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Abstract

A series of tests were previously conducted to determine the strength and failure modes
of various heavy truck cargo anchor points. The tests covered a range of types and
grade of anchor point, for various tiedown attachments, and a number of pul! directions.
Most test articles were strain-gauged to provide insight into their structural performance,
and most were tested to failure. The results showed a very wide range of load capacity,
both between and within types of anchor point. In most cases, the load capacity also
varied significantly with the direction of loading. Most anchor points were found to start
to yield at quite low loads, and deformed substantially as the test progressed. Limited
finite element analyses compared well with corresponding strain data from tests.

This work led to recommendations that cargo anchor points should be designated on
heavy trucks, and should be provided with some load capacity rating.

The present work presents an attempt to derive Working Load Ratings for the various
types of anchor point tested in the previous test program, on the basis of the data
obtained from that test program.



Executive Summary

A lack of understanding of the technical basis for existing regulations on cargo
securement meant it was not possible to resolve differences between them to revise a
cargo securement standard for Canada's National Safety Code. This process identified
a number of research needs, which are now being addressed through the North
American Load Security Research Project.

The preliminary work identified issues regarding cargo anchor points, to which tiedowns
are attached. A series of load tests evaluated the strength and failure modes of typical
anchor points like stake pockets, D-rings, winches, chain-in-tubes, welded rods, and rub
rails, for various pull directions, including the effect of chain wrap on stake pockets.

The present work proposes “Working Load Ratings” for these types of anchor point,
from the test program data. The methodology is based on considerations of both safety
and practicability, with respect only to normal operating conditions. It does not consider
the effect of fatigue. The anchor points exhibited significantly varied performance with
load direction. The proposed ratings are based on the worst load direction, to avoid the
confusion of a load rating depending on load direction.

Evaluation by conventional “Allowable Stress Design” procedures would preclude use
of many of the anchor points tested in the many field conditions under which they are
typically used, so the proposed methodology is developed only for application to these
anchor points. On this basis, three load performance criteria are proposed, namely, the
Normal Yield Criterion, the Extended Yield Criterion, and the Ultimate Load Criterion.
These criteria are formulated to maximize the Working Load Rating for a given anchor
point by allowing some material yielding through the Extended Yield Criterion, when this
is feasible, while still providing reasonable safeguards. Thus, the Working Load Rating
for an anchor point is taken as the load allowed by the Normal Yield Criferion, and the
lower of the loads allowed by the Extended Yield and Ultimate Load Criteria, whichever
is higher. For any anchor point, the yield load is the lowest possible Working Load
Rating. With this approach, Working Load Ratings are proposed for the anchor points
for which yield and/or ultimate load data were available. The accuracy of these results
depends on accurate yield load and ultimate load data. However, for some anchor
points, these data were either not available, or known to be inaccurate.

To address these concerns, recommendations are made with respect to the need to use
a more cost-effective analytical tool, such as finite element analysis, to obtain more
accurate data, and to develop the proposed methodology further by applying it to other
anchor points not included in the earlier test program, and to refine the range of values
to be assigned to the proposed Yield Load and Ultimate Load Factors. It is expected
that new anchor points would be designed using conventional methods.

This report presents technical results from just one task in this project. The results may
be limited by the scope of this task, but are placed in context in the summary report.
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1/ Introduction

Security of cargo on heavy trucks is a matter of public safety, subject to a body of
industry practice and government regulation. Cargo securement regulations are
broadly similar across North America's many jurisdictions, but there are also some
significant differences. When the time came for the Canadian Council of Motor
Transport Administrators (CCMTA) to revise a cargo securement standard for Canada's
National Safety Code, a lack of understanding of the technical basis for existing
regulations made it impossible to resolve differences between them, and a number of
research needs were identified. Ontario Ministry of Transportation prepared a draft
proposal for this research that was widely circulated for review through governments
and industry. The proposal was revised and became the work statement for the
CCMTA Load Security Research Project [1]. This had three objectives :

® To determine how parts of cargo securement systems contribute to the overall
capacity of those systems;

® To demonstrate the adequacy of parts, and the overall capacity, of cargo
securement systems; and ]

® To develop principles, based on sound engineering analysis, that could contribute
to an international standard for cargo securement for heavy trucks.

The goal is to supplement existing practice with these research findings to develop
uniform North America-wide standards for cargo securement and inspection.

Cargo carried by flatbed, specialty or van trailers is often secured by tiedown
assemblies attached to anchor points on the vehicle. Load ratings of tiedowns are
generally available, but review of existing equipment and cargo securement regulations
showed that the load capacity of anchor points was generally unknown [1]. This raised
two issues :

1/ New vehicle standards; and
2/  Rating of existing vehicles.

Setting a new vehicle standard for cargo anchor point rating will resolve the issue of the
adequacy of anchor points over the long term. This is a federal responsibility, and
Transport Canada now has such a standard under development, so this issue needs
no further attention here.

However, some means of rating the capacity of anchor points on existing vehicles would
be required for the foreseeable future, untit all vehicles are equipped with anchor points
that meet the new vehicle standard. A test program developed for a number of typical
heavy truck cargo anchor points, as outlined in Sections 7.2 to 7.8 of the project
proposal [1]. The pertinent test data, supported by some limited finite element analysis,
findings and recommendations are presented in a companion report [2]. The
recommendations in the report were aimed at providing all anchor points with a load
capacity rating, based on a correlation of test results with finite element structural
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analysis, to establish an analytical basis for ratings or rating standards for heavy truck
cargo anchor points. This work could not be completed, so load ratings have been
estimated based on the test results alone.

2/ Statement of Work
2.1/ Scope of Work

The objective of the present exercise is to assess suitable Working Load Ratings,
where feasible, for six types of heavy truck cargo anchor point, namely, stake pockets,
including the effect of various chain wraps, D-rings, winches, chain-in-tubes, welded
rods and rub rails, under various loading conditions. The Working Load Rating is
defined here as the highest load at which the anchor point can reasonably be expected
to be used without concern for failure.

Some limited finite element analysis results were obtained as part of the previous work
[2], and were available in the form of stress contour plots. However, finite element
analysis results that were obtained subsequently were not available, and those that
were available were insufficient for useful input. This assessment is therefore based
solely upon a review of available test records and data from the test program. These
data included “ultimate load” data, and strain gauge data from which “yield load” data
were obtained.

The ultimate load for a given test specimen, in a given test, was the maximum load
applied to the specimen at which the specimen was seen to have suffered breakage,
such as tearing of a weld or material or severance of a part, or, when no breakage was
evident, substantial permanent set such that the specimen had become unusable or
unserviceable.

The yield load for a given test specimen is the load at which any part of the specimen
exhibited permanent set or yield as identified by the available strain gauge data. This
experimental "yield load” will never be lower than the true yield load, at which any
strain-gauged or un-strain-gauged part of the specimen actually started to yield. It
could conceivably be higher, if the strain gauge was not quite where yield first occurred.

2.2/ Assumptions

The assessment is with respect to “normal” operating conditions only, and excludes
hard braking conditions, and crash conditions, such as a rollover or collision. This is
done primarily for three reasons. First, the test data obtained were based on static
loadings only. Second, with respect to those hard braking or crash conditions where
a given anchor point does not come into contact with another vehicle, object, or
obstacle, no data are available for the purpose of this study that would allow a
reasonable estimation of the wide range of inertial effects that would arise in the stated
conditions. Third, other possible crash conditions exist where the anchor points
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themselves may strike another object or obstacle, and cannot reasonably be made
strong enough to resist the force of such an impact.

In addition, the effect of fatigue is not considered, because of the limited scope of the
present work, and the lack of adequate data on load spectra.

3/ Assessment Methodology
3.1/ Safety and Practicability Considerations

In spite of the limited test data available, a reasonably sound basis needs to be
established so that Working Load Ratings based solely on the data are both realistic
and plausible.

The most important notion in determining the Working Load Rating for a given type of
structural part is how “failure” should be defined. A second notion is how well the rating
proposed -- and the rationale behind its selection -- will be accepted by the trucking
industry.

In regard to the first notion, unfortunately, there are no lack of substantively different
views in the broader engineering sector that define “failure”’. For instance, conventional
"Allowable Stress Design" of steel structures, commonly used in the construction
industry, calls for a maximum allowable stress between 40% and 66% of the yield stress
of the material. In essence, this approach assumes that failure is considered at least
imminent when any part of the material starts to yield, and that the “Working Load
Rating” for the structure in question is the load at which no part of the structure will have
stresses exceeding the maximum allowable stress. It has already been discussed in
the earlier report how this approach would result in such low ratings as to preclude the
use of many of the anchor points in the many field conditions under which they are
typically used [2]. Thus, it is questionable how well this approach can be implemented
in the heavy truck sector.

At the opposite end of the spectrum, as far as structural parts charged with restraining
the movement of the occupants of an automobile in a crash situation are concerned,
“failure” is generally accepted as complete severance of the part from its intended
attachment point or points, or the severance of one or more components of the part,
such that the part cannot fulfil its intended restraining function. Thus, a seat assembly
is not considered to have “failed” as long as it is still attached to the floor, even though
its structural material may have yielded grotesquely. In a way, the crash load, which
may be 20 to 30 times as high as the normal operating load, constitutes the “Working
Load Rating” under crash conditions. It is interesting to note that no loading criteria
exist for how these parts should fare under normal operating conditions. It is assumed,
apparently, that if a system does not “fail” under crash loads, it will perform satisfactorily
under normal loads.



It is difficult to draw a clear cut analogy between the heavy truck cargo anchor point
under normal operating conditions and the automotive occupant anchoring devices
under crash operating conditions. However, one distinction is clear. The failure of an
automobile’s occupant anchoring devices under crash conditions primarily impact upon
the lives of the automobile’s occupants only, while the failure of a heavy truck’s cargo
anchor points has the potential of a fatal impact on the lives of other motorists. In
addition, an automobile’s occupants can reasonably expect to remain confined to the
automobile’s cabin even after the occupant anchoring devices have undergone
substantial material yield, whereas a heavy truck will certainly have a strong prospect
of losing its load -- with potentially disastrous consequences -- even if its cargo anchor
points have undergone a much lesser extent of yielding. The rather liberal approach
used in rating automobiles’ occupant anchoring devices, therefore, may not be suitable
for heavy truck cargo anchor points.

Thus, it is suggested that a more practical approach to finding a suitable Working Load
Rating for heavy truck anchor points would be one that would seek a load level at which
some amount of material yielding may be accommodated while still providing a
sufficient safety margin before the ultimate load is reached.

3.2/ Load Direction Considerations

The task of designating suitable Working Load Ratings is further complicated by the
fact that the performance of anchor points was found to vary significantly with load
direction, except for D-rings and the medium- and heavy-duty welded rods. To
designate a rating for each possible load direction, or to restrict use of the anchor point
in question to a particular load direction or range of load directions, could conceivably
cause confusion, unless the anchor point was designed or installed to restrict loading
to a specific direction or directions. It is therefore proposed that a Working Load Rating
should be based on the worst load direction that may feasibly be used in the field. As
far as the previous test program is concerned, all loading directions that were tested are
feasible, though some may be used quite infrequently, or only in particular applications.

3.3/ Load Performance Criteria

In light of the foregoing considerations, three load performance criteria are proposed
to assist in determining the Working Load Rating for a given anchor point. These
criteria are formulated in a way that will maximize the Working Load Rating for a given
anchor point, as allowed by the available data, while still providing reasonable
safeguards.

The first criterion is called the Normal Yield Criterion, and is essentially the yield load
of the anchor point concerned. Thus,

Permissible Load hased on Normal Yield Criterion = Yield Load (a)

The second criterion is called the Extended Yield criterion, and is represented by a
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factor, called the Yield Load Factor (Y.L.F.), that is to be applied to the yield load. A
Y.L.F. of 1.0 implies that no yielding is permitted, while a Y.L.F. greater than 1.0 means
some yielding is permitted. Thus,

Permissible Load based on Extended Yield Criterion = Yield Load x Y.L.F. --—----——- (b)

The value of the Y.L.F. to be applied to a given anchor point is dependent on the ratio
of the yield load to the ultimate load as calculated of the anchor point. In general,
anchor points that exhibit low yield load-to-ultimate load ratios will be assigned higher
values. Evidently, the accuracy of yield load data will affect the stringency of this
criterion.

The third criterion is called the Ultimate Load Criterion, and is represented by a factor
called the Ultimate Load Factor (U.L.F.). In general, this factor is assigned a value less
than 1.0. The ultimate load multiplied by this factor is basically the load level at which
some room is still reserved for further loading until failure of the anchor point occurs.
Thus, a factor of 0.40 implies a “safety margin" of 1.5. By restricting loading to a
specific level below the known ultimate load for a given anchor point, this criterion
provides some safeguard against inaccurate yield load data that may have resulted
from the lack of strain gauge data from the more critical areas of the anchor point.
Thus,

Permissible Load based on Ultimate Load Criterion = Ultimate Load x U.L.F. ----- (c)

3.4/ Proposed Working Load Rating

For any given anchor point, the Working Load Rating will be taken as the load as
obtained based on the Normal Yield Criterion (i.e., the yield load), and the lower of the
load as obtained based on the Extended Yield Criterion (i.e., the yield load multiplied
by the Y.L.F.) and the load as obtained based on the Ultimate Load Criterion (i.e., the
ultimate load muitiplied by the U.L.F.), whichever is higher.

Based on this formulation, the Normal Yield Criterion is the most stringent of the three
criteria, as it provides the Jowest possible Working Load Rating, i.e., the yield load. The
Ultimate Load Crierion acts as a safeguard against the possibility of an unsafe rating
by providing for the maximum possible Working Load Rating while maintaining a
reasonable safety margin.

On the surface, the Extended Yield Criterion may cause some potential concern by
permitting material yielding. Normally, when accurate yield load data are available and
appropriate Yield Load Factors are used, there should not be a concern, as the premise
of the criterion is based on the very first occurrence of yield anywhere in the anchor
point in question, and for most structures, a substantial increase in load will be required
before the amount of material yielding will reach an unsafe level. In light of the
inaccuracies inherent in the available yield load data, this criterion could indeed result
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in unsafe Working Load Ratings for some of the anchor points if and when the criterion
is applied by itself only and/or with an inappropriate Yield Load Factor (Y.L.F.). This
possibility, however, is eliminated because of the safeguard that is provided by the
Ultimate Load Criterion. It should be noted that, in spite of this potential for concern,
the Extended Yield Criterion will benefit those anchor points that exhibit very low yield
load-to-ultimate load ratios (say 5%-10%, as in the case of some of the steel stake
pockets) by affording them the opportunity to be used at a higher load level than would
be allowed by the Normal Yield Load Criterion.

4/ Review of Data
4.1/ Available Data

The available test data included ultimate loads attained by the various test specimens,
and strain gauge data. The strain gauge data, which were available for most test
specimens, allowed the yield load to be obtained for each anchor point specimen that
had been tested. Yield load data were not available for some test specimens,
specifically those for which no strain-gauges were installed. The highest load attained
in some tests was not always the ultimate load. Testing was terminated between yield
and ultimate loads in some cases, for a variety of reasons. In some cases, hooks on
chain became jammed as the anchor point deformed, and the test became a test of the
chain rather than the anchor point. In other cases, there were grounds for concern
about the integrity of the test rig, and it was considered prudent to terminate the test to
avoid risk of permanent deformation of the test equipment.

Ultimate load and/or yield load data were reviewed for the following types of anchor
point:

1/ Stake pockets;

2/ D-rings;

3/ Winches;

4/ Chain-in-tubes;

5/ Welded rods;

6/ Chain wraps on stake pockets: and
71 Rub rails.

4.2/ Major Observations
The following observations were reported earlier [2]:

1/ The ultimate load varied widely between types of anchor point, and within a given
type, due to differences in strength and design.

2/ For all types of anchor point other than the D-ring and the medium- and heavy-
duty welded rod, the ultimate load varied significantly with load direction.
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3/ Most anchor points started to exhibit material yielding at loads that were
substantially lower than the respective ultimate loads reached. In many instances,
these loads were only 10-20% of the ultimate.

4.3/ Yield Load-to-Ultimate Load Ratios

Table 1 summarises the ranges of yield load to ultimate load for all anchor point types
for all load directions.

As can be seen from this table, the yield load-to-ultimate load ratios exhibited great
variations between and within the different types of anchor point. The possibility that
some of the yield load and/or ultimate load data may not be reliable may contribute to
this variance. Indeed, it was noted in the earlier report [2] that for some tests, the yield
load and ultimate data were believed to be inaccurate because of, for instance, the
inability to place strain gauges in the more critically loaded areas of the given anchor
point.

5/ Determination of Working Load Ratings
5.1/ Yield Load Factors

In light of the great variance in the yield load-to-ultimate load ratios between and within
the different types of anchor point, the Yield Load Factor is categorically assigned a
value of either 1.0, which means no yielding is permitted, or 2.0, which allows some
yielding. These values are so chosen primarily for the sake of generality and simplicity
as the limited amount of data that is available would not allow more specific values to
be reliably assessed for the various types of anchor points. If more accurate yield load
data becomes available for the anchor points, the Y.L.F. can conceivably be refined
further. '

Thus, anchor points that demonstrated relatively high yield load-to-ultimate load ratios
are assigned a Yield Load Factor of 1.0, and those that demonstrated relatively low
ratios are assigned a Yield Load Factor of 2.0.

With reference to Table 1, Yield L.oad Factors have been assigned to various anchor
points as follows:

1/  Stake Pockets
All steel and aluminum stake pocket types are assigned a Y.L.F. of 2.0.
2/  D-rings

All D-rings are assigned a Y.L.F. of 2.0.



3/  Winches

The welded and sliding winches are assigned a Y.L.F. of 1.0, while the clipped
winches are assigned a Y.L.F. of 2.0. A lower Y.L.F. is assigned to the welded
and sliding winches because of their very high ratios of yield load to ultimate load.

4/  Chain-in-tubes

All chain-in-tubes are assigned a Y.L.F. of 2.0.
5/ Welded rods

All welded rods are assigned a Y.L.F. of 2.0.
6/ Chain wraps

All chain wraps are assigned a Y.L.F. of 2.0.
7/ Rub rails

All rub rails are assigned a Y.L.F. of 2.0.

The Yield Load Factors proposed above are included in Table 1. The ranges of ratios
of factored yield load to ultimate load for the various types of anchor point for all loading
directions are also shown for reference.

5.2/ Ultimate Load Factors

For the purpose of the present exercise, an Ultimate Load Factor of 0.40 is assigned
to all anchor points. This provides a “safety margin” of 1.5 against ultimate failure of
the anchor point.

5.3/ Working Load Ratings

Based on the Yield Load Factors and Ultimate Load Factors proposed above, Working
Load Ratings are derived for all anchor points as shown in Tables 2 through 10.

Some anomalies are apparent. The 3/8 in welded rod is assigned a higher Working
Load Rating than its 1/2 in counterpart in Table 6, because of the lack of yield load data
for the 3/8 inrod. It is also cautioned that the yield load data and ultimate load data for
some of the anchor points tested, notably the rub rails, may not be accurate for a
number of reasons, such as the lack of strain gauge data from the more critically loaded
areas of the anchor point, or the chain getting caught in the test setup and hence giving
rise to false data. In general, however, the derived Working Load Ratings appear to be
quite reasonable.



6/ Conclusions

A methodology for determining Working Load Ratings for heavy truck cargo anchor
points is proposed. This methodology takes into account safety and practicability
considerations by employing three load performance criteria, namely, the Normal Yield
Criterion, the Extended Yield Criterion, and the Ultimate Load Criterion, to assist in the
determination. In view of the greatly varied load performance of the vast majority of the
anchor points between different load directions, and after weighing the potential
disbenefit of obtaining ratings that would be dependent on load directions, it is further
proposed that the criteria be applied only to the worst load direction.

Applying this methodology to the anchor point test data available from the earlier test
work, Working Load Ratings are derived for all types of anchor points.

It is believed that the proposed methodology is logical, reasonable and sound. When
applied with reliable data, it should provide reasonably safe and practical Working Load
Ratings for the types of anchor point tested under current use. It is expected that new
anchor points will be designed using conventional criteria.

The usefulness of the methodology is dependent on the availability of relatively
accurate test data. It has been noted that yield load data and/or ultimate load data were
not available for some of the anchor points, and that some of the test data may not be
as reliable as desired, for various reasons.

Accordingly, it is believed that, where test data are either lacking or in doubt, finite
element analysis could be adopted as a cost-effective and efficient tool to provide the
needed data for the proposed assessment methodology.

This report presents technical results from just one task in this project. The results may
be limited by the scope of this task, but are placed in context in the summary report [3].



7/ Recommendations

The following recommendations arise from the work reported here:

1/

2/

3/

4/

The finite element structural analysis of the anchor points initiated in the previous
test program, based on linear and non-linear models, should be completed to
provide more accurate yield load and/or ultimate load data for use with the
proposed Working Load Rating assessment methodology, so that the accuracy
and reliability of the ratings can be improved.

Consideration should be made of applying the proposed assessment methodology
to other anchor points not included in the earlier test program, in order to provide
more confidence in the methodology.

For the purpose of the present work, the Yield Load Factor and Ultimate Load
Factor have been assigned values on a rather simplistic basis. Further work could
refine these values so that more reliable Working Load Ratings can be obtained
for other anchor points.

This methodology is for assessing a Working Load Rating for the anchor points
tested, and new anchor points should be designed using conventional methods.

References

[1]

[2]

[3]

Billing J.R., Mercer W.R.J. and Cann W., "A Proposal for Research to Provide a
Technical Basis for a Revised National Standard on Load Security for Heavy
Trucks", Transportation Technology and Energy Branch, Ontario Ministry of
Transportation, Report CV-93-02, November 1993.

Billing J.R. and Leung D.KW., "Evaluation of the Strength and Failure Modes of
Heavy Truck Cargo Anchor Points", North American Load Security Research
Project Report 10, Canadian Council of Motor Transport Administrators, Ottawa,
Ontario, 1997.

Billing J.R. and Couture J., "North American Load Security Research Project
Summary Report", North American Load Security Research Project, Report 18,
Canadian Council of Motor Transport Administrators, Ottawa, Ontario, 1997.

10



Ll

‘a|gE|IBAR JOU S1oM BIEp PEO| P|oIA 0S ‘spoJ papjem Ajnp-wnipaw pue -jybij Joj sjqe|leAe siem ejep abneb ulelsoN ¢

‘pEO| SjBWINN JO %0Z-0| INoge 1. adid ey} Jo uonewloep onse|d ssolb paulejsns suswioads

agnj-ul-uleys ||B 1By} SUOIjeAlasdo 1s8) Uo peseq pejelul}se aie soljel 8yl ‘S|de|leAe JoU aiem B}ep Peo| plaIA

~—

%8¥ ) - 99 0¢C %/, - €€ wnuiwnle - [leJ gny 9 X'G Xp .
%861 - 09 0¢ %66 - 0 |os3s - [led gy €'XZ X .
%86 -9 0¢ %6V - € deim ureyo ‘wnuiwnie - jxood axelS| gl ‘L1 X0l X'6 X8 XL 9
%921 - 92 0¢ %E9 - €l deim ureyo ‘|aa}s - Joxjood axels 9'G Xy Xg XZ X 9
%9Vl - vl 0¢ %EL- L Ainp-Aneay - pos papisp X'g g
%0¥ - 02 0¢ %0Z - 0 . ,eqni-ul-ureyd X'¢ 'X'Z X 4
%96 - v 02 %8¥ - 12 ojyoid mo| ‘paddijo - YoUIM X'9 >
%96 - 8¢ 0¢ %8V - 61 o|yold yb1y ‘paddifo - YouIp X'g €
%0, - 65 o'l %0/ - 65 a[ijoid mo| ‘Bulpljs - UOUIAA X'y >
%C6 - L o'l %ZC6 - CL ojyo.d ybiy ‘Bulpl|s - YOUIAA X'g €
B/U 0l e/u oEO._Q MO| .Uov_m>> = UOUIM X'C e

%¥9 - ¥S 0l %¥9 - ¥ o|yoid ybiy ‘papjem - YoUIp X'} e
%0, -8C 0C %SE - ¥l (Aluo Anp-Anesy) Bui-q X'¢ XZ X} Z
%04} - OF 0¢ %SG - 0Z | wnuiwnje Ainp-wnipsw - j9x00d aXels X'G }
%¥Zl - 0C 0¢C %2C9 - Ol wnuiwnie Anp-jyb| - 1e3o0d axels Xp b
%8E -0} 0¢ %6l - G |oe)s - }oxo0d S¥ElS X'¢ XZ X L
peo (‘4 TA) | peoajewnin ulod Joyouy|  ([z] ees) seuss 3sa)| Aiob
ajewiyin 03 peo]| Jojoegd | 0} peoT pPIvIA -a)ed

PISIA paiojoed |peo plaIA

Sjulod JoYyouy ||\ Joj peo- ajewnin o3 peo PIeIA J0 oley /1 elqeL



cl

‘Ul /| sJene| ay} snsioA ‘abuely oIy} Ul g/¢ B BuiABy Jow.io) 8y} 0]
peingupe sem siyl 1eyood Ainp-winipaw, sy} Ueyy Jabuosis aq 0} UMOYS sem Jaxood wnuiwnfe Anp-ybl, Jejews syl |

(a1 000‘L w1 speoj ||v)
S)8)00d a)e)s 1o} sbuney peo Bunjopy /Z sjgel

((@ ‘gQuiw ‘e)xew -
v6'L 002 919 00 00l :Buney peoT BupIop
¥6'l ev'e 9L'9 4 o ¥ (9) 41N XPpeoq HN IsemoT
o0 ov'0 0 40) 0] 40) 0¥'0 (*47°n) Jojoe4 peOT SreWlN
¥8' /S8 ov'Sl 0L'LL 00’} pEOT SjBWI}IN 1S8MOT]
002 002 000l 00'% 00l (4) 4T A X peoT plolA semoT
00¢ 002 002 00T 00T ('4T°A) Joyoed peoT ploIA
00’} 00’} 00§ 00T 0S'0 (e) PEOT PISIA 1SOMOT

plemiol .mcou_ g0 lelejen pJemiol .mco|_ plemiol .mco|_ g0 [elsjeT uoinjoalIqg |Ind 1sexeapn
OL VL | ®em | ,06GL| Bu | oo0c| BuU [ 06es| BMU [0082| B pseoqino 6ep Gy -|
Z6'S | 0Z) |,.98 |00}V |Ov¥9Zz | 00S |0SZL|0OST | 00LL| OSO pJeoqgino (essye -
¥8% | 00l |,000L| 00} | OFSL|OOLL|OLLL|OOZ | 022|001 pJemioy [eulpnyibuo -
0c'8lL | 000} |,0L'LZ| 00'El | 06'FF | O0'SE | 08'FF | 00'8L | OL¥¥ | 00'SZ [eoluoA -
peoT | peo] | peoq | peo] | peo] | peo] | peo | peo | peol | peol suopoalq (INd
UN | PRIA | 3N | PBIA [ NN | PIBIA | 3N | PIBIA | 3N | PIBIA
fnp-wnipapy | A3np-3y61 fnp-Aresy | Anp-wnipspy | Anp-jyb6i
S}9)20d wnulwnjy S)9)00d |991S



€l

5189} Bull-q Ainp-wnipalu 1o} paAlasqo Jey) o} Jejiwis A1aA sem Bull oy} Jo uonew.ojep afisus]
‘61l 358} 8y} 0} abewep PIoAB 0} 4| 000‘0Z Ihoge jo peo| palidde ue e paddols aiem Joj S)s9) Se ‘senjeA pajewl}s3 L

(a1 000°L ut speo |Iv)
sBull-q 10} sbuiyey peo- Bupjiopy /¢ ajqel

((0 ‘Quiw ‘e)xew -

00°€l 0L /ST ‘Buney peo BuBLIOM

44 v, 1S'C (9)  4TNXPeo] YN isemo

0r'0 o¥'0 or0 ("4"71'N) Joyoed peo sjewnin

00'9¢ 09/} Zr9 peo sjewn|n 1Semo

00€l B/u B/u (@) "4"TAXPeo]p[aIA Isamo]

00C 00¢C 00C (‘'4"TA) Joyoed peo pleIA

059 B/ B/ (e) PEOT PISIA }S9MOT]

X X X uonoalq |ind IseXesp

,00'9% 00'¥) 06l B/ V'8 B/ ZAX -

,00'9% 009} 012 e/u 8./ e/ XZ -

,00'9F 00°C) 0502 e/u 44 B/ ZA-

,00°9% 00Cl 0 A4 B/u SZ'6 B/ AX -

,00'9¥ 00Cl 06°€Z B/u 8L/ B/u Z-

,00°9¢€ 059 09/L B/u Zr'9 B/u X -

00°9% 00'8 0€'2C e/u €0'8 B/u A-

peo N | PeO PIBIA | PeoTHN | PeOTPIBIA | PEOT N | PEOT PIBIA suoloalq |Ind
Kynp-Anesy Aynp-winipay Knp-y6I




145

((0 ‘Qunu ‘e)xew -
9/°¢ 28°¢C 0eC 0S¢ 89t 0g'S Buney peo Buniop
9L'¢ 28T =y 6g’l 89y ov'e (9)  "471'N X peoT )N semoT
0’0 o0 ov0 o0 ov°0 0’0 (‘'471°N) Joyoe4 pEOT SlRWHIN
ov'6 0€'9 z6'e YA 0L’} 0S8 peo sjewn|n }SemoT
00’9 09y 0€'C 0S'C e/ 0€'S (@) "4"TA X PpeoT pleiA 1semo]
00'C 00T 00’} 001 00’} 00l (‘'4"T'A) Jojoe peo pleIA
00'€ 0€T 0eC 052 e/ju 0€’S (e) PEOT PISIA }1S8MOT

g0 |eieie] | 4O lesole] | gO [eteie] | g0 [eseye] | g0 Bep sy | 9O [eteie uonoalq |Ind Isexesp
Ob'6 | 0S¥ |0€9 | 00€ [¢cec | o0ec | | o6z [oLel| emu Josg | oes pJeoqino [essjeT -
Ol'¥L| 00°€ |00CL| OEZ |000L| OO |¥L'8 | OG'Z |0L°LL| BM |0OPL| OS2 pieodqino Bap Gy -
0.'8L| 0L'G |0S9L| 00¥ |0LCL| BM |ObCL| B/ (OL'ZL| B/U |08FL| 056 [EOIHBA -
peoT | peo | peoT | peoT | peoT | peo | peoT | peoT | peo | peo | peoT | peoT suonoallq (Ind
N |PRIA| HN | PIBIA| 3N [PIRIA| 3N [PIRIA| HN | PIBIA| 3N | PIBIA
ajoid moT | alljoid YBIH | ajoid Mo | sjiyoid YbiH | sjiyold moT | ajyoid ybiH
sayauipm paddiio sayouIp Buipis SaYOUIM PapIaMm

(g1 000°} u1 speoj |1y)
S9YOUIM J0) sBuney peoq Bunops /7 @jgel




((0 ‘Quiw ‘e)xew -

86'C 1T /81 :Buney peo Buniiop

86'C A /81 (9) 471N XPEOT YN IsemoT]

0] 40 040 040 ('4'7°N) Joyoed peOT SjeWnN

S'L gle 19V peoT ajewiin 1Samo

B/u e/ B/u (@) "41°A X pEOT PISIA }S8MOT

00¢ 00C 00¢C ('47°A) Jojoed peoT plaIA

B/u B/u B/u (e) pPEOT PISIA }1S9MO]

|eleje |eieje |elsie uoloalI |Ind 1sevespn

0z'Zl B/u 08'S B/ 0S¥l e/ pajbuy -

Sy B/ 8lL'€ B/u L9V e/ |esore -

oLl B/u 0€0l B/u 9%l B/ [eDIUA-

peoT N | Peo PIBIA | PeOT )N | PEOTPISIA | PEOT N | PEOT PISIA suoioal( |ind
«D» [BPOI «S [9PON «V» 19POIN

saqnj-ul-ureys Joj sbuigey peo Bunpiop /g alqel

(‘a1 000 L u1 speo JIy)




aq Aew pod ‘Ul g/| 8y} Jo} Uy} pol papjem Ul g/c 8y} Joj Buiey peo Bunyopn Jeybly e jo Alewoue jussedde ay|

9t

"ejep peo| pleik Jo %oe| s JaWIo} U} 0) pejnguye

(a1 000} ul speo] ||v)
Spoy papIa 10} sbuney peo Bunjiopy /9 djqel

(@ ‘Quiw ‘e)xew -

00 9r'C £9°0 ‘bunyey peo Buptiop

809 or'e €90 (9) 47N xpeo] )N IsemoT]

0400) 0r0 0 40) (‘4"71'n) Joyoe4 peOT SjEWINN

0zZ'sl ¥9'8 /S°) peoT ejewnin }semo]

00°€ B/u e/ (@) "4TAXPeOT PISIA 1S9MOT

00C 00C 00C ('4"1°A) Jojoed peoT plotA

oS’} B/u B/u (e) PEOT PISIA 1S8MOT]

XZ X XZ uonoalld |INd Iseesp\

00°Z1 0S°Z) 090} B/u 1487 B/u ZAX -

0Z'Sl 00t 00°LL e/u IS} e/ XZ -

0002 00¢C 060} B/ lTS B/u ZA -

00°/) 06t €6'6 B/u 88’y B/u AX -

0¥'0Z 05} 09'LL B/u 12T B/ Z-

06'/1 05'C ¥9'8 B/u 89°¢ e/ X -

0z'le 0S¥ 0.2 B/ €0'9 e/u A-

peoT 3N | Peo] PIRIA | PeoT )N | PeOT PIBIA | PeOT NN | PeOT PISIA suonoa.Iq IInd
g/l "ul g/g ul g/




Ll

((0 ‘Quw ‘e)xew -
ov'9 002 96°G 00 0Z'S 00V :Buney peo Bunjiop
ov9 ob’. 96°S Ly 89°G 009 (9)  4'TNXPpeo] HN IsemoT
00 00 o0 ov'0 o0 040 ('471'N) Jojoe4 peo slewnin
00'9} 058l 067l 0c0l ozvl 00'Sl peo sjewilin ISeMoT]
0002 002 00, 00'¥ 0Z's 00'¥ (@) 4T AXPpeo]pleiA 1semo
00'C 00'C 002 00¢C 00¢C 00C ('4"TA) Joyoed peoT pIsIA
000l 0S'€ 0S'E 002 09'C 002 (e) PEOT PISIA IS8MOT

|EO1BA [edIpaA yebBepgiy | yebepgy | yebepgy | yebep gy uonoallq [Ind IseXesA
- = .- - |06¥L| 09F [0€0L| 0S¥ |0ZPL| 059 [00GL| 00C we bep Gy -
== = = - |0Z20Z| 00 |00CL| 00'C |00GL| OG'L [0E'GL| 00°C 810} Bap Gi7 -
009L|000L|0G8L| 0S'€ |OL/L| 0G'E |06'CL| 0S'€ |0L6L| 09C [00°GL| 00 |EOILIOA -
peoT] | peoT | peoT | peoT | peoT | peo | peo | peo | peoT | peo | peo | peoT suonoa( |ind
UN | PIRA| 3N | PIBIA| N | PIBIA| UN [ PIBIA| 3N |PIRIA| 3N | PPBIA

«d POUIBIN | .3,, POYIBN | .P,, POUIBIN | (D,, POUIOI | . D, POUIBIN | . B,, POUIBIN

(a1 000°} ul speoj |1v)
S)9)290d 9)e3S |99)S Anp-wnipajy paddeim-ureyd 10} sbuigey peo Bupiopa /2 21qel




8l

((0 ‘Quiw ‘e)xew -
zLy 00°€ 9g ¥ 88'C 090 aL'e ‘buyey peo Bunliop
zLy 00P oty 88'C €0'c 9L'e (9) 377N XxPpeo] 3N 1samoT
or0 or0 or0 ) ov 0 ov0 (‘47'N) Joloe peo sjewnin
08'LL 0001 060} 0z, IS/ 68, peo sjewRIN IS8MOT]
09'S 00°€ 00'S 00¥ 090 00 (@) "4"TAXPEO] PloIA 1S9MOT]
00Z 00C 00 00 00C 00'C ("477°A) Joyoed peoT plaIA
08T 051 0S¢ 00 0€0 00 (e) PEOT PISIA 1S9MOT]

|ESILBA [BOIUBA 910} mm_u Gy | °l0) mmb Gp |BJILB A 2l0) OOU Sy uonoaliqg [ind 1ssxeaspn
= - — [ - JosoiL[osv|[oz2z]osc|[o08]0sc[682 | 00€ e Bep Gy -
= = = — |16 | 05C | 008 |00¢C| /52| 0SC|0FOL| 00 eJoy Bep G -
08°'LL| 08Z |000L| OG'L |0EGL| 06Z | 0L'8 | 0ZE| 066 | 050 [09LL| 002 |e21LIaA -
peo | peo | peoT | peoT | peo | peoT | peoT | peoT | peo | peo | peoT | peo suonoauiq lind
N [PIRIA| N |PIRIA| 3N |PIIA| 3N |PIBIA| 3N |PIRIA| N | PIBIA

«dss POYIBI | (3, POUIBIN | (P, POUISIN | (2., POLIOI | .., POUISIN | (B, POUISIN

(d1 000°L ut speoj ||v)
S}9)[20d a)e}s wnuiwn)y Ajnp-wnipapy paddeim-ureyn 1o} sbuney peo] Bunjiops /g o|qel




6l

"gjgeljal 84 10U alojaiay) Aew peoj plalh syl ‘pewlojep A|ssolb sweosaq jlies Jaye Jybnes sem uieud Z
‘pow.ojep A|ssolb sweosaq |led Ja)e Jybnes sem uiey)d l

((0 ‘quiu e)xew -
:Buney peo Buop

z.'6 z6'8 ze's
2L6 26’8 ze’s (9) 41N XpPeo] UM IsemoT
o0 o0 o0 (*471°'N) Joyoe peo sjewnin
0E'¥2 0e'Ce ogel PEOT SjBWNN }SBMOT]
B/ 00’8l 008 (@) 47T AXPpeoq pleiA 1semoT]
00¢C 00C 00¢ (‘4T A) Jojoe peo pISIA
B/u 006 00'¥ (e) peoT PIBIA Js9Mmo
[ed1aA |BOIBA |eoIHOA uoloallq [INd JseXesm
pejse}jou | pelse)jou ,0£22 0022 0v'8l 006 gl ‘Bop Gt |
0£'¥2 B/ 0Z¥Z 00’6 0g'cl 00V |EOILOA -
peo N | Peo]PpIBIA | PeOTUN | PEOTTPIBIA | PEOT N | PEOT PIBIA suonoaliq [ind
Joods JaAQ Joods )y j9)o0d g joods usamjeg

suones0 ureyo

(*d1 000 L W speo ||V)
s|ley qny 9938 1o} sbuney peo Bupjiop /6 alqel



0oc

'sish|eue jusws|s a}iul SB YoNs |00} ‘S)eINdoE PUB SAI}08e 810W pUB ‘sAljeuls)e ue Joj
peau ay} syybiyBIy uonenyis siyL "pauUIBlqo a9 jou pjnod peo| pialA aelnaoe alow e ‘pebneb-ulens Jou sem [0ods au) se
'JOASMOH "PEO] 8Uj} JO JSOW 8Ye) 0} Usas sem |oods ay] 'Peo| p|aiA anJy ay} ueyy Jeybiy yonw Aoy sem peojpjeIAsiyl  Z
‘pawlojap A|ssoib sweseq |iel Jaye jybneo sem uiey) L

(a1 000°‘L w1 speoj (1)

((0 ‘quiw ‘e)xew -
89°'G 4 08'C ‘Buney peo Buniiop
89°'G Zly zL'z (9)  "47'n X peoT )N 1semo]
ov'0 o0 ov'0 ('4'1°N) lojoed peoT srewnin
0zl 0c0l 0g’S peOT Sjewn|n jsemo]
00l 00’9 09's (@) 4T AXPEO] PIBIA IS8MOT
00C 00C 002 (‘4"7°A) Jojoe peo pjeIA
050l 00'e 08¢ (e) PEOT P|SIA 1S8MOT]

[eOILBA [eollIeA pieoqul Bap Gi uonoallq [INd Isexeapn
pajse} jou | psiss} jou 00’8} 05’9 ,09'8 08¢ pJeoqui Bap Gp -
orAad! 0G0} 0g0l 00'€ 0€’S 0S'e |EOIHOA -
PeO "IN | PEOT PISIA | PEOT 3N | PROT PIBIA | PROT 3N peo plalA suonds.lq |ind
[oods JaAQ |oods )y j9)20d ¢ joods usamyag
suoljedo0T uteyn

s|iey gny wnujwn|y Joy sbuney peo Bupopm /01 dlgeL






T T
1l
5
3
3
5
Rt
i
b
L

S S B semems e ma e |
v
3
-
- f
o
-
)
i
1l
= -
bl "
-
Ll
w
it
I
-
x
- L
T
1

.:\
. =
1
) =
- .
Y
WX
B B
-
3 L
. - — — el [0 e
oo
5
I~ o
1
|
.
K |
-
1
. X I
- -
|
I_I
n ) L

"

1
E
A
|
I
F
I
i
=
L] 1 £
E
i
1
|




(1]

North American Load Security Research Project Reports

Billing J.R., W.R.J. Mercer and W. Cann, "A Proposal for Research to Provide
a Technical Basis for a Revised National Standard on Load Security for Heavy
Trucks", Transportation Technology and Energy Branch, Ontario Ministry of
Transportation, Report CV-93-02, November 1993.

(2]

(3]

[4]

Rakheja S., P. Sauvé and D. Juras, "Experimental Evaluation of Friction
Coefficients of Typical Loads and Trailer Decks under Vertical Vibration", North
American Load Security Research Project, Report 2, Canadian Council of
Motor Transport Administrators, Ottawa, Ontario, 1997.

Heidersdorf E. and E. Hay, "Slippage Tests with Anti-skid Mats", North
American Load Security Research Project, Report 3, Canadian Council of
Motor Transport Administrators, Ottawa, Ontario, 1997.

Hay E., W. Williams and E. Heidersdorf, "Dressed Lumber Tiedown Tests",
North American Load Security Research Project, Report 4, Canadian Council of
Motor Transport Administrators, Ottawa, Ontario, 1997.

[3]

[6]

[7]

(8]

(9]

[10]

Mercer W.R.J. and J.R. Billing, "Effect of Cargo and Tiedown Characteristics
on Equalization of Tension in the Spans of Tiedowns", North American Load
Security Research Project, Report 5, Canadian Council of Motor Transport
Administrators, Ottawa, Ontario, 1997.

Mercer W.R.J. and J.R. Billing, "Effect of Binder Type and Chain Length on
Tension in Chain Tiedowns", North American Load Security Research Project,
Report 6, Canadian Council of Motor Transport Administrators, Ottawa,
Ontario, 1997.

Billing J.R. and C.P. Lam, "Friction Coefficients between Typical Cargo and
Truck Decks", North American Load Security Research Project, Report 7,
Canadian Council of Motor Transport Administrators, Ottawa, Ontario, 1997.

Mercer W.R.J. and J.R. Billing, "Load Capacity of Nailed Wood Blocking",
North American Load Security Research Project, Report 8, Canadian Council of
Motor Transport Administrators, Ottawa, Ontario, 1997.

Billing J.R. and C.P. Lam, "Effect of Cargo Movement on Tension in
Tiedowns", North American Load Security Research Project, Report 9,
Canadian Council of Motor Transport Administrators, Ottawa, Ontario, 1998.

Billing J.R. and D.K.W. Leung, "Evaluation of the Strength and Failure Modes
of Heavy Truck Cargo Anchor Points", North American Load Security
Research Project, Report 10, Canadian Council of Motor Transport
Administrators, Ottawa, Ontario, 1997.



[11]

[12]

[13]

[14]

[15]

[16]

[17]

[18]

Mercer W.R.J. and J.R. Billing, "Tests on Methods of Securement for Thick
Metal Plate", North American Load Security Research Project, Report 11,
Canadian Council of Motor Transport Administrators, Ottawa, Ontario, 1997.

Mercer W.R.J. and J.R. Billing, "Tests on Methods of Securement for Large
Boulders", North American Load Security Research Project, Report 12,
Canadian Council of Motor Transport Administrators, Ottawa, Ontario, 1997.

Mercer W.R.J. and J.R. Billing, "Bending Strength of Trailer Stakes", North
American Load Security Research Project, Report 13, Canadian Council of
Motor Transport Administrators, Ottawa, Ontario, 1998.

Mercer W.R.J. and J.R. Billing, "Effect of Tiedowns on Wood Blocks Used as
Dunnage”, North American Load Security Research Project, Report 14,
Canadian Council of Motor Transport Administrators, Ottawa, Ontario, 1998.

Billing J.R. and C.P. Lam, "Tests on Methods of Securement for Metal Coils",
North American Load Security Research Project, Report 15, Canadian Council
of Motor Transport Administrators, Ottawa, Ontario, 1997.

Mercer W.R.J. and J.R. Billing, "Tests on Methods of Securement for ISO
Containers”, North American Load Security Research Project, Report 16,
Canadian Council of Motor Transport Administrators, Ottawa, Ontario, 1998.

Leung D.K.W. and J.R. Billing, "Analysis of Heavy Truck Cargo Anchor Points",
North American Load Security Research Project, Report 17, Canadian Council
of Motor Transport Administrators, Ottawa, Ontario, 1998.

Billing J.R. and J. Couture, "North American Load Security Research Project
Summary Report", North American Load Security Research Project, Report 18
Canadian Council of Motor Transport Administrators, Ottawa, Ontario, 1997.

[18]

Grandbois J., "Assessing a Securement Method for the Transportation of
Heavy Machinery Using a Combination of Highway Vehicles", North American
Load Security Research Project, Report 19, Canadian Council of Motor
Transport Administrators, Ottawa, Ontario, 1997.

[20]

Billing J.R., "Performance Limits of Heavy Trucks", North American Load
Security Research Project, Report 20, Canadian Council of Motor Transport
Administrators, Ottawa, Ontario, 1998.



	20150107143041.pdf
	20150107143105.pdf



