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UMA / ABA Joint Washington Fly-In
Owners, operators and representatives of our motor
Coach Industry converged on Washington DC for it’s
annual Fly-In. This year, 116 members of our industry
visited Congressman, Congresswomen and Senators
to promote an agenda that is helpful to our industry.
The major subject for this year was to promote passage of H.R. 2120, the ‘Bus Regs Bill’ designed to remove regulations that are harmful to the MotorCoach
Industry. Over 600 appointments were conducted by
these members to 150 Congressional offices.
This year was a first for the Fly-in. These owners,
operators and industry representatives from all over
America, members of both UMA and ABA combined
efforts to promote the our agenda. This Fly-In is the
best promotion for industry interests. Lobbyists can
visit and promote our interests, but there is no better
voice for a Congressman or Senator to hear is the
voice of their constituents, their voters.

Somewhere in this mass of 116 industry Fly-In Representatives, standing on the Capitol Steps, are
MCBOA Board Members: Rob Wicklund –Bemidji Bus Lines and Rick Thielen-Thielen Bus Lines, Inc.

Pictured below is MCBOA Board Member-Rob Wicklund of Bemidji Bus Service and yours truly with Rep. Scott Perry (R-Pa)
Rep. Perry has been a good friend of our industry over the years he has served in Congress. Scott Perry is a General in the
Pennsylvania National Guard, started his work career at age 13 and is an accomplished businessman. It was Scott Perry
who suggested to the UMA to stop fighting regulations on the defensive, but to go onto the Offensive.

Rep. Scott Perry (R-Pa) with Rob Wicklund & yours truly at a
General Perry Fundraising breakfast in Washington DC.

Rep. Perry worked with the UMA to draw up Rep. Babin’s “Bus
Regs” bill , H.R. 2120 that would remove many of the onerous
regulations that have been slapped on our industry. These
regulations have been both proposed by the FMCSA and by the
Congress, our own elected Representatives.
The goal is to reduce the number of fatal crashes that Commercial Motor Vehicles have across the country. Our Motor
Coach Industry has suffered the smallest number of occupant
fatalities in 2016 in many, many years. According to FMCSA
Chief Enforcement Office, Jack Van Steenburg, total fatal crashes among trucks and buses in 2016, increased 5.6%. But at that
same time, Fatal crashes for Motorcoaches fell from 34 down
to 16. Out-of-Service rates for Coaches was 7.8%, while the
Out-of-Service rate for trucks was 21.2%. Van Steenburg complimented the industry for it’s excellent safety record.
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(UMA/ABA Fly-in cont.) The areas that the Fly-in participants addressed were that Passenger Carriers and trucking may be both

Commercial Vehicles but that is where the similarities end. The vast majority of Motor Coach operators are ‘Small Businesses’
with 90% of the 3,500 operators in America having 10 or fewer coaches. There are an estimated 35,000 motor coaches operating in the U.S. whereas there are 3.6 million trucks. Next to School Buses, Motor Coaches are the safest form of transportation in the country. With 3,500 coach companies operating 35,000 buses, transporting over 600 million passengers over 69
Billion miles, the fatalities for passenger carriers has averaged under 20 per year. Compare this to nearly 40,000 passenger car
fatalities annually. We have an enviable safety record but we need to continue to work to drop that figure closer to Zero.
One thing we have all learned through the last 10 years of heightened government regulation is that “One Size does
not fit all”. With the exception of the Hours of Service, motor coaches have been treated just like trucks in areas of regulations. This ‘One Size Fits All’ problem was addressed by industry members while visiting their elected representatives &
Senators. In Rep. Babin’s bill H.R. 2120, Motor Coaches would have separate rulemaking processes than the trucking
industry. This is just common sense action. You cannot treat passengers like a load of lumber, cattle or boxes of freight.
Our industry has been battling the FMCSA’s ‘Lease & Interchange of Vehicles’ rule for nearly four years, and the agency has yet
to exempt or change the onerous implications this rule has on the motor coach industry. The FMCSA admitted that the rule
has problems and promised to change it so the impact is not so great on passenger carriers. It is promised for sometime this
year but I, for one, am not holding my breath.
Another area addressed by the Fly-in participants was to retain the 17 or 24 cent fuel tax exemption currently enjoyed
by our industry. Governments are out looking for additional revenue and are turning over every rock to find a buck to rebuild
our infrastructure. Our suggestion to the Senators and Representatives was to dedicate existing monies for roads and bridges,
and to forgo beautification projects, bicycle & walking paths, sound walls etc along our highways that consume about
35% of infrastructure dollars. These beautification projects can come later after the real road and bridge work is finished.
In several visits, we were asked about raising the fuel tax. Our response was that if additional revenue was seriously
needed, we would be in favor of raising the fuel tax because the collection process is already in place and this collection process only consumes about 2% of revenue collected. When considering Tolling existing highways and interstates, which was
proposed by President Trump or Vehicle Miles Tax (VMT), it would need to set up another government bureaucracy to total
and collect the revenue and the cost of this program is estimated to consume at least 10% of revenue collected. It certainly
doesn’t take an ‘Einstein on Steroids’ to figure that one out, knowing how extremely efficient government programs are. We
also asked that any increases in the Fuel Tax would maintain a corresponding increase in the Charter Carrier Fuel Tax
exemption level.
Other areas discussed with elected politicians was to require separate and distinct impact & cost benefit analysis on
passenger carriers for rulemakings proposed by D.O.T. for trucks and buses. Again, we must be treated differently rather than
being lumped into the CMV pack. Buses are a distinct industry and need to be treated as such by regulatory agencies.
Last but not least was our industry battling with the transit agencies and to try to keep them from competing with private operators for charter work and for these agencies to work with our industry to fill in transit work when we have vehicles
available. Many Transit agencies have a reputation for taking on charter work with their government subsidized buses and
using that advantage to compete against legal operators whose taxes are paying for and subsidizing their public operations.
Every Charter Operator should be on the Federal Transit List to be notified when transit agencies are contacted to do
charter work. The number of operators who are currently on the list is falling off annually. I am sure it is because we must
renew the FTA registration periodically, but the transit agencies use this argument that our industry does not care enough to
be on the list. Personally, I have been on the list for many years and the only notification I ever received was from some small
transit agency down by Sioux City, Iowa. One cannot expect these agencies to happily fulfill their obligation to the charter industry because the goal is to increase the numbers of people they transport, not profit. The more people they transport is an
argument for more money from the Federal government. But, we must keep the pressure on the transits.
As an example of how this can get out of control, there is a non-profit commuter agency in LeRoy Minnesota that got
a D.O.T. number from FMCSA and is operating outside of their intended worker shuttle to Rochester, Mn. and is actually conducting Interstate Charter Operations with their Mini-Buses. And, at this time, there is nothing we can do about it.
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Message from MCBOA President
Dear MCBOA Members:
I would first like to thank you for the privilege and honor of being chosen to lead this
outstanding organization. MCBOA is recognized as one of the best state associations in the
nation and has some of the nation’s premier carriers as members.
You might say like many of you, I grew up in the business and have attended “Bus Company University” for my education. I remember coming to some of the very early MCBOA functions as a ‘volunteer’ for my father, Butch, and Mark Knutson. That was over 30 years ago!!
Throughout my career as a bus operator, I have been involved with MCBOA in one way or another.
Our company, Voigt’s Motorcoach Travel has two primary locations. One on my grandfather’s original farm in St.
Augusta, Mn and one in Fridley, Mn. We operate around 40 motorcoaches and a bundle of school buses in the central part
of the state and the northern suburbs of Minneapolis. We associate ourselves with IMG, UMA, MSBOA and Spader 20
group. We enjoy every minute of it.
As a MCBOA member, I would like to encourage all of you to get involved and send us your thoughts. We generally
meet as a board approximately 3 times per year plus the annual convention in November. In and around that time, please
feel free to reach out to any of the members of the board of directors if you need advice, information, have a suggestion, a
comment or just need to blow off steam to someone who will listen.
There is no shortage of frustration and challenges in this industry and knowing you have a resource at your fingertips
to help out is such an asset that it cannot be completely described. Please take advantage of the folks at MCBOA
Sincerely, Troy D. Voigt.

President

MCBOA Board of Directors Contact Information
Name:
Company:
Location:
Troy Voigt-President Voigt’s Bus Service
St Augusta/Fridley
Greg Nord-VP
Red River Trails
Moorhead
Mike Moran-Sec/Treas Reichert Bus Service
Baxter/Brainerd
Rob Wicklund
Bemidji Bus Line
Bemidji
Steve Hale
Cavalier Coaches
Owatonna
Tim Heinze
Lake Crystal Coaches Madison Lake
Jim Hey
Southwest Coaches
Marshall/Fairmont
Tim Schubert
Trobec’s Bus Service
St Stephen
Rick Thielen-Editor
Thielen Bus Lines, Inc Redwood Falls
Industry Board Member Representatives: (3 year rotation)
John McFarlane
ABC Companies
Faribault
Tom Foley
TIB Insurance
North Oaks

Phone:
800-227-1240
218-236-0300
218-829-6955
218-751-5311
507-451-5262
507-243-3282
507-532-4043
320-251-1202
507-637-3600
507-333-5703
800-490-2877

E-Mail
troy@voigtbus.com
greg@redrivertrails.com
mike@reichertbus.com
rob@bemidjibus.com
shale@cavaliercoaches.net
lccoaches@hickorytech.net
jameshey@iw.net
tim@trobecsbus.com
rick@thielencoaches.com
jmcfarlane@abccompanies.com
tfoley@tibinsurance.com

Editors Blog: I have heard Vic Parra, retired CEO of the United Motorcoach Association, many times has said that he wished
he could clone the MCBOA and insert it into every state. This doesn’t happen by accident, it takes time, dedication and love
of the industry to be effective. These board members above take time away from their businesses to attend meetings, testify
before our State Representatives, work with our legislative lobbyist crafting legislation or fighting against legislation that may
be detrimental to our industry and represent MCBOA members in Washington. These Board Members are also available to
our membership to be of help wherever they may be needed. An organization is only as strong as it’s membership. For this
reason, the goal of the MCBOA is to have every motor coach company be a member of MCBOA. There is strength and strong
representation in numbers . These board members do serve MCBOA members & get no remuneration for their efforts.
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ELDs vs AOBRDs
There is a difference between the Electronic Logging Device (ELDs) and the Automatic On Board Logging Device
(AOBRD) and is a source of confusion for several operators. While the mandate for ELDs came into effect on 12/17/2017, Carriers who had installed AOBRDs in their fleet prior to the December mandate are able to ‘Grandfather’ those systems until
they expire on December 17, 2019. So this is a ‘grace period’ for those operators to upgrade to the full ELD mandate.
There is one problem with this split compliance mandate and that is if you have an AOBRD system in your fleet and
you have a unit fail, it will be a challenge to replace that unit with an AOBRD and not have to upgrade to an ELD as a replacement unit. If you have taken a coach out of service, you can put that AOBRD unit into a current vehicle in case of failure but
you cannot just buy another AOBRD. This can be a challenge and you can end up co-mingling the ELD and AOBRD systems
The primary difference between the ELD and the AOBRD is the transfer of Record of Duty Status (RODS) to law enforcement during an inspection. The ELD must be able to transfer logging data to the inspecting office upon request and the
driver must know how to do this. The AOBRD is not able to transfer this data but can only print the RODS if the AOBRD has
that capability or at least be able to show the inspecting officers the logging data on the AOBRD.
The ABORD industry and operators who are using them must convert to the same specifications of ELD by December
17, 2019 or the ABORD must be able to transfer the data and meet the specifications for ELD through software updates. It is
important to communicate to your AOBRD provider whether they will be able to upgrade to the new specifications. If not,
you will most likely have to purchase a new ELD system.
Another difference between the ELD and the AOBRD systems are that an ELD will be able to incorporate what the
FMCSA calls “Edits & Annotations”. This allows drivers to insert notes into the logging device as reasons the RODS needed to
be changed or errors. With the AOBRDs, that change must be made in the office and the driver cannot make those edits or
annotations on the road. The ELD upgrades will/should change this requirement.

ELDs & CSA Violations
The Electronic logging mandate taking effect December 17, 2017, has a ‘Grace Period’ issued from FMCSA that would
give time for CMV operators to get used to the devices. Violations were added to the operators CSA record but would not
effect the scoring. There were no fines that were to be attached to the violations and Out-of-Service orders were delayed.
The FMCSA actually let it up to individual jurisdictions to decide whether they would issue violations to carriers or not. This
would certainly not help uniformity in enforcement across the country.
That is until April 1st, 2018 when the ‘Grace Period’ ended. Now, if a driver does not have an ELD or AOBRD in their
truck or bus, they can be put Out-of-Service for 8 hours. Every CMV must have paper log books to record RODS if the ELD/
AOBRD fails. The driver then must rebuild his hours of service via paper logs. The reasons a driver may be put Out-Of-Service
are listed below:
1.
Using an unauthorized logging device not registered with the FMCSA
2.
A driver is unable to produce and transfer data electronically from an ELD to an authorized law enforcement
officer or to produce the data via the display or print it out. A Driver with an AOBRD can be placed out of
service if unable to display or produce records of duty status, including his 7-day advance.
3.
Indicates a ‘special driving category’ when not involved in the category (Considered a False Log)
4.
Driver is required to have an ELD and the vehicle is not equipped with one.
There are exceptions to the ELD Mandate. The exceptions are:
1.
2.
3.
4.

A driver who drives under 8 days per month
Drivers who operate within a 150 mile radius
Drivers who are operating vehicles that are model year 2000 or older that do not have ECMs to hook up to.
Some operations are exempt for a period of time. Livestock haulers are exempted until September. Some
other groups have received exemptions for a period of time.
Editor’s Blog: I am not surprised that the FMCSA granted a temporary exemption to livestock haulers because they must
keep moving to keep the animals alive. I get that. What I don’t get is why cows and pigs seem to get more
safety considerations than our passengers. I don’t see any exemptions for passengers if their trip is delayed
for reasons not acceptable to invoke the 2 hour rule. Highway accidents, weather, road construction are
reasons to invoke the rule but simply getting caught up in rush hour traffic that is beyond our control is not
an adequate reason. So the question still bugs me is what are we supposed to do?? Pulling into a Walmart
parking lot 15 minutes from our hotel & informing them that we are out of hours and “this is where you
will spend the night.” is not an option if we want to ever see those customers again and stay in business!!
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Proving AOBRD is Grandfathered
Safety Consultant & formally an Enforcement Official John Seidl, has this advice for operators using the EOBRDs that
are grandfathered in until December 2019: These APBRDs are allowed to be used instead of the ELDs, provided they were installed in the vehicles prior to the ELD mandate of December 17, 2017.
Drivers and companies only need to maintain driver logs for a period of six months and the issue arises of how does a
company or driver prove that they were using the ELD compliant AOBRDs to record Hours of Service prior to this six month period. Seidl recommends that companies using these ELD Compliant AOBRDs print a paper log for each vehicle they operated
to prove compliance with the mandate. Six Months before December 2019, before AOBRDs need to be fully compliant, these
RODS will be in the system and available for inspectors to view. It is that period from the December 2017 mandate to June
2018 where companies would need proof that the AOBRDs were used.
These printed logs can also be used as evidence for DataQ challenges where applicable. Some of the AOBRDs were
sold as ELDS but were actually AOBRDs. The ELD system we are using, unbeknownst to us, is actually an AOBRD. The
company is working up the software to make it fully compliant to ELD mandate. Our drivers and owners were mistakenly referring to the device as an ELD, not an AOBRD. Therefore, in an inspection, this could cause a violation because AOBRDs are not
transferrable to law enforcement like the ELD is mandated to do.
With the AOBRD, The driver can actually show the last seven days of logs to the inspector by scrolling back through the
last 7 days. The problem arises when the driver or the inspector do not know what kind of system is in the vehicle. If the inspector requests the driver e-mail or transfer the log data to him to view, which is mandated for an ELD, and the driver is not
able to e-mail or transfer that RODS to the inspector because he is using a AOBRD, the driver may mistakenly receive a CSA
violation. There are many inspectors that are writing AOBRD devices up for ELD related violations and this has been causing
many DataQs to be filed. So to reiterate the problem: AOBRDs are not required to transfer data, nor are they able to because
the software programing is not imbedded in it like an ELD is. Therefore, be sure your drivers are aware of what kind of system
you have and whether or not they are able to transfer logging data.
This issue of having printed evidence of AOBRD or ELD use is particularly valuable during the three-year audit by DOT.
If the auditor asks you to prove that you have been using some form of electronic logging, you will have to be able to prove
that you have been following the mandate. (Information provided by HDT magazine, written by Debra Lockridge April 2018)

DataQ for ELD Violations
The ‘Soft Enforcement’ for ELD compliance ended on April 1st. Now, violations found concerning ELD enforcement
will result in points scored against CSA scores, which could also include fines and warning letters if thresholds are crossed.
If you do not agree with the citation, feel that the citation violated the regulations in the federal motor carrier safety regulations or did not follow the CVSA Out-of-Service conditions guide, you can DataQ the violation. But, please note that you will
need to provide ‘Evidence’ to support your challenge.
First of all, every operator should have a current copy of these two publications for reference. The FMCSA motor carrier safety regulations can be purchased from JJ Keller and the North American Out-of-Service Criteria can be purchased at
www.cvsa.org One needs to understand the regulations and Out-of-Service Criteria before you try to DataQ a violation.
One of the common mistakes in DataQ challenges is failure to provide adequate supporting documentation to bolster
your arguments. Just submitting the DataQ without good evidence to support your argument will not be successful.
The Safety Expert in the article above also suggests to “Always Get a copy of the actual driver vehicle examination
report, not just a ‘screen shot’.” The actual report the driver receives will have more information and notes that the
‘summary’ or ‘screen shot’ would have. You can also request a copy of the actual examination through the DataQ website.
If you are not successful with the DataQ request, you can challenge the citation in court. If the ticket is dismissed, the
state is required to remove it from your CSA scores. If the ticket is reduced to a lesser charge, the state is required to turn that
violation into a 1-point CSA ding. On the trucking side, Hours of Service violations are expected to increase and the DataQ is
you opportunity to argue your case and protect your CSA scores from negative ratings. (Information from Trunkinginfo-Debra Lockridge)
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Is the ELD Mandate Overkill??
Editor’s Note: This article was published in Bus & Motorcoach News and was written by Powell Slaughter of Furniture
Today. Mr. Slaughter eloquently writes what I have been railing about for the last couple of years. Please enjoy the article.

Is the New Federal ELD Mandate Overkill?
While I believe reasonable regulations can help protect the water we drink, the air we breathe and the safety of
people at work and on the road, when they’re ill-defined or not thought through for potential damaging results, some rules
just make life more complicated.
The more I talk to people and read about it, the mandate of electronic logging devices on trucking tractors and buses
strikes me as an example of the latter. Before you say I’m against highway safety, bear with me.
With slight fluctuations, fatalities from heavy truck and bus crashes have trended downward. In 2000, there were 776
fatalities involving such vehicles, according to the FMCSA. In 2015, they stood at 715.
That doesn’t sound like a big drop and indeed, the statistics make no difference to the families of the deceased, but
that’s not the whole story.
In 2000, there were 8.7 million large trucks and buses on our roads, and that number stood at 12.1 million in 2015, an
increase of 37.9%. Looking at fatalities per million vehicle miles traveled, all these numbers are from FMCSA. The number fell
from 0.205 to 0.14, a decline of 31.7%.
For comparison’s sake, let’s look at fatalities from drunk driving, which also have shown steady, but lesser declines
than those related to heavy truck crashes. In 2015, FMCSA reported 10,265 drunk-driving fatalities, with fatalities per vehicle
miles traveled at 0.33.
Which is the greater threat to safety on our roads and highways? I know my answer.
It’s apparent from the limitations on service attributed to strict enforcement of driving hours through ELDs that
manual logs have been subject to some ‘creativity’ on drivers’ part. One carrier whom I won’t name said his drivers called
those manual logs “The Comic Book”.
That said, I’ll take my chances with a professional driver whose livelihood is largely tied to avoiding crashes and who
feels he or she has enough time in the day to safely complete a job even if it means driving an extra hour versus one who’s
feeling the heat to get somewhere as fast as humanly possible.
Using the mandate’s logic for ELDs, as it relates to highway safety, I’m wondering why each and every car & truck on
the road is not required to have an interlock device installed in order to prevent intoxicated drivers from starting their
vehicles.
I am happy to see that efforts are underway in the trucking sector to amend ELD regulations to accommodate more
flexibility in factors such as break times, but I remain of the opinion that the technology is an attempt to fix a problem that
wasn’t as great as the general public and legislators might have thought.
While that tractor-trailer on the highway might look intimidating, it’s the Richard Petty wannabes and the possibly
intoxicated folks behind the wheel of a four-wheeler that scare me the most.
I can safely assume most people driving those big rigs have passed a drug test and that they recognize getting into a
crash might mean their job, and maybe even their life.

History of Hours of Service
How the hours of service rules for truck drivers ever became a safety regulation is a question that has vexed many in
the industry. The rules come into being in the 1930s as a combination of labor and economic regulation intended to bring
some stability to the nascent trucking industry, and to protect workers from overly demanding employers. There were few
rules to speak of at the time and little was known scientifically about fatigue, sleep driver performance, or crash causation.
The earliest regulations requiring rest for truck drivers, circa 1935, allowed drivers to work 12 hours within a 15-hour
period while requiring nine hours of rest and three hours of breaks within a 24-hour day. That rule also established a weekly
maximum of 60 hours on-duty over seven consecutive days. Sound Familiar??
A few years later, organized labor petitioned trucking’s regulator, the Interstate Commerce Commission, for a reduction in the hours drivers were required to work, proposing an eight-hour daily limit and a 48-hour weekly limit. The ICC, lacking any specific knowledge on the matter, asked the U.S. Public Health Service in 1938 to investigate truck driver hours of
work. The resulting “limitation of the HOS would…...act in the interest of highway safety” (continued on page 7)
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The rules would not change substantially until 1962, when the ICC eliminated the 24-hour framework and replaced it
with a rotation that allowed the driver to drive up to 10 hours within a 15 hour period before being required to take eight
hours off. The net effect allowed the work/sleep rotation to slip to as short as 16 hours. This meant drivers could get across
the country in fewer days , but they would have no hours left in their 60-hour, seven day cycles within five or six days.
The split sleeper-berth provision was added in the mid-1960s, which allowed drivers to split their sleeper time into
two periods. This meant some would log formerly “clock-running” on-duty time as sleeper time, regardless of whether they
were in the sleeper resting or not.
By the late 1960s, as highways grew more crowded, the number of truck crashes was rising, and several safety groups
began calling on government to do something to prevent the carnage. They claimed truck driver fatigue was at the root of
many crashes and called for changes to the drivers’ HOS rules. This prompted the first scientific analysis of driver fatigue.
These studies would be conducted in the 1970s that did note a casual relationship between fatigue and truck crashes, but the
results were not conclusive enough to justify changes proposed in 1979 by the U.S. D.O.T.
The HOS rules would remain fundamentally unchanged for almost 60 years until 1995, when Congress directed the
DOT to establish a new set of HOS rules incorporating the latest scientific understanding of human fatigue and alertness. DOT
published a new rule in 2003 that again, merely tweaked the rule.
Those, and subsequent changes to HOS up to the present, have statistically done little to lower truck crash rates.
While many in the industry complain that they did succeed in limiting trucking productivity and drivers’ ability to rest when
they needed to rest, critics say the rule changes have not addressed the suspected problem of truck driver fatigue as it relates
to crashes and to driver well-being.
Depending on which of the fatigue experts you believe, the various HOS rules developed over the past 80 years have
increased driver fatigue while limiting opportunities to rest, have increased drivers’ alertness but could still be improved upon
to reduce crashes, or have done little to meaningfully reduce truck crash rates. (Article from HDT magazine 03/2018

Editor’s BLOG: This article above presents a very interesting history of the Hours of Service. Here are some of my thoughts.
A.

Compare the vehicles and driving conditions from 1935 to present. There were virtually no interstates in the
country. The first interstate highway is the Pennsylvania Turnpike, which opened in 1940. Drivers had to
contend with narrow two-lane roads like Route 66 to get across the country. Compare driving conditions of
80 years ago to today where we have beautiful interstate highways and 65-80 mph speed limits.

B.

Compare the vehicles driven from the ‘Old Days’ to today. How can you compare 1935 trucks & buses with
under-powered Straight 8 Buick gas engines in buses or maybe diesel engines turning 150 hp to maybe 6-71
Detroits turning out 238 hp, with 4 X 5 twin transmission boxes trying to keep those RPMs high enough to
maybe get a top speed 45 mph. No Air-conditioning, no air ride seats, no Air-Brakes, no power steering, no
sleeper berths, no cruise control, no-no nothings. It was pure ’Brute Force’ and Damn hard work. Ten hours
behind the wheel in those old vehicles was probably the equivalent to 24 hours in todays modern trucks and
buses. How do you compare that with today’s luxury liners, 450 hp engines, up to 700 hp in trucks with every
conceivable comfort feature available. Where mountains are climbed with a load and hardly slow down.
There simply is no comparison to the conditions but we still seem locked into the old 10 or 11 hour driving
rules. We in the bus industry are very fortunate to have the old 10 hour HOS rules and the ability to go off
duty and save our driving hours.

C.

Now with Electronic logging devices, we are now held to a standard down to the minute. So we encounter
unknown heavy traffic and are delayed getting to our hotel for the evening, delayed even for minutes, and we
become subject to a violation anytime we would go through a road or destination check. Now that is Stress!!

D.

When the ELD fails to record H.O.S., the driver is unable to log in and /or the vendor system goes down, now
the driver must quickly recreate his last seven days on paper, very possibly while the group is waiting to
depart the hotel or loading place. Yeah, more Stress!!
When I attended the 2017 UMA Expo in St Louis, I came away with the feeling that most operators, including
ourselves are not ready for the ELD mandate, the ELD Vendors are not ready and the FMCSA & inspectors are
not ready. When I attended the 2018 UMA Expo in San Antonio, I visited with several operators I knew and
some were on their 2nd or 3rd ELD system in an attempt to find one that worked to their satisfaction. The
complaints were the same: system not allowing driver to log in, system shutting down, forcing driver to go to
paper logs, ELD not recording movement or location correctly. It was a big investment forced on us by our
elected representatives and the FMCSA and nobody was really ready.
Brian Babin (R-Tx) introduced an amendment to the House Housing & Urban Redevelopment to delay the ELD
mandate. The result: 240 members of the House, Dems and Republicans alike voted against the amendment.
The amendment to give more time to develop the ELD system failed.

E.
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August 10-12
Hibbing, MN 2018

2018 Greyhound Museum Rally - All Buses Welcome!
“A tribute to Gene Nicolelli”
Friday, August 10th - Check In
Saturday, August 11th & Sunday, August 12 - Show Dates

Greyhound Bus Museum , Gene Nicolelli Memorial Bus Origin Center
1201 Greyhound Blvd E, Hibbing, Minnesota 55746

Event Presented by: The Busboys Collection
Event Organizers: Jon Beckstrom, Stan Holter & Ross Gabrick

The Greyhound Bus Museum is located in Hibbing, Minnesota, where Carl Wickman and Andrew "Bus Andy" Anderson started their first
bus service in 1914 transporting customers in a 1914 Hupmobile. Over the years, Greyhound grew into an American Icon, known the
world over.
The museum opened in September 1989. It was the dedicated work and passion of one man, Gene Nicolelli, a local resident, who found a
plaque in the abandoned local Greyhound Terminal honoring the town as the birthplace of the bus industry. The museum has acquired a
number of buses associated with Greyhound operations. The exhibits/memorabilia tell the story of the company, its people and their contributions to the transportation industry. Gene dedicated many years (until his passing in 2014), to build a comprehensive, historic tribute
to Greyhound. Please help us pay tribute to this wonderful Museum so it may continue to honor Gene’s legacy and bring joy to generations to come!
The Rally is open to all makes and models of buses of any year. Come and display or simply to enjoy the huge gallery of buses and memorabilia. Host hotels and ample space for campers will be available at nearby locations within walking distance. Toads or other trailers are
welcome.
Vehicle registration: $25 per bus – includes two (2) AdultMuseum passes for the weekend, parking and a Rally Souvenir.
Vendor registration: $25 includes 1 table 2 chairs. Additional $10 per table
Please visit www.greyhoundbusmuseum.org web page for museum general information and admission prices.
Please RSVP your interest in attending with a vehicle or as a vendor. Fees may be paid in advance by check, or directly onsite via cash or
credit card. A 3.5% fee will be applied on all cards.
If you have any questions or need further information, email us at: greyhoundmuseumrally@gmail.com
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Join The MCBOA Family
Your will get:

*
*
*
*
*

Lobbyists to fight for you
Decision-makers
Troubleshooters
Political Watch Dogs
Info to help your Business

Serving the Charter Bus Industry in Minnesota Since 1985
MCBOA Membership / Renewal Application:
2018 Membership Fees are due now.
Name:____________________________________________Title:__________________DOT #:_____________________
Company/Organization:____________________________________________________Mn. Authority #:_____________
Address:__________________________________________City:________________________State:_____Zip:_________
Telephone #:____________________Fax #:_________________Cell #:_______________After Hours #:______________
E-Mail Address:_______________________________________Other:__________________________________________

Full Membership: is based on fleet size. Fee Calculations: $135. for 4 Coaches

$ 135.00

Number of additional Charter Buses over 4: _______ x $ 25.00 =

$ ______

Number of Additional (29 pass & under) Mini-Coaches:_____x $ 15.00

$ ______

Total Membership fees (Maximum per company $ 450.00)
Total Annual Membership:

$ ________

Associate (Vendor) Membership: ……………………………………………………………………….. $ 120.00

Please make your checks payable to MCBOA and mail to:
MCBOA c/o Mike Moran-Reichert Bus Service
8342 Industrial Park Road
Baxter, Mn. 56425
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