
 

 

ZEROZEROZEROZERO    
 

Prevost owners have used the word zero as a verb. Owners talk of “zeroing” out a 

coach. When discussing zeroing out a coach it usually means bringing some 

maintenance events to a known starting point. The scope of that task varies but it 

can include changing all fluids, filters, belts, hoses and other routine regularly 

scheduled maintenance tasks. It can also include replacing air bags, brake 

chambers, suspension valves, tires, batteries, and even braking system relay, check 

and protection valves. 

 

The extent of the work done is influenced by a wide variety of factors. If a coach is 

purchased without any documented service history the new owner may wish to bring 

all routine scheduled maintenance up to date so from that point on he knows when a 

change of fluids is due or filters have to be changed. If the coach is at a certain age 

replacing some components as preventative maintenance may be included. Certain 

components like brake chambers or air bags have rubber parts and as rubber ages it 

can fail so an owner may decide to replace components rather than wait for a failure. 

 

By zeroing out a coach, and then documenting the work as well as all subsequent 

maintenance work an owner can track needed maintenance and schedule future 

maintenance. If the owner sells the coach the new owner can continue the 

maintenance program knowing when certain tasks are or will be due. In the long run 

the expense of zeroing out a coach can actually be less expensive that not knowing 

when something needs to be done and possibly risking problems as a result of 

deferred maintenance. One very valuable benefit to starting from the beginning with 

a maintenance program and documenting all work done is buyers tend to place a 

higher value on coaches with a documented service history. 

 

When someone is in the market for a Prevost conversion, if they have never owned 

one they often question what it costs to bring all maintenance current and what it 

costs to maintain a coach annually. There is no absolute answer for those questions 

because so many factors will influence the cost and effort. The biggest influence on 

what it will cost to zero out a recent purchase is the new owner’s definition of what is 

required. As an example, a newer coach such as one a few years old certainly will not 

need to replace air bags, brake chambers or maybe even tires. A change of all fluids 

and filters that should have been changed due to age or mileage might be all that is 

required. 

 

But a coach that is 10 or 15 years old might benefit greatly by having all fluids, filters, 

air bags, brake chambers, etc. changed unless there is some documentation to show 

those tasks have been done. Personally I have set age limits for items not included in 

the Prevost maintenance schedule, such as air bags. At 10 years of age I want to 



 

 

carefully start inspecting my air bags or replace my air bags. Other owners may be 

comfortable with 15 year old air bags, and some may not do any more than replace 

them as they leak or fail. That is why there are no absolute rules for what is entailed 

in zeroing out a coach. 

 

Every task in maintaining a coach has a cost associated with it. Buyers and owners 

both know that. There is also a cost associated with not maintaining a coach. When 

to perform maintenance becomes a decision based on risk versus reward. The best 

example of that would be tires. All tire manufacturers recognize as tires age the 

possibility of a failure increases. Generally tire manufacturers suggest after five or six 

years inspections of the tires is strongly suggested. They also will not provide any 

warranty on a tire after it has been in service for 5 or 6 years. After 10 years of age 

no tire manufacturer will stand behind the tires to offer any kind of warranty 

regardless of how long it has been in service. As far as they are concerned the tire at 

10 years of age from the manufacturing date is junk, regardless of tread depth or 

appearance. 

 

So an owner has to understand the risk of a tire failure increases significantly 

somewhere between 6 and 10 years of age. An owner however is not obligated to 

replace tires to any schedule. There is nothing requiring replacement at 6 years of 

age or even 10 years of age. Since we rarely wear out our tires we as owners can set 

a low age for when they will be replaced, or we can choose to stretch their time in 

service. Obviously the longer we keep our tires the less cost per year we incur. If a set 

of tires is kept five years and they cost $6,000 per set, we can calculate that our tires 

cost us $1,200 annually. We can reduce our annual tire cost by stretching that to 10 

years, and our annual cost becomes $600. 

 

We have just defined the reward portion of the cost of tire ownership as being a 

$600 annual savings by driving them for 10 years instead of 5. But there is a risk. To 

save that $600 each year we have to take a chance the tires will not fail as they age 

and approach ten years of age. If one does the result might be limited to a roadside 

tire replacement at a relatively high cost. It is not unreasonable to assume a roadside 

tire replacement could be well over $1,200, maybe as much as $1,500 by the time 

all is said and done. Then there becomes the question of additional damage. When a 

tire fails catastrophically as older tires tend to do the casing can do body damage, 

tear out brake chambers or air bags, or worse, cause a serious accident. 

 

So it can be seen when owners consider what to zero out, and when to do it there is 

going to always be a consideration of what will it cost or what will it cost if something 

is not done. Will the transmission be harmed by extending the fluid change interval 

by a year and getting more life out of a $40 per gallon Transynd change? What is 

going to happen to the engine if the cooling system coolant change interval is 



 

 

ignored? Will there be a risk associated with driving on old air bags? Those are the 

type questions owners must consider, and they must also keep in mind a buyer that 

has no proof of maintenance has to ask the same questions about a coach being 

purchased. That questioning of maintenance by a coach buyer is valid because some 

absent or deferred maintenance has the potential to damage an engine for example. 

 

Since the task of zeroing out a coach is not a defined event, but is what the owner 

considers it to be listed below are the tasks that could be involved and an estimate of 

the cost of materials and hours of labor. Keep in mind these are not absolute but 

reflect what I would reasonably expect them to be. To determine what normal 

maintenance tasks should be included in zeroing out a coach it is strongly suggested 

a search of the maintenance schedule for your specific coach be done, and then you 

and the technician can review all the listed tasks and create a task list. The schedule 

information from the Prevost web site will look like this one, which is typical:   

 

https://secureus5.volvo.com/technicalpublications/pdf/MTH%20Section10-

Care%20and%20Maintenance.pdf 

 

Where I have cited costs below they are typical of what I would spend shopping at 

Sam’s, using the NAPA fleet discount card, or just looking for the best prices. But if . But if . But if . But if 

you are relying on a technician or mechanic to do your woyou are relying on a technician or mechanic to do your woyou are relying on a technician or mechanic to do your woyou are relying on a technician or mechanic to do your work do not expect to pay rk do not expect to pay rk do not expect to pay rk do not expect to pay 

the prices I stated because they are likely to mark up prices. The service center the prices I stated because they are likely to mark up prices. The service center the prices I stated because they are likely to mark up prices. The service center the prices I stated because they are likely to mark up prices. The service center 

incurs the cost of maiincurs the cost of maiincurs the cost of maiincurs the cost of maintaining inventory and disposing of the old fluids and filters ntaining inventory and disposing of the old fluids and filters ntaining inventory and disposing of the old fluids and filters ntaining inventory and disposing of the old fluids and filters 

so they will not be in business long if they cannot mark up the cso they will not be in business long if they cannot mark up the cso they will not be in business long if they cannot mark up the cso they will not be in business long if they cannot mark up the costs to reflect that.osts to reflect that.osts to reflect that.osts to reflect that.    

 

The hourly cost a shop charges is often mentioned in the context of where to get the 

least expensive work, but the labor charges we have to pay not only include the 

tech’s wages but the cost of all benefits and the overhead to maintain the facility. 

Just to give some insight the hoists to lift the coach can cost $50,000 and that is just 

part of the facilities and equipment needed. The cost is not what you pay on a per 

hour basis, but what you get for that hour’s cost. I would far rather pay a high hourly 

cost to someone who not only knows what they are doing, but who works efficiently 

because they know what they are doing. 

 

If you do your own work as I do you save the labor cost plus you buy materials less 

expensively, however you really need to know what you are doing. 

 

Oil and filter change and lube. This is the most basic and common maintenance 

event. I have included a grease job in this task because they are required at 6200 

miles so lubing the chassis should always take place when changing oil at the very 

least. The Prevost schedule for oil changes is 12,500 miles for the Series 60 engine. 

Check your owner‘s manual for the service intervals for your engine.. 



 

 

 

In less than 2 hours, and possibly even an hour a person can do an oil change and 

grease the coach. But that should not be the sole objective. In fact the most valuable 

part of that service is it gives the technician the opportunity to look at the under side 

of the coach. Never complain about the cost, and always encourage the technician to 

do a complete inspection. While the oil is draining lube the grease fittings. While 

lubing the fittings be alert for play in the joints, bad fittings, and torn dust covers. It 

may require two people and it will require the weight to be taken off the wheels so 

the play in various joints such as King pins or ball joints can be determined. Look for 

play in the tie rod ends and drag links. Look for hub seal leaks. Examine the 

thickness of the friction material on the brake shoes or discs. Check the discs or 

drums for cracking or excessive wear. With a helper, operate the brakes and check 

for brake rod travel and adjust the slack adjusters if needed or replace them if 

required. 

 

With the entire coach air system filled to the 120 PSI cut out point, drain the air 

tanks in succession, starting with the wet tank to look for moisture or check the 

operation of check and protection valves. 

 

Check the differential fluid level and verify the differential vent is working, look for 

leaks in the engine, coolant system or transmission. Look at all rubber brake system 

hoses for signs of chafing or cracking. Look at the bushings in the shocks, sway bars, 

or other suspension arms. In other words, before putting in the drain plug and 

replacing the oil filters take advantage of being under the coach to have the 

technician do an extensive inspection. Then restore the plug, replace the filters and 

continue by adding fresh oil. 

 

While the oil is being poured into the coach, look carefully at all belts. Look for rubber 

dust to indicate if the belts are not running true. Check the belts for cracking or 

damage. Continue looking for leaks. If the coach has oil filled hubs check them for 

the correct levels. By the time the oil change and chassis lube is complete you will 

have inspected the brakes, hub seals, air tanks and air system, identify any leaks 

that might need to be repaired and generally will have determined if the steering and 

all linkages are free of play and have bushings in good shape. 

 

Oil can be purchased for around $14.00 $14.00 $14.00 $14.00 per gallon for a quality oil that meets the 

requirements for the engine. A service facility may charge much more per gallon to 

cover the labor required to do the lube of the chassis, replace filters, do the 

underside inspection and to deal with the costs of oil disposal. By the time I am 

finished doing the above work I have invested at least 3 hours3 hours3 hours3 hours, not including the time 

I spend disposing of the used oil and filters.  

 



 

 

I would not quarrel with the above service and inspection to cost around $140$140$140$140 for oil, 

$35$35$35$35 for oil filters, and three hours for labor for a total cost of around $500$500$500$500 more or 

less. One additional point. You may never do your own maintenance. But I would 

encourage everyone to closely observe what is being done. Ask questions if 

necessary. Make a check list based on how your coach is equipped that lists all you 

expect to be done during this maintenance event. Even if you are billed extra 

because of the added work to do some of the inspection or to answer your questions 

it will be money well spent. The cheapest repair you will ever have is the one you had 

done just before it was needed. 

 

Fuel filter change. The neat thing about filters is they get better with age, right up to a 

point at which they get real bad real fast. Fuel filters are an example. When new they 

let bigger chunks pass through, but as they filter out more and more contaminants 

they get more efficient as a filter. Of course letting them go too long can result in 

them restricting flow enough to shut down the engine. All fuel filters can be changed 

easily during an oil change, or even every other oil change depending on the oil 

change interval. I have had three coaches, one of which had 2 spin on filters plus a 

pleated filter and water separator, one of which had only one spin on filter plus a 

pleated filter and water separator, and the third just had 2 spin on filters. All I can say 

for cost is the filters and filter elements can cost about $15$15$15$15 each or less and the 

time to replace them could be less than ½ hour of labor. 

 

Belt replacement. It is impossible to give belt costs since there are so many belt 

types and sizes used on our coaches. They range from serpentine belts to Vee belts 

to flat 8, 10 or 12 groove belts, to double and triple belts, either joined or separate. 

With the exception of the serpentine belt driving the alternator on most of our 

coaches, all others typically can be replaced without tools or just basic tools. As an 

owner you should replace the belts yourself. Start out with new belts and regardless 

of whether they are new or nearly new, use the existing belts you replaced as spares. 

 

There are two benefits to doing this. The first is by replacing what is on the coach 

with new ones you know you have a long time of having trouble free belts. By using 

the existing ones as spares you have a set in storage that are guaranteed to fit if the 

need arises. Do not ever order a complete set of belts for your coach and set them in 

your replacement parts drawer for future use when needed. If you want to keep the 

new belts as spares, at the very least install them to verify they are the correct ones. 

Far too often the wrong belts are supplied and when you need a belt it is not the time 

to find out you were carrying the wrong one. 

 

Transmission fluid and filter change. This is an expensive but necessary part of the 

coach maintenance. To the best of my knowledge, once filled and in service, 

transmission fluid changes will not require the amount of gallons specified, but will 



 

 

only drain about 7 1/2 gallons. Regardless of how many gallons are removed it is still 

expensive with Transynd now costing $41$41$41$41 per gallon. No fluid change should be done 

without replacing the filters which cost about $55$55$55$55. 

 

This service has intervals based on how the coach is equipped, and how it is used. So 

after the initial change of filters and fluids set your schedule to reflect if your coach is 

equipped with a retarder or if you tow, and follow the Allison schedule. 

 

If you or a technician are going to do a fluid change on an Allison transmission make 

sure on the six speed transmission you use a torque wrench for replacing the filter 

housing and you torque to the specified values. (18 to 24 ft/lbs.) If you find someone 

previously failed to do that and you have stripped threads, there is a kit which 

includes the tool and devices to repair the damage. If you or anyone attempts to do 

the service without observing the torque limits be aware you can be facing a high 

cost of repairs to the lower pan as a result of stripped threads. 

 

When you have replaced the fluids the dip stick can be used as a guide to get you 

close, but in the case of the six speed transmission the preferred method for 

checking the fluid level is the use of the arrow buttons on the key pad after the 

transmission has been brought up to operating temperature. 

 

Figure about twtwtwtwo hours of laboro hours of laboro hours of laboro hours of labor, and about $345$345$345$345 in materials. If you do not know 

when it was last done it is cheap insurance to do it. 

 

Engine coolant change. Like transmission fluid changes engine coolant is a big 

expensive but failure to do so can cause the loss of the engine. All of a sudden when 

faced with that risk changing coolant to the prescribed schedule is cheap insurance. 

If all the coolant did was transfer heat from the engine to the atmosphere via the 

radiator water would be all that is required. But our engines and the coolants are 

designed to work together. The cylinder liners in our engines are protected by the 

chemistry contained within the coolant. Without that protection the cylinder liners 

could become porous with the end result being a total engine failure. The coolant is 

formulated to prevent damage to the liners, but also to protect the engine against 

corrosion. 

 

There are two types of engine coolant in widespread use today. If you intend for 

zeroing out a coach to be the start of your maintenance program you have to decide 

on the type of coolant because they are not compatible and offer different benefits. 

 

The most common coolant has been conventional ethylene glycol coolant with SCAs 

or supplemental coolant additives designed for diesel engines. The coolant is the 

least expensive, but it typically has a 2 year life. During its life span it needs to be 



 

 

tested and periodically a conditioner / filter has to be changed to maintain the SCAs. 

This coolant is relatively inexpensive and finding it in the $12$12$12$12 to $15$15$15$15 per gallon range 

for unmixed is not difficult. The coolant must meet the specified requirements of 

Detroit Diesel. Color is a meaningless way of determining its acceptability now that 

various coolant manufacturers are using colors to identify their brand. 

 

The alternative is what is known as extended life coolant, and is an Organic Acid 

Technology or OAT coolant. It is not compatible with the more conventional glycol 

coolant, and in fact its extended life reverts back to a 2 year coolant if it is mixed with 

the conventional glycol coolant. The OAT coolant is more expensive, with $28$28$28$28 per 

gallon of unmixed being a reasonable cost for any that meets the EC-1 specification. 

Its benefit is the life of six years or as much as 750,000 miles. If the coach has 

conventional coolant extra effort is required to flush all the old coolant from the 

system, but once installed future maintenance is only going to be changes at six year 

intervals. 

 

It is cost efficient to spend the money to make the switch because at twice the price 

for coolant you get three times the life and you do not have to add the SCA filter every 

six months at a cost of around $20. 

 

Differential Oil change. Nobody seems to think about the differential or the fact that it 

does require occasional maintenance. Typically the differential oil should be changed 

at 100,000 mile intervals. Its importance cannot be over stated. The differential 

gears are subject to heavy loads and require lubrication. But perhaps more 

importantly the differential oil is what will lubricate the drive axle bearings. An 

85/140 weight oil is recommended and as much as 5 1/2 gallons may be required. 

Oil can be purchased for around $100$100$100$100 for 5 gallons of non-synthetic, or more for full 

synthetic which is suggested if the coach is used in mountainous areas or is pulling a 

heavy trailer. It might take an hour of laborhour of laborhour of laborhour of labor to drain and refill the differential. If it is 

determined a differential oil change is not required, at the very least the differential 

vent should be checked at every opportunity. A failed vent can allow internal 

pressures to rise causing hub seal failure for example. 

 

Air dryer service. Often the air dryer is neglected. Unless an owner is aware it is a 

service item, or is prompted to change it due to moisture in the system it is often 

ignored. The service interval Prevost recommends is 100,000 miles, but the Prevost 

service recommendations are typically based on commercial coach usage so that 

could translate into an annual service. I use the following as my service interval. I 

check and drain my air tanks about every 5000 miles. At the most I would expect to 

see an accumulation of about a tablespoon of moisture from the wet tank, and none 

from the others. If that is the case I will change the air dryer element or cartridge 

every two years. The last cartridge I replaced was about $$$$100100100100 and took about ½ hour ½ hour ½ hour ½ hour 



 

 

to change. If however I see evidence of oil on the frame where the air dryer “spits” I 

know oil is passing the compressor and it has compromised the air dryer. Oil on the 

frame signals the air compressor is wearing and its replacement should be 

considered or the air dryer has not been serviced as required, making the entire air 

system suspect. 

 

The coach air systems vary when the converter’s use of air is considered. While the 

Prevost pneumatic system is well protected due to the air dryer and frequent tank 

draining it is possible moisture can be introduced from the conversion side of the 

system. It is important that consideration is given to moisture protection from air 

introduced via the conversion auxiliary air compressor. If the protection is absent or 

inadequate it is suggested some means of trapping, drying or separating moisture 

from the aux compressor should be added. 

 

The following tasks for zeroing a coach are beyond normal routine maintenance, and 

in some cases the tasks are not part of what Prevost considers to be routine or 

preventive maintenance. However from all owner’s reported experience the items 

listed below do require attention and it is up to each owner to determine if they 

should be on a schedule or dealt with as needed. 

 

Air bag replacement. As a preventive maintenance item it can be assumed air bags 

are reliable, but as they age they become subject to loss of flexibility and start to 

show cracking, especially where they roll over the “piston” at the base. It is the air 

bags that function as springs under our coaches, and if not replaced over time they 

could become a leak point with the end result being the coach settles down or leans 

after a short period of time. The leak can be in the rubber portion, or it can occur in 

the metal base due to corrosion. Air bag leaks, especially in the rubber or in the 

metal base are very difficult to find. A possibility exists that an aged air bag can also 

just burst or pop like a balloon. 

 

The slow leak in an air bag is annoying. It will only get worse and the speed with 

which it leaks is likely to increase to a point at which the compressor cannot keep up 

with the leak. If one bursts, an event that has been reported by several owners the 

compressor will never keep up with the air loss through the hole. If or when that 

happens the bus may be left undriveable because ground clearance has been 

compromised and the loss of the ability to pressurize the pneumatic system may 

impact the brakes if there are other issues. 

My typical interval for air bag replacement has been 10 years. The decision to include 

air bag replacement on a zeroing out of a recently purchased coach has to be made 

on the basis of the coach age, the presumed age of the air bags and their condition 

based on an inspection. Air bag replacement costs will vary. It is reasonable to 

assume the cost of all air bags will range between $1200$1200$1200$1200 and $1600$1600$1600$1600 and about 8 to 8 to 8 to 8 to 



 

 

10101010 hours of labor will be required to change a full set of 8. 

 

Brake chamber replacement. Like air bags brake chambers rely heavily on a rubber 

component to function without leaking. The service brakes especially employ a 

relatively large diameter diaphragm to push against a rod that engages the brakes. 

That push comes from air pressure introduced behind the diaphragm. If the 

diaphragm leaks as a result of age it is a given the leak will only get bigger, and it 

may get very large very fast. When that happens air pressure to the service brakes 

will bleed out rapidly. If that occurs it is possible the emergency brakes will be 

automatically deployed and or braking will be seriously compromised. 

 

Like air bags there is no anticipated life span for brake chambers. Prevost suggests 

replacements every 100,000 miles or annually, whichever comes first, but I am 

unaware of anyone ever following that recommendation including Prevost. We know 

from anecdotal evidence our limited use of conversions will not require annual brake 

chamber replacement. What we don’t know is how long we can expect a brake 

chamber to function without leaking. I have replaced brake chambers at 5 years of 

age, but I have also heard of coaches 15 or 20 years old with the original brake 

chambers. 

 

Like air bags, brake chamber replacement intervals and at zeroing out a coach have 

to be left up to the owner and the technician based on an inspection and apparent 

age of the brake chambers. The costs to purchase brake chambers varies widely 

based on the type and size. It is not uncommon to be able to buy a front axle service 

brake at a truck parts store for as little as $35$35$35$35. At the other end of the cost scale it is 

not unexpected to see Prevost charge as much as $400$400$400$400 for a combination service 

and parking brake chamber for a drive axle. At the extreme I would guess any coach, 

regardless of type or size of brake chambers could have them replaced for $1700$1700$1700$1700 in 

parts and about 6 hours 6 hours 6 hours 6 hours of labor. I have replaced them for $590 in parts and six 

hours of labor by buying chambers at my local truck parts supply house and cutting 

the rods to the required length myself. 

 

Suspension valve replacement.. Motor home conversions essentially have two 

parallel suspension systems that share air bags on one end, and an air supply on the 

other end. In the middle is the system that controls the driving or the ride height or 

on a separate parallel circuit there is a system that allows leveling of the coach on a 

slanted surface. 

 

The ride or driving height is controlled by three ride height valves or control valves. 

They are very reliable but over time can leak. Their cost is in the range of $50$50$50$50 to 

$100$100$100$100 per valve and replacement only requires about 30 minutes per valve. The other 

suspension system is the Prevost “Level Low” system either as provided by Prevost, 



 

 

or as modified by the converter. That system is controlled by a number of Norgren 

spool valves. The spool valves can leak over time, and while they are easily rebuilt 

using new O rings, it is often never cost effective to rebuild them because the time 

involved for labor often costs more than shopping for and buying them where they 

are least expensive. 

 

The typical coach with an unaltered early model Prevost Level Low system will have 5 

3 port Norgren spool valves that can cost as little as $50$50$50$50 for a three port Norgren 

and over $150$150$150$150 for a solenoid operated 5 port valve or about $135$135$135$135 for a pneumatic 5 

port valve. With 5 three port and 3 five port valves in a basic Level Low system parts 

alone are going to run in the neighborhood of $650$650$650$650 dollars and will require about 6666 

or 7777 hours to replace them. These valves like brake chambers and air bags rely on 

rubber O rings and as the O rings age they leak internally often causing or 

contributing to a coach that leans or sinks down over time. 

 

Tire replacement. Tire replacement is a big expense, but it is very little compared to 

the expense to repair damage that can occur from a blow out or zipper failure. The 

real question about tire replacement comes down to the date codes of the tires. 

When buying a used coach one of the easiest things to examine will be the age of the 

tires. They are all stamped with date codes. What is not so easy is trying to determine 

if any of the tires have been damaged. 

 

A buyer can err on the side of caution and just replace a set of tires regardless of the 

age of those on the coach. If the tires on the coach are only a year old that is a tough 

call. If the tires are five years old to me that is a very easy decision. The in between 

dates cause the most concern because they may look new, still show several years of 

use left based on date, but what is unknown is if they were abused by a previous 

owner. Every single tire manufacturer is clear in stating if a tire has been driven when 

its pressure is 20% (or more) less than the pressure required based on coach weight 

it is not to be used in service. 

 

If a tire has been driven with low pressure it can have the belts in the sidewalls break 

and that can lead to what is called a zipper failure. That type of failure usually results 

in a tire failing catastrophically by having a very rapid opening of the tire sidewall. It is 

like a blowout in its destruction of the tire. The tire opens up around the sidewall so 

suddenly that type of failure has literally blown the fender from the coach. In one 

case it exploded an inner drive tire, yet it still knocked the coach owner into a wall 

injuring him, while blowing the fender from the coach. 

 

Tire replacement is going to be in the range of $6500$6500$6500$6500 if using the Michelin tire 

discount program. Other than Michelin tires can be purchased less expensively but 

bear in mind Prevost tunes the suspension for Michelin tires. 



 

 

 

Battery replacement. The life of batteries is dependent on how they have been used 

and cared for. Batteries that have been deeply discharged prior to recharging are 

going to have a shorter life than batteries that have been recharged before reaching 

a 50% rate of charge. While date codes may give a clue as to a battery’s potential 

remaining life the date code will not show if a battery has been completely drained 

before an owner realized it, thus potentially damaging the battery. 

 

Batteries are expensive and as long as they hold a charge there is a great temptation 

to leave them in place until they act up. My pointed advice to a new owner is to spend 

the money. Our coach batteries make our enjoyment of the coach possible. New 

owners typically go through a learning curve and when something happens like 

dimming lights or inverters start shutting down those new owners usually don’t know 

where to begin determining what is going on. It is best to rule out a bad set of 

batteries or even one bad battery that is messing up the entire bank by knowing the 

batteries are all good. When a bank of batteries or even one bad battery starts to fail 

the indications can point to inverter failure or other electrical system issues. I try to 

avoid the grief caused by aging batteries by arbitrarily replacing all of mine at 5 years 

of age. 

 

The price for a common size used in our coaches is $600$600$600$600 for 8D batteries. They can 

be expected to last 5 years as long as they are well maintained and not deeply 

discharged. The labor required to change a set is so dependent upon location and 

access that it could run from a couple of hours to as long as a day. But when they are 

changed and everything is set properly for the charging protocol they will perform 

reliably. That is a lot of peace of mind. 

 

Shock absorber replacement. Shocks affect the quality of the ride and the handling 

of the coach. They can be relatively cheap if replaced with original equipment shocks 

which are going to cost less than $50$50$50$50 each or as much as $300$300$300$300 each if replaced with 

a high performance shock. We have 8 shocks and on most of our coaches a full set 

can be replaced in about 2222 hours. Even if they are not seen to be leaking it is easy to 

determine if they are needed. Remove one and if there is little or no resistance to 

pushing it closed or pulling it open the shock has failed. 

 

Generator Service. The generator like the coach needs oil changes, filters, a belt, and 

coolant changes. The air bags supporting the generator need to be inspected and 

replaced if there is evidence of age or cracking, but generally a complete service is all 

that is required. A typical generator will provide 30,000 to 40,000 hours of service if 

well maintained. 

 

As can be seen from the above there is nothing listed regarding the conversion 



 

 

portion of the coach. It is not because the “house” doesn’t need maintenance but 

because there are no absolutes when it comes to the conversion. Refrigerators age 

out and after a certain number of years repairs might not make sense. All the air 

conditioning system air filters need to be cleaned routinely. Floors and fabrics may 

get changed because they are worn or just go out of style. Audio visual equipment 

may get periodic upgrades. But if all of those items are ignored and fail, it is unlikely 

those will leave you along side of the road.  

 

The maintenance schedule for any coach is going to be based solely on the owner’s 

discretion. At the very least I am under my coach every 5000 miles because that is 

an easy schedule to establish. My maintenance according to the Prevost 

requirements says I must lube the coach every 6200 miles. I cannot look at my 

odometer and quickly see when the 6200 mile service is due, but I can easily see 

when I am at 5000 mile intervals so that becomes my standard for chassis lubes. As 

long as I am under the coach I change my oil, oil filters and my fuel filters.  

 

That may be seen as wasteful, but I have calculated that if my engine has a life of 

750,000 miles I will spend $9,300 for oil changes that were not required and were 

unnecessary.  I will have spent about 1.2 cents per mile I did not need to spend.  

 

Some owners are satisfied with doing annual oil changes and chassis lubes. 

Assuming that service interval does not exceed the Prevost recommended interval for 

oil changes the only risk is the fittings that should be lubed every 6200 miles might 

be lubed at twice that interval. It is unlikely any damage will occur in the short term 

by extending the interval. The point is owners can set their own schedules once they 

have a starting point for all maintenance. 

 

To fully zero a coach exposes the owner to a lot of down time and expense all at 

once. Whether from my purchase of a coach, or because my coach had reached my 

arbitrary 10 year interval I do service and replace things over time. I zeroed out my 

second coach because I had no documented history and it was approaching a time 

when I wanted to replace items. Obviously replacing air bags, brake chambers, 

valves, batteries, tires, etc. was going to be both time consuming and expensive so I 

spread out the work over my first year of ownership.  Once that work was done I had 

everything renewed so I had years of trouble free ownership. All I had to do was 

complete the needed maintenance to my schedule and those scheduled tasks end 

up being staggered over time so I never had to experience big service events coming 

all at once. 

 

If as an owner you determine to zero out a coach, I strongly urge you to create your 

own maintenance schedule check list and have a means of logging when the work is 

done. There are so many tasks with so many triggers it is impossible to try to 



 

 

schedule them or remember when due or when completed without a written record. I 

will tell all owners and prospective owners that for someone to take their coach to a 

service shop such as Prevost, the converter, or an independent Prevost shop and 

expect they will track what needs to be done, they are not going to have a well 

maintained coach. I have trouble keeping track of when I need to do the rarely done 

services such as differential oil changes, coolant service, transmission service, etc 

that to expect a service facility to track all the service a coach needs is impossible. 

 

Maybe a shop or owner can remember oil changes or chassis lubes, but in addition to 

the long term services, who will track cleaning of refrigerator coils, A/C filters, 

generator oil changes, Webasto or A/C fan lubes, etc. When is the last time the 

inverters were cleaned of dust and lint?  
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SUMMARYSUMMARYSUMMARYSUMMARY 

 

Service Event           Materials Labor Hrs. 

 

Replace all fluids, filters, belts, full chassis inspection $1,000 10 to 20 

Brake check, air system inspection and service,  

chassis lube, etc. 

 

Air dryer cartridge replacement    $100  1 

 

Air bag (spring) replacement     $1,600 10 

 

Brake chamber replacement    $1,700 6 

 

Suspension valve replacement    $1,000 9 

 

Tire replacement      $6500  Included 

 

Battery replacement (total coach) Assumes six  $4100  8 

House batteries.    

 



 

 

Shock absorbers  (assumes performance shocks  $900  2 

on steer axle, OEM on drive and tag 

 

Generator service      $100  2 

 

 

TotalTotalTotalTotal                                $17,000$17,000$17,000$17,000    58 ($7250)58 ($7250)58 ($7250)58 ($7250)    

    

The above totals do not reflect any additional needed repairs such as hub seal leaks, 

issues with relay or protection valves, switching from push in fittings to compression 

fittings, leak repairs, or dealing with any house issues such as A/C repairs. 

 

It is probably safe to say a 5 year old coach will cost far less than the totals above to 

zero out the coach because a lot of replacements might not be necessary or even 

advised. Conversely a 15 year old coach with no available history is not only likely to 

require the total above, but may require even more if the intent is to make the coach 

as new mechanically. Add in upgrades or a lot of house repairs and the total could be 

far more. 

 

 

 

 

Jon W. Wehrenberg, with assistance from Tom Chilcote, Jeff Rowe 

Feb. 3, 2016 

 

 

 

 

 


