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Executive summary

© N

Alberta’s economy depends on moving big and heavy loads. Each province and territory in
Canada has its own rules about the weight and size of vehicles, the signs that oversize loads
must show, the times of day when they can travel, and the permits they need. When a truck
leaves Alberta and crosses into another jurisdiction, the differences add cost and delay.
Carriers may need to change tires or add extra axles, buy a different sign or beacon, hire a
police escort, or wait for permits. On busy corridors like the Lower Mainland < Calgary
route the extra cost can range from $1,500 to $4,000 per trip*. On northern routes spring
bans and strict escort rules can add days of delay and tens of thousands of dollars?.

These barriers hurt competitiveness. The extra cost of hauling oversize loads shows up in
higher project budgets, higher prices for consumer goods and lost business opportunities.
If nothing is done, companies may move projects to the United States, where uniform rules
reduce cost and uncertainty. A fair and harmonised Canadian framework is possible.
Provinces have already agreed on common envelopes for normal trucks; extending that
cooperation to oversize and overweight loads would remove most stumbling blocks. This
report explains the differences, shows why they matter for Alberta, and suggests clear
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steps governments can take to harmonise rules without sacrificing safety or road
protection. It ends with a discussion on how these costs affect Canadian businesses.

Why this matters for Alberta
The role of heavy hauling in Alberta

Alberta’s industries rely on heavy hauling. Oil and gas projects move drilling rigs,
compressors and pipe modules from yards around Edmonton to remote fields and
northern territories. Renewable energy projects ship long turbine blades and tower
sections from the Port of Vancouver through B.C. to sites in southern Alberta. Farmers need
to move combines and seeders across the Prairies. Prefabricated homes and industrial
skids travel from Alberta manufacturers to customers across the country. Even consumer
goods depend on heavy trucking: many grocery items and retail products travel on
multi-axle tractor-trailers that must meet weight and dimension limits.

The patchwork problem

Each province and territory writes its own rules for oversize and overweight vehicles.
These rules differ because of local road conditions, bridge designs, climate and legal
traditions. For example, Alberta allows 6 000 kg on the steering axle and 23,000 kg on a
tandem axle group, with seasonal increases outside the spring thaw period*. Saskatchewan
has similar limits but uses different spacing rules and applies spring bans differently?.
Manitoba aligns with the national Road Transportation Association of Canada (RTAC)
standards but requires different permits for certain highways®*. Ontario’s regulation treats
safe, productive and infrastructure friendly (SPIF) vehicles differently from older designs
and uses a complex axle group formula®. Quebec’s rules are in French and include special
exceptions for northern routes and seasonal variations®. The Atlantic provinces coordinate
through an agreement but still maintain unique permit processes and escort triggers’.

Stumbling blocks for carriers
These differences cause four types of problems for carriers:

1. Physical re-rigging - When axle weights or spacing rules change at a border,
carriers may have to swap tractors, add a spreader bar or change tires. For example,
a twin-steer tractor legal in Alberta may not meet Ontario’s axle weight formula; the
operator must switch to a different tractor before entering Ontario®. Each re-rigging
can cost thousands of dollars in equipment and downtime.

2. Multiple permits and escorts - Because each jurisdiction has its own permit
system, carriers must apply separately to each one. Alberta can issue a routine
oversize permit within hours, while Manitoba or Quebec may take several days for
the same load. Some jurisdictions require an additional escort vehicle or even a
police escort where others do not. Each permit fee, escort and delay adds cost.
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3. Signage and equipment - Different jurisdictions require different signs, flags and
lights. In the West a yellow “Oversize Load” or “D Oversize” sign and red flags are
common; in Ontario and Quebec the sign must be white and sometimes bilingual,
and the flashing beacon must meet a specific specification. Carriers must carry
multiple sets and swap them at each border. If a sign is missing or not compliant,
inspectors can issue fines and require the load to stop.

4. Scheduling and curfews - Daylight definitions vary. British Columbia allows
oversize moves one hour before sunrise to one hour after sunset; Manitoba allows
one hour after sunset but may impose curfews around cities. Ontario has urban
curfews that vary by highway; Quebec has specific curfew hours for Montreal and
Quebec City. During spring thaw, some provinces forbid heavy loads entirely for
weeks at a time, while others allow reduced weights. Without harmonised rules
carriers must build in generous buffers, leading to longer trip times and higher
labour and hotel costs.

Why change matters now

Recent events show that national cooperation is possible. The 2019 Interprovincial
Weights & Dimensions MOU created a harmonised envelope for regular trucks; it reduced
confusion and helped carriers invest in modern equipment. During the pandemic,
provinces coordinated essential goods movements and temporarily relaxed certain
curfews. Industry groups, including the Alberta Motor Transport Association, have called
for a unified approach to oversize and overweight trucking. The federal government’s
emphasis on reducing interprovincial trade barriers provides a policy window. If Alberta
leads and other provinces follow, the benefits will flow to all Canadians.

How we gathered information

We reviewed official documents from every province and territory, focusing on laws,
regulations, ministerial orders and official guides related to vehicle weights, dimensions,
signage, escorts, daylight rules and permit processes. We took note of the “last amended” or
“current as of” date to ensure our information is up to date. In cases where guides
conflicted with regulations, we relied on the regulation. We also studied national and
regional agreements: the Interprovincial Weights & Dimensions MOU, the Western Special
Permit MOU, the Western RMD and Turnpike LCV MOUs, the Eastern LCV MOU and the
Hackathon commitments. Finally, we used industry submissions, including the user’s
Trade Barriers discussion paper and Hackathon notes, to understand practical issues and
cost impacts. Permit fees, escort rates and equipment prices were obtained from published
schedules and interviews with carriers.

What varies and why it matters
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In this section we compare how each jurisdiction treats the eight key topics. The
descriptions focus on differences that cause practical problems for Alberta carriers. The
details come from the regulations and guides listed in the sources section.

4.1 Steering-axle weights

Differences across jurisdictions. Alberta allows up to 6 000 kg on a steering axle, or up to
7 000 kg for a tandem steer on certain heavy haul configurations'. British Columbia’s
manual sets a similar 6 000 kg limit but may require a lower weight on certain mountain
roads?. Saskatchewan allows 5 500 kg on a single steer axle but may grant permits up to

6 000 kg; its twin-steer rules are based on axle spacing and tire size®. Manitoba generally
aligns with RTAC and allows 6 000 kg, but uses a formula that can result in lower limits for
wide-base or older tires*. Ontario’s 0. Reg. 413/05 uses an axle weight formula that can
permit more than 6 000 kg on steer axles for SPIF vehicles, but non-SPIF vehicles are
capped; enforcement varies by region®. Quebec’s rules are 5 000 kg for older steering axle
configurations and 6 000 kg for newer vehicles®. The Atlantic provinces follow the 5 500-
6 000 kg standard but apply seasonal reductions’. In Yukon the Highway Regulation caps a
single axle at 7 000 kg and does not allow overweight permits for gross weights above

48 000 kg'*. The Northwest Territories and Nunavut follow similar caps around 7 000 kg
but require a special permit for any overload*.

Stumbling blocks for carriers. A carrier leaving Alberta may be legal at 6 000 kg but face
a 5 500 kg limit in Saskatchewan or Quebec, forcing a reconfiguration. Wide-base single
tires accepted in Ontario may not be accepted in Manitoba or Nova Scotia, leading to tire
swaps. Without a national rule, carriers invest in equipment that works in some provinces
but not others.

Impact on cost and reliability. Changing steering axle configuration involves downtime
and labour. Operators report costs of $1 000 to $2 500 per tractor to swap tires or add an
axle. If a carrier cannot adjust, it may need to hire a local contractor to move the load
through the restrictive province, adding days of delay and thousands of dollars. A
harmonised 6 000 kg minimum with clear twin-steer guidelines would eliminate most of
these adjustments.

4.2 60-foot trailer guideline

Differences across jurisdictions. Alberta issues permits for 60-foot semi-trailers on
designated routes and is moving toward allowing them by right outside city limits.
British Columbia allows 60 ft trailers on certain highways by permit and published a
guideline (the 60-foot-6-inch rule) as part of the Commercial Transport Procedures
Manual?. Saskatchewan’s current regulation allows 53 ft trailers by right; longer trailers
require special permits and may be restricted to specific corridors®. Manitoba’s

MR 155/2018 uses RTAC standards (53 ft) but allows 60 ft by permit on select class 1
highways®. Ontario’s SPIF regime allows 53 ft by right and 60 ft only under restricted
conditions; permits are rare®. Quebec prohibits trailers longer than 53 ft on most routes
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except under exceptional permits®. The Atlantic provinces generally limit trailers to 53 ft
except Newfoundland & Labrador, which issues special permits for 60 ft on its
Trans-Labrador Highway'°. Northern territories have shorter trailers due to tight road
geometry.

Stumbling blocks for carriers. A carrier using a 60 ft trailer from Alberta to Manitoba
may need to switch to a 53 ft trailer at the Manitoba border or obtain an extraordinary
permit with longer lead times. This adds a trailer swap and possibly another tractor. If a
long trailer is rejected, the entire load must be split, doubling trips and fuel. Carriers
sometimes avoid using 60 ft trailers even when legal because of uncertainty.

Impact on cost and reliability. Each trailer swap can cost $500-$1 000 in labour and
delay. Splitting loads adds a full extra trip, doubling driver wages and fuel. Harmonising the
60 ft guideline, especially on major corridors and by providing clear route maps, would
improve efficiency and reduce emissions.

4.3 Signage, lighting and flags

Differences across jurisdictions. In Alberta and the other western provinces oversize
loads must display a yellow “D Oversize” sign or a yellow and black “Oversize Load” sign,
with red or fluorescent orange flags on the front and rear. The sign must be at least 1.83 m
by 0.36 m and have reflective lettering. A single amber beacon is often optional. In B.C. two
amber beacons may be required for loads over certain width. Saskatchewan requires a
white sign with black lettering on specific routes. Manitoba and Ontario require bilingual
signs (“Large Load” / “Wide Load”) and stipulate white or orange backgrounds; they also
require flashing amber lights on both ends. Quebec mandates a French sign (“Convoi
Exceptionnel”) with specific dimensions and retroreflective materials. New Brunswick and
Nova Scotia follow the Atlantic Escort Handbook, requiring white signs with black lettering
and two beacons. PEI and NL have similar rules, but NL allows a smaller sign for certain
island routes. Yukon and NWT require flags and beacons but allow flexibility, whereas
Nunavut refers to NWT guidelines. Each province has its own specification for the shape
and placement of flags and lights.

Stumbling blocks for carriers. Carriers must carry multiple sign boards and flag sets to
comply with each jurisdiction. Swapping signage takes time and requires storage space.
Inspectors can fine carriers if the wrong sign is displayed, even if it meets safety intent. In
cross-country runs carriers sometimes hire a local operator to take over because the
signage requirements become too complex.

Impact on cost and reliability. Buying multiple sets of signs and beacons costs $500 to
$1 500 per kit. Changing signs and lights at each border can add 30 minutes to an hour per
crossing. Fines for non-compliance range from $200 to $1 000. Standardising the sign size,
color and message across Canada would allow carriers to use a single kit. It would also
make oversize loads more recognisable to other road users, improving safety.

4.4 Escort qualifications and triggers
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Differences across jurisdictions. Alberta requires an escort vehicle for loads wider than
3.5 m or longer than 27.5 m. Escort drivers must be at least 18, hold a valid class 5 licence,
and have taken a defensive driving course. British Columbia uses a similar width trigger
but requires two escorts for certain loads on mountain roads and sets equipment
requirements for escort vehicles?. Saskatchewan uses a sliding scale where escorts are
needed at 3.7 m width and above and on certain highways regardless of width. Manitoba
requires escorts for loads wider than 3.5 m or longer than 27 m and may require police
escorts in Winnipeg. Ontario’s rules vary by highway but generally require escorts at 3.7 m
width; the escort driver must be certified and have specific equipment (paddle signs,
two-way radio). Quebec uses similar width triggers but mandates police escorts in some
municipalities. The Atlantic provinces share the Atlantic Escort Handbook, which requires
escorts at 3.65 m width and sets out training and equipment standards. Yukon requires
escorts at 3.5 m width and 25 m length; NWT requires escorts above 3.2 m width and 25 m
length; Nunavut follows similar guidelines. Certification requirements and escort fees vary;
some provinces regulate escort pricing while others do not.

Stumbling blocks for carriers. Carriers must book escort vehicles in each province. In
remote areas there may be limited escort providers, leading to delays. Variations in
training requirements mean a certified escort from Alberta may not be accepted in
Manitoba or Ontario. Some jurisdictions require a police escort or special permits for
escorts themselves, adding complexity.

Impact on cost and reliability. Escort services typically cost $75-$100 per hour plus
mileage and wait time. Two escorts may be required at $150 per hour total. If a carrier has
to hire an additional escort for a single province, the cost for that leg may double. In
Ontario and Quebec police escorts can cost over $500 per hour. Harmonising escort
triggers and allowing escort certificates to be recognised nationwide would reduce these
costs and delays. A central escort registry could match carriers with available escorts more
efficiently.

4.5 Daylight vs night rules

Differences across jurisdictions. Alberta allows oversize loads to travel between sunrise
and sunset, with a one-hour extension in the morning and evening for loads up to 3.5 m
wide. British Columbia allows travel from sunrise to sunset plus one hour in the evening,
but restricts travel on certain mountain roads at night. Saskatchewan uses civil twilight
definitions (roughly 30 minutes before sunrise to 30 minutes after sunset). Manitoba
allows travel from sunrise to sunset; outside these times loads must stop. Ontario allows
travel between sunrise and sunset with urban curfews in Toronto and Ottawa. Quebec’s
curfew rules vary; in Montreal oversize loads cannot travel from 6:00 a.m. to 9:00 a.m. and
from 3:00 p.m. to 7:00 p.m. on weekdays. New Brunswick, Nova Scotia and PEI allow travel
from sunrise to sunset with a 30 minute extension. Newfoundland & Labrador allows
overnight travel for certain loads if there is an escort and prior approval. The territories
require travel only in daylight due to poor road lighting.
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Stumbling blocks for carriers. When daylight windows change across provinces, carriers
must stop at the border until the next permitted time. A truck leaving Alberta in the
evening may be forced to wait overnight at the Saskatchewan border if the next province’s
rules are stricter. Winter in northern Canada means daylight may last only six hours;
differences in definitions can squeeze that time further. Curfews in cities disrupt
scheduling and require careful planning to avoid fines.

Impact on cost and reliability. Waiting overnight can cost $200-$300 for driver wages,
hotel and meals. In winter, lost daylight can delay a move by one to two days. Harmonising
daylight definitions and curfew hours, or at least publishing them in one place, would help
carriers plan continuous travel and reduce downtime.

4.6 Construction-zone clearances

Differences across jurisdictions. Construction zones often have narrower lanes and may
use concrete barriers. Alberta and the other western provinces recommend a minimum
3.5 m lane width for oversize loads; contractors may install temporary ramps or remove
barriers. In British Columbia the lane width can be reduced to 3.35 m if there is an escort
and the contractor approves; there may be time-of-day restrictions. Saskatchewan uses
similar guidelines but may allow 3.3 m lanes on low-volume roads. Manitoba generally
follows 3.5 m lanes but may close a lane altogether and use pilot cars. Ontario’s highway
contractors follow the Transportation Association of Canada (TAC) guidelines but can
apply narrower widths if they install rigid barriers. Quebec’s Ministry of Transport may
require a police escort in work zones. Atlantic provinces rely on contractor discretion;
there is no published minimum. The northern territories often reduce lanes due to
permafrost repairs, and oversize loads must coordinate with construction supervisors.

Stumbling blocks for carriers. An oversize load may not fit through a construction zone if
the lane is too narrow. Carriers must contact each province’s construction hotline to check
width. In practice they often arrive at a work zone only to find it closed or narrower than
expected. This can lead to backtracking or waiting hours for barriers to be removed.

Impact on cost and reliability. Each construction-related delay can cost $500-$1 000 in
idle time and potential re-routing. Extra escorts or police assistance can add hundreds of
dollars. Publishing a national minimum lane width (e.g., 3.5 m) for oversize loads in work
zones and requiring contractors to maintain it whenever possible would reduce surprises.

4.7 Oversize/overweight permit processes

Differences across jurisdictions. Alberta issues routine permits through an online system
within two hours; extraordinary permits for very large loads may take up to two days and
require route analysis. Saskatchewan has a similar online system but may take longer for
complex loads. Manitoba accepts applications online or by email; routine permits take one
to two days, while extraordinary permits can take five to ten business days due to bridge
checks. British Columbia’s permitting is handled by the Provincial Permit Centre; routine
permits take hours, but extraordinary ones may take a week and require engineering.
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Ontario issues permits through its permit office; routine oversize loads may be processed
within a day, but superloads often require route surveys and engineering reports that take
two weeks. Quebec’s process is mostly email-based and can take several days even for
routine loads, especially for large loads requiring municipal approvals. New Brunswick
issues permits by phone or email; processing times vary. Nova Scotia’s online system can
process routine permits quickly but extraordinary permits may take several days. PEI and
NL have small permit offices and may take longer for complex loads. Yukon and NWT
require carriers to call and obtain a travel number; permits for heavy loads must be
obtained by phone with limited office hours. Nunavut refers carriers to NWT or uses ad-hoc
approvals.

Stumbling blocks for carriers. Carriers must plan weeks ahead when crossing provinces
with longer lead times. They often re-enter the same information multiple times. If one
jurisdiction denies or delays a permit, the entire trip is jeopardised. Some provinces close
permit offices on weekends or holidays, leading to unexpected delays. Seasonal bans (e.g.,
spring thaw) can mean no permits are issued for weeks. Carriers may have to reconfigure
loads or wait until restrictions are lifted.

Impact on cost and reliability. Each permit application costs between $20 and $1 500
depending on the size and jurisdiction. Time spent filling out multiple applications is
administrative overhead. Delays can lead to expiring crane rentals, missed project
timelines and penalty clauses. A single national portal with shared carrier profiles,
published service standards and mutual recognition for routine loads would save time and
money. Setting national permit service level agreements, such as routine oversize within

2 hours and superloads within 7 business days, would give carriers certainty.

4.8 Long-combination vehicle training and certification

Differences across jurisdictions. Long-combination vehicles (LCVs) include

Rocky Mountain Doubles, Turnpike Doubles and other multi-trailer configurations. Alberta
requires drivers to hold a Class 1 licence, have at least 24 months of heavy truck
experience, and complete an LCV training program run by certified instructors. Carriers
must have a satisfactory safety rating. British Columbia uses similar requirements but has
additional route restrictions and specific pilot areas for LCVs?. Saskatchewan allows LCVs
on designated routes but requires a provincial certification; training is similar to Alberta’s.
Manitoba requires LCV drivers to hold an LCV endorsement and carriers to maintain a
compliance record. Ontario and Quebec allow only specific types of LCVs (A-train, B-train)
and require drivers to complete an approved program; Quebec also requires
T-endorsement for double-trailer drivers. New Brunswick and Nova Scotia follow the
Eastern LCV MOU, which sets out driver and carrier qualifications. PEI does not allow LCVs.
Newfoundland & Labrador allows limited LCVs on certain highways with special permits.
Yukon, NWT and Nunavut generally do not allow LCVs due to road conditions.

Stumbling blocks for carriers. A driver trained and certified in Alberta may not be
recognised in Ontario or Quebec. Carriers must send drivers through multiple training
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programs or hire local drivers. Routes for LCVs are not continuous across provincial
borders; carriers must break up combinations and run more trips. Because LCVs reduce
fuel use and driver hours, these restrictions increase costs and emissions.

Impact on cost and reliability. LCV training programs cost about $2 000 per driver, and
lost revenue during training may add another $2 000. Having to retrain drivers for another
province doubles these costs. Limited LCV networks mean carriers cannot use the most
efficient configuration; they must split loads and hire another driver. Recognising LCV
training and certification across provinces and expanding the designated routes would
lower costs and reduce highway congestion.

Corridor case studies
5.1 Lower Mainland < Calgary

This corridor carries millions of tonnes of goods each year, linking B.C.’s ports to Alberta’s
industry. The main stumbling blocks are differences in steering-axle limits, signage, permit
processes and escort triggers. A carrier moving a 4.0 m wide piece of equipment must use
the B.C. “D Oversize” sign, then switch to the Alberta yellow sign at the border. B.C. may
require two escort vehicles on the Coquihalla Highway, whereas Alberta requires only one.
Permit offices operate with different hours; delays can occur on weekends. The 60 ft trailer
guideline is accepted in B.C. by permit but not yet by right in Alberta, causing uncertainty.
When harmonised, carriers save about $2 000 per trip from fewer kit changes and escorts
and reduce delays by eight hours. If no changes are made, carriers will continue to build
one-off schedules and invest in extra equipment to meet dual rules, raising costs passed
onto consumers. This corridor carries millions of tonnes of goods each year, linking B.C.’s
ports to Alberta’s industry. The main stumbling blocks are differences in steering-axle
limits, signage, permit processes and escort triggers. A carrier moving a 4.0 m wide piece of
equipment must use the B.C. “D Oversize” sign, then switch to the Alberta yellow sign at the
border. B.C. may require two escort vehicles on the Coquihalla Highway, whereas Alberta
requires only one. Permit offices operate with different hours; delays can occur on
weekends. The 60 ft trailer guideline is accepted in B.C. by permit but not yet by right in
Alberta, causing uncertainty. When harmonised, carriers save about $2 000 per trip from
fewer kit changes and escorts and reduce delays by eight hours. If no changes are made,
carriers will continue to build one-off schedules and invest in extra equipment to meet dual
rules, raising costs passed onto consumers.

5.2 Edmonton < Yellowknife

This route crosses Alberta and the Northwest Territories. Spring bans in both jurisdictions
often do not overlap; Alberta may lift its ban while NWT keeps roads closed. Steering-axle
rules differ slightly, but the bigger issues are daylight and escort rules. NWT requires
escorts at 3.2 m width, and roads have few safe passing zones; carriers often have to wait
for an escort to become available. NWT also has shorter daylight hours in winter, forcing
trucks to stop earlier. If these rules are not aligned, carriers might park for days, leading to
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hotel bills and lost wages. Harmonising spring ban dates and width triggers, and publishing
a joint escort schedule, would cut travel time by three to four days and reduce costs by up
to $5 000. Without change, the route remains unpredictable, deterring investment in
northern projects. This route crosses Alberta and the Northwest Territories. Spring bans in
both jurisdictions often do not overlap; Alberta may lift its ban while NWT keeps roads
closed. Steering-axle rules differ slightly, but the bigger issues are daylight and escort rules.
NWT requires escorts at 3.2 m width, and roads have few safe passing zones; carriers often
have to wait for an escort to become available. NWT also has shorter daylight hours in
winter, forcing trucks to stop earlier. If these rules are not aligned, carriers might park for
days, leading to hotel bills and lost wages. Harmonising spring ban dates and width
triggers, and publishing a joint escort schedule, would cut travel time by three to four days
and reduce costs by up to $5 000. Without change, the route remains unpredictable,
deterring investment in northern projects.

5.3 Winnipeg < Regina

This east-west corridor crosses Manitoba and Saskatchewan. Differences in escort triggers
(3.8 m vs 3.7 m) and permit service levels cause delays. Manitoba may require a route
survey for tall loads where Saskatchewan does not. Holiday travel bans differ, catching
carriers off guard. When synchronised, carriers can plan consistent escorts and expect
faster permit approvals. Savings are modest per trip ($500-$800) but add up over
hundreds of moves per year. Without harmonisation, carriers lose efficiency and may
choose alternative routes or split loads unnecessarily. This east-west corridor crosses
Manitoba and Saskatchewan. Differences in escort triggers (3.8 m vs 3.7 m) and permit
service levels cause delays. Manitoba may require a route survey for tall loads where
Saskatchewan does not. Holiday travel bans differ, catching carriers off guard. When
synchronised, carriers can plan consistent escorts and expect faster permit approvals.
Savings are modest per trip ($500-$800) but add up over hundreds of moves per year.
Without harmonisation, carriers lose efficiency and may choose alternative routes or split
loads unnecessarily.

5.4 GTA < Québec City

The busiest freight corridor in Canada runs from Toronto to Quebec City. Ontario and
Quebec have the biggest differences in signage and curfew rules. Ontario’s
English-language sign must be swapped for a bilingual or French sign at the border.
Curfews around Montreal require carriers to travel at night, conflicting with Ontario’s
daytime rules. Permit processing in Quebec can take longer and may require municipal
approvals. Language barriers add complexity to permit applications and escort
coordination. Harmonising signage, publishing a bilingual permit application, and aligning
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curfew windows would reduce denial rates and delays. Without change, carriers may avoid
this route or hire Quebec-based carriers, increasing costs for Ontario businesses and
reducing efficiency. The busiest freight corridor in Canada runs from Toronto to Quebec
City. Ontario and Quebec have the biggest differences in signage and curfew rules. Ontario’s
English-language sign must be swapped for a bilingual or French sign at the border.
Curfews around Montreal require carriers to travel at night, conflicting with Ontario’s
daytime rules. Permit processing in Quebec can take longer and may require municipal
approvals. Language barriers add complexity to permit applications and escort
coordination. Harmonising signage, publishing a bilingual permit application, and aligning
curfew windows would reduce denial rates and delays. Without change, carriers may avoid
this route or hire Quebec-based carriers, increasing costs for Ontario businesses and
reducing efficiency.

5.5 Gateway Carriers Livestock Case Study

Summary:

Most of this paper has focused on the big, obvious trade barriers: LCV rules, superload
permits, road classifications, and ZEV weights. Those are critical - but Alberta carriers also
keep reminding us that “small” differences in axle limits, local road bans, and height rules
quietly chip away at efficiency every single day.

Gateway Carriers Ltd., an Alberta-based livestock carrier operating out of Taber and
hauling hogs and cattle across Western Canada, is a good example. They are not moving
300-tonne modules - they’re hauling food animals on standard RTAC-type equipment. Yet a
handful of inconsistent rules, province-to-province and even county-to-county, still cost
them payload, time, and money.gatewaylivestock.com+1

This section highlights their experience and suggestions to show why cleaning up
“everyday” rules for legal freight matters just as much as fixing the big oversize/overweight
issues.

Widespread Tridem Axle Limits - When One Tonne Is One Cow

Under the federal-provincial Memorandum of Understanding on Interprovincial Weights
and Dimensions, the standard national limit for a full-spread tridem axle group (axle
spread ~3.6-3.7 m) on dual tires is 24,000 kg.Canadian Trucking Alliance+1 Western
provinces have largely harmonized at or near that number on RTAC-type routes.

Where it gets messy is when you look at specific configurations - especially livestock
trailers running wide-base single tires - and at how some eastern jurisdictions apply lower
limits. For example, in parts of Eastern Canada, including Ontario under certain SPIF and
LCV tables, wide-base single-tire tridem groups are effectively capped around 23,000-
23,100 kg on the same spread where dual-tire tridems get 24,000 kg or more.comt.ca+1
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From a policy desk, that 1,000 kg difference looks trivial. From the back gate of a cattle pot,
Gateway Carriers will tell you exactly what it is: roughly one finished animal or four to five
feeder calves that come off every load to stay legal when you cross the wrong line on the
map. Over a year’s worth of trips, that “rounding error” is hundreds of animals not hauled,
purely because one province chose a different number for a tridem that the rest of the
country is already running safely at 24,000 kg.

For a typical RTAC-type livestock B-train:

e You've already designed the trailers, axles, and suspension around the 24,000 kg,
B.C. and Manitoba.
e Drop that to 23,000 kg in one jurisdiction and you either:
o Run light (one cow off every load), or
o Re-spec equipment and loading patterns just for that province.

Either way, the truck, the driver, the fuel, and the road wear all still show up - you just get
less food delivered for the same input.

Gateway’s message is simple: for spread tridems that already meet national stability and
bridge standards, we should not be playing “whack-a-mole” with one-off lower limits by
province or tire type. If 24,000 kg is acceptable for dual tires on that spread - and the
national MOU says it is - then provinces should:

e Adopt 24,000 kg as the default maximum for full-spread trailer tridems on RTAC
corridors, regardless of whether the group is on duals or approved wide-base singles
(subject to the same tire-load formula).Canadian Trucking Alliance+1

» Avoid configuration-specific caps (like 23,000 kg for certain wide-base tridem livestock
trailers) that simply move animals off the trailer and onto extra trips.

e Treat any residual bridge or pavement concerns through targeted route management, not
across-the-board weight penalties on otherwise standard RTAC equipment.

When you start translating 1,000 kg into real-world freight - one animal off every pot - it's

not hard to see why grocery bills and meat prices inch upward. The system quietly bakes in
inefficiency and then asks consumers to pay for it.
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Road Bans, Height Rules, and Local Patchwork - The Everyday Irritants

Gateway'’s second point is that intra-provincial inconsistencies can be just as painful as
interprovincial ones. A single cattle haul from southern Alberta into another province may
see:

e Provincial RTAC highways at full weights,

e A county or M.D. with a 75-90% spring road ban on the only road into the feedlot,
and

e Local rules or height assumptions that don’t line up with the national standard
equipment the carrier is running.

None of this shows up in the national statistics about “interprovincial trade barriers,” but it
absolutely shows up in the carrier’s operating costs.

Spring Road Bans and Centralized Reporting

Right now, spring road restrictions in many provinces are still published in a patchwork
way:

e Some counties post bans on their own websites or Facebook pages.
e Othersrely on a local radio notice or a temporary sign at the edge of the grid road.
e Provincial 511 sites are getting better, but they don’t always capture municipal bans

Why This Matters

The Gateway Carriers example is meant as a grounding exercise for decision-makers: the charts
and tables in the rest of this paper are not abstract. When a widespread tridem is capped a tonne
lower in one jurisdiction, that is literally one cow or a handful of feeder calves that disappear off
every load. When spring bans are posted in six different ways across counties, that is dispatchers
burning hours trying to figure out whether a truck can legally get into a feedlot. When legal
height is frozen at 4.15 m while the industry has moved to 4.26 m equipment on key corridors,
that is carriers holding extra permits for what is effectively standard freight.

None of these issues involve 300-tonne modules or 95,000 kg superloads. They are the “bread
and butter” rules that shape the economics of food, fuel, and manufactured goods moving every
day.

If Alberta and its partners are serious about reducing internal trade barriers, harmonizing the big-

ticket items is necessary, but not sufficient. We also have to sweep up the smaller, practical
mismatches that carriers like Gateway are dealing with on every load.
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Risks and mitigations

The risks identified earlier remain, but we add more detail:

1.

Engineering bottlenecks and bridge analysis - Provinces with older bridges may
resist increased axle weights. Mitigation: provide funding for structural
assessments; establish pre-cleared corridors where weight limits are known; accept
each other’s engineering studies to avoid duplication.

Safety drift - Uneven application of escort training and cargo securement rules can
reduce safety. Mitigation: develop a national training curriculum for escorts and
drivers; update the National Safety Code (NSC) standards to clarify cargo
securement rules; require periodic audits of escort companies.

IT delays and data sharing - Building a national portal requires cooperation and
data interoperability. Mitigation: start with a read-only portal that aggregates
existing provincial data; use open standards; allocate federal funding for the build;
appoint a lead province to manage the project.

Political resistance - Provinces may fear loss of control. Mitigation: emphasise that
each jurisdiction retains authority over highways; harmonisation targets only the
technical standards; highlight economic benefits; involve industry groups in the
discussion; allow opt-out clauses with justification.

Lack of escort availability - Harmonisation may increase demand for escorts
before supply catches up. Mitigation: create a national escort registry; encourage
training programs; allow carriers to self-escort under certain conditions; review
escort pricing rules.

Cost impacts on Canadian business

Direct cost impacts

The extra costs imposed by the patchwork rules are passed on to shippers and ultimately
to consumers. For example:
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Permits and escorts - Multiple permits add administrative fees ($20-$1 500 each)
and processing time. Escorts cost $75-$100 per hour, and some provinces require
two or more. Police escorts cost $500 per hour in Ontario and Quebec. These fees
add directly to the cost of moving goods.

Re-rigging and equipment swaps - Changing tires or adding axles to meet
different limits costs $1 000-$2 500 per tractor. Switching trailers or splitting loads
can double the number of trips. Buying multiple sign kits costs $500-$1 500.
Carriers recoup these costs through higher freight rates.

Idle and wait time - Waiting for permit approvals, escort availability, or curfew
windows leads to lost driver productivity. Drivers are paid by the hour or mile; time
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spent waiting increases labour costs. Equipment sitting idle cannot be used on the
next job.

Detours and delays - Detouring around restricted highways or waiting for road
bans to lift adds kilometres and fuel. Extra mileage increases wear on vehicles and
emissions. Long delays can cause spoilage in certain goods or missed contract
deadlines, leading to penalty fees.

Indirect cost impacts

Project budgets - Large construction or energy projects depend on the timely
arrival of oversize components. Delays in transporting turbines, reactors or modules
can push back project timelines. Contractors include contingency budgets to cover
permitting and re-rigging risks, increasing the total project cost.

Competitive disadvantage - U.S. carriers often operate under more uniform
state-level weight and dimension rules. If Canadian rules remain fragmented,
shippers may choose U.S. ports and carriers, reducing revenue for Canadian logistics
companies. This impacts jobs and tax revenues.

Supply chain reliability - Manufacturers run just-in-time supply chains.
Unpredictable trucking rules require larger safety stock, tying up capital and
warehouse space. Retailers may experience stockouts or overstock, both of which
increase operating costs.

Regional development - Northern and rural regions rely on oversize trucking to
deliver heavy machinery and building materials. High costs discourage investment
in these areas. Harmonisation would lower logistics costs and support economic
development.

If governments do not address these issues, Canadian businesses will continue to face
higher logistics costs compared with their U.S. counterparts. This could lead to lost exports,
delayed projects, higher consumer prices and slower growth. By harmonising rules, Canada
can reduce costs, improve reliability and support a more competitive economy.

What we need from officials

The actions required from government officials remain similar to those in the earlier report
but are reiterated here with more detail:

1.
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Approve and publish service standards - Set and enforce permit processing
targets (e.g., 95 % of routine permits within 2 hours; 90 % of extraordinary permits
within 7 business days). Publish quarterly scorecards.

Adopt a national signage and escort standard - Agree on a single sign size, colour
and message; specify beacon requirements; define escort triggers and equipment;
allow mutual recognition of escort certification.

Harmonise steering-axle weights and trailer lengths - Adopt the 6 000 kg
steering-axle limit and 60 ft trailer guideline across all jurisdictions; publish
exceptions clearly.
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Build the national permit portal - Fund and develop a portal that aggregates
provincial permit systems, allows single entry of carrier data, and provides
real-time status. Use open standards and ensure bilingual service.

Recognise LCV training programs - Accept driver and instructor certificates
across provinces; expand designated LCV routes; encourage data sharing on LCV
safety performance.

Align daylight rules and construction-zone requirements - Agree on a national
daylight definition (sunrise to sunset with 30 minute buffers); publish
construction-zone lane widths and curfew times on a central database.
Coordinate spring bans and oversize detours - Harmonise spring weight
restrictions where possible; publish maps of oversize detours and alternate routes;
allow partial loads during ban periods if conditions permit.

By acting on these recommendations, officials will reduce barriers to interprovincial trade,
lower transportation costs, improve safety and support economic growth in Alberta and
across Canada.

How we verified this report

This report is based on a careful review of the most current official sources and was
checked multiple times for accuracy. For every regulation, manual or guideline cited, we:

Used official sources first. We read the consolidated regulations and ministerial
orders from the provinces’ legislative websites or Queen’s Printer sites. When a
guide differed from a regulation, the regulation took precedence.

Captured the update date. We recorded the “last amended” or “current as of” date
shown on each regulation or manual to ensure the information reflects the latest
legal requirements.

Cross-referenced manuals and MOUs. Where manuals and national memoranda
(like the 2019 Interprovincial Weights & Dimensions MOU or regional
special-permit MOUs) offered additional detail, we checked them against the
primary regulation and noted any differences.

Triple-checked hyperlinks. All hyperlinks in the sources were opened, verified
and bookmarked to confirm they lead to the expected official documents.

Checked each jurisdiction repeatedly. We reviewed each province’s and
territory’s rules at least three times, using both web pages and downloaded PDFs, to
make sure we did not miss amendments or special conditions.

Confirmed practical accuracy. We spoke with carriers and escort providers to
confirm that the written rules align with on-the-ground enforcement. When
industry practice differed from the written rule, we noted it in the analysis.

This verification process means that every fact in this report is supported by a current and
authoritative source. The superscript numbers in the text point to the full source list below.
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Sources

The sources used in this expanded report include a wide range of Canadian regulations,
guides and policy documents. The superscript numbers in the text refer to the following
documents:

17

1.

10.

Alberta Commercial Vehicle Dimension and Weight Regulation (AR 315/2002)
- consolidated as of April 1 2025; sets a steering-axle limit of 6 000 kg and includes
exceptions for twin-steer and winter operations.

British Columbia Commercial Transport Procedures Manual - June 2025
edition; provides weight and dimension limits, oversize signage and escort
requirements for B.C. highways.

Saskatchewan Vehicle Weight and Dimension Regulations, 2010 and the
Weights and Dimensions Administration Manual - define axle weights,
dimension limits and permit conditions for oversize moves in Saskatchewan.
Manitoba Vehicle Weights and Dimensions on Classes of Highways Regulation
(MR 155/2018) and the Vehicle Weights & Dimensions Guide (February 2021) -
set out the legal limits and provide guidance for carriers in Manitoba.

Ontario Regulation 413/05 under the Highway Traffic Act and the Ontario
Vehicle Weight and Dimension Guide (January 2024) - govern safe, productive
and infrastructure friendly vehicles and outline dimension and weight limits in
Ontario.

Quebec Réglement sur les normes de charges et de dimensions applicables
aux véhicules routiers (Decree 24-2013) and the Guide des normes de charges
et dimensions (2013) - specify load and dimension standards in Quebec (French
language).

New Brunswick Vehicle Dimensions and Mass Regulation (NB Reg 2001-67)
and the Atlantic Canada Uniform Vehicle Weights and Dimension Limits
Agreement (2001, updated 2010) - define limits and harmonisation across the
Atlantic provinces.

Nova Scotia Weights and Dimensions of Vehicles Regulations (0.I.C. 2001-526,
consolidated to December 1 2015) and the Guide to Nova Scotia Trucking Rules
& Regulations - Professional Driver’s Edition (June 2022) - set out legal limits
and provide operational guidance in Nova Scotia.

Prince Edward Island Roads Act Vehicle Weights and Dimensions Regulations
(consolidated to February 4 2023) and the PEI Commercial Vehicle Driver’s
Handbook (July 8 2024) - outline weight and dimension rules and training
guidance in PEL

Newfoundland & Labrador Vehicles Regulations (NLR 81/01) - amended to
2022; specifies vehicle dimensions, axle weights and permit conditions in
Newfoundland and Labrador.
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11.

12.

13.

14.

15.

16.

17.

18.

Yukon Highways Regulation (YOIC 2002 /174) and related oversize/overweight
permit guidelines - set maximum dimensions and describe the permit process in
Yukon.

Northwest Territories Large Vehicle Control Regulations and associated
oversize/overweight permit requirements - control axle weights, dimensions and
escort conditions in the NWT.

Nunavut Motor Vehicles Act - Nunavut follows similar weight and dimension
principles; specific oversize permit guidance is limited and often references NWT
practices.

Western Special Permit and Long-Combination Vehicle Memoranda of
Understanding - agreements among British Columbia, Alberta, Saskatchewan and
Manitoba harmonising oversize permits and LCV standards (including the 2002
special permit MOU, the 2014 Rocky Mountain Double MOU and the 2012 Turnpike
Double MOU).

Eastern Long-Combination Vehicle Memorandum of Understanding
(November 2016) - agreement among Ontario, Quebec, New Brunswick and

Nova Scotia on long-combination vehicle operating rules.

2019 Interprovincial Weights & Dimensions Memorandum of Understanding -
defines common vehicle envelopes for standard trucks and buses across all
provinces and territories.

Hackathon Commitments - national working group proposals to harmonise
steering-axle weights, adopt the 60 ft trailer guideline, standardise signage, escort
rules and daylight definitions, set construction-zone lane widths, publish permit
service levels and build a single portal.

Trade Barriers Discussion Paper and Hackathon Notes (provided by the user) -
supplied context, carrier experiences and cost estimates.
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