on when to head to 
the next available loading bay. 

Receivers who become true part-

ners in a trip planning process might 
be able to find a way to allow delayed 
drivers to climb into the sleeper for a 
defined period of time, creating an 
opportunity for some real rest. 

And clear directions to secure park-
ing areas could certainly offer a better 
alternative to situations in which driv-
ers are told to move their equipment 
when the lines of a logbook dictate 
that it is time to park for a rest.

Trucking is a business, and freight 
must continue to move. Refined 
schedules or delivery procedures can 
also require changes to a corporate 
culture. But those who embrace the 
idea of trip planning will be able to 
help ensure that freight is protected, 
drivers are rested, and every highway 
becomes a little safer.

They are the plans that should help 
everyone to sleep a little bit easier. n

– This month’s expert is Kevin 
Dutchak, risk services specialist with 
Northbridge Insurance. Kevin has 
served the trucking industry for more 
than 25 years as a driver, in operations, 
safety, training and risk management 
services. Northbridge Insurance is a 
leading Canadian commercial insur-
er built on the strength of four com-
panies with a longstanding history in 
the marketplace and has been serv-
ing the trucking industry for more 
than 60 years. You can visit them at  
www.nbfc.com. 
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Our team takes pride in being one of the safest motor carriers in North America, if you are a 
safe Owner Operator this is the place for you!
 
Our Industry leading fuel subsidy caps your price per litre at 32.2 cents. All plating, permit,  
border crossing and toll costs are paid by CNTL, and our Owner Opertors are paid bi monthly 
on time – all the time! 
 
The group truck insurance and optional group benefit program provide maximum coverage at 
a cost based on our Canadian fleet of over 700 Owner Operators.
 
Make sure you ask about our Signing Bonus, Safety Bonus, Award, and Equipment Purchase 
programs!
 
Multi Truck Owner Operators:  Own more than one truck?  Sign on one of your trucks with an 
experienced driver today.
 
CNTL is CN’s Trucking division, the continued growth of Intermodal traffic means you will  
always have moves available.
 
If you would like to further discuss joining our team please contact us by

Phone: 1-866-239-9701  
Email: cntldrivers@cn.ca

Fax: 1-866-803-2702  

CNTL has openings for Truck Owner Operators in:
 
       Calgary, Edmonton 
       BC intErior (Kamloops & Prince George)

       rEgina & SaSKatoon
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By James Menzies
WASHINGTON, D.C. – Freightliner 
has introduced a new version of its 
flagship Cascadia, which it claims 
will be 5% more fuel-efficient than 
today’s version, even with all the latest 
aerodynamic fairings. 

That makes it 7% more economi-
cal than the majority of Cascadias 
on the road today and 5.5% more 
fuel-efficient than its closest com-
petitor, the company announced.

The 2014 Cascadia Evolution has 
achieved an impressive 10.67 mpg 
on closed circuit testing pulling an 
aerodynamic trailer and 9.31 mpg 
in over-the-road testing, the com-
pany announced during a recent 
unveiling.

Aerodynamic improvements 
were achieved through subtle front-
end enhancements – so subtle in 
fact, the company didn’t bother 
covering the front end during 
cross-country on-road testing, as 
the Evolution looks very similar to 
today’s Cascadia. Exterior changes 
include: a new air dam, bumper clo-
sure, a redesigned windshield seal 
and a hood-to-bumper fill. Other 
enhancements include an improved 
cooling system, more aerodynamic 
mirrors and antennas that are inte-
grated into the cab.

Daimler also improved upon 
its Detroit DD15 engine for fur-
ther fuel economy gains, shedding  
100 lbs and incorporating a new 
asymmetric turbocharger along with 
a new amplified common rail fuel 
system. Officials say the new turbo 
is less complex than variable geome-
try turbochargers and was designed 
specifically to work with Detroit’s 
DD15 EGR system. 

“We examined every detail to en-
sure that no stone was left unturned 
when developing the Cascadia Evo-
lution,” said TJ Reed, director of 
product marketing for Freightliner 
Trucks. “The result is a truck that 
will immediately benefit fuel econ-
omy performance and overall cost 

of ownership.”
Freightliner has assembled an 

ultra-fuel efficient spec’ that in-
cludes: wide base tires, wheel cov-
ers and the new Detroit automated 
transmission in a 6x2 configuration, 
and it was this truck that yielded 
the greatest fuel savings. However, 
when the truck becomes available 
in 2013, customers will still have 
the option of spec’ing Cummins 
engines, Eaton transmissions and 
Meritor axles if they so choose.

“But the most fuel efficient com-
bination will always be the captive 
one,” said Daimler Trucks North 
America president and CEO Mar-
tin Daum, speaking of the combina-
tion of a Detroit engine, axles and 
transmission.

The Cascadia Evolution with in-
tegrated powertrain will consistent-
ly deliver a 7% fuel savings over  
most Cascadias on the road today, 
Daum said. 

Mark Lampert, senior vice-pres-
ident of sales and marketing, said 
pricing of the new model has not 
been finalized and while it will be 
priced higher than today’s Cascadia, 
he said the fuel savings will provide 
a return in short order.

“I think what we will see is the 
value proposition and correspond-
ing payback for customers who 
choose to go with the Evolution 
will be quite short,” Lampert said. 
“It will be within a year to a year-
and-a-half timeframe; the payback 
will be much shorter than anybody’s 
trade cycle.”

David Hames, general manag-
er of marketing and strategy with 
Daimler, shared fuel economy test 
results that showed today’s Freight-
liner Cascadia with DD15 engine is 
the most fuel-efficient Class 8 vehi-
cle available, but he admitted com-
petitors were closing the gap with 
recent enhancements.

“The Cascadia with its 2011 aero-
dynamic improvements was still the 
best-in-class vehicle in terms of fuel 

efficiency, but the gap was begin-
ning to narrow and we weren’t wait-
ing for the competition to catch us,” 
Hames said. 

Freightliner will be delivering 
customer demonstration units of 
the Cascadia Evolution later this 
year with production set to begin 
in early 2013. 

Putting it to the test

Freightliner knew changes to its 
Cascadia model would provide 
fuel savings, but just how signifi-
cant those savings would be need-
ed to be determined through some 
extensive testing.

With that in mind, the company 
set out on its Evolution of Efficiency 
Tour, which pitted the new Casca-
dia Evolution against a “baseline”  
Cascadia in “first generation” 
EPA2010 trim.

“The Evolution of Efficiency Tour 
provided us with the unique oppor-
tunity to gauge the fuel efficiency 
of our newest truck – the Casca-
dia Evolution – against the Casca-
dia, our most fuel-efficient product 
to date,” explained Freightliner’s 
Reed. “This tour put our latest tech-
nologies and innovations to the test 
in real-world circumstances, and 
validates our continuous achieve-
ments in fuel economy over the past 
several years.”

The tour covered 2,400 miles be-
tween San Diego, Cal. and Gasto-
nia, N.C. from May 17-23. The Cas-
cadia Evolution featured a 125-inch 
tractor with 72-inch raised roof 
sleeper, the redesigned Detroit 
DD15 engine, Detroit tandem rear 
axles and an Eaton UltraShift Plus 
transmission. The baseline truck 
was a similarly spec’d Cascadia fea-
turing only the first generation aero-
dynamic package.

The cross-country route covered 
various terrain and drivers averaged 
between 250 and 425 miles per day, 
running at a cruise speed of 62 mph 
grossing 76,000 lbs. Fuel usage was 

measured by Automotive Testing 
and Development Services, using 
high-accuracy fuel flow meters, 
Freightliner officials explained.

Drivers and trailers were swapped 
at the midway point of each day to 
account for driver- and trailer-related 
variables. 

“It was imperative that we fol-
lowed very precise testing proce-
dures to ensure the integrity and 
accuracy of the test,” said Al Pear-
son, chief engineer, product valida-
tion engineering for Daimler Trucks 
North America. “In comparing the 
vehicles, we followed a standard fuel 
economy test procedure as close as 
possible given the unique nature of 
this drive. Very few fuel economy 
tests encompass these kinds of mile-
ages and terrain so we went to great 
lengths to ensure that the vehicles 
were operated as similarly as pos-
sible and in accordance with stan-
dardized test procedures.”

In the end, the Cascadia Evolu-
tion consumed 7% less fuel than its 
predecessor.

On the track

Freightliner also tested a Casca-
dia Evolution that was optimally 
spec’d for maximum fuel savings 
and achieved a staggering 10.67 mpg 
on a closed circuit.

The test was conducted prior to 
the Evolution of Efficiency Tour, at 
the Continental Proving Grounds in 
Uvalde, Texas. 

A Cascadia Evolution, powered 
by the redesigned Detroit DD15 
engine, was equipped with the new 
Detroit DT12 automated transmis-
sion, wide-base tires, in a 6x2 drive-
train configuration and pulled a 
specially-designed trailer fitted with 
numerous aftermarket fuel-saving 
technologies currently available. (It 
was expected the truck itself would 
get about 7.64 mpg pulling a conven-
tional van trailer without the aero-
dynamic add-ons. This compares to 
a baseline of 7 mpg achieved by to-
day’s Cascadia).

The truck was run over the 8.5-
mile track for 1,000 miles at an av-
erage speed of 60 mph with a gross 
weight of 76,000 lbs, company of-
ficials said. 

“The closed-track demonstration 
enabled us to eliminate interfering 
elements of a typical on-highway 
fuel economy test such as traffic, 
construction and speed variations,” 
said Pearson. “The use of a closed 
test track allows us to demonstrate 
pure fuel economy potential with 
ambient weather conditions being 
the only uncontrollable factor.”

Had it not been for some rain, 
which caused the tires to lose some 
grip, officials said it’s possible the 
Cascadia Evolution may even have 
reached 11 mpg.

The test results were especially 
gratifying for DTNA’s Daum, who 
in one of his first speeches as CEO 
in 2009 predicted there will be a 10 
mpg truck on the market within the 
span of his career. 

While on-road testing showed the 
Evolution to achieve 9.31 mpg, it’s 
not far off the 10 mpg target that 
Daum said raised some eyebrows 
when first predicted.

“The 10 mpg truck is not out of 
reach anymore,” Daum said. “It’s a 
huge step and every step gets more dif-
ficult than the step before, but I still 
believe during my professional lifetime 
(the goal will be reached).” n

closing in on 10 mpg: This Cascadia Evolution, decked out in every imaginable fuel-saving option and pulling an aerodynamic 
trailer, achieved 9.31 mpg in on-road testing. Daimler CEO Martin Daum says the 10 mpg truck is “not out of reach.”

Chasing 10 mpg

Daimler introduces Freightliner Cascadia Evolution; 
promises 5% fuel savings over today’s top model.

oem/DEalEr NEws
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By James Menzies
MOUNT VERNON, Wash. – As 
the buzz surrounding natural gas 
as a viable alternative to diesel in 
the heavy truck industry contin-
ues to grow, manufacturers have 
rapidly expanded their natural 
gas-fueled offerings in an effort 
to position themselves as leaders 
in this emerging market.

There is no arguing the poten-
tial cost savings when switching 
from diesel to natural gas. A re-
cent Conference Board of Cana-
da report entitled Cheap enough? 
Making the switch from diesel fuel 
to natural gas, concluded that 
fuel savings of up to $150,000 
per truck over a 10-year period 
are attainable at the current price 
spread between diesel and natural 
gas. Such savings are enough to 
pay for the cost of the technology 
two, maybe even three times over 
a 10-year period, which is a com-
pelling proposition for regional 
fleets where truck life-cycles are 
typically longer than in over-the-
road applications.

In regional applications, one 
option worth considering is Ken-
worth’s T440, available with the 
Cummins ISL G natural gas en-
gine in either a Class 7 or 8 con-
figuration. I recently spent some 
time behind the wheel of a Class 
8 version of this truck, pulling a 
loaded trailer on the roads sur-
rounding Paccar’s Technical Cen-
ter in Mount Vernon, Wash.

I wasn’t able to stray too far 
from the tech center, ironically 
because of fuel limitations, which 
remains one of the two biggest 
concerns of most fleets consider-
ing the switch to natural gas (the 
other being the cost of the tech-
nology). Availability of both CNG 
and LNG is quickly improving on 
both sides of the border, however, 
with new partnerships between 
opportunistic gas suppliers and 
heavy vehicle users resulting in a 
rapid rollout of fueling stations.

The T440 I drove is in many 
ways an ideal regional truck for 
lighter loads on reasonably flat 
roads. The ISL G engine can be 
spec’d to run off natural gas in 
either liquefied or compressed 
form. In Canada, the most high 
profile fleets to embrace natu-
ral gas have gravitated towards 
liquefied natural gas with West-
port’s 15-litre LNG engine. This 
is understandable as LNG offers 
greater range for longer routes 
such as Montreal-Toronto, the 
lane on which Robert Transport 
has deployed most of its natural 
gas vehicles.

In more regional applications, 
however, OEMs speak favourably 
of CNG, which lacks the range 
of LNG but is simpler to handle. 
Drivers can watch a five-minute 
video to learn everything they 
need to know about fueling their 
truck with CNG while certified 
handlers are required to fuel ve-

hicles with LNG. Liquefied natu-
ral gas also comes with more limi-
tations in terms of where trucks 
can be parked or operated. Less 
driver training is required with 
CNG as well.

“With CNG, a driver can just 
get in the truck and go within 15 
minutes,” said Alan Fennimore, 
vocational marketing manager 
with Kenworth. “That type of 
technology has been around for 
pushing 30 years now.”

Fleets considering adding natu-
ral gas trucks to their operations 
will want to research the fueling 
infrastructure available in their 
vicinity. In many cases, Fenni-
more said, natural gas stations of-
fer both types of fuel since LNG 
can be easily converted to CNG 
on-site.

The T440 I drove was fitted with 
two 40.5 diesel gallon equivalent 
(DGE) tanks, good for about 350 
miles (560 kilometres). The ISL G 
is an 8.9-litre, spark-ignited engine 
available with up to 320 hp and 1,000 
lb-ft. of torque. At first glance it 
seems underpowered for most Class 
8 applications but don’t underesti-
mate the capability of this little en-
gine. On my drive, it performed be-
yond expectations, thanks largely 
to the deceptive torque delivered in 
combination with the standard Al-

lison 3000HS six-speed automatic 
transmission.

When I told Fennimore I was 
pleasantly surprised by the abun-
dance of torque, he credited the 
Allison transmissions torque con-
verter and its torque multiplica-
tion capabilities.

“In first and second gear, you’ve 
got that torque converter that al-
lows you to basically slip and that 
slipping allows you to get an addi-
tional gear range so it doesn’t feel 
like 1,000 lb.-ft. of torque, it feels 
like 1,350 lb.-ft.,” Fennimore ex-
plained. “It was a conscious deci-
sion by Cummins to only offer the 
Allison transmission and it was a 
good decision. For a manual trans-
mission to pull 80,000 lbs with 
1,000 lb.-ft. of torque is very tough. 
Having that gear multiplication 

in first and second gear gives you 
that gradability you need to get a 
heavy load off the ground.”

The other attribute of the ISL G 
that’s immediately noticeable is its 
quiet operation, even in a day cab 
pulling a heavy load. You become 
more attuned to other sounds, 
like the operation of the air com-
pressor, which traditionally were 
drowned out by the rumbling of a 
diesel engine.

Real-world users of the ISL G, 
including Swift Transport CEO 
Jerry Moyes, have said the engine 
is undersized for heavy loads and 
it certainly could be, even though 
it greatly outperforms its single-
digit displacement. Cummins will 
soon have an answer to this with 
the release of its ISX12 G engine, 

slated for launch in 2013. Still, the 
T440 with ISL G is an excellent 
truck for lighter loads running 
short routes, especially in the city 
where its maneuverability and vis-
ibility will be fully appreciated.  

The fuel capacity on the T440 
is limited by its short 193-inch 
wheelbase. Fennimore said fleets 
can get more range by spec’ing 
larger tanks and in some cases 
have mounted a third CNG tank 
on the back of the cab. 

If range is a major concern, it 
may be worth stepping up into 
a T660 model which allows for 
100 DGE of fuel capacity on the 
frame rails and the option of a 
third tank on the back of the cab 
bringing total capacity to upwards 
of 140 DGEs.

But with range comes cost. The 

fuel storage system accounts for at 
least half the premium you can ex-
pect to pay for a natural gas-pow-
ered vehicle. The ISL G costs about 
$25,000 more than an ISL base en-
gine and two CNG tanks will set 
you back another $25,000, bring-
ing the total upcharge to about 
$50,000. Cheaper, steel tanks are 
available but Fennimore said most 
customers are investing in the more 
durable Type 4 composite tanks, 
which are lighter weight and fea-
ture a plastic core wrapped within 
a carbon fiber composite material. 

Kenworth likes the T440 as a 
natural gas vehicle because “it 
was just the right size,” Fenni-
more explained. The compa-
ny considered making its T800 
short hood model its natural gas 
guinea pig but in the end, Fenni-
more said, “we decided to put it 
in a lower content vehicle to keep 
costs down.”

The larger cooling module of the 
T800 was seen as overkill and so it 
was decided the T440 offered all 
the requirements needed of a nat-
ural gas-powered regional truck at 
a lower cost. Because natural gas 
is a clean burning fuel, the truck 
doesn’t require a diesel particulate 
filter (DPF) or selective catalytic 
reduction (SCR) emissions system. 
Just a back of cab-mounted three-
way catalyst is all that’s required 
for emissions compliance.

Drivers won’t have anything to 
complain about when operating 
this truck as long as it’s placed 
into the right application and isn’t 
asked to do too much. 

Remember, this is a workhorse 
medium-duty truck available in a 
Class 8 configuration but it’s no 
heavy hauler.

The T440 with ISL G may not 
be the right truck for pulling 
heavy loads over the Rockies, but 
a regional fleet operating within a 
metro area pulling lightish loads 
on regular routes of 500 kilome-
tres or less would be a perfect fit, 
provided the fueling infrastruc-
ture is available. 

If the Conference Board of 
Canada report is to be believed, 
running a T440 with ISL G engine 
in such an application over a 10-
year period could actually deliv-
er a six-figure savings even after 
the cost of the technology is ac-
counted for. How can you not be 
intrigued by that? n 

The spec’s:
Model: Kenworth T440
Engine: Cummins ISL-G, 320 hp, 1,000 lb.-ft. torque
Cab configuration: Extended day cab
Transmission: Allison 3000 HS six-speed automatic
Front suspension: 13.2K Taperleaf
Rear suspension: Kenworth AG4000L
Wheelbase: 193-inch
Colour: Solar Flare Red
Fuel storage: Twin frame-mounted 40.5 DGE CNG tanks n

The little engine that could
The ISL G engine in a Kenworth T440 
belies its small displacement, providing 
an attractive option for regional fleets

small truck, big power: This Kenworth T440 with the Cummins ISL G 
engine provides a deceiving amount of torque despite its 8.9 litre displacement. 
 Photo by James Menzies

‘With range comes cost. The fuel storage system 
accounts for at least half the premium you can  

expect to pay for a natural gas-powered vehicle.’
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By James Menzies
LAS VEGAS, Nev. – “The best way 
to sell a Western Star, quite candidly, 
is to give people the opportunity to 
drive them,” Michael Jackson, gen-
eral manager of Western Star Trucks 
told a gathering of trucking industry 
journalists in early May.

And with that in mind, the compa-
ny set up shop in the Nevada desert 
for a two-week customer and dealer 
demonstration event, which put on 
display the full breadth of the West-
ern Star product line.

The newest addition to the fam-
ily is, of course, the 4700, which was 
introduced last spring but didn’t go 
into production until December. The 
first of those trucks are making their 

way to dealers and customers and 
Jackson said the reaction has been 
positive.

“We’re in a ramp-up at the plant,” 
Jackson said, noting the plant has 
now added a second shift. “We’re 
taking orders and the trucks are hit-
ting dealers’ lots. They’re being bod-
ied up and I’ve actually seen a couple 
on the road, doing what they’re sup-
posed to be doing.”

The 4700 is a ‘Baby 8,’ meaning 
it’s designed for lighter Class 8 ap-
plications, or for work that’s too rug-
ged for Classes 6-7 vocational trucks. 
The truck is on back order through 
July, Jackson said, and the company 
has just announced the availability of 
a tractor version of the new model. 

Initially launched to serve six core 
vocational segments (dump; mixer; 
crane; roll-off; snow plow; and sewer 
vac), Jackson said dealers are finding 
the truck to be more versatile than 
first thought. They’re now expand-

ing the applications the truck can be 
put into and the tractor version takes 
it into a whole new realm.

“This will further expand our 
dealers’ capabilities to attract people 
that want to pull trailers with fifth 
wheels,” Jackson said.

The 4700 tractor will be target-
ed towards bulk haul, local delivery 
and construction applications. It will 
be available in both set-forward and 
set-back axle configurations with a 
day cab. The tractor is available with 
the Cummins ISC and ISL engines 
or the more powerful Detroit DD13, 
with power ratings from 260-470 hp. 
Despite its ‘Baby 8’ moniker, the 
4700 boasts a full-sized, expansive 
cab, which is also highly functional. 
This is a pure work truck, and was 
designed with serviceability in mind. 
To access the wiring system, for ex-
ample, all you have to do is remove a 
few screws and then the entire dash 
panel folds forward to provide unfet-
tered access to all the wires.

A twin-steer 4800 tractor was one 
of many trucks Western Star made 
available to drive on a makeshift 
construction site set up at Las Ve-
gas Motor Speedway. It was nimble 
and maneuverable, turning on the 
proverbial dime and climbing over 
a steep incline with ease. The 4800 
is a new designation from Western 
Star; previously it was known as the 
4900 with 109-inch BBC.

As for the 4700, its exterior  
appearance is pure Western Star, 
with a distinctive grille and bold 
stance. While it’s unmistakably a 
Star, the 4700 has its own unique 
DNA and is easy to identify from 
other models within the family. It 
does not, by any stretch, appear to 
be a pared down version of an exist-
ing Western Star model.

In addition to the twin-steer 4800, 
I drove a 4700 oilfield service truck 
and another 4700 mounted with a 
crane. I took the service truck on a 
course designed to showcase its ma-
neuverability and ease of backing. 
The truck’s sloped hood provided 
excellent forward visibility and the 
truck’s steering was ultra-responsive. 
Coupled with an Allison transmis-
sion, the service truck was both easy 
and comfortable to drive.

I took the crane-mounted 4700 
out on the road where it was so 
nimble and responsive that in some 
respects it drove like an oversized 
pick-up truck. It did not have to be 
manhandled through the corners 
like you’d expect from a Class 8 vo-
cational truck.

With the launch of the 4700, West-
ern Star is feeling pretty good about 

Western Star shows off new 4700, introduces tractor version
Full western star product line 
showcased in the Nevada desert

more versatile: Western Star is now offering a tractor version of its new 4700.
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itself. Jackson admitted launching a 
new model in 2011, amid so much 
economic uncertainty – particular-
ly in the construction segment – was 
“daunting.”

“There were a lot of naysayers,” he 
admitted. However, the gamble ap-
pears to be paying off, with orders 
for the new model being incremental 
to Western Star’s business.

“They haven’t taken anything 
away” from sales of existing models, 
Jackson said.

Western Star continues to enjoy 
a loyal following here in Canada, 
partly because of its Canadian heri-
tage and also because so many Ca-
nadian customers put their trucks 
to work in the harshest of condi-
tions, where only a premium, cus-
tom-built truck can survive. Here 
in Canada, Western Star’s market 
share sits at a healthy 7% while it’s 
only 1-1.5% in the US. The company 
has an ambitious plan to improve its 
North American market share, but 
it’s challenging for a brand that sells 
mostly to customers with less than 
three trucks.

“Every time we make some prog-
ress, it seems the large fleets make an 
order and that dilutes our progress 
because that’s not where we play,” 
Jackson explained.

Indeed, Western Star sells 64% of 
its trucks to customers with less than 
three units, while its sister company 
Freightliner sells the majority of its 
trucks to customers operating more 
than 100 units.

Still, Jackson said there’s plenty 
of pent-up demand out there in the 
construction and municipal markets 
– vocations where Western Star is 
traditionally very strong. He noted 
there are 435,000 trucks within the 
construction and municipal segments 
that are nearing 15 years of age and 
will soon need replacing.

This presents a welcomed oppor-
tunity for Western Star’s newest of-
fering. Jackson said about half of 
the 4700’s orders to date have come 
from the construction services seg-
ment, while utility and P&D follow 
in that order. The company is already 
strong in the forestry, mining, spe-
cialty heavy-haul, petroleum and ve-
hicle transporter markets. It sees its 
chief areas of growth coming from 
the general freight, government, 
HazMat, agricultural and construc-
tion segments.

Going forward, Jackson said West-
ern Star plans to better promote the 
benefits of being part of the Daimler 
organization.

“I think this has been a missed 
opportunity over the past couple of 
years for Western Star,” Jackson ad-
mitted. “Being part of Daimler gives 
us an advantage I don’t think a lot 
of other people have. You’re going 
to hear us talk more in the future 
about our connection with Daimler.”

For example, being part of the 
Daimler organization means West-
ern Star has access to proven, ex-
isting technologies without having 
to spend a fortune on research and  
development. It can also adopt 
Daimler programs such as the re-
cently announced Elite Support 
dealer service network, which sets 
standards and benchmarks for dealer 
service excellence.

“Our dealers get to take advan-
tage of all those things that the big-
ger Freightliner and Daimler can in-
vest in,” Jackson said. “Our dealers 
are pretty happy right now.” n

Volvo’s Remote Diagnostics to keep trucks connected, out of shop
By Lou Smyrlis

MIAMI, Fla. – Telematics will 
continue to evolve until no truck 
is ever offline, according to Ron 
Huibers, president of North Ameri-
can sales and marketing for Volvo 
Trucks. And judging by what Vol-
vo launched in mid-May, the future 
may well be here.

Volvo Trucks, during a special 
media conference held in Miami in 
conjunction with the Volvo Ocean 
Race, announced the launch of its 
Remote Diagnostics aftermarket 
service for North America. The 
service is designed to provide “a 
seamless, dynamically connected 
system of vehicle management tools 
to help maximize vehicle uptime.”  

Remote Diagnostics is now stan-
dard on all Volvo-powered VN 
model highway trucks.

Huibers said Volvo was the first 
North American truck manufactur-
er to deliver a telematics solution, 
offering fleet management tools in 
2002. Today, Volvo’s Remote Diag-
nostics provides proactive diagnos-
tic and repair planning assistance 
with detailed analysis of critical 
diagnostic trouble codes. The re-
mote communication platform fa-
cilitates live dealer and customer 
communication through Volvo Ac-
tion Service, Volvo’s 24/7 support 
team. Proactive diagnostics stream-
line service procedures with con-
firmation of parts on-hand before 
a truck arrives at a service loca-
tion, increasing uptime, according 
the company.

Remote Diagnostics also pro-
vides service case communication 
and documentation among Volvo 
Action Service, dealers and cus-
tomers through ASIST, Volvo’s 
Web-based service management 
tool, which comes free of charge 
for two years with the purchase of 
all new Volvo trucks.

“Remote Diagnostics maximiz-
es vehicle uptime by reaching far 
beyond proactive diagnostics to 
deliver total connectivity among 
the vehicle, Volvo and the deci-
sion-makers responsible for main-
tenance,” said Stephen Roy, Volvo 
Trucks senior vice-president, after-
market and soft products. “As part 
of our integrated business solution, 
Volvo Trucks Support Services, and 
bundled under Connected Vehicle 
services, Remote Diagnostics lever-
ages Volvo’s support network and 
service management tools to rap-
idly address service issues before 
they occur.”

For nearly a year, Volvo field-
tested Remote Diagnostics with 
motor carriers in the US and Can-
ada, drawing on the feedback from 
15 customers operating more than 
1,300 Volvo VNs with the service. 
Volvo officials said the test trials 
found that by using Remote Diag-
nostics downtime could be reduced 
by about one day per event.

Challenger Motor Freight was 
one of the Canadian participants 
in the test trials and Bryan Burn-
ingham, director of maintenance 
at Challenger, was on-hand at the 
launch to talk about his experience 
with the system.

“The Remote Diagnostics ser-
vice has really helped with vehicle 
uptime,” Burningham concurred. 
“It’s much easier to manage events 

with the service communication 
tool because it provides a very 
good data trail so we know what 

we’re working on, what we’ve done 
and when we expect it will be done. 
Communication has really sped up 
and internally we are able to have 

more intelligent discussions.”
Volvo’s Huibers said Remote Di-

agnostics raises the bar to a whole 
new level in terms of what a truck 
maker can deliver to help keep cus-
tomers on the road moving freight. 
He believes it will help “leapfrog” 
Volvo over competitors.

“If we can help keep trucks on 
the road, everybody wins,” Huibers 
said.

Remote Diagnostics is the first 
service being offered under the 
new Connected Vehicle Services 
category of the Volvo Trucks Sup-
port Services bundled aftermarket 
offering. n

‘If we can help keep 
trucks on the road, 
everybody wins,’ 

Ron Huibers, Volvo
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oem/dealer News

By Lou Smyrlis
MIAMI, Fla. – Volvo Trucks has 
announced it will launch its own 
13-litre liquefied natural gas (LNG) 
engine for the North American mar-
ket in 2014, claiming “significant” 
fuel efficiency gains compared with 
current natural gas products.

Combined with the company’s 
previously announced offering of 
compressed natural gas (CNG)-
powered Volvo VNM and VNL 
model day cabs, the new diesel ig-
nition engine provides Volvo with 
a range of natural gas-powered so-
lutions. Volvo is also testing anoth-
er fuel that can be produced from 
natural gas, DME (dimethyl ether), 
which Volvo executives believe has 
the potential to become an attractive 
alternative for the North American 
market.

“Our focused strategy is not to put 
all our eggs into one basket. In the 
future there will be regional differ-
ences and we don’t know which way 
alternative fuels will go. We want to 
keep our options open,” said Olof 
Persson, president of AB Volvo and 
CEO of Volvo Group.

Through high-pressure diesel 
ignition technology – using trace 
amounts of diesel to ignite the nat-
ural gas – Volvo’s LNG engine will 
deliver a 30% fuel efficiency im-
provement compared with spark-ig-
nition engines, making it a viable al-
ternative for long-haul applications, 
said Ron Huibers, president of Volvo 
Trucks North American sales and 
marketing. 

Huibers also says the engine will 
accomplish these savings without 
sacrificing power, torque or fuel ef-
ficiency, all of which are critical at-
tributes for on-highway operations. 
The company’s proprietary Volvo I-
Shift automated mechanical trans-
mission also will be available for cus-
tomers to specify.

The company also recently an-
nounced that it is operating natu-
ral gas-powered VNL demonstra-
tor trucks. The larger, more robust 
VNL model features a 12-litre Cum-
mins-Westport ISX12 G gas engine. 
Factory production of the natural 
gas-powered VNL day cab will be-
gin in conjunction with commercial 
availability of the 12-litre gas engine 
in early 2013. The Volvo Group has 
conducted hundreds of thousands 
of miles of customer field-testing of 
trucks equipped with DME, which 
can be produced from natural gas. 

The results – from 10 vehicles op-
erating in a variety of applications in 
Europe – indicate DME holds much 
promise as a heavy-truck fuel, and 
could become a viable alternative 
in North America to CNG or LNG 
when it comes to performance, envi-
ronmental impact, safety and distri-
bution, Persson and Huibers agreed.

DME most closely mirrors the 
performance qualities and energy 
efficiency of diesel while significant-
ly reducing GHG emissions. 

It is a compression ignition fuel 
that, like diesel, requires no separate 
ignition mechanism. Unlike LNG, it 
does not require cryogenic tempera-
tures; it is handled like propane, with 
tank pressures of 75 psi (compared 
to 3,000 psi for CNG). n

Volvo to produce 
own LNG engine

PEORIA, Ill. – Caterpillar has 
announced the availability of 
its 15-litre CT15 engine in the 
CT660 vocational truck.

The CT15 rounds out the en-
gine line, which currently consists 
of a CT11 and CT13 engine with 
11 and 13 litres displacement, re-
spectively. The new offering can 
provide as much as 550 hp and 
1,850 lb.-ft. of torque, the com-
pany says.

“The CT15 engine is the perfect 
power solution for heavy-duty ap-
plications and extreme environ-
ments,” said George Taylor, di-
rector of the Caterpillar Global 
On-Highway Truck Group. “Cat 
vocational truck customers can 
count on the CT15 for years of re-
liable, durable operation, which 
translates into a longer-lasting 
truck and higher resale value.”

The CT15 reaches peak torque 

at 2,100 rpm and pulls 
strong at low engine 
speeds ,  a l low i ng 
for shifting at lower 
speeds when accel-
erating, according to 
the company.

It also features an 
engine brake rated at 
more than 600 bhp, 
helping drivers main-
tain optimum speeds 
down steep or long 
grades.

Based on a Navistar 
design, the CT15 uses 
exhaust gas recircula-
tion (EGR) to elimi-
nate NOx in-cylinder 
without requiring ex-
haust aftertreatment.

Cat says there’s a single elec-
tronic control module and fewer 
electrical connections to improve 

reliability and reduce mainte-
nance time. For more info, visit 
www.DriveCat.com. n

Cat now offering 15-litre engine in CT660

CAT’S MEOW: Cat’s CT15 engine packs 550 hp with 
1,800 lb.-ft. of torque.
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Human traffic 
on the road

Mark Dalton: Owner/Operator

FICTION� Part��1

Mark was nearing his destination and 
hadn’t heard from his dispatcher Bud 
for a while. He was in need of an-
other load so he decided to give the 
man a call.

“Hello?” Bud said.
“Bud, this is Mark.”
“Mark who?”
‘Did he never get tired of that?’ 

Mark thought. “Mark S. Welby, Doc-
tor of Trucking.”

“Very funny, Dalton. Sad thing is, I’m 
old enough to remember that show.”

“I need my next load, Bud.”
“Yeah, you and everyone else work-

ing for me.”
“Things that bad?”
“Not really, just slow at the moment.”
 “So you don’t have a heavy load 

going all the way across the country 
that’s going to make me a truckload 
of cash?”

“If I had that,” Bud said, “I’d still be 
driving myself.”

Mark nodded. “Okay, what do you 
have?”

“I didn’t think you’d be interested, 
seeing as you like adventure and all 
that, but I have about four weeks worth 
of trips to Montreal and back. Two 
round trips every three days.”

“Sounds like a grind.”
“It’s honest work,” Bud said. “And 

it’s yours if you want it.”
“I’ll take it. My truck’s not making 

money if it’s not moving.”
Bud gave Mark the details.

•
Mark was able to comfortably go from 
Toronto to Montreal and halfway back 
again before running out of hours in his 
logbook, so he decided he would stop 
overnight at the same truck stop outside 
Kingston whenever he had to stop half-
way between the two cities. That would 
give him alternating days off in Toronto 
and Montreal, which wasn’t too bad a 
gig, all things considered.

While he liked the food and ame-
nities the truck stop had to offer, the 
hardest part of the trip by far was the 
overnight stay. Mother Load was com-
fortable enough and he could usually 
get a good night’s rest in her sleep-
er no matter where she was parked, 

but this truck stop was making peace-
ful sleep a real challenge.

The problem began on the third night 
he stayed in the truck stop’s lot. He was 
tucked into his bunk, all warm and snug 
and just about to drift off into a deep sleep 
when there was a knock on the door.

The first time it happened he didn’t 
even realize what was going on until 
the third knock. By then he was up and 
wondering who the hell was knocking 
on his door at this time of night.

“You lonely, mister?” It was a female 
voice and a young one at that.

“What?” he said. “No!” 
“You sure? I’m young and pretty.”
“Get lost!” Mark said, shaking his 

head. There were lot lizards just about 
everywhere you went in North Amer-
ica – probably the world too, for that 
matter – but he’d never been in a place 
where they were so brazen as to walk 
up to a truck and knock on your door. 
He didn’t approve of it anywhere, but 
at least in other places people were 
discrete about it. This was like, well...
selling candy door-to-door.

Mark put his head back on his pillow 
and closed his eyes.

Minutes later there was another knock 
on his door.

“You want a good time?” the woman 
on the other side of the door asked.

Mark lifted his head off his pillow and 
saw a young woman peeking into his 
cab through the driver’s side window.

“No, I don’t want a good time.”
“I can make you feel real good.”
“I’ll call the cops in a minute if you 

don’t get down off my truck, now!” he 
said.

“Relax, mister. All you gotta say is no.”
‘Really?,’ Mark thought, having al-

ready said the word, “No.” He looked 
over at the window again, but the woman 
was gone.

With a sigh, Mark rolled over onto his 
other side and closed his eyes once more.

Sure enough, an hour later there was 
yet another knock on his door.

“How many times do I have to say, 
NO?”

There was no response, only the 
sound of someone climbing down off 
his truck and walking away.

Thankfully, he was not disturbed the 

rest of the night.
•

Mark awoke when the sun began 
streaming in through his front wind-
shield. Still sleepy and wishing it was 
one of his days off, he threw the sheets 
off and kneeled up in bed. There was 
little movement in the lot so early in the 
morning and that’s why he noticed a 
dark blue van drive into the lot and stop 
in front of the long row of trucks Mark 
was parked in. In moments, three wom-
en emerged from three separate trucks, 
walked across the lot and got inside the 
van. When the third woman was inside, 
the van drove off, passing the fuel pumps 
and restaurant and continuing onto the 
highway without stopping.

The whole pick-up seemed familiar 
to him somehow and then he recalled 
that he’d seen this same van making a 
similar pick-up a week or so ago, only 
that time there had been just two women. 
He remembered the van because at the 
time he’d thought the van had looked 
a lot like a school bus picking up kids 
for school.

He wondered if these girls were ac-
tually still in school, and the thought of 
it made him shudder.

•
At breakfast Mark ran into a driver 
he’d seen at the truck stop the past few 
weeks and joined the man at his table. 

As Mark ate, the man just looked 
at him with a quizzical look. “What? 
What is it?” Mark asked.

“You look terrible,” he said. “Your 
eyes are red and there’s bags under 
them.”

Mark took a bite of his breakfast 
sandwich. “I didn’t get much sleep. 
There was someone knocking on my 
door every half-hour.”

“Where’d you park?”
“Out in the lot, that way,” Mark 

jabbed a thumb over his shoulder. “At 
the north edge near the trees.”

By Edo van Belkom

The other driver laughed.
“What’s so funny?”
“Of course they were knocking on 

your door. You were parked in Party 
Row all night.”

“Party row?”
“It’s where you park if you’re look-

ing for a good time.”
“Ah,” Mark said, making the connec-

tion between the knocks on his door 
and the van collecting the girls each 
morning. “But they’re so young.”

“That’s the way it is now with human 
trafficking. The girls are young, really 
young. They get bought and sold and 
wound up being forced into prostitu-
tion by people who are able to con-
trol them.” 

Mark had heard of groups like 
Truckers Against Trafficking, but he’d 
always thought they were all about 
smuggling illegals into the US or Can-
ada, not child prostitution. That was 
something that was a problem in, 
well…third-world countries.

“If everyone knows what’s going on, 
why don’t they do something about 
it?” Mark asked.

“The police do shut them down, but 
they just move down the highway to 
the next stop. Think of it this way…it 
might be a new problem in the truck-
ing industry, but that doesn’t change 
the fact that it’s still the world’s oldest 
profession.” Mark thought about that a 
long time. n

Did you know that there are two full-length  
novels featuring Mark Dalton?: Mark Dalton 

“SmartDriver” and Mark Dalton “Troubleload.”  
For your free copy register with ecoENERGY for 
Fleets (Fleet Smart) at fleetsmart.gc.ca. Both  

are also available in audio book format.
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–Mark Dalton returns next month in 
Part 2 of Human Traffic on the Road.

pg 36 t july v3.indd   1 11/06/12   3:43 PM

http://www.fleetsmart.gc.ca


July 2012 TRUCK WEST Page 37

Caterpillar has announced the avail-
ability of its 15-litre CT15 engine in 
the CT660 vocational truck. The CT15 
rounds out the engine line, which cur-
rently consists of a CT11 and CT13 en-
gine with 11 and 13 litres displacement 
respectively. The new offering can pro-
vide as much as 550 hp and 1,850 lb.-
ft. of torque, the company says. The 
CT15 reaches peak torque at 2,100 
rpm and pulls strong at low engine 
speeds, allowing for shifting at lower 
speeds when accelerating, according 
to the company. Based on a Navistar 
design, the CT15 uses exhaust gas re-
circulation (EGR) to eliminate NOx 
in-cylinder without requiring exhaust 
aftertreatment.

•
Federal-Mogul has introduced Abex 
reduced stopping distance brake 
block to comply with FMVSS 121, re-
quiring heavy trucks to stop in 30% 
less distance than before. The compa-
ny says its new RSD drum brake block 
includes three application-specific for-
mulations engineered to improve over-
all performance while meeting the new 
requirement. They include an RN pre-
mium organic 20,000-lb axle rating, 
copper-free formulation; an RSM pre-
mium semi-metallic, 29,000-lb axle rat-
ing for reduced stopping distance and 
severe-service applications; and RSC, 
a premium semi-metallic combo for-
mulation with a 23,000-lb axle rating. 
Form ore info, contact an Abex dis-
tributor or Federal-Mogul rep. 

Carrier Transicold has come out with 
two new models of its X2 series of 
trailer refrigeration units, the 2500 
APX and 2100 APX. Both feature 
the new APX control system as well 
as what Carrier insists is the industry’s 
most comprehensive warranty at 60 
months or 10,000 hours for the elec-
tronics and 48 months or 8,000 hours 
on the engine and other major compo-
nents. With the APX control system, 
Carrier says it’s the first in the TRU in-
dustry to combine: distributed, modu-
lar electronics for enhanced reliability, 
serviceability and expandability; an 
easy-to-use driver interface with bright 
graphic display; and USB connectiv-
ity for fast, convenient data transfers. 
For more info, see a dealer or visit  
www.trucktrailer.carrier.com. n

I’ve been told that if you retire 
early, you’d better get a hobby or 
volunteer for a worthwhile cause.

For the majority of people, an 
early retirement is the result of 
careful financial planning. Invest-
ing for the long-term is the name 
of the game and forget about the 
“get rich quick” scams. 

Getting into a good defined ben-
efit company retirement plan sure 
helps. These are rare today, with 
most companies offering contribu-
tion-based plans. The other option 
is your own self-directed RSP. All 
have their advantages and a quick 
trip to a financial planner will help 
you decide which one is best for 
you. You don’t need to head down 
to Bay Street to find one. The next 
time you’re in your local bank, 
make an appointment to see one 
of their consultants. You’ll never 
be sorry or regret planning for the 
future, that’s for sure.

Speaking of the future and find-
ing a hobby, I recently directed my 
attention to astronomy. I thought 
this would be something I could 
enjoy now, and later in life during 
my retirement years. So after ex-
tensive research I jumped in with 
both feet. I found the telescope 
make and model that fit my ex-
pertise (zip) and budget (cheap) 
and started searching the Inter-
net classifieds. A few weeks later, 
I found what I was looking for and 
dusted off my hard-earned Truck 
West bucks to pay for it. 

Being a guy, I didn’t read the in-
structions. This baby is supposed 
to be “simple” to operate, so be-
ing of very average intelligence, I 
thought I’d have no problems. Af-
ter all, how difficult could it be? 
Aim, focus and presto…beware 
ye little green men of Mars, I’m 
watching!  

Apparently their definition of 
“simple” is a little bit different 
than mine. The only thing I saw 
that night was the reflection of 
my ugly mug. I thought I saw the 
moon at one point but quickly re-
alized I was aiming at a streetlight. 
I couldn’t see a thing through this 
beast and I wondered if Galileo 
had the same problems? 

Simple to operate, blah, blah, 
blah. I’d have been better off look-
ing through a Cracker Jack free-
bee.

If and when I do retire I’m go-
ing to be very happy wearing a 
volunteer badge at the local hos-
pital. I’m sure it will be a lot less 
stressful even if bedpans are in-
volved!  n

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

My retirement plans? Staring into space
new products opinion

Rob Wilkins
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Jim’s Brayings
Community news from the western provinCes      by Jim brAy

Welcome to Jim’s Brayings, a quick look 
at some interesting community 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…

Talk about an award-winning month! 
We have news about top drivers, top 
safety people, and more from across 
the west, kicking off with Manitoba’s 
drivers. Let’s go!

•
In partnership with Custom Truck 
Sales and Kenworth, the Manitoba 
Trucking Association on May 10 rec-
ognized seven professional drivers 
for their contributions to the indus-
try. According to the MTA’s release, 
the septet – Wayne Septon (Agri-Tel 
Transport), Ben Sawatzky (Arnold 
Bros. Transport), Brian Smith (Ar-
nold Bros. Transport), Gary Barbo-
ur (Arnold Bros. Transport), Eddy 
Dueck (Big Freight Systems), Randy 
Steingart (Bison Transport), and Craig 
Dzamon (Northern Deck) – “have 
each made their own contributions to 
the industry.”

Septon has been involved with a lo-
cal elementary school program, while 
Sawatzky, Smith, Barbour, and Dueck 
are all “long-time industry members 
with excellent driving records.” Ste-
ingart, meanwhile, is an LCV driver 
who has run two million safe miles, 
while industry veteran Dzamon was 
recognized for having taken charge of 
an accident scene until emergency re-
sponders were able to arrive on site.

Weight off their minds…

Congratulations are also in order to 
Winnipeg-based Bison Transport, 
which was one of only two Canadian 
entries (Ontario’s Brian Kurtz Truck-
ing being the other) into the Truckload 
Carriers Association’s (TCA) inaugu-
ral Trucking’s Weight Loss Showdown.

Bison came in as the runner-up in 
the contest, which was managed by 
a weight management company and 
brought together teams of 12 drivers 
and staff from 11 carriers in all. The 
trick was to determine which individ-
ual and company could achieve the 
greatest percentages of weight loss, by 
following the Lean for Life program 
which in fact has nothing to do with 

one of a person’s leg being shorter than 
the other but rather is based on a low-
carbohydrate, low-fat, moderate pro-
tein menu plan. The TCA’s challenge 
saw competitors receive weekly calls 
from their coaches, which helped edu-
cate them on nutrition and behavioural 
changes, boost their morale, support 
them through their personal challeng-
es, and “record their weight loss.”

Alberta’s finest

The AMTA handed out its annual 
awards at the group’s Management 
Conference the first weekend of May.  
The 2012 Driver of the Year was Ken 
Watson, of Golden Arrow School Bus-
es & Tours, whose supervisor Bruce 
Stanley said deserves it because he 
knows his vehicle, he knows his tour 
highlights and, most importantly, he 
“knows how to make certain his pas-
sengers are safe, comfortable and en-
joying their travel experience.” 

The Historical Award was given to 
August Rosenau of the eponymous 
transport company, who seems to have 
spawned a dynasty. Rosenau didn’t 
start in the trucking industry (he was a 
farmer and, later, a smelter worker) but 
started his trucking business in 1957. 
The 86-year-old widower still drives 
the family car, plays a mean game of 
crib and tells trucking tales. 

Real Durand, of Bison Transport, 
was named 2012 Safety Person of the 
Year. His 32-year gig has brought him 
to his current post as terminal manag-
er for Bison’s Calgary operations, re-
sponsible for recruiting, training and 
safety. 

The Associate Trades Award was 
given to Tony Lidstone, of New West 
Freightliner-Calgary. Tony was singled 
out for being front and centre at vari-

ous AMTA events, such as the Sylvan 
Lake Golf Tournament and the annu-
al Draw Down Dinner, over the years. 

And the Service to the Industry 
Award went to outgoing AMTA presi-
dent Carl Rosenau, who was described 
as being “outgoing” in every sense of 
the word. Carl’s been an AMTA mem-
ber for more than 20 years, served on 
more committees than he probably 
wanted to, and worked on issues such 
as the promotion of LCVs and super-
singles in Alberta. 

A new board…

Also, congratulations (or is it condo-
lences?) to the new AMTA board. 
Judging by the length of the list and 
the years some of these fine folk have 
dedicated to the cause, they obviously 
can’t duck very well.

Anyway, welcome to: Dan Duck-
ering, president; Carl Rosenau, past-
president; Willie Hamel, senior vice-
president; Rob Eskens, vice-president; 
and Greg Sokil, Don Achtemichuk, 
Dean Paisley, Richard Warnock, Gene 
Orlick and Bob Hill as directors-at-
large. Regional directors include: 
Brad Simpson, Calgary; Rod Shop-
land, Northeast; Jude Groves, Fort  
McMurray; Rocky Downton,  
Central; D’Arcy Foder, Southern; 
Shirley Norton, Northwest; and Jane  
Douziech, Edmonton.

…and a new minister

And they have a new Minister to 
train. Ric McIvor was named to the 
post when premier Alison Redford un-
leashed her cabinet on an unsuspect-
ing province.

More PIC members

Partners in Compliance has snagged 

another pair, says PIC director Lorri 
Christensen (and don’t forget to watch 
for an upcoming progress report on 
the program). Congratulations to 
Parkland County (near Edmonton) 
and Edmonton’s Continental Cartage 
proving that at least some people are 
still treating Alberta’s capital like a city 
of champions. That makes 44! 

A truly “Grand Prize!” 

The BCTA and the Traffic Injury 
Research Foundation are offering 
the chance to win two $1,000 prizes. 
All you have to do is take part in their 
“detailed survey” of trucking industry 
drivers (as well “providing other data”) 
to help them “learn about training and 
licensing procedures in B.C.” Dead-
line is July 13.

The survey is open to truck drivers 
whose B.C. Class 1 or Class 3 driver’s 
licence is at least six years old and who 
have not been previously licensed to 
drive a heavy truck in the “ROW” 
(Rest of the World). 

TIRF wants you to complete a half-
hour survey and, optionally, they say, 
to provide a copy of your National 
Safety Code driver’s abstract for re-
view. The organizers stress that partici-
pation is strictly voluntary and won’t 
mess up your current driver’s licence 
status. Once you’ve bared your pro-
fessional soul, you’re entered into the 
draw for $1,000. 

There are four ways to get in-
volved. You can surf here:  
www.prasurveys.com/bctruckers, call 
888-877-6744 and ask for Rachelle 
Sass, e-mail tirf@pra.ca for help and 
details, or give your contact info to 
TIRF and they’ll mail you a survey 
package. Heck, they’d probably put it 
in skywriting if it would help.  

A fleet-ing visit

May’s end also saw the Best Fleets to 
Drive For competition folk making 
their fourth annual pilgrimage to eight 
cities across the country to offer semi-
nars to trucking folk. The idea, accord-
ing to CarriersEdge’s Mark Murrell 
(who handled most of the presentation 
at the May 30 Calgary event I attend-
ed) isn’t just to promote the competi-
tion itself, but to help outline some best 
practices that any interested trucking 
company can use to help improve its 
own business. About 15 people were 
on-hand for the Calgary event, after 
which the Best Fleets moved fleetly to 
its final seminar in Edmonton. 

That’s it for this month! If you have 
something you think should be pro-
moted on this page, fire me off an 
email. Space is limited, of course, so 
you may want to consider a bribe. 
Gold bullion is good.n

honouring manitoba’s best: From left to right: Gary Barbour (Arnold 
Bros Transport), Brian Smith (Arnold Bros Transport), Ben Sawatzky (Arnold 
Bros Transport), Wayne Septon (Agri-Tel Transport), Randy Steingart (Bison 
Transport),Jim Clark (sponsor Custom Truck Sales), Eddy Dueck (Big Freight 
Systems), MTA president Norm Blagden, Craig Dzamon (Northern Deck), and 
Mark Conrad (Transport Canada).

TRY IT ONLINE AT  www.trucknews.com
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