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or most fleets, the
2010 engines are
still @ mystery.

Many don’t want

the expenses or the potential
problems of the new technolo-
gies developed to meet the
Environmental Protection
Agency’s latest emissions stan-

_ We ask dards any time soon. And

: nobody really wants to spend

HOW ﬂfe ﬂl@“ . the additional up front thas
.j : new engme | the 2010 technologies cost,

T . L | Buc some brave folks got in early;
dom ? - though even then somewhat cautiously.
. 147 8 o “We wanted to dip out toes into the
water, not get in up to our necks,”
explained Kirk Altrichter, vice president of
maintenance at Gordon Trucking, 2
regional truckload catrier based in
‘Washington state, which has four 2020-
powered teucls,

Two are Cummins ISX 15s and two are
Detroit Diesel DD15s, They ace all pro-
g duction engines, having been acquired in
2 Freightliner Cascadias early in the year,

‘ Steve Sturgess * Executive Editor




and had 60,000 - 70,000 miles on them
at the end of August when we set out to
canvass fleet experiences with the new
engines.

Eatly fleet orders for production
trucks with multiple truck deliveries are
just starting to trickle in. As far as we
could determine, no Intetnational
tracks with 11- or 13-liter 2010
engines have yet made it to fleets or
dealexs. According to press and ana-

000 |

Engine
chreCard

The cooperation 0

. more 2010s come into the fleet, the plan
| at Gordon is to eliminate those on-board
jugs from the trucks,

Similar planning at Ryder has meant
that customers are assured of supplies of
the catalytic reduction reagent befote
they get the trucks, All Ryder facilities

that see 2010s have DEF supplies, said

Scott Perry, director of vchicle supply

management for the leasing company.

While the nearly 500 2010s Ryder

z;; Ep:ﬁﬁvlgtﬁlt‘if:;lt}:;s Ckie:nxﬁc_l me manurdcull‘ers m already has might seem Jike a lot, Perry

pointed out that this is only a tiny per-

2ufacturo : !::lség dar:h ml\ddl’AN MaxxForce l " l b ;lentagt‘ of the 150,000 vehides in the
10s based on the agines, { - fleet. He's expecting significa ;
;neti‘li‘ they dmlév s:lne the quahftnygi’:sn:% So vmg ea[ y pro of dxf:;g:sccxc} ;t%[;?)lomngxrg

 desired level. Navistar declined to into his fleet over the next 90 days.
i e (CISTASHRED  Momtitplepors |
the experience to date has been with “ liter. He said carly deliveries were
trucks equipped with selective cat- Stellar — not d  very much a result of working dlosely
alytic reduction. That's the ‘ with the engine manufacturers, and
urea/catalyst reduction of NOx in the Ryder has had considerable access for
rgmxst stream— commzr:gel qel;e): comment I WO“ld obzleur;::ion and technical review:

ettreatment ~ using di ust In among the OEMs is
fluid. International because, Perry said,

. . hﬂ.ve made me Ryder intends to have allergEMs repre-

Engine experiences sented in the fleet. With such a broad

Gordon’s Altrichter may have been
reluctant to get in up to the neck, but
the experience with his early produc-
tion 2010 Cummins and Dettoits has

last couple of times
the technology

base of customers, “We have to have a
smattering of everything.” So he has
been talking with Navistar and review-
ing International with a view to

not been at allf bad, he said. The spec’ing the 11- and 13-liter engines.
cooperation of the manufacturers in Already, though, there are trucks pow-
solvfi,ng tllme early issues has been “stel- h d ” ered by the :f‘aller MaxxForce D'}Ifm
lar ~ not a comment I would have C ﬂﬂge . featuring advanced EGR in Ryder’s
made about the last couple of titmes haods.

the technology changed.” Altrichter, OfF the engines deployed in the fleet

though, with his military back~
ground, is one to have his ducks in a

| row, too. Those 2010s were all
deployed on the I-5 cotridor, a busy
lane for the fleet. Altrichter had made
| sure diesel exhaust fluid was available in bulk totes at
the terminals wherever the trucks showed up. In addi-
tion, each of the four 2010 trucks catties a 4-gallon

| jug of DEF so that they never run low on the fluid.

In answer to a question about experiences with low-

| level warnings or even “inducements” (things like

| engine de-rates to force drivets to refill with DEF), be
| said that they don't anticipate such experiences.

“We don’t plan ever to see one,” he said. And as the
| DEF bulk infrastructure rolls out at truckstops and

—Kirk Altrichter

today; said Perry, most of the intetac-
tion with the manufacturers was “in
regards to updates, implementation,
sofrware and Calibrations.”

Happy customers

We got similar stoties from most of the fleets we
tallkeed to. Most have reported few real issues, and
much on-going interaction with the engine OEMs as
they tweak the engines for improved fuel consump-
ton or refined dosing of the DEF to minimize its
use.

At Maverick Transportation, a 1,200-power-unit
flatbed fleet based in Arkansas, Ditectot of
Maintenance Brent Hilton said that more extensive




wotk been done to some of the trucks —
Freighdiner Cascadias ~ though he wasn't always
told just what was being done. When we talked,
he had one of his 75 2010 wrucks in the
Freightiiner dealer’s shop. There, Dettoit techni-
cians were changing out pistons ina DD15 -
although he was quite frank about the fact that
they cannot always determine what is going on
with the trucks he runs as development vehicles
for Detroit Diesel.

Maverick is a Freightliner fleet and has bad
considerable experience with Detroit Series 60
and Mercedes-Benz MBE 4000 engines over the
years. The fleet has been transitioning into
DD15, now with 250, predominantly engines
introduced at the EPA '07 level. While replace-
ments have been running somewhat behind lately
thanks to the recession, rising maintepance costs
will see the entire fleet replaced in a couple of
years, Hilton said.

Hilton is quite happy with the new engines.
Most of the few issues he’s had bave more to do
with the chassis than the engine, he noted, and
they were of a minor nature. There was one issue
of a Detroit Diesel service point not have a tool to
remove a head, but “overall I think Detroit Diesel
did an outstanding job of training the field on
this product,” he said.

Paccar also gets high marks
from fleets that are transition-
ing into the new 12.9-liter MX. |
These are all-new in the United
States, using SCR technology |
to meet the NOx levels for
2010, But while new on this |
side of the Atlantic, the engines
have been. in fleets nearly four |
years in Europe, where they are |
earning an excellent repuration
in Paccar’s DAF-brand trucks.
And because Buro 5 dictated
SCR over there, theres also a
considerable body of experience
with aftertreatment rechnology.

One particulatly tough
application is a milk haul by
Ontario, Canada-based
Stotesbury Transfer. There, the |
province’s high gross weight
allowances mean the loaded
trucks rup at up to 139,000
pounds. The company is rela-
tively small, with 23-25 power




units, said President Brian Stotesbury.
The fleet is predominantly Paccar, with
Petesbilt the preferred brand. Power till
now has been Caterpillar and Cummins.
Most ate pre-'07, since the fuel penalty
post-"07 discouraged the purchase.
Two MX engines have been in test at
Stotesbuty for around a year, with a
third was deliveted just as he was
interviewed for the story. He said the
engines were performing vesy well and
the dtivers liked them a lot, with a
pulling ability that was stronger than
the 485-horsepower and 1,650
pounds-feet spec suggested. He also
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Drivers really like
the MX because it
is “unbelievably”

. economy of these early 2010s — especial-
ly the MXs,

. Anticipation in Joplin

At Con-way Truckload, there has been
some anticipation of the Intesrnational
—  13jter with a substantial 150-truck
order for ProStars, matched by one for
Kenworths with Cummins ISX. Bruce
Stockton, vice president of mainte-
nance and asset management, said they
are keen to try the different technolo-
gies to see if there is a clear winner at
the end of six months. He agrees the
International pick appears to be a brave

likes the fuel economy, which is much decision, but at the end of the test, he
better than the two ‘07 engines, and i ” will have a much clearer direction of
he likes the weight savings of the MX L which technology to choose, unlike
over previous power. qme and the other fleets that appear to have rolled

_ There have been issues with warning . thi:h dice on which technology to adopt
e e vsrgene (OIQUISloNEr i g hebimatone
identified easly; and Seotesbury gives The order for the Internationals is
the Paccar ficld engineers high praise built, he said, but not cleared fot

for identifying problems and getting a'nd Sooner a'nd release, waiting on what he under-
fixes in place and into production. stands is a0, engine calibration valida-

There have been no driver issues
with low DEF or getting the wrong
fluid into the different tanks. In fact,
be said, the drivers really like the MX
because it is “unbelievably” quiet, and
“the torque is longer and sooner and
pulls really well.” Also, the engine is
vesy tesponsive. These traits have shown up as
imptoved driver productivity, said Stotesbuey.

Another cartier running the Pacear engines is
Halvor Lines, a 340-cruck fleet out of Superior, Wis.
His 2010 representation is three Paccar MX and a
couple of Cummins ISX 15s.

CEO Cameron Fraley said the fleet has been all
Caterpillar, so any experience of late has been an
improvement, but the MX engines are big favorites.
*“Drivers have been vety happy with the power and
pulling ability.” As for rcliability, there have been no
major issues with either MX ot ISX., “Right out of the
box they have their little glitches. But there have been
zexo mission-disabling probiems. The Cummins have
had to stop in the shops for warning lights and sen-
sors,” he said. “Overall, though, they've been pretty
datn good.” He wryly added that compared to 2007
emissions Caterpillars (which have landed Cat with a
lawsuit from unhappy customers), it has been a pleas-
ant experience. And he js very happy with the fuel

pulls really well.”
— Brian Stotesbury

tion. “Whatever that means,” he
added. Stockton is also keen to get his
hands on the promised 15-liter
MaxxForce, though he understands it
will not be available at least until the
new year. It is based on Caterpillar C15
iron, and the carrier has had recent
experience with Caterpillar, though not much post
'07, *“We dido’t buy a lot of trucks in '08°and '09, but
the 2,600 trucks in the fleet will need to be replaced.”
Stockton is anticipating getting the 300 trucks before
the end of the yeat to do the SCR and A-EGR com-
patison.

In the meantime, his 2010 experience is a lone
development ISX the carrier has been running in
association with Cummins. It is on a dedicated run
through the home terminal of Joplin, Mo., every
week. Stockton said the truck carries plastic jugs of
DEF but that is not the direction he wants to go with
DEF supplies, He's also looking for DEF pricing to
reach parity with diesel fuel so the promised
economies can be realized.

Drivers and DEF

Stockton referred to the “stones thrown about how
Navistar did the (water instead of DEF) test,” where a
Freightliner was run, seemingly without trouble, with




2010

pure water in the DEF tanl. Stockton is EH lne boots white.”

concerned that drivers will see that and A\ The care that fleets like Ryder and

try to use water instead of the recom- " 1 Gordon Trucking have applicd in ensye-
mended fluid. Theres also the issue of S [UI‘E C al"d ing DEF is where the trucks will operate
drivers deliberately sabotaging trucks by ) AV has been to their benefit. But while it's
contaminating the DEE stealing it, or - just “toes in the water” for the moment,

otherwise crippling the truck.

He said the experience with just the
one 2010 shows that chere will have to
be some serious effort to train drivers
what to expect. Stockton anticipates up
to four hours with each driver as the

d, it is eas ! . It plays back 4
L e drivers what

Con-way
Truckload’s

as more and more 20105 get into the
population, it is clear that more bulk
DEF will be available at truckstops.
And it is very likely that the very slow
ramp-up of the 2010 truck popularion
has helped in this respect. Most of the

2010s roll in, impacting productivity fleets we interviewed are the carly
in the short term. / : adopters, and even they started small,
Halvor Lines’ said that for the five expenence wnh For fleets taking a wait and see attitude
trucks iri his fleet, drivers wete chosen ~ especially in the very slow economic
with care. “These guys wete happy to recovery right now ~ it will be next
| giveitatry. We spent some time with J“Sl Oﬂe 2010 SCR year before any setious truck buying
} them so they undersiood what was brings ;ﬁlﬁc&m‘. numbers of 20105 on
required.” . to the highways,
S;ott Perry.a.t R):dex said the kgy toa engme Shows lhdt |
| smooth transition isa good, i:lli:nledj‘d Sg 'Ea;t:,’ :noth ’ -
| driver orientation. Doing so has avoid- . 0 date, all the 2010/2011 model~
{ edany :issvtlxisﬂ with col-lmingling the flu- mere Wlll have 10 z;ar experience has been with trucks
 ids. And while there have been inci- at use aftertreatment and diesel
dents of trucks running low on DER , exhaust fluid as the technology to meet
the thorough orientation will prepare he Sﬂme senous the new emissions regulation. The
drivers for what is going on as the expetience has been remarkably posi-
“inducements to refill” kick in, s tive,
“Recognizing exactly what is going on eﬁon [0 m All respondents talked of the cooper-
is imporrant,” he said. “Once undet- ation between the engine manufactur-

ers and the fleets. That's not too sur-
ptising, since many of the engines in

Other fleet experience has been gen- the field are either development or eatly
erally good, though in all cases, drivers l t production that is being carefully
have been chosen caxefully for the new 0 CXDCC watched for early problems.
technology and then the projects have ‘While the engines have moved from

been closely monitoted. As Altrichter
said, “It’s best to change just one thing at a time,
especially as a driver can make an up to 30 percent

| difference in fuet economy.”

But the news is encouraging, The early fears of
DEEF availability proved to be well founded, but the
situation is getting better by the day, and the fleets
have played it cautiously with additional DEF on the
trucks, But chat is not a situation they plan to contin-
ue as the infrastructure rofls oue.

The subject of driver handling of the fluid has also
not been an issue, though Bruce Stockton said it is
impotrant to deal with DEF spills on the truck. His
experience shows that it is dearly cotrosive. “When
we installed the first tank in the shop, we found drips
would eat the paint off the floor and tuen drivers’

prototypes and production-intent to

full producdon, there still appears to be some “turn-
ing of the dials,” to borrow Stocktor’s phrase. This is
in response to early disappointing fuel consumption
and dosage rates of DEE

Based on our interviews, most manufacturers get a
much better than passing grade for both the engines
and theit supporr. Issues with DEF have been
overblown, buc it is still early days and the main roll-
out of 2010 engines Jater this year and into next may
improve the DEF situation or may actually strain
supplies, But it is the fleets’ intentions not to carry
standby DEF on the trucks in the long run if at all
possible.

And there's still the big question mark of the all-
EGR technolagy and Navistar's big-bore engines, M



