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By Jim Bray

EDMONTON, Alta. – Truckers in Ed-
monton may have to keep a closer eye 
over their shoulders if a plan being 
considered by city hall goes into ef-
fect in the near future. That’s because 
the city is looking at hiring more en-
forcement officers to help combat 
such trucking sins as taking shortcuts 
through neighbourhoods, emitting 
excess noise and pollution, and dam-
aging roads via heavy or overweight 
vehicles and lost unsecured loads. 

This microscope onto the trucking 
world was proposed first in late 2013 
by now-retired Edmonton Council-
lor Linda Sloan, who requested the 
city look at finding potential solutions 
to the perceived problems outlined 
above. The city subsequently came 
back with a report offering solutions 
ranging from a relatively cost-free re-
deployment of existing enforcement 
assets to a multi-hundred thousand 
dollar expansion of enforcement ca-
pabilities to increase the number of 
truck inspections from approximate-
ly 200 per year to about 3,000. A third 
option recommended that the city 
spend $50,000 on an education cam-
paign aimed at truckers.

According to Edmonton Ward 9 
Councillor Bryan Anderson, the re-
port spurred by Sloan’s suggestion 
claimed that $10 million a year could 
be saved on road wear and tear by en-
suring truckers follow the rules of the 
road and don’t take shortcuts, a figure 
he said made him sit up and take no-
tice – as well as to wonder why this in-
formation is only coming to light now. 

“My comment was that if this is a 
fact,” Anderson told Truck West, “then 
why haven’t you brought this to coun-
cil’s attention and said you’re going to 
invest whatever the amount of money 
is required to step up enforcement?”

Of the recommendations cited, the 
“Rolls Royce” version would see the 
city hire five more peace officers at 
an estimated cost of $600,000 annu-
ally, costs city bureaucrats estimate 
will be ameliorated by some $250,000 
in new fines assessed to errant truck-
ers, making the total cost to taxpayers 
$350,000 a year. That might sound like 
a lot of money to ordinary human be-
ings, but not, apparently, to Edmon-
ton’s Council. 

“It seemed to make eminent sense 
that if there is $10 million a year to 
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Western Star has introduced a new aerodynamic highway tractor that retains the brand’s unique styling.

By James Menzies

LAS VEGAS, Nev. – The trucking industry has 
gotten its first look at the Western Star 5700XE, 
the truck that inspired Hollywood.

The new aerodynamic highway tractor was 
used as inspiration for the Optimus Prime char-
acter in the popular Transformers movie that 
debuted this summer. Optimus Prime appeared 
at industry events and trade shows, attracting 
large crowds and probably leading many to be-
lieve that Western Star took its design cues from 
Hollywood. In fact, it was the other way around; 
the design of the 5700 was well underway when 
Hollywood came calling. So enamoured with 
the new model were the movie’s producers that 
they retained much of the 5700’s real-life design 
when bringing Optimus Prime to life.

The 5700XE is a gorgeous truck, that retains 
Western Star’s distinctive look while improv-
ing fuel economy by as much as 15% compared 
to the 4900FE, which was until now the most 
fuel-efficient vehicle in Western Star’s stable. It 
looks markedly different than currently avail-
able aerodynamic tractors, yet can compete 
with them head-to-head when it comes to fuel 
economy. About 7% of the fuel savings come 
from improved aerodynamics and further gains 
are possible by spec’ing an integrated Detroit 

powertrain, including the DD15 engine, DT12 
automated manual transmission and Detroit 
axles with a ratio of 2.41 in a 6x4 configuration.

Mike Jackson, general manager of Western 
Star, said the time is right to bring out an aero-
dynamic highway model, since even the most 
traditional-minded customers are indicat-
ing they plan to purchase more fuel-efficient 
trucks. The ‘full-aero’ segment makes up some 
65% of the Class 8 tractor market and Western 
Star realized it needed to play in that sandbox 
if it was to gain share.

“Image is still important but at the end of the 
day, customers are saying ‘I’m here to make 
money.’ We looked at those trends and we’re 
here today to step into that market for the first 
time,” Jackson said. “With us having been a tra-
ditional model and having a partial-aero model, 
we were clearly self-imposing some limitations 
on our growth opportunities. We recognized 
that, and that’s when we went to the drawing 
board.”

The 5700 has been in development since 
2009, in recent years running under disguise 
near Portland, where the truck has accumu-
lated some 2.5 million customer equivalent du-
rability miles. While sales of aerodynamical-
ly-designed highway tractors have been brisk 
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OEM This 
Month

Last
Year

Freightliner 609 564

International 413 300

Kenworth 419 417

Mack 234 227

Peterbilt 344 256

Volvo 338 261

Western Star 205 214

TOTALS 2562 2239

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

Freightliner 352 590 147 184 1,732 594 182 76 1 23 3,881

Kenworth 368 1,095 258 1 431 474 49 0 0 0 2,676

Mack 87 237 107 71 693 160 19 40 5 16 1,435

International 91 354 50 90 1,149 389 93 37 8 25 2,286

Peterbilt 293 832 186 124 426 267 96 11 0 0 2,235

Volvo 317 362 76 182 1,153 379 114 59 0 2 2,644

Western Star 198 470 44 81 256 205 31 41 3 8 1,337

TOTALS 1,706 3,940 868 733 5,840 2,468 584 264 17 74 16,494

The summer breathed new life into Class 8 truck 
sales for the Canadian market. June’s sales totals 
soared above last year’s after sales had dipped 
below last year’s pace for four straight months. 
July’s totals have continued the upsurge ending 
up more than 300 above last year’s pace. In fact, 
this was the fourth best July since 1999, surpassed 
only by the July results posted during the industry 
growth years of 2004-2006.

Monthly Class 8 Sales – July 14 Historical Comparison – July 14 Sales

Historical Comparison – YTD July 14
Class 8 Sales (YTD July 14) by Province and OEM

Optimism for an improvement in Class 8 truck sales this year after 2013 proved disappointing is gaining steam after two straight months of encouraging sales results. June’s sales 
figures blew past last year’s totals and now so have July’s. YTD numbers are still nowhere close to those of 2012, the best year since the recession for Class 8 sales, but they are 
ahead of last year’s results. With small carriers more willing to purchase new trucks than they have been in years, according to our latest research, and all carriers feeling more  
optimistic, could the second half of 2014 be a memorable one?

After 10 straight months of sales coming in above the 2,000 mark, reminiscent of the industry’s 
capacity boom years of 2005 to 2007, they dropped slightly below 2,000 in January and considerably 
further in February. Good news is that they bounced back in March and April, topping the 2,000 
mark both months. May showed further improvement and June was a welcomed surprise. Although 
July figures were below June’s, they were still above 2,000 and better than last year’s.

Market Share Class 8 – July 14 YTD12-Month Sales Trends
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Freightliner remains the market leader with a 24% share of the market 
but Volvo, which has shown the most growth this year after leapfrogging 
past Peterbilt, is tied with Kenworth for 16% market share. Peterbilt and 
Navistar are tied for third place with 14% shares. Mack remains slightly 
ahead of Western Star with a 9% share compared to 8% for Western Star.

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

2,252 2,347 2,618 2,361 2,168 1,941 1,641 2,244 2,587 2,711 2,800 2,562

Western Star 8%
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In my 14 years covering the Canadi-
an trucking industry, I can’t ever re-
member being so busy. And trust me, 
after the dark months of 2009, when I 
experienced what not being busy felt 
like, I welcome the pace. These are re-
ally exciting times for the trucking in-
dustry, especially if, like me, you are a 
fan of equipment and technology. Has 
there ever been so much innovation? I 
recall the boom period of truck sales in 
2006, when fleets were buying trucks 
like mad but then, it was out of fear as 
much as prosperity.

They were trying to get ahead of the 
great unknowns associated with the 
EPA07 emissions standards. There 
was a lot of new product to write about 
and report on during that time period, 
but again the OEs were faced primar-
ily with meeting the aggressive new 
emissions targets placed before them 
by the EPA.

This time it’s different. With no 
looming emissions standard, OEMs 
finally have the time and the R&D re-
sources to invest into improving their 
existing vehicles or developing new 
ones rather than simply focusing all 
their capital and effort on reducing 
what comes out of the smokestack. 
Some would argue this is how it should 
have been all along, and that the im-
proved fuel efficiency that would be 

achieved at the behest of 
customers would eventual-
ly result in the lower emis-
sions the government was 
looking for.  Well there’s 
no going back now, so we 
should be looking ahead 
to the future and what it 
might bring. When I do so, 
I like what I see. I see con-
tinuous improvement, es-
pecially as it relates to fuel 
economy.

I’ve been logging some 
miles this summer in the 
newest trucks and they 
are fantastic vehicles, with  
ever-improving fuel econ-
omy. Truck makers that 
have built their most fu-
el-efficient trucks ever, have already 
found ways to improve upon them. I’m 
talking about the Peterbilt 579, which 
now with its EPIQ package is about 
10% more fuel-efficient than last year’s 
model, or the Kenworth T680, which is 
now available in an Advantage con-
figuration with similar fuel economy 
gains. The industry-leading Freightlin-
er Cascadia gave way to the Cascadia 
Evolution, which offers significantly 
improved fuel mileage. Volvo is tout-
ing big gains with its 2016 model year 
VNs and Mack has come out with new 
engines and ratings that will reduce 
operating costs. International has a 
bounce in its step having slashed its 
losses and with Cummins back in the 
fold, appears to be headed in the right 
direction.

The level of collaboration between 

OEMs and suppliers is unprecedented, 
with powertrains being optimized to 
deliver the best possible performance. 

Reliability issues associated with 
previous EPA emissions standards 
seem to have been largely ironed out, 
and advances in remote diagnostics 
are reducing downtime when prob-
lems do occur. Whether you’re a driv-
er, an owner/operator or a fleet own-
er, the trucks available to you today 
are the best they’ve ever been. Now if 
government would just stay out of our 
way, I see nothing but good things and 
continuous improvements ahead.  

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 @JamesMenzies.

Everyone involved in the transport of 
freight should mark Sept. 13, 2014 as 
an important date on their calendar. 

Looking back on this date two de-
cades from now we may identify it as a 
significant turning point in the freight 
patterns upon which our industry has 
been fashioned. 

History was made September 13th 
when the world’s first 3D-printed car 
was driven out of The International 
Manufacturing Technology Show at 
McCormick Place in Chicago, Ill. 

Called the Strati, the vehicle was 
3D-printed over 45 hours by Local 
Motors in one piece, using direct dig-
ital manufacturing, (DDM), which is 
the first time this method has been 
used to make a car. 

Local Motors plans to launch pro-
duction-level 3D-printed vehicles 
that will be available to the gener-
al public for purchase in the months 
following the show.

3D printing, or additive manu-
facturing as it is also called, has the 
potential to change the face of man-
ufacturing and along with that the 
transportation and logistics practices 
of the future.

A recent Eye for Transport survey 
of manufacturers found that nearly 
20% are already using 3D printing 
while more than 15% are currently 
evaluating it. 

A survey of logistics providers 
found that 37% now view it as a busi-
ness opportunity while almost the 
same amount view it as both an op-
portunity and a threat. 

More than 40% believed it would 
have a moderate to substantial im-
pact on the logistics services they 
provide just in the next three years.

Using 3D printing technolog y, 
along with a blueprint on a computer, 
a solid object can be built up gradu-
ally from a series of layers – each one 
printed directly on top of the previ-
ous one. 

The raw material used is a powder, 
which can be a metal, plastic, alumi-
num, stainless steel, etc., or a com-
bination of these. 

The object – a spare part for a car, a 
hearing aid, a bicycle frame – is built 
by either depositing material from a 
nozzle or by selectively solidifying 
a thin layer of plastic or metal dust 
using tiny drops of glue or a tightly 
focused beam.

What’s important for those of us 
concerned about supply chain prac-

tices is that it changes the parameters 
upon which those practices are set. 

The traditional supply chain is 
typically about warehousing mass 
produced products and shifting 
them outwards from the point of  
manufacture. 

What 3D printing does is make 
customization of (admittedly smaller 
products) feasible and economical on 
a local scale at microfactories. 

As Ed Morris, director of the US-
based National Additive Manufac-
turing Innovation Institute points 
out: “In terms of impact on inven-
tory and logistics, you can print on 
demand. Meaning you don’t have to 
have the finished product stacked 
on shelves or stacked in warehous-
es anymore. Whenever you need a 
product, you just make it. And that 
collapses the supply chain down to 
its simplest parts.”

And although that doesn’t mean 
that large-scale mass production will 
die out, it does mean there will be in-
creasing amounts of localized pro-
duction, leading to more local or re-
gional deliveries.  

Lou Smyrlis can be reached by 
phone at (416) 510-6881 or by  
e-mail at lou@Transportat ion 
Media.ca. You can also follow him on  
Twitter at @LouSmyrlis.
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By James Menzies 

INDIANAPOLIS, Ind. – The three 
most important things fleet executives 
should be monitoring are the economy, 
freight growth and the re-regulation of 
the trucking industry, FTR president 
Eric Starks explained during the indus-
try forecaster’s State of Freight Webinar 
in August. The economy seems strong, 
with US GDP growing at a modest 
2.3% but the goods-producing sector 
growing at nearly 6%, Starks pointed 
out. This contributes to strengthen-
ing freight volumes, which could place 
further pressure on capacity and an 
acceleration of rates.

“In the near-time, the risks continue 
to be on the upside,” Starks said. “In 
general, things continue to be look-
ing relatively healthy for the freight  
markets.”

Spot market rates seem to be leveling 
after a period of sharp growth, which 
is usually followed by increases to con-
tract rates, Starks noted. 

“I think we’re in that point right now. 
The spot market is settling down and 
contract rates are starting to move 
higher,” he said.

However, FTR continues to sound 
alarms about the re-regulation of the 
trucking industry and the regulatory 
drag caused by an influx of new rules 
that are currently in the works. The 
impending legislation could make it 
more difficult for carriers to hire driv-
ers while at the same time necessi-
tating the hiring of more, because of 
productivity losses such regulations 
will incur.

“There are a large number of regu-
lations coming into play that we an-
ticipate to happen between 2016 and 
2018,” Starks said. “We’re seeing a ma-
jor run-up within this environment 
that would suggest it will be very dif-
ficult to hire drivers, or we’ll see loss-
es in productivity within the industry 
so they’re going to have to hire new  
drivers. It’s going to be a problem for 
some time.”

Another trend FTR has noted is the 
increasing collaboration that is nec-
essary between shippers and carriers, 
again in light of productivity-hindering 
regulations.

“Shippers are going to have to work 
with truck carriers to create more ca-
pacity, to free up drivers and equip-
ment,” Starks said. “That’s the real area 
where we could see some productivity 
enhancements.”

If shippers and carriers were hop-
ing the arrival of a broader selection 
of natural gas trucks and a growing fu-
elling network would be their saviour, 
they better think again, Starks noted.

“There has been some increase in 
sales of natural gas trucks, but it’s still 
less than 2% of all trucks sold within 
the US and Canada,” Starks said. “So 
the market is not taking off like many 
people had hoped and at this point in 
time, the cost situation (of purchas-
ing natural gas trucks) does not bear 
out the ability for people to go out 
and buy this equipment – it’s just too  
expensive.”

Starks said fleet executives should 
be keeping a watchful eye on several 
key issues going forward. One is glob-
al markets, such as China, which has 

seen its GDP growth go from double 
digits to closer to 7%. GDP growth in 
China of 5% or less would reflect a 
worrying recession, he added.

“We have to pay attention to what 
happens within the global economy, 
because we’re much more connected 
today than we ever were,” he said.

Extreme weather, while it can’t be 
controlled, is another area fleets need 
to do better at planning for, Starks said. 
“Our industry doesn’t do a good job of 
planning for weather.” 

Fleet should also be aware of legisla-
tion being introduced in California by 
CARB, as it often has an impact beyond 
California’s borders. “We have to pay at-
tention to what California is doing be-
cause it tends to move its way through 
the broader market,” he said. 

Trucking conditions are rosy but 
there are some things to watch for

TM
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Are dash cams illegal at the border?
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By James Menzies

DETROIT, Mich. – Can your dash cam 
cost you your FAST card? That’s the 
question professional driver Mark Rob-
erts was left wondering, when on a re-
cent trip across the Ambassador Bridge 
a US Customs and Border Protection 
(CBP) officer threatened to seize his 
FAST card for having his dash cam re-
cording at the port of entry.

Roberts, like many professional driv-
ers, purchased a dash cam to protect 
himself from false claims from other 
motorists. 

He was involved in a crash in the US 
in which a motorist lost control of his 
car and slammed into Roberts’ tan-
dems. While the driver praised Roberts 
for his driving skill and for preventing 
a more serious outcome, Roberts real-
ized he could’ve been found at fault if 
the car driver chose to pin the blame 
on him. Up went the dash cam.

Roberts never thought anything of 
keeping the dash cam rolling when 
crossing Customs until he had a run-
in with a US Customs officer who 
seemed agitated by the presence of 
the camera in his truck.

“She said, ‘You truckers just don’t 
get it, do you?’” Roberts told Truck 
West when recalling the incident. She 
went on to tell him that it’s illegal to 
use a dash cam to record Customs 
officers or facilities. The fear is that 
the footage can be uploaded to You-
Tube, where it can be viewed by the 
criminal element while conducting 
reconnaissance on border-crossing 
facilities and protocols.

Roberts said the Customs officer 
threatened to revoke his FAST card 
and then referred him to secondary 
inspection, even after he apologized 
and offered to delete the camera’s 
contents. At secondary, the Customs 
officer was less disturbed by the dash 
cam, but still asked that its contents 
be deleted. Roberts obliged, demon-
strating to the officer how the cam-
era works and then reformatting its 
hard drive and proving to him that 
it no longer contained any footage.

Roberts was delayed two hours over 
the incident. He told Truck West he’s 
happy to comply with any rules against 
recording border crossings, but would 
appreciate it if the rules were clearer. 
He noted there are no signs at ports of 
entry asking drivers to turn off their 
dash cams.

And the irony of a ban on dash 
cams at border crossings was not lost 
on Roberts, who noted both Canada 
and US Customs agencies participate 
in reality TV shows, which seem to 
reveal far more about border-cross-
ing facilities and protocols than any 
dash cam could. 

“Dash cams are a gray area,” Roberts 
said. “It doesn’t really matter to me (if 
they’re allowed). I’m not doing any-
thing illegal, so there’s nothing I need 
to worry about. If they want me to turn 
it off, fine I’ll turn it off.”

Roberts’ employer, Kriska Trans-
portation, has since sent out a satel-
lite message to drivers asking them to 
turn off dash cams at the border and 
the Canadian Trucking Alliance has 

issued a notice, indicating “photog-
raphy and videography is prohibited 
without the authorization of CBP in 
all US CBP areas with accordance to 
41 CFR 102-74.420.”

However, Truck West asked CBP for 
its official position on dash cams and 
several weeks after our initial inqui-
ry, the agency says it’s still working 
on getting us an official response.

Canada Border Services Agency 
(CBSA), on the other hand, prompt-
ly confirmed with us that there is no 
prohibition on dash cams at Cana-
dian border crossing facilities – pro-
vided they are not interfering with an 
officer’s ability to do their job – and 
that there’d be no grounds for seiz-

ing a driver’s FAST card. 
“The CBSA does not restrict the 

use of dash cameras at ports of entry. 
Dash cameras may be on and record-
ing while waiting in line and they do 
not have to be turned off when speak-
ing with an officer as long as it does 
not hinder or obstruct the officer’s 
ability to carry out their duties,” ex-
plained Esme Bailey, senior media 
spokesperson with CBSA. 

She also noted, “The CBSA does 
not have the authority to delete files” 
on dash cams. 

However, they do have the right 
to inspect electronic storage devic-
es, including dash cams. However, 
they’d be looking for more nefarious 

footage than that captured at a bor-
der crossing or on the highway.

“Our officers are trained to search 
electronic media for child pornography, 
obscene material and hate propagan-
da,” Bailey said. “They receive training 
to familiarize themselves with comput-
ers and other devices and how to quick-
ly identify potential files. In cases where 
a CBSA officer discovers suspected 
child pornography or suspect files, the 
goods are seized and the individual is 
arrested. Local law enforcement is con-
tacted and they may lay charges under 
the Criminal Code. The CBSA may lay 
charges under the Customs Act.”

Since his two-hour dash cam delay, 
Roberts said he’s been playing it safe 
and turning the camera off when ap-
proaching the border. 

He has talked to other drivers who 
do the same, including some who place 
a sock over the camera to prove to Cus-
toms officers it is not recording any 
footage. 

It could depend on which way you’re headed.
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save, investing $350,000 a year to save 
(that $10 million) is a good invest-
ment,” Anderson said, noting that “it’s 
not as if we are talking about millions 
and millions of dollars. That kind of 
money in a budget the size of the city 
of Edmonton’s is pocket change.” 

Anderson also said he figures the 
cost should be able to be covered by 
moving around operating budget 
bank accounts – moving dough from 
one city pocket to another – if the ex-
pected fines don’t materialize.  

So far, the recommendations 
haven’t been acted on, but such ac-
tion could be coming later this year. 

“This would be a package brought 
forward to the 2015 operating bud-
get in November-December,” An-
derson said, “and that package will 
fund the formation of a Community 
Standards Commercial Vehicle Unit 
which would provide direct support 
for a proposed Goods and Movement 
strategy.” 

When the issue does get put before 
the city hall politicians’ eyes, Ander-
son said, it will provide an opportu-
nity for Council to ask some pointed 
funding questions before deciding to 
either “provide that kind of money or 
not. I would assume in that situation 
that council will ask them to fund it 
out of their savings.”

Anderson said he thinks that if the 
initiative does go forward, the price 
tag will also include the $50,000 rec-
ommended for educational outreach 
– the third potential solution outlined 
in the city’s report. 

“It doesn’t make sense to create an 
enforcement group and start enforc-
ing without doing some sort of sig-
nificant attempt to inform the peo-
ple whose attitudes you’re trying to 
change,” Anderson said. “It’s conceiv-
able that we might do something like 
fund the education portion and have 
the…enforcement agency funded out 
of existing monies and then bring 
back a report in a year to see wheth-
er or not there’s any noticeable change 
in the way truckers are operating. 
Has the education process changed 
anything?” Anderson said it’s also 
possible that, if there is significant 
change in truckers’ behaviour, the five  
new enforcement hires might not be 
necessary.  

The idea gets qualified support 
from Richard Warnock, president 
and CEO of the Alberta Motor Trans-
port Association. Warnock told Truck 
West that extra enforcement is a good 
thing. 

“I’m not against more police pres-
ence,” he said. “We as an association, 
our members invite them to come and 
look at us, but that’s not the people 
who are the guilty ones. We’re all for 
having the trucks following the rules 
and regulations of the road. Trucks 
shouldn’t be running overloaded.” 

He also took issue with the city’s 
math, calling the $10 million a year 
figure attributed to excess road dam-
age “a terribly inflated number. And 
they’re saying it’ll cost $600,000 to 
have five more officers but they’re go-
ing to collect $250,000 in fines? I’m go-
ing ‘holy smokes, you’re talking about 
$10 million in road damage and you’re 
going to throw another $400,000 out 

of your city budget?’ It isn’t going to 
fix anything in my opinion.” 

Warnock also thinks the city could 
be barking up the wrong tree some-
what when it comes to overweight 
loads. 

“When (the AMTA) did our over 
the road survey at the scales, 85% of 
the trucks were under gross vehicle 
weight,” he said. As for trucks being 
in areas where they shouldn’t be, War-
nock noted that it isn’t as if most of 
them are just barrelling through resi-
dential areas for the sport of it. 

“They’re working in the area,” he 

said, pointing out that the rules say 
“you can go to your closest point of 
your destination off the truck route, so 
if you’re delivering construction ma-
terials or cement or groceries and you 
have to exit the truck route to make 
the delivery then that’s part of doing 
business.” 

He added that, while it’s great for 
the public to say they don’t want 
trucks going through their neigh-
bourhoods, “they’re the ones that 
want their garage built, their cement 
poured or their groceries in the gro-
cery store. They don’t want to drive 20 

blocks to get the groceries.”
The issue of trucks going where 

they’re not supposed to could fix it-
self over time, at least somewhat, War-
nock said, thanks to the construction 
of the Anthony Henday ring road. 

“One of the things that changed 
(traffic patterns) in Calgary, and I’m 
sure it’s changed in Edmonton, is 
these bypasses are taking traffic away 
from the shortcuts through the city 
because the bypasses are faster.” 

He noted that another way to help 
truckers and the public live together 
in more peace and harmony would 
be for Edmonton to take a look at how 
Calgary interacts with its trucking 
industry. 

“One thing that Calgary has…is a 
truck route committee and Alberta 
Transportation and the AMTA have 
representation on there, as does the 
city of Calgary police,” he said, point-
ing out that the committee meets reg-
ularly to look at truck routes and vol-
umes – basically, whether the routes 
are being used. “It’s kind of an indus-
try-advocate type of thing, where you 
go to the industry and ask why they 
aren’t using the truck routes. I believe 
it’s beneficial.”

Councillor Anderson noted there 
isn’t such a body in Edmonton yet, 
but it could be coming as part of the 
city’s Goods Movement Strategy – and 

Edmonton suspects trucks of damaging city roads
Continued from page 1

Continued on page 13

Some Edmonton councillors think trucks are to blame for the city’s road issues. 
Stepped up enforcement could be in the works. Photo by WowTrucksCalender.com
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   13alberta

if it does, it would make sense to have 
truckers involved. 

“Any kind of a task force to gath-
er information will…have as many 
stakeholders as are interested in be-
ing involved in it,” he said. “I feel quite 
comfortable that there will be truck-
ing industry representatives as well. 
There’s no sense with the city moving 
forward on something that isn’t deter-
mined to be doable and acceptable by 
both sides of an issue.”

Warnock said his group would 
definitely be interested in getting on 
board. “We’d love to have representa-
tion on it if there is such a committee,” 
he said. “It does work, and it does get 
some cooperation from industry be-
cause you can go out to them with an 
educational type format.”

What happens if the city doesn’t 
find the savings necessary to help 
cover the cost of the new hires, if that 
scenario is adopted? 

“That’s what the questions (Coun-
cil will ask) will cover,” Anderson said 
of this fall’s process. “How certain are 
you that money is going to be saved 
and, if so, what kind of timeline might 
the savings be realized in and is there 
sufficient guarantee that any of the 
savings that (they’re) identifying will 
be sufficient to cover off the cost of 
providing these additional staff?”

Time will tell what, if anything, will 
be done on this issue, but the city’s re-
port did stress the importance of do-
ing something. 

“If funding for this initiative is not 
approved,” it says, “continued degra-
dation to roadway infrastructure will 
occur resulting in millions of dollars 
in damage, response times will be 
negatively affected, enhancements 
to service delivery will not be real-
ized, limited support will be available 
to the Edmonton Police Service and 
Transportation Department, and citi-
zens will not enjoy world class road-
ways to travel on.”

The AMTA’s Warnock noted that, 
regardless of how many people com-
plain about them, trucks will be a 
necessary evil as long as people are 
unwilling to dig deeper into their 
pockets for the stuff they buy. 

“If you have to send five body jobs 
to deliver the same groceries (as one 
tractor-trailer), it doesn’t make sense. 
The cost of consumer goods would go 
up,” he said. Warnock reiterated that 
his organization is all for having more 
enforcement and more officers on the 
road, but he wonders if this particular 
concept is the best way to solve their 
perceived issues. 

“I understand where the city is 
coming from, and I’m supportive of 
enforcing (the regulations) – it doesn’t 
hurt to have a police presence for that 
– but we’re asking if what they’re sug-
gesting is practical,” he said. “Is it 
going to give them the results they 
are looking for? It may. But whether 
they’ll be able to put a monetary value 
on whether (the move is) successful, I 
don’t know.” 

Edmonton 
looks to hire 
more peace 
officers
Continued from page 11

To fi nd out more, call your local dealer or visit www.utilitytrailer.com. © 2014 Utility Trailer Manufacturing Company. All rights reserved.

Every Utility dry van is built without compromising quality and craftsmanship. As a 

result, you can expect more from our dry van and even more for your investment. With increased 

load capacity, added load fl exibility, light weight ingenuity, and more premium standard features 

than any other dry van in the industry, your expectations are the only thing that needs upgrading. 

To fi nd out how to increase your payload and customize your new 4000D-X Composite®, contact 

your local authorized Utility dealer or visit utilitytrailer.com.

GIVE YOUR EXPECTATIONS AN UPGRADE
AND INCREASE YOUR PAYLOAD WHILE YOU’RE AT IT

Date: 09/12/14 Client:  Utility Job #: 01402014 File Name: 0140-UT-4000DX-TN-Oct

Account Director:Scott DeMonaco Editor: Designer: Revised By: Production: jb

Color: 4C/Process Trim: 7.5"× 10.5" Bleed: n/a Safety: n/a Fold: 0"

Publication(s): Truck News Run Date(s): October 2014

Special Instructions: Approved By:

Page 1 of 1

Quality occupational health & safety support for the trucking industry.

Occupational Health 
and Safety Services

The Certificate 
of Recognition

Training and Education
Tools and Resources
Advice and Program Support

We provide COR to the BC
trucking industry.

Check out our services and programs at:  

www.safetydriven.caTOLL FREE: 1-877-414-8001

The Certificate 
of Recognition

pg 01, 11-13, 29-30 tn oct v3.indd   13 14-09-18   4:11 PM

http://www.safetydriven.ca
http://www.utilitytrailer.com
http://www.utilitytrailer.com


2 M4707-1B.inddRound

Job Description: Mechanical Specifications: Contact:

Leo Burnett 175 Bloor Street E. North Tower, 13th Floor Toronto, ON M4W 3R9  (416) 925-5997

Client: TD
Docket #: 112-LTDCICM4707
Project: Equipment Finance Mag 
Ad #: M4707-1B

Bleed: None  
Trim: 10.125” x 15.5”  
Live: 9.235” x 14.61”
File built at 100% 1” = 1”

Acct. Mgr: Kim L

Crea. Dir: Dave F

Art Dir: Sally F

Writer: -

Producer: Barry D

Studio: Kim C

Proofreader: Peter, Claude

Colours: 4C   
Start Date: 9-12-2014 11:18 AM
Revision Date: 9-12-2014 11:19 AM
Print Scale: 100%

Comments: A Powerful Publication: Truck News 

® The TD logo and other trade-marks are the property of The Toronto-Dominion Bank.

Find a Business Banking Specialist at  
tdcommercialbanking.com/representative or contact  
TD Equipment Finance at 1-800-263-3216

TD Equipment Finance

We offer leasing and equipment financing solutions 

to suit your business. Our team can help you finance 

equipment, improve cash flow, and align terms and 

structure with your financing needs. Contact us and 

put TD Equipment Finance to work. 

A powerful tool for 
getting your tools. 

0007778-001_M4707_1B.indd   1 9/12/14   12:52 PM

TD.indd   1 14-09-15   9:11 AM

http://www.tdcommercialbanking.com/representative


TRUCK WEST oCTobER 2014   15

t’s never easy to shut down a 
business to which you’ve ded-
icated so much time, effort, 
and money. Some owner/op-
erators have to stop working 
due to age, health, or finances.

 Others decide to pursue 
some other opportunity or passion. The 
most fortunate exit on their own terms 
and retire.

No matter what the circumstances, or 
whether you’re a sole proprietor, part-
nership, or corporation, there are delib-
erate steps you should take to properly 
close your trucking business when that 
day arrives.

Your accountant can guide you 
through the process but I’ll list some of 
the major points for you to consider.

Contact the CRA
You need to tell Canada Revenue Agen-
cy (CRA) to close your Business Num-
ber and all related accounts for payroll, 
GST/HST, and corporate income tax. You 
can do this by completing Form RC145, 
“Request to close business number ac-
counts.” 

Send it to your local CRA tax services 
office or call the CRA Business Window 
at 800-959-5525.

 
Payroll
If your company has employees (includ-
ing yourself, if you’re employed by your 
company), there are several obligations 
to wrap up:

1. Remit all CPP contributions, EI pre-
miums, and income tax withheld within 
seven days of the day your business ends.

2. Prepare and give a Record of Em-
ployment to each former employee.

3. Complete and file the necessary T4 
slips and summaries within 30 days of 
the day your business ends. Distribute 
copies of the T4 or T4A slips to your for-
mer employees.

Also, you may want to confirm with 
your provincial labour standards agency 
that you have met their requirements for 
wrapping up your duties as an employer.

GST/HST
When you decide to close your busi-
ness, you no longer need to be regis-

tered for GST/HST. 
File all outstanding GST/HST returns 

and pay any amounts owing up to and 
including the day your business ends. 
The complicated part is the handling of 
your truck, trailer, or other equipment on 
these final returns. When you own capi-
tal property at the time of closing a GST/
HST account, CRA deems you to have 
sold the equipment on your final return 
and expects you to pay the GST/HST. 

Capital property includes land, build-
ings, vehicles, and computers. As a re-
sult, CRA has “change of use” rules that 
may apply.

For example, say you have a service 
vehicle on your books and claimed GST/
HST refunds when you purchased it. 

When you close the business, you 
have to pay GST/HST on the fair mar-
ket value of the vehicle because you’re 
changing the use from commercial to 
non-commercial. 

You have to pay the GST/HST just as if 
you personally bought the vehicle from 
the company.

There is a way to manage at least part 
of this mess: CRA Form GST44, “Election 
concerning the acquisition of a business 
or part of a business.” 

You can use this form when you are 
selling your business assets to another 
person. To qualify, the buyer must pur-
chase all or substantially all (at least 90% 
or more) ownership, possession, or use 
of the seller’s property necessary to carry 
on the business.

File the election form together with 
the GST/HST return for the reporting 
period in which the sale was made. You 

should also keep a copy of this election 
form in your records.
 
Corporate income tax
Send an application for dissolution to the 
provincial or federal government body 
that your corporation is chartered in. 
You should also file a final tax return and 
send CRA a copy of the articles of dis-
solution. Otherwise, CRA will consider 
that the company still exists and it will 
continue to expect tax filings each year.

Of course, if your corporation has 
some money in its bank accounts you 
may not want to do this last step right 
away. 

Remember that your corporation can 
live forever whether it’s actively in busi-
ness or not. 

Rather than pulling money out of the 
business now and having to add that in-
come to your personal tax return, you 
can withdraw it over time. 

You can in essence treat your corpo-
rate bank account like a pension fund 
and withdraw X-amount of money 
each month until it’s gone and then 
dissolve the company. You may end up 
paying a lot less tax this way.

When that time comes, a carefully 
planned exit that deals with taxes and 
your obligations as an employer is the 
best way to make sure you can move on 
to the next chapter in your life. 

Scott Taylor is vice-president of TFS 
Group, providing accounting, bookkeep-
ing, tax return preparation, and other 
business services for owner/operators. 
Learn more at www.tfsgroup.com or call 
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ast month I told you 
about an Alberta com-
pany that took on some 
new work hauling spe-
cialized oilfield equip-
ment from Slave Lake, 
Alta., to Prince Rupert, 

B.C. When the f leet manager calcu-
lated the cost to do the job, he over-
looked a key detail: having to pay 
nearly $70,000 in provincial sales tax 
to British Columbia on the million-
dollar trailing rig his company used 
during the move.

If you’re based outside of B.C., 
there are rules for collecting sales tax 
on vehicles that come into the prov-
ince for “temporary use.” 

In most cases, a vehicle is exempt 
from B.C. PST if the number of days 
is five or less. The days can be con-
secutive or spread out, but failure to 
pay could trigger a tax assessment 
plus a penalty and interest on the 
amount owing.

Instead of paying for single trip 
permits and PST on equipment (and 
related supplies and repairs), this 
f leet could decide to license vehicles 
under the International Registration 
Plan (IRP). Alberta would collect li-

cense fees and taxes and forward the 
proper amounts to other IRP juris-
dictions, including B.C., according to 
the proportion of distance travelled 
there. Sounds like better approach.

Permit or prorate?
Now let’s switch it around. What if 
you’re based in B.C. and operate in 
B.C. and Alberta? Should you permit 
or prorate?

That’s what an owner/operator 
asked me after seeing last month’s 
column. He’s licensed to a carrier 
with offices in both Alberta and Brit-
ish Columbia and wondered wheth-
er it would be better to keep buying 
trip permits or register his truck as 
a Multi-Jurisdictional Vehicle in B.C. 
and prorate his licensing under IRP.

His truck has a B.C. base plate for 
34,000 kg GVW ($1,751 a year) and his 
monthly trip permits to operate in 

Alberta cost $115 each, so his bill for 
plates and permits is $3,131 a year. 
He also paid $10,500 (or so) in sales 
tax when he bought his truck in 2007.

The f leet he’s registered to runs 
roughly 25% of its distance in B.C. 
and 75% in Alberta.  

Given those percentages, if he were 
to license under IRP, he’d pay $2,078 
in license fees ($1,039 to Alberta and 
$440 to B.C.) plus $600 in sales tax.

All told, he’s paying $1,053 more 
per year to use a B.C. base plate and 
trip permits. 

That’s a huge amount of money. 
Under IRP, he would also be exempt 
from paying sales tax on any parts 
and repairs he puts into his truck, in-
cluding tires. 

He doesn’t pull his own trailer, but 
if he did, he would be exempt from 
sales tax on the purchase price plus 
all parts and repairs on that as well. 
He’d also have the f lexibility to op-
erate in the 57 other IRP-member ju-
risdictions besides Alberta and B.C. 
whenever he needed to.

And another thing: this owner/op-
erator doesn’t have an IFTA decal, ei-
ther. Let’s say he buys all of his fuel in 
B.C. at 20 cents/litre fuel tax vs nine 

cents in Alberta. He isn’t getting the 
benefit of 75% Alberta fuel consump-
tion rates. That’s another chunk of 
change.

Run your own numbers
The best part about this whole story 
is that the owner/operator spoke up. 
He asked how the “permit or prorate” 
question applies to his specific busi-
ness. He had solid real-world data to 
work with.

Every f leet is different. Your deci-
sion to use trip permits or register ve-
hicles under IRP depends on a lot of 
factors. 

Start by tallying up how much 
distance your vehicles cover in each 
jurisdiction, how many days your 
equipment will spend there, how 
much you spend on permits, and 
how much sales tax you paid on your 
equipment. If you need help, ask a 
f leet tax pro.

Whether you’re based in Alberta, 
B.C., or Timbuktu, understanding ve-
hicle licensing and taxes is always 
easier when you’re working with your 
own figures. After all, it’s you paying 
the bill. 

Sandy Johnson is the founder and 
managing director at North Star Fleet 
Solutions in Calgary. The company 
provides vehicle tax and license com-
pliance services and also GPS-based 
fleet management solutions from Veri-
zon NetworkFleet. She can be reached 
at 877-860-8025 or northstarfleet.com.
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Across Down
  1
  8

9
10
11
12
14
18
20
22
23
24

  1
  2
 3
4
5
6
7

13
15
16
17
18
19
21

Trucker type (5,8)
No-____ vehicle insurance
Heavy-equipment trailers (3,4)
Chromed cab-top item (3,4)
Road-map’s city-blowup section
Ubiquitous cargo platform
Winter dash control
Exhaust-driven power booster
Semi stacks’ smoke
Oversize-rig companion vehicles
Local ____, slangy town cop
Pre-trip inspection items (4,9)

TCH exit, perhaps
Shifter knob’s N
International LoneStar styling
Conical traffic diverters
Upscale Mack Pinnacle trim
Truck mechanic’s investment
Trip-odometer button
New-truck ride, in a way (3,4)
Big-rig operator
Old-truck noises, often
Big name in rental rigs
Cargo ____, industry issue
NASCAR driver
BC-built ’22-’ 75 heavy truck

By Harry Rudolfs

I’m a big fan of alternative fuels, so I 
jumped at the chance to test drive a 
dual-fuelled tractor. My ride was to be 
2007 International 8600 model powered 
by an 11-litre Cummins ISM engine that 
had been converted to run on a 75/25% 
blend of diesel and CNG (compressed 
natural gas), respectively. It was waiting 
for me at the Woodstock, Ont. ONroute 
rest area on the 401 and I was late.

LNG (liquid natural gas) has been 
proclaimed to be the alternative fuel 
that’s going to knock diesel off its 
perch, but CNG has its proponents as 
well. I was struck by a curious juxtapo-
sition when I pulled into the rest area 
truck parking lot. While giant carriers 
like Bison and Robert have invested 
millions of dollars in decked-out LNG-
fuelled 386 Peterbilts, my ride was a 
seven-year-old Cornbinder day cab 
with half a million kilometres and a 
sagging seat that had been retrofitted 
in a local Kitchener garage. 

The 2007 International is a dem-
onstration unit provided to W.S. Bell 
Cartage by Alternative Fuels Alterna-
tive Solutions (AFAS) in partnership 
with Universal Truck Rentals, and was, 
at the time, undergoing a five-week tri-
al. The tractor was slotted into a dedi-
cated auto parts run between Kitchen-
er and Windsor, Ont., and the driver, 
George Lazenby, was waiting for me. 
The plan was for me to drive the truck 

into Kitchener and see how this CNG/
diesel handled itself at highway speeds 
and under loaded conditions.

About half the trucks I drive these 
days are automatics, but I’m always at 
home with an Eaton Fuller 10-speed, 
and happily skipped a gear or two 
coming out of the service centre. The 
truck creaked and groaned a bit (its 
odometer read 468,000 kms) but its 
410 Cummins’ horses got up to high-
way speed in no time and sailed along 
fine. A push-button indicator on the 
dash engages the CNG and four tiny 
LED bars indicate how full the tank is 
in quarterly increments. Otherwise the 
dash panel is exactly the same as any 

other 8600.
I wasn’t expecting anything dramat-

ic and Steve Baty, director of AFAS, had 
told me so. “It’s going to drive exactly 
like any other truck,” he warned.

But the real test of this blended fuel 
system is the driver George Lazenby, 
himself. This is the kind of driver you 
want to hire – old school, and guys like 
him put “class” in a Class A licence. 
With a couple of million miles under 
his belt, he doesn’t waste much time on 
small talk. At 69 years of age he’s seem-
ingly indefatigable, putting in close to 
60 hours a week, and pretty well doing 
the work of two drivers. 

“We didn’t even tell him we were 
testing CNG,” according to Baty of 
AFAS. “We started out with him run-
ning on diesel alone. We wanted him to 
drive exactly the same way as he would 
any other truck.” 

Lazenby had given up his late model 
Mack sleeper cab for five weeks while 
piloting the demonstration model. 
He also had to make a stop every trip 
in Chatham to fill up the CNG tank, 
sometimes having to wait in a line-up 
behind Chatham city buses that also 
run on CNG.  

“George was skeptical (of the CNG 
blend) at first,” says Dallas Bell, vice-
president of W.S. Bell Cartage, “but he 
seemed to get more comfortable and 
was happy to stick it out to the end.”

Cosmetically, the only visible dif-
ference from a factory 8600 is the ex-
tended CNG tank on the passenger 
side. The tank is 66 inches long, 23 
inches in diameter but fits within the 
frame. 

The tank holds the equivalent of 80 
gallons of diesel, but even so, it’s not 
enough CNG to make the whole 600-
km journey, running out after 400 kms. 
Baty suggests that another tank could 
be added behind the cab or even on 
top of it. 

Baty chose the 8600 because the 
conversion is rather simple with most 
of the piping fitting neatly on the right 
side of the engine. But he insists a con-
version can be fitted to any truck. 

“Any truck, any engine, any year,” he 
says. But unlike the expensive LNG Pe-
terbilts running up and down the 401, 
the AFAS conversion can be done for a 
fraction of the cost, less than $25,000. 
The big difference says Baty, is that “it’s 
still a diesel with a dual-fuel CNG fuel 
management system enhancement.”

Besides the cheaper cost of running 
CNG, Baty also claims to have gotten 
better mileage by fine-tuning the en-
gine to run on the CNG/diesel mix-
ture, from 5.6 miles per US gallon to 
around 10. 

The truck starts and idles on die-
sel, while CNG is gradually added as 
the rpms increase and the turbo kicks 
in, until the optimum 75/25% ratio is 
achieved. Baty thinks that that ratio 
can also be improved eventually to 
a 60/40% mixture cutting fuel costs 
further. 

When I asked Lazenby about the 
performance, he was unequivocal. “No 
difference,” he said without blinking. 
And the same goes for me. 

The CNG blend worked as well as 
any Cummins-powered Internation-
al I’d ever driven. After I’d backed the 
trailer into dock in Kitchener, Lazenby 
bobtailed us back to Bridgeport where 
W.S. Bell has its headquarters. 

Overall, the trip was relatively unre-
markable and that’s good – the blended 
fuel conversion was indistinguishable 
from full-on diesel. The bottom line is 
savings, of course. Based on George’s 
trial runs, Baty estimates that it would 
save over $16,000 in fuel in the course 
of a year, and over $20,000 if it could 
carry enough fuel for the entire round 
trip. 

Bell is generally pleased with the re-
sults. 

“Ideally we’d like to try it with a 
newer truck,” he says. 
“We’ll have to sit down 
and confer about our 
next step. With the lim-
ited number of fuelling 
spots it would have to 
be the right run and the 
right truck.”

One option is to put 
in a “slow fill” fuelling 
station where individ-
ual trucks could be fu-
elled over the eight to 
12 hours when they are 
off-duty. This can be 
done at any site with 
natural gas service. 

But like so many issues concerning 
new technologies, it is expensive to put 
in a slow fill terminal, about $12,000 
per unit. 

But on paper a dual-fuel CNG con-
version looks like an affordable option 
considering the cost of new LNG and 
CNG engines. 

Rather than a payback period of 
3.5 years for new LNG equipment, 
the AFAS dual-fuel system should 
pay for itself in 18 to 24 months, says 
Baty, based on the amount of daily 
travel and the cost of the fuel cylin-
ders chosen. 

“The fuel cylinders are the most 
expensive component of the dual fuel 
management system,” he adds.  

Could a dual-fuel solution be the answer for your aging fleet?

Driver George Lazenby says the dual-fuel system performs just like any other 
diesel-powered rig does.

‘George was 
skeptical at first, 
but he seemed 
to get more 
comfortable.’ 
Dallas Bell, W.S. Bell Cartage
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river health issues now 
receive more attention 
and are given a high -
er priority than at any 
time in the past and that 
awareness continues to 
grow. 

We tend to focus on the benefits of a 
healthy diet and regular exercise rath -
er than on a driver’s mental and emo -
tional health. 

If that space between our ears is out 
of tune, then finding the motivation to 
maintain our bodies can be difficult and 
even seem impossible at times. 

This is a Catch-22. We know that ex-
ercise and a healthy diet boost our men -
tal health but feelings of unhappiness, 
stress, and unease can make a bag of 
potato chips and soda in front of the 
TV seem like the best option to quench 
those feelings. 

It’s also much easier to talk about 
physical health than mental health. 

Our individual feelings of discomfort 
are generated by many sources, some of 
which are deeply personal and private. 

This adds to the difficulty we find in 
starting a discussion or seeking help 
when it’s needed. When you take all of 
that and add in the solitary lifestyle of 
the commercial driver, you provide fer -
tile ground for unhappiness and depres -
sion to take root.

I’ve been battling feelings of depres -
sion for the past year or two. It’s hard 
for me to say that. In my own mind I’ve 
just been calling it “unease” because it 
sounds so much better. 

Admitting to feeling depressed feels 
like you’re admitting to a deep dark 
secret or some sort of major person-
ality flaw.

In fact though, it is only when you face 
up to that depression and talk about it 
that you come to understand where it is 
coming from. 

For me, depression is rooted in burn-
out and fatigue. I think that many pro -
fessional drivers suffer from burnout and 
fatigue for varying periods of time. We 
just call it “the blues.”

I’m not going to play the role of an 
armchair psychiatrist here. I don’t pos -
sess the qualifications nor the training to 
offer sound mental health advice. 

 I can, however, present one driver’s 
perspective on what I believe are some 
of the pervasive practices and cultural 
norms within the trucking industry that 
lead to burnout, stress, and depression. 

The 60-70 hour work week
This is so obvious we don’t recognize it 
as a major problem. We compound the 
problem as drivers by pushing ineffi -
ciencies like dock delays into our “off-
duty” time. This has become an accept -
ed practice within the industry.

Our classification
We are classed as unskilled workers 
but held to account for our actions 
like highly skilled, well trained 
professionals. This is a paradox and leads 
to a good deal of anxiety, especially for 
new and novice drivers. Initial training 
and accreditation is pathetic in compari -

son to the high level of enforcement and 
accountability drivers face from a mul -
titude of enforcement agencies as well 
as internal industry policies and audits.

Salary and compensation
It’s shrinking year by year as responsibil -
ity and accountability increases. Drivers 

have no option but to stay on the road 
longer adding to burnout and fatigue.

Mergers and acquisitions
Nothing adds to your stress level like not 
knowing if you’re going to have a job next 
week. If you do will you go from being a 
person to a number? Will you be expect -
ed to give up some of your compensa-
tion and benefits gained through hard 
work, dedication, and experience for the 
shareholder that just funded the buyout?

Technology and big data
This should be making our jobs easier 
and more enjoyable but it’s not. It seems 
to be the basis for greater “safety through 
enforcement” which simply pisses driv -
ers off rather engaging them in a safety 
culture. 

I may be over the top with that 
statement. I enjoy the technologi -
cal advances on many fronts but the 
enforcement culture is killing the 

benefits.

Hours-of-service
All that can be said here is that if you 
want to burn people out as quickly as 
you possibly can, simply force them to 
rest when they don’t need to and make 
them work when they are ready to rest.

These are just some of the issues I think 
we all face as commercial drivers when 
it comes to dealing with burnout, fa -
tigue, and depression.  The bottom line 
for me is always the issue of time. Having 
enough of it available to care for myself 
and for my immediate family is a chal -
lenge to say the least. Maybe you’re feel-
ing the same way. 

Al Goodhall has been a professional 
long-haul driver since 1998. He shares 
his experiences via his ‘Over the Road’ 
blog at http://truckingacrosscanada.
blogspot.com. 

Coming to terms
with depression

Al Goodhall

Over the 
Road
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FAMILY-OWNED,
  FAMILY-DRIVEN

     Canada’s multi-generational 
  trucking companies keep on trucking

S P O N S O R E D  A R T I C L E

BY HARRY RUDOLFS

Multi-generational transport companies represent the backbone of the 
Canadian trucking industry. While sprawling international and cor -
porate conglomerates continue to acquire domestic motor carriers, 

the family-owned trucking company remains a sustainable and thriving 21 st 
century business model. “I have a board meeting every morning when I’m 
shaving and looking in the mirror,” George Tackaberry once told me, and 
Tackaberry’s “the buck stops here” attitude is shared by many family-owned 
trucking concerns.

For this feature we chose trucking companies whose ownership goes back 
three generations or more and there are many of these. Limited space allows 
us to profile only a few, so unfortunately we’ve had to leave out important pio -
neer families like Paddock, Verspeeten, Meyers and Robert – names associated 
with the best aspects of the industry. And there are probably dozens of others.

A company’s historical roots are part of a package that includes integri -
ty, longevity, and impeccable service expectations. So important that when  

Leslie MacKinnon discovered that his ancestors in Scotland had dropped the 
“a” from their name centuries ago, he went through considerable expense to 
have the family name, business, signage and operating authorities changed to 
the correct spelling of MacKinnon, sometime in the 1960s. 

But the concept of family goes far beyond genetics. New hires are welcomed 
into an extended clan that may include generations of employees who share 
great loyalty and affection for the family business. Conversely all the CEOs 
interviewed in this feature drove truck at one time or other and learned about 
trucking from ground up.

So how do we explain the success of the family trucking business in this era 
of mega-mergers, consolidations and leveraged buyouts? Certainly the compa -
nies profiled are doing something right, and it’s not just finding the right niche 
or specialization. Deep down these are hardworking family truckers who truly 
love the business; trucking is in the soul and bones of these people. They’ve 
been trucking for a long time and they’re very good at it.

Armour Transportation Systems 
MacKinnon 
Transport Inc.
MacKinnon Transport Inc. is a premier 
flat deck logistics carrier with a rich cor -
porate and family history that extends 
over more than eight decades. The story 
begins in 1929 in Caledon, Ont., when 
the founder Leslie MacKinnon pur -
chased a 1928 Chevrolet straight truck. 
He started out hauling livestock to the 
Toronto Stockyards for local area farm -
ers and returned with back hauls of coal, 
fertilizer and farm supplies. Leslie’s ex -
penses in those days amounted to $2.00 
per day which paid for the fuel and his 
meals on the road.

Leslie’s son Bill had been driving 
truck since he was 15. He joined the 
family business in 1943 after graduating 
Grade 8 and getting his driver’s licence. 
A second truck was added and the busi -
ness began growing rapidly. Within a few 
years, MacKinnon Transport was servic -
ing 125 customers with strong business 
relationships based on firm handshakes. 

In 1946, the company landed some 
work with Armco Canada, located in 
Guelph, Ont. Armco’s products includ -
ed large culverts that had to be delivered 
to new roads in isolated areas. The over -
size culverts required special attention 
and MacKinnon Transport’s expertise 
in hauling deck loads was the basis for a 
flourishing relationship with the manu -
facturer. Armco quickly became MacK -
innon’s biggest customer and more trucks 
and drivers were added to handle the ad -
ditional work load. 

Like other family-run trucking 
companies, the MacKinnons used 
their farmhouse as a base un -
til the mid-50s and the kitch -
en doubled as the compa-
ny office. Bacon and eggs 
were served to the driv -
ers on Saturday morn -
ings. Each driver ex-
plained the work 
they had done that 
week and Les-
lie would pay 
the drivers in 
cash. 

Les and 
Bill purchased 
their  f i rs t  termi-

Today Armour Transportation 
Systems based in Moncton, New 
Brunswick, is one of the leading 
logistics and transportation spe -
cialists in Canada with over 4,000 
pieces of equipment, 26 terminal net -
works and 1,900 employees. But the 
story begins in the early 1930’s in 
the sleepy hamlet of Taylor Village, 
a small farming community near 
Moncton, where the founder Gor -
don Armour started hauling hay and 
gravel to points around New Bruns -
wick and Nova Scotia.

Gordon supplemented the out-
bound loads by soliciting return 
loads of chocolate and soap from 
points as far away as St. Stephen 
and apples from the Annapolis Val -
ley. In the 1950s he added general 
freight and Christmas trees bound 
for the US to his company’s reper-
toire. The trucking business was now 
called GM Armour & Son Ltd and 

had operating authorities 
for most points in New 
Brunswick. 

Present-day CEO and 
president Wes Armour 
fondly recalled those 
days in his wife Patri -
cia’s book Beside The 
Chestnut Tree – Memo-
ries of Gordon and Iris 
Armour. “Although they 
didn’t have titles my fa-
ther would have been 
owner, manager, me -
chanic, sales manager, traffic man -
ager, truck driver and president. 
My mother was office manager, ac -
countant, accounts manager, payroll 
clerk, IT manager, receptionist and 
mother of my four sisters and my-
self.  Our home telephone was the 
business phone and our living room 
was the office with its 1 piece of 
office furniture, a large oak roll-

top desk.”
Wes, himself, 

s t a r t ed  d r iv ing  
truck when he was 
12, learning the 
business from the 
inside out. “Some 
of my favourite times 
in my youth were the 
days and nights I ac -
companied my father 
on trips, got to shift 
the stick shift for him 
and slept on a cot in 
the box of the truck.”

Business began to 
pick up significant -
ly in 1954 when 
Gordon bought a 
3 ton truck with a 
freight box from 
Kraft Foods and 
began to haul 
Kraft products. 
“This was the 
beginning of a 
general freight 
business in a 

more official sense,” says Wes. Two 
other big accounts were also add -
ed soon after that included Rob -
in Hood and Maritime Beverages 
(now known as the Pepsi Bottling 
Group). “We are proud to say that 
all these accounts are still major ac -
counts with us today – and grow -
ing,” he adds.

Wes joined the company in 1966 
and within a year was responsible for 
day-to-day operations. The increase 
in business volume forced the firm to 
relocate several times until the head 
office settled in its present location 
in the Moncton Industrial Park.

Armour Transportation Systems is 
now in its third generation of lead -
ership succession. Victoria Armour, 
Wes’ youngest daughter, joined the 
group this year as director of com -
munications and market develop -
ment, and her brother Ralston holds 
several executive positions oversee-
ing the operation of Armour’s cou -
rier and logistics divisions.

Armour is poised for more future 
growth drawing on its rich history 
and loyal and dedicated employee 
and customer base. Wes Armour 
summarizes: “Our family ties and 
history are very important to our 
business and our customers. The fact 
that we are now a third generation 
family-owned and operated busi -
ness sends an important signal to our 
customers that we have a long-term 
vision for our company.” 

FAMILY-OWNED,
  FAMILY-DRIVEN

anada’s multi-generational 
  trucking companies keep on trucking

S P O N S O R E D  A R T I C L E

Leslie MacKinnon discovered that his ancestors in Scotland had dropped the 

Wes Armour with father, 

Gordon Armour

Victoria, Wes, Patricia, Alisha, Ralston
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The Mackie story begins on a farm on Harmony 
Road in Oshawa, Ont., with Ross Mackie’s grand-
father Charlie who bought the family’s first truck in 
1928. “My grandpa was a bit of a drover,” explains 
Ross. “And he wanted to take his cattle and produce 
to market himself.”

Trucking was in the family genes from that time for-
ward. Ross recalls playing around with farm trucks 
at about 12 years of age. “I was too small to reach the 
pedals and one time I must have popped the clutch 
and sent half a load of tomatoes rolling on these la-
dies who were doing the picking. I took off running 
with my dad right behind me. Another time I got one 
of the trucks stuck in a field and my mother used her 
baby bonus money to call a tow truck so I wouldn’t get 
whipped when my dad got home.”

At first, Merle and Amanda Marie ran the family 
business out of Charlie’s farm, and later moved to a 
building in Oshawa where Ross and his younger sister 
Marilyn lived, above the truck yard. “We struggled in 
those days.” Ross remembers. “During the war my dad 
had some trucks on with a munitions plant in Ajax, but 
there wasn’t a lot of money.”

In 1951, at the tender age of 16, Ross made his first 
trip for the family business to Whitehorse, Yukon, 
and even managed to find a back load to Edmon-
ton. A year later, Mackie the Mover became one of 
the founding Canadian agents for North American 
Van Lines, and so began a long association with the 
moving business.

Mackie Automotive was born in 1984 after General 
Motors Oshawa asked Ross to do some value-added 
work to the fascia of the Chevy Lumina. This even-

tually grew into 16 plants around the world servicing 
GM and PACCAR. Mackie Automotive has long-since 
been sold off and the name has been changed, but the 
initiative spurred the Mackies in even more directions. 

“We’re very diverse now,” says Ross. Mackie Moving 
Systems now has many divisions including electronics, 
high-value shipments, car hauling, and a trade show 
division, not to mention the Harley Davidson dealer-
ship across the road.

With Ross’ four sons, Norm, Paul, Dean, Scott, and 
a whole satchel of grandkids now involved in various 
aspects of the business, Mackie Moving Systems goes 
back five generations from the time Charlie Mack-
ie brought home his first truck. But Ross considers 
the employees to be the heart of the company. “They 
are our biggest asset. And I can honestly say that my  
sister Marilyn and I look forward to coming to work 
every day. It hasn’t always been easy, but it’s been one 
hell of a ride.” 

nal in Guelph in 1959, closer to their main  
customer Armco. Grandson Evan, the pres-
ent-day CEO and president joined the com-
pany in 1970. MacKinnon’s state-of-the-art 
terminal in Guelph was acquired in 1989, al-
most 60 years to the day after Leslie bought 
his first truck. 

In the mid-1990s Evan’s children began en-
tering the family business while Bill was still 
active. Today Evan’s son Alex has a senior 
management role as the company prepares 
its succession plan for the fourth generation’s 
leadership. 

According to Evan, the founder’s commu-
nity roots and entrepreneurial spirit were a 
natural fit for the family-run trucking enter-
prise that continues to this day. “This is the 
same entrepreneurial spirit and pas-
sion for trucking, along with the com-
mitment to both business and family 
that has been handed down through 
the MacKinnon generations. We believe 
that no job is beneath the abilities of a 
family member, and take pride in know-
ing that we wouldn’t ask an employee 

to do any job we wouldn’t do  
ourselves.”

McKevitt Trucking 
John McKevitt started trucking behind 
a team of horses when he was just a 
kid in Schreiber, Ont. A young man 
could make some good money during 
the war years and John got some work 
delivering bread in town with a cart 
and horse, and helping the baker haul 
wood out of the bush with his team of 
Belgians. The transition to trucks came 
a few years later when he was 15 and 
started driving for local gravel hauler. 
In those days they loaded the gravel by 
hand with a shovel.

John jumped at the opportunity to 
acquire his first truck – a 1946 Chevy 
2 ton straight truck –”It seemed like the 
way to go,” he says. The year was 1948 
and he paid $1,800 for the truck. Eight 
hundred dollars came from his savings, 
and his dad, a CPR worker, lent him 
the other $1,000.

In the 1950s, John relocated his busi-
ness to Port Arthur (now Thunder 
Bay) and began supplying trucks for 

Northern Wood Preservers, 
a business relationship that 
was to last for 50 years. The 
expansion in business re-
quired John to buy more 
trucks and put more driv-
ers to work. By 1951 he 
had four trucks and in 1954 he start-
ed hauling lumber into the States.

McKevitt Trucking Ltd. incorpo-
rated in 1961 and a terminal was add-
ed in Sault Ste. Marie (and eventually 
Sudbury and Mississauga). About the 
same time, McKevitt started hauling 
steel out of the Soo. This necessitat-
ed the purchase of a Metro Class C  
license for $125,000 and a Toronto ter-
minal in order to get backloads. “With 
each additional segment of work we’d 
have to go out and find more work. 
Some of the work was seasonal so 
we’d go looking for something else 
that would fill in the gaps,” says John.

The family connection in the  

McKevitt clan has al-
ways been strong. Although the 
company had long-since moved 
into modern facilities in Thunder Bay, 
the administrative office remained at 
the family home up until the mid-
1990s, with John’s wife Shirley han-
dling much of the billing and office 
duties. 

These days, at 82 years of age, 
John remains president of the cor-
poration and shows up for work every 
day. His son John Jr. is vice-president 
and looks after the overall business 
in Thunder Bay, while grandson  
Michael manages the Mississauga 
terminal. 

Today McKevitt Trucking has about 
150 trucks, both company and own-
er operator, and remains  among the 
largest players on the Thunder Bay to 
Toronto corridor, as well as providing 
service to points throughout most of 
North America. But all the decisions 
are still a family affair.

“Most of our customers appreciate 
that we are a reliable, family-oriented 
company with a long history,” he adds. 
“Although my grandson Michael isn’t 
married we hope to keep going as a 
family business for a long time yet.”

Mackie Moving Systems 
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e don’t need to look 
too hard to find 
someone whose 
ability to earn a liv-
ing has been tem-
porarily suspended 
by a faulty sensor. 

Trucks, it seems, are regularly hum-
bled by even the most innocuous parts, 
sometimes not even directly related to 
the operation of the vehicle. It’s the price 
we pay for near-zero emissions engines. 

But is it a fair price? Is all that technol-
ogy really helping, or is it driving some 
truckers underground in search of so-

lutions?
We know there’s a thriving business 

in removing emissions hardware from 
recent-model trucks because of the cost 
and poor reliability of that technology. 
The constant breakdowns, missed earn-
ing opportunities, and poor fuel econo-
my have hit some especially hard. More 

than a few have been driven right out of 
the industry by repeated failures and the 
lack of a proper repair solution. Putting 
the same bedeviled parts back on is beg-
ging for a repeat of the previous problem.

While I don’t condone the “thwart the 
emissions system” approach, I’m entirely 
sympathetic to drivers desperately seek-
ing solutions to very real problems.  The 
problems affect fleets too. They have 
trucks regularly sidelined by failed bits 
of hardware, but having more than one 
truck at their disposal puts them in a 
better position than the lowly owner/
operator. It works the same way when it 
comes to getting dealers to address the 
problem. Fearful of losing a fleet sale, 
the dealers are apt to get big fleet cus-
tomers up and running long before a sin-
gle truck buyer. It doesn’t seem fair, but 
that’s just the way it is.

When I hear regulators and truck 
manufacturers talking about mandat-
ing even more technology for trucks 

like electronic logs, or collision avoid-
ance and stability control systems, I, like 
many others, get a bit nervous. How ex-
cited should we be about the prospect of 
some new sensor throwing an obscure 
fault code that the engine perceives as 
a threat, thus leaving the truck de-rated 
and stranded at roadside?  

Along with the reliability issues comes 
the cost of this technology. It has contrib-
uted to a dramatic increase in the price 
of new trucks. One of our members re-
cently bought a nice new on-highway 
truck and paid more than $165,000 for 
it. When you’re toting a note like that, 
you can’t afford downtime.

From 2004 and onward, every new 
model-year has been more expensive 
than the previous version, largely be-
cause of the ‘advances’ in technology 
and mandates of one sort or another 
– from the Environmental Protection 
Agency’s particulate matter and NOx re-
duction requirements in 2004, 2007 and 
2010, to the on-board diagnostic (OBD) 
mandate in 2013, the fuel efficiency reg-
ulations in 2014 – and so on. 

But we’re not done yet. There are more 
rules coming from the EPA and the US 
National Highway Traffic Safety Admin-
istration, which Canadian regulators 
will adopt too, pretty well at face value. 

Have these mandates made our jobs 
any easier or safer, or our companies 
more profitable? That’s a dubious prop-
osition, but some will argue that they 
have. Unfortunately, I think this piling-
on of one mandate after another, tech-
nology upon technology, has made more 
than a few of us leery of anything asso-
ciated with the T-word.

The word technology, when used as a 
noun to describe a product or device, has 
become pervasive. For example, when 
we are talking about fuel-saving tech-
nologies, is an APU a technology? How 
about a trailer side skirt? Tire pressure 
monitoring systems? Automated trans-
missions or downspeeding?

Technology of that sort can help im-
prove fuel economy and cut costs. Then 
there’s time-saving technology and a ton 
of other productivity software available 
for smartphones that drivers are em-
bracing wholeheartedly. 

Those technologies are supposed to 
work for us, but when an app fails to de-
liver, we simply delete it and eat the 99 
cents. Too bad we can’t do the same with 
engine technology. 

To be fair to the truck and engine 
people, advancing technology has im-
proved fuel economy and that in itself 
saves money. Personally, I’d be prepared 
to give up half a mile per gallon for some 
assurance that a bad sensor or bogus fault 
code wouldn’t leave me stranded.

Looking ahead to vehicle-to-vehi-
cle communication that’s supposed 
to prevent collisions, and driverless 
trucks, I’m afraid that the current suc-
cess rates with various forms of on-
board technology do not inspire a lot of 
confidence in such advanced systems. 

 At the end of the day, it all comes 
down to the sensors and connectors. Un-
til they come up with the technology to 
build a bullet-proof sensor, I’m staying 
on the sidelines. 

I’m not yet prepared to trust my life 
to a 39-cent part fabricated by the low-
est bidder. 

Joanne Ritchie is executive director of 
OBAC. Trouble connecting with tech-
nology? E-mail her at jritchie@obac.ca 
or call toll free 888-794-9990.

Technology: 
Scourge or saviour?

Joanne Ritchie

Voice 
of the O/OW
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t’s all downhill from now on; 
I’ve had the best time of year 
for fuel mileage, nice sunny 
days, light winds and sum-
mer blend fuels. From now 
on I can expect to see my 
numbers drop significantly. 

They say that winter weather and 
fuels can bring a drop of up to two 
miles per gallon, so that’s what I’ve got 
to look forward to. Although with the 
numbers I’ve been getting, that will 
still see me hovering around the 8 mpg 
(imperial) mark, which is just a distant 
dream for some trucks in ideal condi-
tions, so it isn’t all bad.

Except that I’m going to be lucky to 
get anywhere near 8 mpg and it isn’t 
only weather and fuel blends that will 
see my figures plummet, I’m about to 
start another new chapter in my truck-
ing life. An opportunity has presented 
itself and I intend to take full advan-
tage of it.

On the surface it seems as though it 
would be every owner/operator’s worst 
nightmare; I’m going to be down on 
miles, my mpg is going to take a huge 
hit, the loads are heavier and there is a 
lot of extra work involved, not just picks 
and drops in a city environment, but 
it also requires actual physical labour 
from me and I did not become a truck 
driver to work up a sweat, believe me!

The one plus factor in the equation 
is really the only thing that matters, 
my revenue and more importantly, my 
profits will rise significantly and that is 
the most important thing for any own-
er/operator. 

My whole perspective has changed 
since I took the plunge into truck own-
ership again. I was lucky enough to 
have many years of truck ownership 
back in England to help me make the 
right decisions this time around. Many 
of those decisions have been made 
from learning from mistakes I made 
in the past and the biggest mistake any 
owner/operator can make is to think 
like a truck driver.

If I made my business decisions 
whilst wearing my truck driver’s hat 
I would be driving a custom large car 
down the road at the speed limit, my 
destinations would likely be similar to 
those I used to run before buying the 
truck, like Florida, California and NYC 
for example. 

Getting laid over down on either 
coast wouldn’t bother me too much 
(obviously I’d be getting layover pay) 
especially as winter is approaching, 
a day or two at the beach and a spot 
of polishing wouldn’t be a bad way to 
spend some time. 

This is in direct contrast to what I do 
now. I have an aerodynamic truck al-
most completely devoid of any bling, 
in fact the only aftermarket stuff I’ve 
fitted has been practical things like a 
moose bumper and extra lights so the 
bumper can just be a plain old bumper, 
rather than an actual moose bumper.

I stay north of the border too as I be-
lieve it is more productive. Seventy in 
seven, 13 hours driving and being able 
to reset my book whenever I want al-

lows me to get more done in less time, 
so I get my miles and also get time 
at home with the family. Although I 
do question this logic on a daily ba-
sis from mid-November through to 
the end of March, especially when 
one of my so-called friends calls me 
from Florida when I’m approaching 

the dreaded flashing amber lights at 
a chain-up area.

Now I don’t just make those deci-
sions on a whim, those decisions are 
made for me as it happens, my person-
al views don’t come into the equation, 
but an equation is all it is really. If the 
numbers (profits) add up to more, then 
my decision is made. I based the deci-
sion on which truck to buy, which car-
rier to lease on with and where I want-
ed to run all on that simple question: 
which is going to earn me the most 
money? 

My staying north of the border came 
about by accident, really. First I want-
ed to quit smoking, so I went on a pre-
scription medication that was allowed 
up here, but forbidden in the land of 
the free (go figure)! 

It never worked anyway, but during 
the time I was on it, I was dispatched to 
run Canada only and I found my wage 
packet got bigger and I saw my home 

a lot more. If it worked as a company 
driver, it was bound to work as an own-
er/operator too. Right now there is an-
other factor. 

I’m in the process of applying for cit-
izenship in my adopted country and 
part of the criteria is that I am in the 
country for a specified time period, 
which is three years.

My new deal is going to help me 
achieve that too as once again, I will 
not be allowed in the land of the free. 
In fact there are quite a lot of places 
I will not be able to go from now on, 
my 41-metre long, nine axle, 63,500-
kg wiggle wagon will make sure of 
that. 

A fourth generation trucker and truck-
ing journalist, Mark Lee uses his 25 
years of transcontinental trucking in 
Europe, Asia, North Africa and now 
North America to provide an alterna-
tive view of life on the road.

Why I decided to 
run Canada only

Mark Lee

You say tomato 
I say tomahto

opinion
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By James Menzies  

LANGLEY, B.C. – The B.C. Trucking As-
sociation held a free Webinar recently, to 
explain how changes to the Temporary 
Foreign Worker Program (TFWP) will 
affect the province’s carriers. The We-
binar also looked at the B.C. Provincial 
Nominee Program (PNP), another meth-
od carriers can use to fast track the per-
manent residency of eligible long-haul 
truck drivers.

Michael Patterson of Pro-Hire Solu-
tions tackled the TFWP changes – and 
there were many to discuss. The pro-
gram has come under fire in recent 
months because of alleged abuse. 

One of the biggest changes is the for-
merly required Labour Market Opinion 
(LMO) has been replaced with a Labour 
Market Impact Assessment (LMIA). The 
LMO took into account only the prevail-
ing wage rate, however the LMIA also 
considers the provincial wage rate.

The number of temporary foreign 
workers a company can hire is capped 
unless they pay more than the prevail-
ing and provincial wage rates. The pro-
vincial wage rate in Alberta is $24.23 per 
hour and in B.C. it’s $21.69. The prevail-
ing wage rate in B.C. is $23 per hour and 
in Alberta it ranges from $25/hour in 
Edmonton to $22 in Calgary. Employ-
ers must pay more than both the provin-
cial wage and the prevailing wage if they 
want to avoid the cap, which limits the 
number of TFWs they can employ. (The 

cap aims to limit the percentage of work-
ers employed under the TFWP to 10% by 
2016). All provinces other than B.C. and 
Alberta are considered to pay truckers a 
low wage and so employers there will be 
subjected to the cap.

Another big change to the TFWP in-
volves the cost, which has increased 
360% to $1,000 per applicant, even of the 
application is rejected. Drivers who are 
being paid wages that exceed the provin-
cial and prevailing rates can stay in Can-
ada for two years under the program, but 
low-wage earners can stay for only one 
year. For high-wage earners, employers 
will have to complete an 11-page transi-
tion plan, which demonstrates the steps 
taken by a company to assist their TFWs 
in becoming permanent residents. The 
LMIA is also 11 pages in length, meaning 
some applicants must submit 22 pages 
of paperwork for each TFW.

“The transition plan is not as onerous 
as they make it out to be,” Patterson said. 
“It’s actually things good employers are 
already doing.”

However, those transition plans will 
be subject to audits and carriers will 
have to prove they’ve followed through 
on everything they outlined in the plan.

“You will be audited on the promises 
you made in the transition plans,” Pat-
terson warned, noting auditors will want 
to see how many TFWs were successful-
ly transitioned to permanent residents. 

TFWP auditors will also be looking 
for proof employers have advertised the 
positions through appropriate channels 

within Canada. Employers will have to 
show proof of their targeted recruitment 
advertising, including the number of 
Canadians who applied and why they 
weren’t hired.

Canadian applicants from out of prov-
ince will have to be extended the same 
courtesies as temporary foreign workers, 
Patterson warned. For example, if a Nova 
Scotia resident applies for a driving job 
in Alberta, the carrier must assist with 
housing and/or relocation costs if they 
offer such benefits to temporary foreign 
workers. Ignoring Canadian applicants 
from out of province could get a carrier 
in trouble under the program; auditors 
will want to see proof you’ve followed up 
with these applicants and didn’t chuck 
their applications into the trash bin just 
because they lived in another province.

“They expect you to have on-hand re-
sumes and you need to provide proof you 
did reach out to these people,” Patterson 
explained.

On-site audits can be conducted with 
as little as 48 hours’ notice, and all doc-
umentation must be ready for scrutiny.

And once temporary foreign workers 
have been brought in, auditors will also 
be looking to ensure they’re not given 
preferential treatment over Canadian 
drivers. For example, if layoffs are nec-
essary, Canadian drivers shouldn’t be 
the first to go.

“If there is certain work that is avail-
able within your business and it pays 
more or has added benefits, you must 
have a policy as to how that work is doled 

out,” Patterson advised. “If Canadians 
are disenfranchised because you are 
giving more or better paid work to tem-
porary foreign workers, those things 
will be looked at. They’re looking also 
at how you are treating Canadians in 
your workplace. If there’s a shortage of 
hours, who gets them first? If there’s a 
layoff situation, who do you lay off first? 
If you keep the temporary foreign work-
ers and lay off the Canadians, you’re go-
ing to have a problem with your audit.”

Another pitfall to avoid is the payment 
of cash advances to TFWs to help them 
get settled, without a written deduction 
agreement in place. 

Without a deduction agreement, car-
riers may have to pay back the money 
they later deducted from the TFW’s pay-
cheque.

About one in four employers using 
temporary foreign workers can expect 
to be audited. Documents must be kept 
for at least six years. David Chow of B.C.’s 
Ministry of Jobs, Tourism and Skills 
Training, spoke of the B.C. PNP, anoth-
er option for carriers looking to find long-
haul truck drivers. This program is in-
tended for foreign drivers already in the 
province on a work permit, who’d like to 
become permanent residents. 

The employer and the driver jointly 
file an application and if eligible, the 
driver may then be able to fast-track – 
with the helpf of the federal government 
– their permanent residency status. The 
program applies only to long-haul truck 
drivers; local drivers need not apply. 

Changes to Temporary Foreign Worker Program explained
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Hiring Owner Operators and Company Drivers
Canada and U.S. 

1-877-533-2835 
ext 3
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For more information  
please contact us at:

Favel Transportation is currently hiring for all Divisions

HOpper
Owner Operator pay package is

74% of gross revenue
Company drivers have the  
opportunity to make up to 

.51 cents per mile

LivestOck
Owner Operator pay package is 

2.70/loaded mile and  
1.45/empty mile on a Tri Axle

Company drivers have the  
opportunity to make up to 

.66 cents per mile.
Must be able to go to the USA.
Safety and mileage bonuses.
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ew things predict future 
losses better than past 
performance. Citations 
for aggressive driving, 
tailgating or speeding 
often emerge before col-
lisions. Close calls on a 

loading dock eventually lead to work-
place injuries. A spike in customer 
complaints? That inevitably precedes 
lost business opportunities.  But there 
is one thing that will always be better 
than predicting a future loss – a strat-
egy to prevent the underlying incident 
in the first place.

The related countermeasures can 
come in several forms, including such 
things as tightened hiring practices, 
refocused training and orientation 
programs, refined yard procedures, 
or upgraded equipment. Making the 
best choice, however, involves look-
ing for a root cause to answer exactly 
why unwanted incidents occur, and 
this means exploring the related ques-
tions of who, what, when and where.

Who was involved?
The question of who was involved in an 
incident involves collecting more than 
a name alone. Was the person at the 
wheel a company driver, owner/oper-
ator, or someone contracted through 
a driving service? Each introduces a 
unique dynamic when it comes to the 
way someone is introduced to a fleet 
and informed about company policies 
and procedures.

Even the date a driver was hired can 
help to identify a root cause. Did they 
join a fleet before hiring standards 
were tightened?

Drivers are certainly more likely to 
face a crash in their first year work-
ing at a particular fleet, regardless of 
their overall experience, because they 
are less familiar with equipment, cus-
tomer expectations and related routes 
alike. 

What was involved?
As important as the focus on the per-
son at the wheel will always be, equip-
ment plays a role of its own. 

Cargo damage, for example, has 
been traced to everything from sus-
pension systems to the choice of ma-
terial handling equipment. Other 
contributing factors can include ev-
erything from the number of load se-
curement devices to predetermined 
reefer temperatures.

An increase in backing collisions, 
meanwhile, might be traced to specific 
fleet vehicles which lack tools such as 
fender mirrors.

Exactly where did the
incident occur?
A thorough focus on where an incident 
occurs looks beyond a street address 
and explores the nature of a location. 
For example, did a collision happen 
at a job site, on a city street, in a truck 
stop, or on the highway? 

An unusually high number of back-
ing accidents in a specific customer 
yard could also identify a tight layout. 

When did this happen?
Questions about the time of day in-
evitably lead to fatigue-related dis-
cussions about the number of hours 
a driver was on duty, the time that 
has passed since a reset, and wheth-
er an incident happened at the end of 
a driving cycle. But there are also oth-

er contributing environmental factors 
to consider, such as the bad weath-
er which obscures visibility, or slick 
road surfaces which affect stopping 
distances.

The ultimate question of why
Each answer brings a fleet manager 
closer to understanding exactly why 
an incident occurred. And the emerg-
ing countermeasures are not always 
as obvious as they initially appeared.

A driver cited for speeding through a 
customer’s yard may have been scram-
bling because of an overly aggressive 
delivery schedule. In a case like this, 
the best solution involves dispatchers 
and customers as well as any training 
in defensive driving. 

Managers who look beyond any sin-
gle incident – to consider its place in 
broader trends – will also better iden-
tify the need to refine policies and 
procedures, see how to enhance on-

boarding programs to prepare new 
drivers for future challenges, or even 
introduce the equipment choices 
which deliver a measureable return 
on investment.

The questions never actually end. 
But those who ask all the right ques-
tions will always be equipped to 
make the decisions which lead to 
lasting improvements.

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

Asking all the
right questions

Kevin Cole

Ask the 
Expert

safety

OWNER OPERATORS

YOU CHOOSE!
Dedicated  USA Runs

USA Short Runs
Single / Team

Insurance =
Plates =
Tolls =

Start up Costs

APPLY NOW AND START YOUR SUCCESS

www.transx.com     1.877.787.2679

G R O U P  O F  C O M P A N I E S
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over the past couple years, Jackson said 
those sales have mostly been driven 
by large fleets and leasing companies, 
which aren’t the target market for the 
5700.

“Now it’s time for those smaller com-
panies, the owner/operators, those that 
need a badge and image type purchase 
as well as the ability to make money, 
those are the guys stepping up and get-
ting back in the game after being on 
the sidelines for a while,” Jackson said.

Ann Demitruk, director of market-
ing for Western Star, said the 5700 is 
aimed not at the large fleets and leas-
ing companies, or those customers 
concerned mostly with acquisition 
cost, but at the owner/operators and 
small- to medium-sized fleets look-
ing to differentiate themselves. But of 
course the large fleets won’t be turned 
away, and Demitruk said the 5700 
makes a great reward truck for those 
larger trucking companies who want 
to give their top-performing drivers 
something special to drive.

As well, Demitruk said Western Star 
will be looking to get the 5700 into 
fleets that operate primarily Freight-
liner trucks with Detroit powertrains, 
where it could potentially displace the 
secondary brand within the fleet.

 
About the truck
The 5700 features the same steel cab 
used on its existing models, but it’s 
surprisingly lightweight. The day cab 
weighs just 15,300 lbs without fuel, and 
a 5700 with a 72-inch sleeper weighs 
just 17,500 lbs – and that’s with disc 
brakes. Don Vena, senior designer of 
the 5700, said there was no temptation 
to slap a Western Star badge on the front 
of a repurposed Cascadia, despite that 
model’s sales success.

“First and foremost, we wanted to 
maintain the iconic look of this vehi-
cle,” he said. “Western Star has always 
been unique and we never wanted to 
deviate from that in any way, shape or 
form.”

Certain signatures from Western 
Star’s past were retained, including the 
rectangular headlights and the ‘mo-
hawk’-style raised section that runs 
down the middle of the hood. This 
characteristic was actually extended 
down the centre of the grille, giving 
the 5700 an even bolder look.

 “We still have that signature bump, 
but now it’s on the face of the truck,” 
Vena explained.

And while Western Star keeps its 
rectangular headlights, their perfor-
mance has been improved by moving 
to a projector beam design. They look 
sharper too, thanks to an LED outline 
around the top and outer edges.

The grille features vertical stainless 
steel bars, which gives it a recognizable 
face. An aggressive bumper with end 
caps on both sides gives the truck im-
proved aerodynamics. The end caps on 
the bumper were among the most con-
troversial design elements but Vena 
said they were absolutely necessary to 
divert air away from the wheels. They 
were styled in such a way to add to the 
design rather than to detract from it; 
engineers refer to these sections as 
‘fangs.’

Western Stars have always had a 
steep windshield, which posed some 
design challenges, however this was 

retained and a combination of a kick 
panel on the hood, just before the 
windshield, and a drag-neutral sun 
visor improve the way air flows over 
top the vehicle.

The 5700XE is “comparable” in fuel 
economy to the Freightliner Casca-
dia Evolution, Jackson said, without 
sharing any hard numbers. It’s fuel-
efficient enough to fit within the EPA’s 
bin of the industry’s most fuel-efficient 
Class 8 vehicles under its greenhouse 
gas emissions program.

 
Detroit integration
The 5700XE is a truck that Western Star 
could not have made without its belong-
ing to the Daimler family. Even the re-
designed steering wheel, with controls 
placed at the driver’s fingertips, seems 
to borrow from the European Mercedes 

Actros. However, it’s still pure Western 
Star, with a faux wood finish inside and 
a panel in front of the passenger seat, 
which provides easy access to fuses, 
making the truck easy to service.

The new model can be had with 
the DD13, DD15 or DD16 engines – no 
Cummins power will be offered – and 
as far as transmissions go, you can get 

By James Menzies

LAS VEGAS, Nev. – The only thing more exhilarating than 
the view of the Nevada desert over the hood of my Western 
Star 5700, was the view of another Western Star 5700 in my 
West Coast mirrors.

This is a truck that when seen from the exterior will steal 
your attention for more than a moment. And yet it’s also a truck 
you can feel good about owning and operating, because it’s a 
Western Star that can finally compete with other aerodynamic 
models in terms of fuel efficiency. Still, Western Star design-
ers stayed true to the brand’s heritage by creating a truck that 
looks nothing like the others that comprise this segment.

If you were to trace the outline of the various fuel-efficient 
models on the market today and leave the insides blank, it 
would take a discerning eye to differentiate them. The same 
cannot be said of the 5700XE, which somehow manages to es-
chew the rounded, jelly bean-styled design of other leading 
models while attaining fuel economy that the EPA considers 
good enough to place within the same bin as the others un-
der its greenhouse gas emissions program.

T-shirts worn by Western Star people at the truck’s launch 
declared the 5700 brought an edge to aero, which is an appro-
priate tagline for this truck.

After a high-profile launch before more than a dozen truck-
ing industry journalists in Sin City, I was fortunate to have the 
opportunity to stay behind and put the truck through its paces 
over a two-hour journey in and around Las Vegas. The 5700 
I drove had a 72-inch sleeper, an EPA13 Detroit Diesel DD13 
engine rated at 455 hp/1,550 lb.-ft. and the DT12, 12-speed 
direct drive automated manual transmission.

This is the integrated Detroit powertrain that the company 

says will provide a significant portion of the fuel savings cus-
tomers will see from this truck, compared to previous West-
ern Star vehicles. They’ve opted to make the truck available 
only with Detroit power and no other automated manual will 
be offered. Yes, there’s a risk some Cummins loyalists may 
be unhappy with this decision, but Western Star officials are 
confident enough in the product that they feel demand for the 
new truck will be such that customers will accept the Detroit 
powertrain and then become converted, once they experi-
ence its efficiency and performance. 

Aside from the Detroit powertrain, further gains come from 
the redesigned front end, which better directs airflow over 
and around the cab. Interestingly, this is the same cab you’ll 
find on traditional Western Star models, including its voca-
tional offerings. The Western Star cab is known for its steep 
windshield, which is not exactly conducive to aerodynam-
ics. However, engineers discovered ways to help assist the air 
up over that windshield. The most visible of these enhance-
ments is a kick panel on the hood, just before the windshield, 
that directs air up and over the cab. This air ramp, if you will, 
doesn’t impact visibility over the hood as long as your seat is 
properly positioned.

The front bumper has been redesigned to keep air from get-
ting caught up in the wheel wells. Two end sections dubbed 
‘fangs’ (yes, even the bumper end caps on this truck have at-
titude) reduce wind resistance without detracting from the 
truck’s unique look. The Western Star 5700 has a distinctive 
face that’s unlike any other truck in the marketplace. 

The raised center section of the hood has been carried over 
and this section on the truck I drove was painted matte black, 
reducing glare off the hood. The sun visor has also been kept, 

an Eaton manual but the DT12 will be 
the only automated transmission on 
offer.

Brad Williamson, manager of pow-
ertrain marketing with Daimler Trucks 
North America, said customers will 
maximize their efficiency by stick-
ing with a purely Detroit powertrain. 
A DD15 rated at 400 hp/1,760 lb.-ft., 
with the Detroit DT12 transmission 
and Detroit axles with a 2.41 ratio will 
be about 5.2% more fuel-efficient than 
the same baseline truck spec’d with 
the DD15 TC with 455 hp/1,550 lb.-ft. 
and a 10-speed manual transmission, 
Williamson said.

Some of the improvements built into 
the new DD15 include an asymmetric 
turbocharger with fewer moving parts, 
a new amplified common rail fuel sys-
tem that builds pressure up to 38,000 
psi for better atomization of fuel, and 
a variable speed water pump that re-
sults in less parasitic losses than its 
predecessors.

 
Coming in April
At the launch of the 5700, the enthusi-
asm about the new model among West-
ern Star people was palpable. The truck 
will enter full production next April and 
will ramp up over the summer. It will 
be built in Daimler’s Cleveland, N.C. 
plant. Demitruk said she expects West-
ern Star’s dealer network to benefit from 
the new model.

“Western star’s historical opportu-
nity was only 30% of the market,” she 
said. “The 5700 will further strengthen 
our dealer network and brand.”

After showing the new truck off to 
industry journalists, Western Star was 
planning to bring in dealers and to get 
them up to speed on how to sell and 
service the new truck.  

Western Star takes aim at aerodynamic highway market
Continued from page 1

The Western Star 5700 boasts a distinctive face with rectangular headlights 
and a raised centre section of the hood and grille.

Road Test: Driving the Western Star 5700

Continued on page 30
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which helps direct air over top the roof 
cap. Other aerodynamic improvements 
come in the form of fairings and flares 
that encourage air to flow to where it will 
provide minimal disruption to the vehi-
cle’s forward progress.

Inside, this truck is unmistakably 
a Western Star. The most notable up-
grade is a redesigned wood and leather 
steering wheel with controls placed at 
the driver’s fingertips, which allow the 
driver to scroll through the information 
on the driver display, flash the marker 
lights or to control the cruise, Bluetooth, 
radio, etc. 

However, while other models have 
transitioned to a more automotive-styled 
driver environment, the 5700 is pure 
truck. The signal light stalk is heavy, the 
gauges large and the dash has a classic, 
driver-friendly layout. The driver display 

area is small compared to other models, 
which limits the likelihood of distraction 
and also helps retain the classic look of 
the interior.

Western Star has brought over from 
the vocational s egment some service-
ability features, including easy access to 
the fuse panels and power distribution 
module, which can be accessed from the 
passenger seat by simply removing four 
bolts. The entire panel can be pulled out 
from its home here for easy serviceabili-
ty – a vocational feature that technicians 
will appreciate just as much on an on-
highway tractor.

The 5700 uses the same honeycomb-
style sleeper cab that’s offered on its 
previous models. Its lightweight con-
struction means the 5700’s total weight 
compares more favourably to other 
aero models as the sleeper size increas-
es. There has always been a perception 
that the Western Star is a heavy truck due 
to its steel cab, however the truck I drove 
weighed in at a very respectable 17,500 

lbs and that was with disc brakes and 
that 72-inch sleeper. 

The Western Star 5700 provided an 
exceptionally steady ride, particularly 
while cornering, an attribute that stems 
in part from its wide cab mounts. 

It was comfortable to drive, particu-
larly with the DT12 automated transmis-

sion. There are some surprisingly steep 
grades outside Vegas, including a long 
6% climb near Summerlin, which test-
ed the DD13. It was up to the challenge, 
though I bet many Canadian customers 
will opt for the DD15, which will net bet-
ter fuel economy when you’re running 
the hills. Climbing that long 6 percenter, 
I was able to employ the kick-down fea-
ture available on the DD13/DT12 combo, 
which when the pedal was depressed to 
the floor dropped a gear and provided a 
little extra torque to manage the climb.

The DT12’s paddle shifter allowed 
me to drop a gear or activate the engine 
brake without reaching to the dash.

Another nice feature available on the 
Western Star 5700 is Meritor Wabco’s On-
Guard collision mitigation system. I’ve 
experienced it before, but not in heavy 
traffic such as that I encountered re-
turning to the city. When in cruise con-
trol OnGuard measures the distance to 
other vehicles in front of the truck and 
applies the engine and service brakes 
as necessary to maintain a safe follow-
ing distance. It took some getting used 
to before I was willing to really trust the 
system but after a few miles of interact-
ing with heavy traffic I found I was able 
to place my trust in the system and let it 
do its thing.

OnGuard seems to have been dialed 
in; it didn’t overreact to vehicles that mo-
mentarily cut into my personal space, as 
long as those vehicles were moving faster 
than I was and quickly got out of my way. 
When cruise isn’t set, audible warnings 
will alert you to potential danger but it’s 
up to the driver to adjust his or her speed 
as necessary. OnGuard is a really nice 
option to have, especially in traffic.

My daytime drive didn’t give me the 
opportunity to check out the improved 
lighting system offered on the 5700 but 
officials claim a new projector beam 
headlight design provides much better 
nighttime visibility. I know they look 
good from outside; we got a sneak peek 
at the 5700 after dark and the headlights 
ensure you can identify this truck even 
when it’s dark out. A thin LED accent 
strip along the top and outside edges of 
the lamp give it a distinctive appearance. 

Only a handful of 5700s have been 
built and it was exciting to be among the 
first to drive one. Now the race is one 
to see who’ll be the first to own them. 
This is a truck that will stand out on the 
highway and separate its owners from 
the herd. Production is scheduled to be-
gin next April and will ramp up over 
the summer. 

When it comes to design and driv-
ability, the Western Star 5700 hit not 
just home runs, but grand slams. If its 
fuel-efficiency comes in on target and 
it’s priced right, this truck may finally 
allow the brand to break through into 
the on-highway tractor segment in a 
big way. 

The 5700
Continued from page 29

Truck West editor James Menzies drove this Western Star 5700.
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By Sonia Straface

ST-JEROME, Que. – The lightning and 
thunder wasn’t the only electrifying 
part of the weekend – if you were in 
St-Jerome, Quebec, that is, where the 
annual Truck Driving Championships 
took place Sept. 4-6. 

The competition was flooded with 
enthusiasm, skills and of course, lots 
of rain. 

It was no secret that the best of the 
best in Canada came out to clobber 
their competition as all participants 
wanted to clutch a shiny trophy at the 
end of the night. 

Much like the regional and provin-
cial championships, the competition 
was comprised of three parts: a writ-
ten test, a pre-trip inspection and an 
obstacle course. 

 As well, no driver was allowed to 
drive his/her own truck on the course. 
Instead, competitors had to use the 
standardized truck provided for them 
on the course to ensure fairness. 

The first place winners in five class-
es from the seven provincial compe-
titions (the Atlantic provinces pool 
their winners together to form one 
“province” for competition purposes) 
all look forward to this day after they 
are named the best in their province. 

On Sept. 5, all 34 competitors wrote 
their test, and on Sept. 6 they put their 
driving gloves on to tackle the pre-trip 
inspection and obstacle course, one 
by one, class by class. 

“We have straight truck, single-sin-
gle, single-tandem, tandem-tandem 
and train. So we put five defects on 
the truck they get five minutes for a 
straight truck and eight for the oth-
er classes, to do a circle check find 
they five defects,” said Michel Beau-
lac, chair of the organizing commit-
tee and instructor at Centre de forma-
tion du transport routier Saint Jerome 
(CFTR), where the competition took 
place. “After that we take the partici-
pant to the start line so they can run 
the obstacle track. That’s the way I 
planned it this year. It’s just like when 
they do their usual day to day job, first 
they do a pre-trip then they go on  
the road.” 

There were seven obstacles on the 
course this year, all of which were in 
the driver’s kit. 

Drivers had to go through a di-
minishing clearing setup, back up 
on an alley dock, and weave carefully 
through the serpentine among other 
things to show off the safety and skills 
of the best in the nation.  

If there was one buzzword of the 
weekend, it would have to be cama-
raderie. 

Even in the heavy rainfall, fami-
ly, friends and volunteers all showed 
their support for drivers from every 
province. 

If a driver knocked over a barrel or 
squashed some tennis balls on his/her 
way around the track, an overwhelm-
ing numbers of “ooohs!” was heard 
from the sidelines. 

Congratulations were offered af-
ter every run, whether or not a driver 
goofed up. 

One of the strongest performanc-
es – that received multiple standing 

ovations, not to mention hoots and 
hollers from almost every person 
there after he mastered the serpen-
tine  – was put on by an Ontario-based 
Canada Cartage driver named Preet-
pal Nijjar. 

This was Nijjar’s second time at Na-
tionals and after his run, he looked 
and sounded excited about his  
performance. 

“I think I did great,” he told me mo-
ments after he got off the course. “I 
can’t say I have any regrets at this 
point, but I guess I’ll see once I get 
the results.” 

Nijjar said the course was very 
tough, but he’s in the competition to 
learn and grow as a driver. 

“I compete every year to learn more 
and improve my skills,” he said. “I also 
like meeting and greeting the other 
professionals and sharing my safety 
tips with them.” 

Nijjar went on to win first place in 
the tandem-tandem class for his near-
ly perfect performance. His manag-
er, Marc Moncion, the national di-
rector of safety and compliance for 
Canada Cartage was beaming when 
he watched Nijjar’s run.

“I’m absolutely proud of him,” said 
Moncion. “He did a fantastic job. He’s 
just such a professional – everything 
he does, he tries his best and he’s  
just geared to succeed and he’s just 
exceptional.”

Moncion said he believed the 
championships were positive for the 
industry and that he hopes more Can-
ada Cartage drivers will compete next 
year. 

“I think it’s so important for the pro-
fessional drivers to get involved so it 
raises the level of professionalism in 
the industry,” he added. “As well as it 
provides incentives for other drivers 
to achieve and to succeed and his is 
the forum for that to happen.” 

Beaulac added that the event is one 
of a kind. 

“It’s the only event focuses on the 
professionalism of the drivers,” he 
said. “You’ve got a lot of other trucking 
events, like smoke shows, but that’s 
not good for the industry. Here, we 
are all talking about safety, we are all 

talking about fuel consumption cel-
ebrate the drivers’ safety and profes-
sionalism on the road.”

To qualify for the championships, 
a competitor must be accident-free 
for 12 months. Beaulac said it’s not 
uncommon for him to get a call or e-
mail from a driver who had a fender-
bender and they’re upset because a 
small accident means no eligibility 
to compete. 

“They’re not proud of it,” he said. 
“They’re really disappointed they 
can’t compete here. But some of them 
do come out and support the other 
drivers even though they themselves 
can’t be behind the wheel in the  
competition.” 

Though many of the drivers I spoke 
with had been to Nationals multiple 
times and knew the ropes, there were 
some rookies who got to experience 
the whole thing for the first time. 

Like 19-year-old Justin Campag-
na from Quebec, who has only been 
driving professionally for a year-
and-a-half (the crowd showed him a 
lot of love during his run) and Aaron  
Kershaw, a driver for Tim Hortons in 
Ontario. 

Kershaw has been a professional 
driver for 13 years and had been to 
provincials four times. 

This was his first year at Na-
tionals and he said he enjoyed the  
experience. 

He was the first to drive the slight-
ly altered track because he was in the 
B-train class. Instead of a three-bar-
rel serpentine, drivers in this class  
had to weave through a four-barrel 
cloverleaf. 

“I had an extra pull up in the al-
ley dock and then on the clover leaf I 
hit a barrel so I’ll lose a few points for 
that,” he said after his run. “I could 
have done better but overall I think 
I did alright.”

Kershaw won third place in the B-
train class for his rookie run. 

After a full day of outdoor com-
petition, the Quebec Trucking As-
sociation, which hosted this year’s 
Nationals, led everyone to Esterel Re-
sort where winners were formally an-
nounced after a dinner and dance. 

Canada’s top drivers go head-to-head 

Stormy skies and heavy rainfall didn’t faze any of the contestants – especially those in the straight truck and single-single 
categories who had to show off their skills on the tight course in the pouring rain in the late morning. 

The winners
Straight Truck 

1st: Keith Franklin, Canadian Fr-
ieghtways, Alberta;

2nd: Dean Grant, Agrifoods Coop-
erative, British Columbia;

3rd: Matthias Pieper, Bison Trans-
port, Manitoba.

Single-Single 
1st: Marc Leger, Robert Transport, 

Quebec;
2nd: Evan Hirst, Independent, Brit-

ish Columbia;
3rd: Brian Hrabarchuk, Canadian 

Freightways, Manitoba.

Single-Tandem
1st: Ronald Poirier, TST Overland 

Express, Manitoba; 
2nd: Dale Robert Scott, Fountain 

Tire, British Columbia;
3rd: Marcel Pena Gomez, FedEx 

Freight Canada, Quebec;

Tandem-Tandem
1st: Preetpal Nijjar, Canada Cartage, 

Ontario; 
2nd: Robert Richard, Midland 

Transport, Atlantic Provinces;
3rd: Denis Roberts, TST Overland 

Express, Manitoba; 

B-Train
1st: Keith Atherton, SLH Transport, 

Saskatchewan; 
2nd: Robert Stevens, Home Hard-

ware Stores, Atlantic Provinces;
3rd: Aaron Kershaw, Tim Hortons, 

Ontario.

Rookie of the Year: 
Robert Stevens, Home Hardware, Atlan-
tic Provinces.

Best Team: 
Manitoba (Matthias Pieper, Brian 
Hrabarchuk, Denis Roberts, Ken Wiebe, 
Ronald Poirier).

Grand Champion: 
Ronald Poirier, TST Overland Express, 
Manitoba. 
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By Sonia Straface  

Having a criminal record is hard. But 
having a criminal record when you 
drive trucks professionally is even 
harder.  If you’re a driver, or if a driver 
in your fleet has a criminal record, it is 
important that they have all the nec-
essary documentation and paperwork 
before they reach the US border with a 
trailer full of cargo. 

“Most carriers want their truckers 
to be able to go to the States,” said An-
drew Tanenbaum, program director at 
Pardons Canada. “If you have a crimi-
nal record in Canada, the Americans 
have a right to deny you entry. It’s that 
simple.”

In order to gain entry into the US 
again, those with a criminal record 
have to obtain either a pardon (also 
called a record suspension) or a US 
waiver.

“The difference between the two is, 
a pardon removes your criminal re-
cord from the Canadian Police Infor-
mation Centre and a US waiver grants 
you entry into the United States,” said 
Azmairnin Jadavji, president and CEO 
of Pardon Services Canada. “It’s defi-
nitely not uncommon to have a crimi-
nal record – one in eight people in Can-
ada have one.”

“You only need a waiver if the Amer-
icans already stopped you and turned 
you away because you are now in their 

system,” added Tanenbaum. “In ad-
dition, a US waiver is more expensive 
than a pardon and you need a waiver 
for the rest of your life. It has to be re-
newed at least every five years.”

Companies like Pardons Canada 
and Pardon Services Canada special-
ize in getting those with criminal re-
cords out of trouble and across the bor-
der by helping them gather paperwork 
and apply for a pardon and/or a waiver.  

“We get calls from truckers all the 
time because everyone’s done some-
thing stupid in their life,” said Tanen-
baum. “The way a record affects truck-
ers the most is that most carriers want 
their people to get down to the Unit-
ed States. If a driver has a criminal re-
cord, and they bring a load down to 
the border, they not only can’t get into 
the States, but they also can’t bring the 
load down.”

In some cases, the cargo could even 
be seized. 

It should be noted that even though 
Americans do random criminal 
checks, if you have a criminal record, 
you shouldn’t go anywhere near the 
border because it is illegal to try and 
enter the US when you don’t have a 
waiver. It’s also an offence to lie to an 
officer about your past record.  

“You could have gone back and forth 
a few times without any trouble, but 
it takes one Customs officer to press 
the criminal check button and see that 

you’ve been in trouble,” said Tanen-
baum. 

As well, if you want a FAST card, 
your record must be completely clean 
when you apply. So if you did have a 
criminal record, you should obtain 
a record suspension before applying  
so officials can’t view your criminal 
history. 

The process of applying for a par-
don or waiver is not an easy one. Spe-
cialized companies like Pardons Can-
ada and Pardon Services Canada help 
ensure that your application is com-
pleted correctly, but it still takes some 
time before you receive your pardon 
because of the amount of people that 
apply for pardons every day. 

“The process all together can take 
from 10-24 months,” said Jadavji, 
whose company offers three differ-
ent services: basic, standard and ex-
pedited that vary in price and turn-

around time. 
Tanenbaum said that at Pardons 

Canada it costs around $600 to get a 
pardon and around $700 to obtain a 
waiver, and can take from anywhere 12 
to 20 months before a pardon or waiver 
is granted. It is possible for people to 
apply for a pardon on their own in or-
der to save money. 

“It’s like taxes,” Tanenbaum said. 
“But it’s a lot of running around and 
people can often make mistakes on 
their application.”

Though these companies can’t say 
for sure what the Americans can see 
when they do a criminal record check 
at the border, the proof of their work is 
in the pudding. 

“We’ve been doing this a long time 
and we get almost no calls from people 
who get a pardon who have then been 
denied entry after our services,” said 
Tanenbaum.

Understanding pardons and waivers
34   pardons & waivers TRUCK WEST oCTobER 2014
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By Dale Amy

DETROIT, Mich. – Okay, it was a bit 
unnerving. Riding shotgun at 100 
km/h in a tractor-trailer a mere 13 
metres behind a similar rig went 
against deeply ingrained highway 
survival instincts and simple com-
mon sense. 

The looming doors of the van in 
front just seemed too close for reac-
tion comfort. And this was no test 
track; we were on I-75, winding our 
way through metro Detroit in mid-
morning traffic. 

Sure, our driver was manning the 
steering wheel and fully focused on 
situational awareness, but his feet 
were essentially unemployed, as our 
Volvo VN’s throttle and braking were 
being remotely commanded from the 
Freightliner cab in front. 

We were “platooning,” our two rigs 
slipstreaming in close tandem like 

drafting NASCAR racers, a formation 
that has been shown to increase fuel 
efficiency of both the lead and fol-
lowing vehicle.

More formally known as Driver-
Assistive Truck Platooning (DATP), 
this system is in final stages of de-
velopment by Peloton Technology 
and is meant to synchronize the ac-
celeration and braking of pairs of 
tractor-trailers to maintain a safe 
and steady following distance be-
tween them. The twin goals of pla-
tooning are to improve both the fuel 
efficiency and safety of on-highway 
heavy trucks. 

How can 13 metres or less sepa-
ration at freeway speeds be safe? 
Thanks to the lightning-quick re-
flexes of technology. 

More specif ically, platooning 
builds on existing automated- and 
connected-vehicle technologies to 
take relatively slow human percep-
tion and reaction times out of the 
trailing vehicle’s braking equation, 
thereby eliminating roughly 30 me-
tres of stopping distance at highway 
speeds. 

Peloton’s major project partners 
are Meritor Wabco and Denso. Mer-
itor Wabco is well known for its On-
Guard collision mitigation systems 
that use forward-looking radar and 
assistive braking technologies to de-
tect and react to imminent collision 
situations. 

Each vehicle in a platoon must be 
equipped with such a system. 

From Denso comes its DSRC ra-
dio system – dedicated short-range 
communications – that links the on-
board processors in the two cabs via 
a 5.9GHz radio band allocated by the 
FCC specifically for use by connect-
ed vehicles.

When the DATP system is engaged, 
throttle and braking input data from 
the lead tractor’s processor are trans-
mitted to the trailing vehicle’s pro-
cessor by DSRC, allowing it to react 
almost instantaneously to match the 
lead truck’s throttle application or 
braking. 

This throttle/braking data can ei-
ther come from the lead truck’s driv-
er input, or from its collision mitiga-
tion system’s de-throttling or active 
braking. 

This dedicated radio link means 
that the rear truck doesn’t even have 
to wait for, or rely on, its own radar to 
detect that the truck in front is slow-
ing or speeding up; its throttle and 
brakes simply receive those same 
accelerate/decelerate commands si-
multaneously. 

We got a feel for how the system 
operates during a ride-along demo at 
the ITS World Conference in Detroit. 

Our two demo drivers were in two-
way radio communication and once 
up to speed on sections of divided 
highway (the system in its current 
form won’t engage at speeds under 
about 60 km/h) simply each engaged 
a switch in their cabs while separated 
at normal safe distances. 

In-cab displays then notified both 
drivers that the DATP system was ac-
tive, while a second screen gave each 
driver a camera view forward from 
the other truck’s perspective. 

With the system engaged, we 
watched as our now-semi-automated 
truck slowly eased itself up on its pla-
toon partner and locked in at around 

13 metres of separation. 
That separation was maintained 

faithfully as the lead tractor driver 
responded to the ebb and flow of traf-
fic and road conditions. 

Our driver’s feet remained f lat 
on the f loor (our own might have 
twitched a little.) 

W hen traff ic conditions safe-
ly permitted, the lead driver even 
demonstrated an energetic stomp on 
his brakes – slowing briskly enough 
that his ABS and stability-control 
systems likely became interested 
– and our rig dutifully responded 
without decreasing the desired gap, 
and then powered itself on to accel-
erate away like a happy puppy on an 
electronic leash.

During platooning operations, 
trucks are monitored continuously 
by Peloton’s cloud-based Network 
Operations Center (NOC). 

In fact, the NOC must be consulted 
by drivers before a platoon link can 
be established. 

To form a platooning link, a driver 
sends a request to the NOC to pair 
with a potential partner. Once the 
other driver agrees, the drivers bring 
their trucks within linking range. 
The NOC will then confirm that loca-
tion, road and weather conditions are 
appropriate for platooning, and will 
assign the heavier of the two trucks 
as the lead vehicle. 

In other words, the truck with the 
ability to brake in the shortest dis-
tance will always be assigned as the 
follower in the platoon. 

The drivers then simply engage 
a switch in their respective cabs. 
Trucks and drivers connect to the 
cloud-based NOC via cellular net-
works, and f leet managers will be 
able to access data on their trucks 
via the NOC. 

Drivers can disengage the platoon 
and separate trucks at their discre-
tion, no differently than they would 
disengage normal cruise control. 
Increased separation is automat-
ic should the following truck’s ra-
dar detect another vehicle cutting 
in between the platoon, and once 
the risk has passed, the system will 
then draw the trucks together again. 

And the NOC will automatical-
ly disengage the link when condi-
tions dictate, such as when a platoon  
exits a multi-lane divided highway 
system.

Peloton has conducted industry-
standard SAE J1321 fuel economy 
testing in partnership with the North 
American Council for Freight Effi-
ciency and the C.R. England truck-
ing f leet. 

According to company releases, 
this testing has reduced fuel use 
(and related emissions) for the trail-
ing vehicle by an average of 7-10%, 
while even the lead vehicle typical-
ly sees about half this much savings. 
In these days of volatile fuel pricing, 
such savings can have an obvious 
and beneficial effect on a balance 
sheet. 

However, with pricing yet to be 
announced, it’s premature to make 
any projections regarding return on  
investment. 

When Peloton brings the system to 
market, platoon size will be limited 
to two vehicles, but testing will con-
tinue to evaluate potential for larger 
formations.  

Trucks travelled Detroit area highways just 13 metres apart during a recent pla-
tooning demonstration.

Riding in a 
truck platoon
Truck platoons 
have the potential 
to improve 
efficiency and 
reduce the risks of 
a crash. 
However, there’s 
something 
unnerving about 
following so closely 
to another tractor-
trailer.
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Brought to you by

GREENSBORO, N.C. – Volvo is promis-
ing a more fuel-efficient VN series with 
its 2016 model year. Improvements in 
aerodynamics and powertrain en-
hancements are expected to improve 
fuel economy up to 3.5% and 2.5%, re-
spectively, the company announced.

Aerodynamics have been improved 
to better reflect how air flows, not just 
around the tractor, but also the trailer, 
the company explained.

“In real-world operations, an aero-
dynamic tractor doesn’t guarantee 
optimal aerodynamics for the trac -
tor-trailer combination,” said Jason 
Spence, Volvo Trucks product mar -
keting manager. “Through our holistic 
design approach, we’ve made further 
enhancements at key exterior and in -

terior locations of our model year 2016 
vehicles to greatly improve the trans -
fer of air from the tractor to the trailer, 
ultimately improving the total aerody -
namic performance of the complete 
vehicle.”

Improvements have been made to 
the bumper, chassis and roof fairings 
of model year 2016 VN highway trac -
tors. They improve airflow under the 
truck, around the tires and trailer gap, 
reducing turbulence.

Also new is XE Adaptive Gearing and 
Torque Management, which builds on 
Volvo’s popular XE Exceptional Effi -
ciency powertrain package. The new 
options are designed for trucks that go 
out loaded and return empty or light -
ly loaded, as is often the case among 
bulk haulers, liquid tankers and flat -
bed carriers.

The system is both a direct drive and 
overdrive driveline, depending on the 
rear axle load, which is automatically 
determined by the system. When load -
ed, the transmission locks out the 12th 
gear and provides the benefits of a di -
rect drive, but while empty or light -
ly loaded, the driveline operates in an 
overdrive configuration.   

Customers can also set road speed 
limits for both loaded and unloaded 
conditions. XE-Adaptive Gearing rat -
ings will initially be offered on Volvo’s 
D11 and D13 engines mated to an I-
Shift transmission, Volvo announced.

It’s also offering three new torque 
control features, which Volvo says will 
improve fuel mileage, extend tire life 
and reduce driveline stress. 

“XE-Adaptive Gearing and Torque 
Management powertrain options pro -
vide unprecedented customization for 
customers looking for an optimized 
solution to fit their specific needs,” 
said John Moore, Volvo Trucks prod-
uct marketing manager, powertrain. 
“Our wide selection of torque manage -
ment software allows motor carriers to 
break free from traditional driveline 
options and choose a spec that’s been 
tailored to terrain, load type, delivery 
and performance requirements.”

“With Volvo’s model year 2016 vehicles 
come an even greater value of owner-
ship as we continue to refine the aero -
dynamic profile of our VN series tractors 
and redefine traditional expectations of 
powertrain performance through our 
integrated Volvo engines and I-Shift 
transmission,” added Goran Nyberg, 
president, Volvo Trucks North Ameri -
can Sales & Marketing. “Our latest en -
hancements provide a strong comple -
ment to the fuel efficiency improvements 
of up to 3% provided through last year’s 
introduction of Greenhouse Gas (GHG) 
2014-certified engines.”  

Volvo promises fuel savings 
with 2016 model year VNs

Missing Since: October 1, 2003

Date of Birth: March 26, 1985

Missing From: Thompson, Manitoba, Canada

Build: Slim - 5’9”, 160lbs

Eye Colour: Brown

Hair Colour: Black

DWAYNE TYLER JACK ROSS

missingkids.ca

IF YOU HAVE ANY INFORMATION ABOUT THIS MISSING CHILD,  

1-866-KID-TIPS
OR CONTACT 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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Meritor steps up 
campaign to 
promote 6x2s
TROY, Mich. – With Canadian policy-
makers set to discuss regulations that 
prohibit advanced 6x2s axle configu-
rations later this year, manufacturers 
and fleets have stepped up their efforts 
to raise awareness of the technology’s 
benefits. 

Meritor has produced a nine-min-
ute video, including appearances from 
fleets in the US and Canada and even 
competitor Bendix, which explains 
how 6x2 axles work and why they don’t 
pose a threat to Canada’s roadways.

The video details the benefits of 
6x2s and highlights why demand for 
this configuration is expected to rap-
idly increase. Canada doesn’t allow 
6x2 axles because a Memorandum 
of Understanding signed onto by the 
provinces requires tandem axles to 
be within 1,000 kgs of each other at 
all times. Meritor and its partners 
have also created a new Web site at 
6x2Facts.com to raise awareness of 
the issue. The video can be found 
there.  

Eaton authorizes 
Canadian rebuilder
EDMONTON, Alta. – Eaton has ex-
panded its Authorized Rebuilder 
Program onto Canadian soil. 

The Authorized Rebuilder Pro-
gram, which gives fleets and driv-
ers the option of purchasing rebuilt 
transmissions with 100% Eaton 
components, now includes Truck 
Pacific, a division of Crane Carrier 
in Edmonton, Alberta. 

Truck Pacific has 65 employees, 
and its warehouse and shop facility 
will nearly double its space when 
it expands to 81,500 sq.-ft. by the 
end of 2014.

“In business since 1947, Pacif-
ic Truck has established itself as 
one of western Canada’s foremost 
suppliers of truck parts and equip-
ment,” said Bill Fouch, Eaton’s NAF-
TA aftermarket marketing manager. 

To become and Eaton Authorized 
Rebuilder, your company must com-
plete Eaton’s technical and sales 
training, meet Eaton’s re-use and 
re-build criteria and must use all 
Eaton content to the transmissions 
rebuilt as part of the program.  

Navistar 
slashes losses 
LISLE, Ill. – Navistar International 
posted a $2-million net loss in the third 
quarter, a vast improvement over the 
company’s $247-million net loss over 
the same period last year.

The company also announced it 
achieved a positive quarterly income 
before income taxes for the first time 
since 2011. It also increased chargeouts 
for Classes 6-8 trucks and buses in the 
US and Canada by 10% year-over-year 
and finished the quarter with a 54% in-
crease in order backlog y-o-y. 
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___ No. of Straight Trucks     ___ No. of Trailers     ___ No. of Buses     ___ No. of Truck-Tractors     ___ No. of Off-Road Vehicles

2)  Does this location operate, control or administer one or more vehicles in any of the following Gross Vehicle Weight (GVW) categories?  Please check YES or NO:
 14,969 kg. & over (33,001 lbs. & over)   ❏ YES   ❏ NO  
 11,794-14,968 kg. (26,001-33,000 lbs.)  ❏ YES   ❏ NO  

3) This location operates, controls or administers:
 Diesel powered vehicles  ❏ YES   ❏ NO     Refrigerated vehicles  ❏ YES   ❏ NO     Pickups or Utility Vans  ❏ YES   ❏ NO     Propane powered vehicles  ❏ YES   ❏ NO

4) Do you operate maintenance facilities at this location?    ❏ YES   ❏ NO       IF YES, do you employ mechanics?........   ❏ YES   ❏ NO

5) Indicate your PRIMARY type of business by checking ONLY ONE of the following:
 a) ❏ For Hire/Contract Trucking (hauling for others)
 b) ❏ Lease/Rental
 c) ❏ Food Production / Distribution / Beverages
 d) ❏ Farming

6) Are you involved in the purchase of equipment or replacement parts? ❏ YES   ❏ NO

7) Are you responsible either directly or indirectly for equipment maintenance? ❏ YES   ❏ NO

 e) ❏ Government (Fed., Prov., Local)
 f) ❏ Public Utility (electric, gas, telephone)
 g) ❏ Construction / Mining / Sand & Gravel
 h) ❏ Petroleum / Dry Bulk / Chemicals / Tank

 i) ❏ Manufacturing / Processing
 j i) ❏ Retail
 jii) ❏ Wholesale
 k) ❏ Logging / Lumber

 b) ❏ Bus Transportation
 m) ❏ Other (Please specify) 

Under 4,536 kg. (10,000 lbs.)  ❏ YES   ❏ NO8,846-11,793 kg. (19,501-26,000 lbs.)  ❏ YES   ❏ NO
4,536-8,845 kg. (10,000-19,500 lbs.)   ❏ YES   ❏ NO

Send payment to: Truck West, 80 Valleybrook Drive, Toronto, Ontario M3B 2S9 Today

Your ad will appear simultaneously 
on three jobs websites: 

www.truckops.ca, www.transportplanet.com 
and www.hirelogistics.ca
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Job Postings 
Are Free!
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looking for something new? 
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2014 on www.truckops.ca,  
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and supply chain professionals.
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is life-affirming! 

www.truckops.ca is brought to you by:
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40   equipment

By James Menzies

MARSHALL, Mich. – Eaton has intro-
duced North America’s first dual clutch 
automated transmission for medium-
duty trucks, claiming it can net 8-10% 
better fuel economy than torque con-
verter-style automatics. They call it the 
Procision. It could be called the Allison 
Assassin.

The dual clutch transmission repli-
cates the strongest attributes of a torque 
converter-style automatic – notably its 
smooth shifting and robustness – yet 
still offers the relative simplicity of an 
automated manual design. 

How it works
As the name implies, a dual clutch 
transmission incorporates two clutches 
and actuators, which alternate shifting 
responsibilities so that one of the two 
clutches is always engaged. This allows 
for “powershifting,” which eliminates 
the power interruption that traditional-
ly occurs when a non-torque converter 
transmission shifts gears.

While the transmission is in third 
gear, for example, the second clutch 
pre-selects fourth and then the trans-
mission seamlessly changes gears 
when an upshift is required. The other 
clutch will then pre-select fifth gear so 
it’s ready to complete the next upshift. 

“This allows for the smooth, contin-
uous delivery of torque to the wheels 
under all shift conditions,” explained 
Jeff Carpenter, engineering manager, 
Procision.

Powershifting also occurs with 
downshifts.

The seven-speed transmission is 
comparable in weight to a fully-auto-
matic, yet Eaton claims it’s more ser-
viceable. The transmission control 
module has been mounted onto the 
transmission itself and three PTO ap-
ertures are offered: one on each side 
and another at the rear.

On-road and dynomometer testing 
has indicated medium-duty applica-
tions using the Procision will yield an 
8-10% fuel savings compared to torque 
converter automatics, and there’s po-
tential for even greater savings in duty-
cycles with frequent starts and stops or 
plenty of grades, officials said. 

“A dual clutch transmission is more 
efficient than a torque converter and 
the more you have that torque converter 
out of lockup, the greater the benefits of 

the dual clutch,” Carpenter explained.
In developing the Procision, Eaton 

consulted with its customers to find out 
what they liked and disliked about cur-
rently available medium-duty trans-
missions. Many indicated they found 
the Allison to be a robust product, but 
costly and difficult to repair when nec-
essary. Eaton felt it had to make the Pr-
ocision more serviceable and reliable 
than existing products and so it was 
designed for a 10-year, 400,000-mile 
life. Even the clutches are expected to 
last that long. The Procision was built 
with all-aluminum enclosures, clutch 
housing, main case and rear case. It can 
go 150,000 miles between service in-
tervals, meaning many medium-duty  
operators will be able to run three  
or four years before servicing their 
transmission.

How it performed
A number of trucks equipped with the 
Procision, and some fitted with com-
petitive products, were made available 
for a full afternoon of driving activities 
at Eaton’s Marshall Proving Grounds. 
This is where the advantages of the dual 
clutch design became obvious.

Two Freightliner M2 extended cab 
chassis with identical Cummins ISB 6.7 
engines were made available. One was 
equipped with the Procision and the 
other with a Gen 5 Allison 2000-series 
automatic with FuelSense features en-
abled, including load-based shift sched-
uling and vehicle acceleration controls. 
This was the baseline vehicle against 
which Eaton conducted its fuel econ-
omy testing. Both trucks were loaded 
up to 26,000 lbs.

The Procision outshone the Allison 
in several areas, most notably its per-
formance on the grades, which ranged 
from 3-20%. A Hill Helper feature will 
hold the Procision-equipped truck in 
position on a grade of up to 8% with no 
rollback, allowing the driver sufficient 
time to apply the throttle.

Whether on flat ground or steep 
grades, the Creep Mode feature will 
move the truck forward or in reverse at 
a slow, steady speed, allowing the driv-
er to feel in control of the vehicle at all 
times. The Allison-equipped truck free-
wheeled down the larger grades while 
the Procision descended in a more con-
trolled manner.

Low-speed maneuvers such as back-
ing were also easier to perform with the 

Procision. The Procision also shines 
during acceleration, charging quick-
ly through the seven gears without the 
momentary power loss normally felt be-
tween shift-points. Fuel no longer has to 
be spent to recover the momentum that 
was lost during gear changes and in this 
respect, the performance between the 
Procision and a torque converter auto-
matic, or for that matter your passenger 
car, is very similar. 

The Procision and its Dynamic Shift-
ing features can be synched up with 
Cummins Vehicle Acceleration Man-
agement, to ensure drivers aren’t wast-
ing fuel while accelerating, by providing 
them only the power they truly need. 

The tall first gear ratio of 6.50:1 al-
lows the truck to get up to speed in a 
hurry and yet, Eaton officials claim it’s 
also consuming less fuel while doing 
so than the Allison. Eaton engineer 
Ed Magner said the Allison uses about 
twice as much fuel as the Procision 
when accelerating up to 30 mph. The 
Procision also saves fuel while idling in 
gear, by reducing the torque applied at 
idle, Magner explained.

Another nice feature is the Tap 
Down shifting, which allows the driv-
er to downshift with a tap of the brake 
pedal, assuming conditions are right 
for a downshift. A Manual mode is still 
available, allowing drivers to shift gears 
themselves, but protection character-
istics have been built into the trans-
mission, which won’t allow the driv-
er to cause damage. In fact, you can 
even shift from Reverse to Drive with-
out coming to a complete stop without 
damaging the transmission.

Drivers of medium-duty trucks are 

often not professional drivers. Their 
truck is a tool that’s required to conduct 
their primary business. The Procision 
will be a great fit for these drivers as it’s 
easier to operate than existing products, 
giving the driver a greater level of com-
fort and confidence when operating the 
vehicle. 

When it will be available
The Procision will be launched with an 
unnamed OEM next July, initially tar-
geting the pickup and delivery, towing 
and recovery, beverage and school bus 
segments, which collectively comprise 
about 70% of the medium-duty market, 
according to John Beering, senior vice-
president and general manager, com-
mercial vehicle transmissions with Ea-
ton. However, there are 200-plus other 
medium-duty applications that could 
eventually see the Procision. There’s 
also the potential to scale the technol-
ogy up to Class 8, or down to Classes 
4/5 vehicles, though Eaton officials said 
at the product launch they’re initially 
focused on the medium-duty segment 
identified above.

“We have a lot of customers coming 
to us from a variety of segments, both in 
North America and other regions, that 
are asking for this product,” Beering 
said. “We have constrained the team 
initially to stay focused on launching 
the core product, but there’s a growing 
list of folks lining up to talk. I’m quite 
bullish that following this, there will be 
much more to come.”

The Procision will come in two mod-
els, with or without Park Pawl. A new 
synthetic transmission fluid will be  
required.  

Eaton introduces medium-duty dual clutch transmission

Eaton’s John Beering introduces industry journalists to the Procision dual clutch 
transmission for the medium-duty truck market.
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By John G. Smith

NASHVILLE, Tenn. – Randy Obermey-
er’s work at Batesville Logistics involves 
life spans in more ways than one. He 
certainly tracks every tire from the mo-
ment it’s mounted to the day the re-
treaded casing is finally scrapped. But 
even the fleet’s cargo plays a unique 
role in final days. Batesville ships cas-
kets to markets in Canada and the US.

Obermeyer is hardly the only fleet 
manager to realize that a tire’s life plays 
a key role in today’s operating budgets. 
Premature failures increase expenses 
for replacements and roadside service 
calls; extra rolling resistance reduces 
fuel economy; damaged casings limit 
cost-saving retreading opportunities. 
The only operating costs to outpace tires 
are wages and fuel. 

It’s why the Technology & Mainte-
nance Council (TMC) invited Obermey-
er and other maintenance managers to 
share lessons gleaned from their respec-
tive tire benchmarking programs.

A careful study of everything from 
purchase histories to maintenance ac-
tivities can guide the choices which 
maximize tire life and performance 
alike. Kirk Altrichter, maintenance vice-
president at Crete Carrier Corporation, 
referred to another benefit. “The oth-
er thing is making sure we’re running 
the right tire to begin with,” he told the 
crowd of fellow maintenance managers 
in Nashville.

The “right” tire choice can be dictated 
by everything from budgets to applica-
tions and axle weights. Consider Kev-
in Tomlinson, who oversees 200 pow-
er units and 450 trailers at South Shore 
Transportation, which delivers building 
products. The flatbed trailers head out 
with 54,000-lb loads but return empty, 
radically changing the tire’s footprint 
along the way. This is why he focuses on 
choices which promise to reduce shoul-
der wear.

Obermeyer looks to find a balance be-
tween a low cost per kilometre and bet-
ter fuel economy when choosing tires for 
his 82 tractors, 119 trailers and 311 pups. 
But the complete cost needs to consid-
er a number of factors. In addition to 
the price of a virgin tire, there are costs 
for ongoing maintenance and retread-
ing. Then there are the values of cas-
ings, used tires, and warranties. Even 
the price of shocks would need to be in-
cluded if a fleet proactively replaces the 
components to extend tire life, he said.

The tire-related maintenance costs 
do not end there. Jim Ricapito, tire 
maintenance specialist with FedEx 
Ground, referred to the way flying 
shreds can also tear apart wiring and 
air lines. When that happens, a two-
hour roadside service call can stretch 
to four hours, increasing labour costs 
and downtime alike. The cost of pur-
chasing and maintaining components 
designed to extend tire life will play a 
role as well. Tomlinson offered the ex-
ample of a liftable forward axle which 
could help to reduce the uneven wear he 
sees on trailer tires. This might reduce 

tire costs but would have to be compared 
to the cost of installing and maintaining 
the lift axle itself.

Each speaker on the panel also con-
trols tire costs through retreading, al-
though their individual benchmarks 
have led to different approaches. Tom-
linson retreads casings from the trac-
tors but scraps those used on the trailer. 

“When the tire gets off the trailer it’s 
pretty well junk,” he said. Obermeyer 
retreads casings that have been in ser-
vice for up to 60 months with a maxi-
mum of two repairs, none of which can 
be on the shoulder or include a section 
repair. Trailer tires are the exception to 
this rule. Those casings can be retread-
ed within 72 months and with a maxi-
mum of two repairs, one of which can 
be on the shoulder and one of which can 
include a section repair up to 33 mm in 
size. FedEx Ground, which buys three 
times as many retreads as virgin tires, 
tried to retread trailer casings up to sev-
en years old, but discovered an associ-
ated increase in roadside breakdowns.

“We lose a lot of casings through over-
the-road repairs,” Altrichter added. 
“Getting casings back is huge. It drives 
down your costs tremendously.”

It isn’t the only way to recover value 
from a worn tire and reduce the overall 
cost per kilometre. 

“Maybe we even want to run the drive 
tire down to a certain point and sell them 
as used tires,” Obermeyer said. 

Of course, a tire needs to survive daily 
demands before there are any discus-
sions about a new life as a retread. Few 
factors will have a bigger influence on 
this than inflation pressures. 

These fleet managers selected differ-
ent pressures to reflect their operations 
and weights. Batesville keeps tires on 
steer axles, trailers and dollies at 100 psi, 
with drive tires at 95 psi. 

South Shore maintains most of its tires 
at 100 psi as well, with the exception of 
the wide-base tires that are inflated to 
125 psi. Crete, meanwhile, inflates its 
steer tires to 110 psi, with the trailers at 95 
psi. FedEx Ground maintains more than 
256,000 wheel positions at 85 psi, largely 
because the trailers cube out long before 
reaching maximum weights, Ricapito 
said, noting that lower pressures ensure 
a better footprint against the road. But 
lower pressures should only be used af-
ter matching the figures in tire load in-
flation tables to the heaviest-possible 
loads, he stressed. 

Each fleet manager on the panel rec-
ognized the value of a calibrated tire 
gauge. Obermeyer wants to see the 
pressures checked each time a truck 
crosses a fuel island, arrives in a shop, 
or when his local tire supplier visits once 
a month. Drivers are expected to check 
the pressures during pre- and post-trip 
inspections, too. But he doesn’t think 
drivers always follow the rule. 

“If you just stick a pressure gauge in 
the truck and hope they use it, you’re kid-
ding yourself,” he said.

Tomlinson offered a similar observa-
tion. Are pre-trip tire inspections hap-
pening?  “Possibly,” he said. “I’m sure 

that the post-trip never happens.”
The maintenance managers are clear-

ly more focused on the job, carefully 
tracking pressures at each opportuni-
ty. In one audit, Obermeyer discovered 
19 “flat” tires that were still pressurized 
above 50 psi. Only a tire gauge would 
identify a problem like that. 

“Our challenge is to go in with our ga-
rage managers and also the tire com-
panies we’re working with to inspect as 
many tires on a daily basis as possible,” 
Ricapito added. 

There are technical solutions to un-
der-inflated tires, of course. Responding 
to the data in its tire program, Batesville 
Logistics is now testing automatic tire in-
flation systems on 24 pup trailers. Half of 
Tomlinson’s trailers already have the de-
vices. Data can also identify other ways 
that drivers are shortening tire life. Tom-
linson refers to curb-related damage on 
sidewalls as just one example. 

“I put that all on the driver,” he said. 
His fleet has responded with extra les-

sons about how to use mirrors, but has 
admittedly been fighting a losing battle. 

Tomlinson, meanwhile, watches for 
the signs of uneven tread wear which 
could indicate alignment problems.  
“Pay attention to the steers and drives,” 
he said.   The more detailed the tire pro-
gram’s data, the better. Ricapito tracks 
dispatched miles as well as the distances 
recorded by the electronic control mod-
ules for anti-lock brakes. 

Altrichter stresses the value of us-
ing vehicle maintenance reporting 
standards (VMRS) codes, making it 
possible to accurately cross-reference 
maintenance activities. Ricapito uses 
documents from his tire dealers to con-
duct monthly audits, asking them to 
show him specific tires in the reports. If 
the tire can’t be located, the supplier has 
seven days to match the records. “Hold 
them accountable,” he said. “We won’t 
accept mediocrity.” They are the types of 
commitments that can help keep main-
tenance budgets in the black. 

In the black
Leading fleets use benchmarking 
to lower their tire costs 
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aking advantage of provincial econ-
omies that are outperforming much 
of the rest of the country, Western 
Canadian for-hire fleets have been 
more aggressive in their truck pur-
chasing plans since the recession. 
Fifty six percent of the Western Can-

ada for-hire fleet executives re-
sponding to our Annual Equipment 
Buying Trends Survey indicated 
their trucks are on a 5-year or less 
replacement cycle. Only 14% of our 
survey respondents indicated they 
had no plans to replace any trucks in 

their fleet in 2015 while two-thirds 
had plans to replace up to 20% of 
their fleet. Buying used is a valid op-
tion with 83% reporting they had 
purchased used trucks in the past 
and 23% reporting plans to do so 
again in 2015. 

Heavy duty truck replacement plans 2015  
– Western for-hire fleets

T

Current trade-in cycle for  
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By Edo Van Belkom

Mark was glad to be finished with the 
United States for the time being. Ob-
viously the SmartWay rules had been 
phased in over time, but if you didn’t 
drive the US on a regular basis a lot could 
change in a few short years. 

It had been a learning process howev-
er, and he’d made up his mind never to 
take a load into an area he was uncertain 
about unless he’d done some research be-
forehand. These days, with the help of the 
Internet there was really no excuse for 
not knowing what the rules are. And even 
though he now knew the rules about driv-
ing into the US, he was looking forward 
to taking a few loads on his home turf. So 
with that in mind, he gave his dispatcher, 
Bud a call.

When Bud answered, Mark decided 
to head him off at the pass. “Bud, this is 
Mark Dalton calling. I’m looking for my 
next load.”

“Dalton?”
“That’s what I said. Mark Dalton.”
“That’s not how you do it.”
“Do what?”
“Ask for a load.”
Mark didn’t understand. He’d called 

up, said who he was and asked for a load. 
How could he have done anything wrong 
in such a short amount of time. “What 
was wrong with it?”

“You’re supposed to say Mark. Then I 
say, Mark who? Then you get upset with 
me and give me a smartmouth answer 
like…oh, I dunno…‘None of your Markin 
business.’ And then I have a laugh and 
say, ‘Oh, that Dalton.’ And then we get on with it.”

“I thought you might be getting tired of that.”
“Next to trying to figure out how you’re going to get 

into trouble next, it’s the most fun I have in this job.”
“Oh,” Mark was unsure what to say. Bud had al-

ways sounded annoyed whenever he called. “I’ll try 
to come up with something good for next time then.”

“I’m looking forward to it already,” Bud said. 
“Now you want some loads.”

“That’s right.”
“How about three weeks of nothing but Montreal 

to Toronto.”
“Sounds great.”
“It is. They’re closing a factory and warehouse 

down in Montreal and the goods and machinery 
were bought by a company in Toronto. They’re mov-
ing everything they want to an empty building in 
Scarborough and the whole gig should last two, 
maybe three weeks.”

“What about Toronto to Montreal? You have any loads.”
“A couple, but you’ll have to bobtail it to Montre-

al for your first load. They only need about 10 trucks 
and they’re handing them out on a first come first 
serve basis, so it’s best to get there first, then worry 
about the return trips.”

“Sounds like a plan.”
Mark got the particulars from Bud and headed 

east across the 401.

•
When Mark reached the warehouse near the Mon-
treal loading docks, there were already six trucks in 
the yard ahead of him. Hopefully he wasn’t too late 
to the party. 

For the most part all the trucks were late-mod-
els, newer than Mother Load by a few years. But just 
when Mark thought he had the most senior rig in 
the line, a green International pulled into the yard. 
It was an older model that had clearly given its own-
ers many years of service. 

And although the truck’s cab was green, it had a 
blue left-front fender and a matching blue door. Those 
were the only two things that matched on the truck as 
the rest of it looked scratched, bent and broken. 

The tires looked worn, and one of the driver side 
rear tires had a noticeable wobble to it as the truck 
slowly crept through the lot. 

The truck’s driver would be lucky to make it to the 
scrap yard, thought Mark, never mind Toronto and back.

Just as the thought crossed his mind, the passen-
ger door of the green International opened and a 
young man jumped out. His clothes were as dishev-
eled as the truck he’d come out of and it looked as if 
he hadn’t had a shower in several days, or a shave in 
a couple of weeks. Obviously, this guy, and the other 
one currently behind the wheel, spent as much time 
as they could driving with everything else taking a 
backseat to earning a living. 

Okay, so they’re a team and 
the whole point of having a 
team is keeping the truck on 
the road with as little down-
time as possible.

Nothing wrong with that, 
thought Mark, since everyone 
had a right to make a living, 
and in this country the hard-
er you worked the more mon-
ey you made, and the more 
money you made the better 
life you could provide for your 
family. There were no laws 
against making sacrifices to 
get ahead. 

Mark could only hope that 
these guys’ truck only looked 
like a train wreck and that it 
was actually mechanically as 
tight as a drum. 

Later, as Mark was secur-
ing the gladhands to the trail-
er he’d be taking to Toronto, 
he watched the green Inter-
national scoop up a load that 
was waiting for them in the 
middle of the yard.

Smooth, thought Mark. 
They’d come in well after 

him and were leaving minutes 
before him. Obviously this 
wasn’t their first pick-up.  

Later that day, Mark stopped 
outside of Belleville to fill his 
tanks, take an extended bath-
room break and have a bite to 
eat. To be honest, he’d spent 
more time than he’d wanted at 
the truck stop, but sometimes 

nature took its time answering its call.  
Back on the road and an hour outside of Toronto, 

Mark was surprised to see the green Internation-
al on the other side of the highway pulling a trailer 
back to Montreal. 

“Wow,” Mark said aloud. “Somebody’s making 
good time…not to mention money.” 

But as he continued down the road, he got to 
thinking about how far it was between pick-up and 
delivery points, the time it took to drop-off and 
hook-up a load, and then a stop here or there for cof-
fee and bathroom breaks. 

And even if it was possible for a team to do the 
Montreal to Toronto run without a single stop, it was 
still impressive that they were that far ahead in 
such a short period of time.

They were either doing something right, or 
something really wrong. 

 
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.
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– Mark Dalton returns next month in the conclusion of 
Mark Learns the SmartWay.
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WINNIPEG, Man. – Bison Transport 
announced that it’s a sponsor of the 
Princess Patricia Canadian Light In-
fantry’s Memorial Baton Relay.  The Me-
morial Baton Relay, which travels across 
Canada, marks 100 years of service for 
the Princess Patricia Canadian Light 
Infantry (PPCLI). Bison supplied a trac-
tor and driver to drive a trailer complete 
with a commemorative design to travel 

Bison supports Princess Patricia
with the relay.  

“Bison Transport is proud to be a 
part of this historical event and honour 
PPCLI’s 100 years of service,” said Don 
Streuber, president of Bison Transport. 
“As the decaled Bison trailer travels 
across Canada, we hope it helped Ca-
nadians recognize the commitment 
and contributions the PPCLI soldiers 
have made over the past century.”  

Manitoulin buys Westcan divisions
EDMONTON, Alta. – Manitoulin Transport has announced its purchase of West-
can Group’s van freight and less-than-truckload (LTL) divisions. Westcan last 
year sold its bulk division to US-based Kenan Advantage Group. Purchasing its 
van and LTL assets provides Manitoulin with broader coverage of the Western 
Canadian market, including the Northwest Territories.

“We continue to expand in Canada’s west due to its buoyant economy and 
our desire to round out our offerings in the region for the convenience of our 
customers,” said Don Goodwill, president, Manitoulin Transport. “This acquisi-
tion enables Manitoulin to provide customers needing LTL, flatdeck and temper-
ature-controlled services with greater choice through increased trip frequency 
to the north.”

“We made a strategic business decision to focus on our bulk transportation 
and construction business moving forward,” said Grant Mitchell, president and 
CEO of RTL-Westcan Bulk. “We are delighted with this agreement, believing our 
loyal LTL customers are in good hands, given Manitoulin’s reputation and the 
breadth of local, national and global service they are able to provide.”

“Manitoulin and Westcan Bulk Transport share a similar heritage of modest 
beginnings in the 1960s and steady growth,” added Gord Smith, CEO, Manitou-
lin Group. “We also share the same corporate values of exemplary service, en-
vironmental stewardship, a commitment to safety, and the desire to be a true 
customer partner – ensuring a seamless transition for Westcan Freight Systems 
LTL customers.”  

Driverlink is proud to protect the privacy of your personal information as required under federal privacy laws. If you would like to see a 
copy of our privacy policy, please go to www.driverlink.com/privacy.asp. If you would like a printed copy of our privacy policy, please 
call us at 1-800-263-6149 and we will be happy to mail one to you.

By �lling out and signing this application, I agree to abide by Driverlink’s terms and conditions and consent to the use of 
personal information according to the Driverlink privacy policy.

I am able and willing to cross the Canada/U.S. border to haul loads.
I am FAST approved (for expedited border crossing).
Would you like to be contacted by driver agencies?
Has your license ever been suspended?

Yes No
Yes No
Yes No
Yes No

BEST WAY TO CONTACT ME: Home Tel Cell OtherEmail

Signature: Date:

COMPLETE AND FAX TO 905-795-0539
We will enter your information on Driverlink where companies and recruiters search for drivers. 

OWNER OPERATOR? Manufacturer Year/Model Engine/Size

CERTIFICATION / TRAINING: Doubles/Triples

Air Brake Adjustment

Air Brake (Drive)

Over-Size Loads

Hazmat

Tankers

Name of School

Name of Course Completed

Can you lift 50lbs? Yes No

Prov/State Start/End DateCity

TO REGISTER

www.trucknews.com

www.driverlink.com       |       support@driverlink.com

SIGN UP FOR FREE TODAY

CAREERS

North America’s best resource for trucking jobs

FIND THE BEST COMPANIES 

TO WORK FOR FIND THE BEST COMPANIES 

TO WORK FOR 

North America’s best resource for trucking jobs

Owner Operator Local

Moving

Hwy Team

Driver TrainerLease Purchase

Hwy Single/Company Driver

Other

WORK PREFERENCES:

PREFERRED DRIVING REGION: North America Canada only

First Name Last Name

Prov/State Postal/Zip Email

CityAddress

Home Tel Cell

(THIS WILL BE YOUR USERNAME ACCOUNT)

Last Employer

City Prov/StateStart/End Date

Contact Person Tel

WORK EXPERIENCE:

TOTAL TRUCK DRIVING EXPERIENCE /yrs

Driverlink is proud to protect the privacy of your personal information as required under federal privacy laws. If you would like to see a 
copy of our privacy policy, please go to www.driverlink.com/privacy.asp. If you would like a printed copy of our privacy policy, please 
call us at 1-800-263-6149 and we will be happy to mail one to you.

By �lling out and signing this application, I agree to abide by Driverlink’s terms and conditions and consent to the use of 
personal information according to the Driverlink privacy policy.

I am able and willing to cross the Canada/U.S. border to haul loads.
I am FAST approved (for expedited border crossing).
Would you like to be contacted by driver agencies?
Has your license ever been suspended?

Yes No
Yes No
Yes No
Yes No

BEST WAY TO CONTACT ME: Home Tel Cell OtherEmail

Signature: Date:

COMPLETE AND FAX TO 905-795-0539
We will enter your information on Driverlink where companies and recruiters search for drivers. 

OWNER OPERATOR? Manufacturer Year/Model Engine/Size

CERTIFICATION / TRAINING: Doubles/Triples

Air Brake Adjustment

Air Brake (Drive)

Over-Size Loads

Hazmat

Tankers

Name of School

Name of Course Completed

Can you lift 50lbs? Yes No

Prov/State Start/End DateCity

TO REGISTER

www.trucknews.com

www.driverlink.com       |       support@driverlink.com

SIGN UP FOR FREE TODAY

CAREERS

North America’s best resource for trucking jobs

FIND THE BEST COMPANIES 

TO WORK FOR 

Owner Operator Local

Moving

Hwy Team

Driver TrainerLease Purchase

Hwy Single/Company Driver

Other

WORK PREFERENCES:

PREFERRED DRIVING REGION: North America Canada only

First Name Last Name

Prov/State Postal/Zip Email

CityAddress

Home Tel Cell

(THIS WILL BE YOUR USERNAME ACCOUNT)

Last Employer

City Prov/StateStart/End Date

Contact Person Tel

WORK EXPERIENCE:

TOTAL TRUCK DRIVING EXPERIENCE /yrs

Accutrac Capital 
Solutions  
7

Bison Transport  
25

Bridgestone  
35

Careers  
24,25,26,27,28

Castrol/Wakefield 
Canada  
15,17

Celadon Canada 
24,28

Chevron Global 
Lubricants  
4,48

Child Find-Missing Kids  
38

CMA/Double Coin 
Tires
19

Crossword Puzzle  
& Solution  
18,45

Cummins Inc.
16

David Benjatschek – 
Wowtrucks
40

Diesel Spec
11

Drive Products 
9

Edge Transportation 
26

Favel Transportation
26

Freightliner
2,3

GAZ Metro
12

Goodyear Canada
23

Great Dane Trailers  
47

Imperial Oil  
22 

Kindersley Transport  
26

Luber-finer  
34

Mack Canada
6

Michelin
31,41,44

National Tank 
Services  
30

Ocean Trailers  
7

Petro Canada  
33

SAF-Holland  
11

Shell Canada 
Products Ltd. 
10,20,21 

TD
14

TransX Group Of 
Companies  
27

Trucker Radio
38

Truck Ops  
39

Truck West–DriverLink  
45

Truck West–
Subscription  
39

Trucking Safety 
Council B.C.  
13

Utility Trailer 
13

Volvo Trucks  
8

LIST OF ADVERTISERS

pg 45 tw oct v3.indd   45 14-09-18   4:22 PM

http://www.driverlink.com
mailto:support@driverlink.com
http://www.driverlink.com/privacy.asp
http://www.trucknews.com
http://www.driverlink.com


Bureaucrats! Politicians!
As you’ll see elsewhere in this issue, 

it looks like the folks in what was once 
deservedly the City of Champions – Ed-
monton, of course – are looking at ways 
of curbing trucks, or at least curtailing 
some of their activities. Since that piece 
is supposed to be straightforward jour-
nalism, I refrained from snarking in it 
(that’s what “Jim’s Brayings” is for!) – 
but having read some, if not all, of the 
supporting documentation for this plan 
to hire five new enforcement folks, it 
seems to me that it’s just another nan-
ny state power grab aimed at kissing up 
to the NIMBY (Not In My Back Yard) 
crowd. And if anyone thinks they’ll ac-
tually save money – and increase roads’ 
lives – by fining a few truckers, then I 
have a big blue circle mounted stupidly 
on a Calgary bridge to sell you.

Okay, that big blue circle reference 
may be a bit inside baseball, so I’ll ex-
plain it for all you non-Calgarians. The 
Big Blue Circle is a classic case of bu-
reaucrat blindness (hey, it ain’t their 
money) that saw $400,000 spent on 
a huge circular street light stand on a 
bridge near the airport – part of their 
commitment to spend 1% of all infra-
structure investment on “public art” 
(whether it’s warranted or not). This 
came after the city spent something like 
$25 million on a pedestrian bridge over 
the mighty Bow River that’s only a few 
hundred metres from two other pedes-
trian bridges. New bridges for vehicles, 
that would facilitate traffic flow to the 
downtown core? Please be serious. That 
would get in the way of the City Mothers’ 
(er, Fathers) social engineering schemes.

The Edmonton plan hasn’t gone 
through yet, the report outlining the pro-
posal basically says that if the funding 
isn’t approved, the sky will fall, dogs 
and cats will live together in peace and 
harmony, and mass hysteria will break 
out – even though not going through 
with the initiative really means nothing 
will change, because nothing will have 

changed! How could it? They would be 
maintaining the status quo! 

Geez. Call me naïve, irresponsible, 
late for dinner or whatever, but come 
on! Are these folks incapable of logic 
and conscious thought? Or do they just 
like spending other people’s money on 
feel good projects of dubious value? Of 
course those are rhetorical questions.

</rant!> Now on to more positive 
things! 

Roadcheck 2014 results 
point to safer trucking 
industry – but not safer 
drivers
Despite the doom and gloom hover-
ing over Edmonton like a black cloud, 
it appears that trucking is getting saf-
er, though some drivers don’t seem 
to be getting the message. That’s ac-
cording to the June 2014, commercial 
motor vehicle inspecting blitz across 
North America, performed under the 
auspices of the Commercial Vehicle 
Safety Alliance (CVSA). The group an-
nounced that 73,475 truck and bus in-
spections were carried out during In-
ternational Roadcheck 2014, the yearly 
72-hour enforcement and safety out-
reach event, and fewer trucks were 
placed out-of-service this year than 
in 2013 – though more drivers were 
snagged in their nets. 

Of the total inspections, slight-
ly more than two-thirds were North 
American Standard Level 1 inspec-
tions (the most thorough). Overall, 
taking all levels of inspection into ac-
count, a total of 18.7% of vehicles were 
found to have out-of-service (OOS) vi-
olations, down from 20.6% in 2013 – 
but of course still way too high. A total 
of 72,415 driver inspections were per-
formed as well and 4.8% of the drivers 
were found with OOS violations. That, 
unfortunately was up from 2013’s 4.3%.

The most vehicle violations (just shy 

of 30%) involved braking systems and 
adjustments, while the most numerous 
driver violations involved, perhaps not 
surprisingly, hours-of-service. 

Sounds like there isn’t enough  
“stopping” power for either trucks or 
drivers.

Triton Transport expands
Congratulations to Triton Transport, 
which provides purpose-built equip-
ment for heavy-haul services across 
North America. The Lower Mainland-
based company has relocated its head 
office from Langley to Chilliwack, far-
ther east up the beautiful Fraser Val-
ley, in what they say is a fully equipped, 
state-of-the-art shop.

The new location features a 7.5-acre 
yard (or whatever that is in hectares) 
as well as a leading-edge facility that 
includes three pull-through shop bays 
and an outside bay with two overhead 
cranes, which the company’s news re-
lease said are “significant features for 
a sector with equipment – and loads – 
that are much longer and larger than 
those the general public usually sees 
on B.C.’s roads (in fact, the general pub-
lic rarely sees loads of the size Triton 
moves, since, for safety, they may travel 
in the early morning or late at night).” 
The extra yard space also allows for 
continued expansion as well as for Tri-
ton to store clients’ equipment in a se-
cure, locked compound until it is ready 
for shipment to its final destination.

“We are very excited to have finally 
moved into our facility in Chilliwack 
after two years of planning and con-
struction,” said Murray Scadeng, Tri-
ton’s president. “Triton now has the ca-
pacity to service and grow our existing 
and future client base as well as attract 
the very best people in our industry.” 
Scadeng also complimented the City 
of Chilliwack for being “very accom-
modating” and said Triton is looking 
forward to being “an active part of our 
new community.”

Congratulations on the new digs!

More Albertans 
PIC-ing winners
Alberta’s Partners in Compliance pro-
gram has announced that two new 
companies have been approved to par-
ticipate in the burgeoning program. 

Step Energy Services of Calgary em-
ploys 310 people and boasts a fleet that, 
according to PIC’s information, “can 
match the productivity in extended 
reach wellbore designs.” 

The other newbie PIC carrier is GRD 
Transport of Beaumont, which PIC 
says is “the first owner/operator ad-
mitted into the PIC Program.” 

Michael Shopa is the O/O in ques-
tion, and his fancy White Mack will be 
displaying the yellow PIC licence plate 
proudly on its nightly travels to the B.C. 
border. PIC says Michael had an almost 

perfect score for his NSC Audit and no 
points against him in the SECOR Au-
dit. “We respect his tenacity in build-
ing a solid program starting from the 
ground up, working hard off the road at 
home building his safety program and 
driving safely on the highway,” PIC’s 
people proclaimed.  

MTA presents 
scholarships
On Sept. 3, the Manitoba Trucking As-
sociation presented its latest round of 
scholarships to members’ employees 
and/or dependents. Ten grand was 
awarded in all at an event held at Win-
nipeg’s Round Table Restaurant. There 
were nine scholarships in all (the mon-
ey for which was raised in the group’s 
two annual golf tournaments), three of 
which were based on academics, while 
four went to apprentices who are em-
ployed currently by an MTA member 
company (in the transport truck tech-
nician and transport trailer techni-
cian programs).  Also awarded were 
the Edward M. Ewanochko award and 
the Winnipeg Transportation Schol-
arship award, which went to, re-
spectively, Edmund-Sean Viagedor 
(Gardewine Group) and Lucas Bock 
(SLH Transport). 

The academic winners were Julie 
DePaus (L&J Bulk Milk Transport), 
Adrianna Racano (Marsh Canada Ltd.) 
and Edmund-Sean Viagedor (Gardew-
ine Group). The apprenticeship pro-
gram winners were Kerry Bezemer 
(Paul’s Hauling), Christian Lewis (Bi-
son Transport), Jesse Reinsch (Penner 
Oil), and Coleman Regular (Ocean 
Trailer).

Congratulations to all these worthy 
winners, and good luck!

A Wheelie big show!
Manitobans, don’t forget the 19th an-
nual Fields on Wheels conference in 
Winnipeg. This agribusiness confer-
ence is billed as a must attend event for 
anyone involved in or interested in the 
issues facing grain transportation to-
day and in the future! The bash will be 
held on December 3 at the Delta Hotel 
in Winnipeg.  Register before Hallow-
een and get the early bird rate of $295 
plus GST (regular registration is $345 
as of November 1). Want to know more 
or to register? You can register at http://
umanitoba.ca.  

That’s it for this month! As is my plain-
tive plea with each issue, if you have a 
notice, kudo, complaint, or whatev-
er, that you think your industry peers 
(assuming you have any!) would like 
to hear about, fire me off an e-mail to 
jim@transportationmedia.ca. We re-
ally do try to fit all of these bits into the 
column – but we can’t do it if you don’t 
send them. So there! Until next month, 
then, cheers! 

Triton Transport relocated its head office from Langley to Chilliwack, B.C. The 
new location has a 7.5-acre yard and three pull-through shop bays. It also fea-
tures an outside bay with two overhead cranes. 

46 
jim’s brayings

Welcome to Jim’s Brayings, a quick look at some interesting commu-
nity news items from across the west that we think will interest you. If 
you have some news you think will be a good match for this column, 
pop me off an e-mail at jim@transportationmedia.ca. We can’t run  
everything, of course, but we’ll try to get in as much as space permits…
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Let’s go for 4.5%*

fuel economy improvement.

*SAE J1321 Fuel Consumption test for the Delo 400 LE Synthetic SAE 5W-30 shows up to 4.5% fuel economy improvement with short haul 
trucks (Class 6) and 2% with long haul trucks (Class 8) when compared to SAE 15W-40 oil. Actual results will vary depending upon vehicle 
type, load and other driving conditions.

Maximizing fuel economy is an important component of improving operational efficiency. 
By switching to Chevron Delo® 400 LE Synthetic SAE 5W-30, you could see up to 4.5%  

fuel economy improvement compared to SAE 15W-40 oils. Plus, Delo products with ISOSYN®  Technology 
help provide extended service protection and are designed to provide maximum engine 
durability and minimize operating costs. Learn how much your business could save on 
fuel costs with the exclusive new Delo Fuel Economy Calculator at ChevronDelo.com
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