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T
he Google ‘traffic’ app works by tracking the position of people’s 

phones, as determined by GPS. When their position is judged to be 

on a road, software computes their expected speed. If they are much 

slower than expected, as are other users – whose extra data can 

independently confirm the phenomenon – then a trace appears over the 

road map, indicating a traffic jam. 

This is one of those tech tools of today made possible by modern 

communications technology, and an example of crowdsourcing. Fitness 

app Strava, whose ‘heat maps’ published in November 2017 use the 

same technology, was in the news recently for highlighting the jogging 

routes of US soldiers in supposedly secret compounds in Afghanistan.  

And it is coming to fleet vehicles – and not just trucks – via commercial 

telematics. In addition to tracking vehicle position, such systems will often 

also keep a record of instances where the driver has done something 

potentially risky or costly (over the long term), such as harsh braking or 

sudden acceleration. Crucially, the software can plot these incidents as 

dots on a street map. Where the dots converge, there exists a driving 

risk hot spot. This might be some kind of infrastructure problem – a road 

surface hazard, for example – that truck drivers should be warned about 

on approach.

The Safety Shield Fleet Management system, for example, includes an 

element called ‘My Alert!’. Microlise’s Driver Hazard Awareness system, 

still in pilot phase, was developed during a 2013-2016 government-

funded collaborative R&D project with the University of Nottingham. 

These and other telematics suppliers should collaborate and share 

anonymised data to make rich maps, so everyone can benefit.

From another point of view, these systems might only be a bridge 

to the time when trucks can talk directly to the road network, through 

V2I (vehicle to infrastructure) links. And, as the V2I process occurs 

independent of the driver, this technology could support autonomous 

vehicles. To that end, the University of Warwick won a government 

contract last year to create the UK’s first Central CAV (connected and 

autonomous vehicle) TestBed, using 80km of Coventry and Birmingham 

urban roads – which, by the way, I try to avoid when travelling. The traffic 

there is terrible.

Crowdsourcing the road
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The UK commercial vehicle market is 

declining, according to two new sets of 

statistics. 

UK demand for new commercial 

vehicles fell by 4.4%, compared to 

general European growth of 3.2% over 

2016, according to trade association 

ACEA. A total of 420,000 CVs were 

registered in 2017. The decline was 

across both large and small vehicles. 

Estimated registrations for new heavy 

commercial vehicles declined by 7.9%, 

medium and heavy by 7.1%. Light 

commercial vehicles up to 3.5 tonnes fell 

by 3.6%. New medium and heavy bus 

and coach registrations (also estimated) 

fell by 18.8%. 

December was a particularly bad 

month for CV sales. UK declines for 

medium and heavy bus and coach and 

medium and large trucks were all greater 

than 20% year on year (although LCV 

sales rose by 3%). That was against a 

European background of dropping sales 

in all segments.

In addition, British commercial 

vehicle manufacturing declined by 

16.7% in 2017 as 78,219 vans, trucks, 

buses and coaches left production lines, 

according to figures released by the UK 

Society of Motor Manufacturers and 

Traders (SMMT). Domestic demand fell 

to its lowest since 2009, down 25%.

Meanwhile, 48,899 CVs were produced 

for overseas markets, representing a fall 

of 10.8%. However, exports accounted for 

62.5% of overall UK production – up from 

58.4% in 2016 – the largest proportion in 

eight years.

SMMT said that the decline reflects 

a fall in business confidence and 

fluctuating buying cycles, which are a 

natural feature of the market. 

However, it added that the UK 

automotive industry restated the need 

for an urgent agreement on the terms of 

a post-Brexit transition deal. It said: “This 

must be comprehensive, result in no 

change and allow business to continue 

as usual until a new trading relationship 

with the EU is in place. This means 

maintaining the UK’s membership of the 

single market and customs union and 

addressing critical details that, if ignored, 

could have a damaging effect on the 

industry’s competitiveness.”

Mike Hawes, SMMT chief executive, 

added: “More than nine out of every 

10 vehicles we export are produced for 

EU customers, underscoring the need 

for urgent clarity on the transitional 

arrangements for Brexit.”

2017: a bad year for 
commercial vehicle sales


30 Earned Recognition operators

For the first time, DVSA released the list of operators taking part 

in its new ‘Earned Recognition’ pilot scheme. The system offers 

reduced enforcement on the road in return for companies supplying 

statistical performance data. A total of 29 companies and 107 

operator licences were initially registered; those numbers increased 

to 36 and 115 by mid-February. https://is.gd/fogawu

Volvo welcomes declaration requirements

Volvo Trucks says it welcomes the requirements from 1 January 

2019 for new heavy-duty trucks to come with a declaration of fuel 

consumption and CO2 emissions. “The declarations will provide our 

customers with easy-to-understand and comparable information 

on fuel consumption and CO2 emissions that will provide guidance 

on the choice of truck. However, the most important thing is that 

there is now an even greater focus on energy efficiency and climate 

impact,” says Lars Mårtensson, director for environment and 

innovation at Volvo Trucks. He added that he also hopes there will 

also be financial incentives to encourage operators to replace older 

vehicles with more energy-efficient trucks.

IVECO has announced a deal with BNP Paribas Leasing Solutions 

to provide “preferential” financing for the truck maker’s Natural 

Power vehicles through the dealer network under its ‘IVECO 

Capital’ brand.

Schmitz Cargobull has launched its Transformers trailer, which 

it says has been proven to reduce CO2 emissions by 15% in 

comparison with a conventional trailer. The trailer was developed in 

an EC collaborative project. https://is.gd/uleyap

The HGV road user levy is “ultimately flawed” and should instead 

be based on criteria such as road type, distance travelled, vehicle 

size and emissions. That’s the key message from a report entitled 

‘Funding Roads for the Future’, released by the Association for 

Consultancy and Engineering (ACE). 

The Association of Lorry Loader Manufacturers & Importers (ALLMI) 

is celebrating its 40th anniversary this year, with the group saying its 

“longevity, evolution and success” is testament to its members.

BYD’s founder and chairman Wang Chuanfu has met with Teresa 

May and Liam Fox, as part of the UK government’s trade mission 

to China. BYD is also participating in a new China-UK CEO council. 
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Arriva UK Bus has celebrated 

its young talent at the 

Arriva UK Bus engineering 

apprentice awards, 

supported by bus and coach 

parts supplier Imperial 

Engineering.

The event was attended 

by apprentices and 

engineering directors from 

each of Arriva’s operating 

companies, as well as Mark Bowd, 

engineering director for Arriva UK Bus.  

Imperial Engineering has 

supported the event since its inception 

fi ve years ago, and sales manager 

John Dwight presented the awards to 

the winners and runners up.

Dwight said: “Arriva UK Bus is a 

showcase example of how to manage 

training for the next generation of 

engineers and Imperial Engineering is 

proud to continue its close association 

with this important work.”

Dwight is pictured, left, with (L-R): 

Anand Pithia, 2017 engineering 

apprentice of the year winner; Mark 

Bowd, Arriva UK Bus; and Julian 

Wedgery, Wabco.

Imperial Engineering 
celebrates Arriva UK 
Bus apprentices

Following Kevin Swallow’s article on load security last month (‘Tied up’; https://

is.gd/wonebe) I thought an article describing the sad consequences of poor load 

practices from the Northumberland Gazette, ‘Driver sentenced after workman 

crushed in Northumberland’ (https://is.gd/namelu) would be of interest. 

Half of the problem is people rushing the job; not paying care and attention 

to what they’re doing. Although this was in construction, there are plenty of stories 

published about people crushed in loading bays, too.

Ian Ashman MIRTE

Letter to the editor


Industry action on ‘unacceptable’ ATF cancellations

Road Haulage Association boss Richard Burnett met with 

Gareth Llewellyn, DVSA chief executive, in January to discuss 

“serious ongoing problems” with authorised testing facility 

(ATF) resources. The RHA highlighted the unacceptable level of 

cancellations that now apply to roadworthiness testing at ATFs, 

saying they undermine road safety and are damaging hauliers 

and ATFs. Burnett is urging members to provide evidence of ATF 

cancellations so that RHA can return to DVSA and “jointly solve 

the problem”. DVSA has 510 fully qualifi ed testers currently, with 

plans to increase this number to 549 by the end of April. 

Cummins buys Johnson Matthey’s UK battery business

Engine manufacturer Cummins has announced the acquisition 

of Johnson Matthey’s UK automotive battery systems business. 

As part of the acquisition, Cummins and Johnson Matthey 

also agreed to collaborate on developing high energy battery 

materials for commercial heavy-duty applications. Johnson 

Matthey will focus on developing high energy battery 

materials, including its lithium nickel oxide (eLNO) product for 

transport applications. 

DAF Trucks has launched its second DAF Transport Effi ciency 

Driver Challenge, following the inaugural event two years ago. Its 

selection process includes an invitation to non-DAF drivers.

FORS, the Fleet Operator Recognition Scheme, has announced a 

new workshop to help members progress through the scheme’s 

accreditation levels, called ‘Going for Silver and Gold’.

The IRTE Conference returns on 27 September at the Leicester 

Marriott Hotel. This one-day event aims to tackle the current 

technology, compliance and engineering issues. 

Isotrak Group has announced the acquisition of Alcolock GB, 

supplier of breathalyser immobilisation systems.

companies, as well as Mark Bowd, training for the next generation of 

Bus apprentices
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CNG range-extender from Dutch truck maker
Dutch electric truck maker Emoss has launched a battery-powered chassis 
cab truck that employs a CNG (compressed natural gas) range extender. 
Emoss unveiled the truck, based on a DAF chassis, in November 2017 
at the eCarTec exhibition in Munich, Germany and plans to commence 
testing with pilot customers later this year.

MAN group launches software marketplace

Truck brand MAN has launched its new online store for services on 

its brand-agnostic, cloud-based vehicle platform RIO, both from 

MAN DigitalServices and future partners: the RIO Marketplace. 

New services offered include RIO Maintenance, which presents 

maintenance and status data for the complete fleet.

First year success for NRI

The National Register of Large Good Vehicle Instructors (NRI) has 

announced that in its first year of operation 540 instructors joined 

the register and 20 exam centres were approved, carrying out 103 

examinations. RTITB operates NRI, the only DVSA-approved register, 

established when DVSA closed the previous register. 

Fraserburgh-based Gray & Adams has announced pre-tax profits 

of almost £10 million for the last financial year. The family-owned, 

temperature-controlled trailer and bodybuilder increased turnover 

by 19% in the year to 30 April 2017, to more than £148 million.

Rochdale-based coach manufacturer Mellor has announced a  

£1 million investment to develop a new manufacturing site.

Scania (Great Britain) has announced the construction of another 

South East dealership, which will be located off the M23 close to 

Gatwick Airport, due to open in late 2018 or early 2019. 

Biosolids recycling business Dampneys Agri Environmental (DAE) 

has taken delivery of its first two Volvo FMX 8x4 rigid trucks, 

which are among the first of this type to be specified with the 

manufacturer’s tandem lift axle. 

Bus manufacturer Wrightbus has announced that it has started 

a statutory consultation process regarding a potential workforce 

reduction at its Northern Ireland facilities. Up to 95 jobs could 

be affected.

Volvo Trucks has announced that its first electric trucks will be 

trialled by customers later this year, with sales of the vehicles 

beginning in Europe in 2019. 

Bithells Waste Management has taken delivery of two new DAF 

CF 400s, equipped with Palfinger T22 hookloaders supplied and 

installed by TH White. The Wigan-based operator’s new additions 

are also equipped with the Pro Active Drive control system.



Operators that fit an AdBlue emulator 

to a vehicle will be dealt with as 

severely as if they use a magnet to 

interrupt a tachograph.

That’s the warning from Kevin 

Rooney, West of England traffic 

commissioner, following two 

recent cases.

In one, Patrick McNally was 

disqualified as transport manager 

for 12 months, after he admitted 

researching how to fit a defeat device. 

The operator, Louis McNally, was also 

suspended from running vehicles for 

two weeks from 11 February.

In the second case, Rooney 

revoked the six-vehicle licence held 

by Stephen Harris and Karen Phelps, 

after rejecting Harris’s claim that he 

didn’t know one of his vehicles was 

fitted with an emulation device.

The AdBlue tank and the gauge 

on the dashboard made it “clear 

nonsense” that Harris could not have 

noticed the truck needed AdBlue, 

said the regulator, adding that 

Harris “wilfully shut his eyes to the 

absolutely blindingly obvious”.

He added: “With the emulator 

fitted and operating at Euro III levels, 

the operator should have paid a 

pollution charge of £200 per visit to 

the capital.”

Rooney also criticised the 

operator’s “persistent use” of vehicles 

in an immediately dangerous 

condition. A total of 12 prohibitions for 

defects had been issued in three years, 

while the MOT failure rate was 43% – 

more than twice the national average. 

The licence is revoked from  

3 March. 

Don’t cheat on AdBlue, 
regulator warns
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F
ive years ago, a tyre on the 

front nearside of a coach 

operated by Merseypride 

Travel blew out, causing an 

accident that killed the driver 

and two young adult passengers. One 

of those was Michael Molloy, whose 

mother Frances was involved last year 

in setting up a campaign group, Tyred 

(https://is.gd/zexeji). Since launch, it has 

received support from nine councils 

and public sector groups, including 

securing a ban of old tyres used in 

public sector vehicles in Merseyside. 

Tyred is currently petitioning for a 

parliamentary debate of MP Maria 

Eagle’s proposed bill to restrict the use 

of old tyres on PSVs.

That is because Surrey coroner 

Richard Travers concluded in July 2013 

that the tyre’s age – it was 19 years 

old – was to blame for the blowout. 

Its tread depth was at 40% and there 

were no other visible signs of risk, 

according to the Eagle bill. (The fi rm’s 

licence was revoked in a 2013 public 

inquiry and the company’s transport 

manager, Tracey Hannell, was also 

disqualifi ed from operating buses and 

coaches in 2014.)

In the aftermath of the incident, 

the Department for Transport issued 

a short industry guidance document. 

It says, in part: “As a precaution, the 

Department for Transport strongly 

recommends that tyres over 10 years 

old should not be fi tted to the front 

axles of buses and coaches. Such 

tyres should be fi tted only to the rear 

axles of vehicles as part of a twin-

tyre combination.”

This is because tyres fi tted to the 

front axle of a coach face not only 

signifi cant lateral steering forces but 

also a large amount of braking forces, 

according to Rob Blurton, Michelin 

technical manager. Tyres made since 

2000 indicate their age in a four-digit 

code on the side of the tyre, after the 

DOT manufacturing code. The fi rst two 

digits represent the week, the second 

two digits the year of manufacture. 

The 10-year rule is now generally 

accepted in industry. For example, 

IRTE guidance on tyres (see link on 

p12) quotes the DfT document, and 

adds: “Although not enforceable, it 

is considered best practice not to fi t 

any tyre over 10 years old.” It observes 

that traffi  c commissioners see this as 

minimum standards, and will need to 

be assured that operators are using 

tyres that are fi t for purpose. (Other 

activities by the institute include 

launching a scheme two years ago to 

off er a third-party accreditation of tyre 

technicians, called irtec tyre; also, its 

annual Skills Challenge for technicians 

(pp30-31) will again this year include a 

segment on tyre inspection.)

As tyres age, the rubber becomes 

more brittle. “Tyres degrade over 

time regardless of whether they 

are in service,” said Sean Kane, 

president of US consultancy Safety 

Research & Strategies at a 2014 US 

National Transportation Safety Board 

Has industry reaction to a deadly 

2012 coach crash caused by a failure 

of a 19-year-old tyre been suffi cient? 

Will Dalrymple investigates

KILLER TYRES?
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symposium. He attributes ‘thermo-

oxidative degradation’ to age, 

ambient and operating temperatures, 

partial pressure of oxygen in the tyre, 

flex fatigue, and construction and 

compounding characteristics (see link). 

Old tyres can show up degradation 

in the appearance of fine cracks or 

fissures forming on the surface. The key 

question is whether tell-tale signs of 

internal degradation are always visible. 

Bernie Cassidy, UK chief engineer, 

National Express, contends they are 

not, so it is vital to know the age of 

the tyre and ensure old tyres are not 

used. It limits tyre ages on all axles to 

10 years for its own 550-coach fleet, 

and is reviewing extending that limit 

to non-drive axles for partner and hire 

vehicles, too.

Changes to the European Tyre and 

Rim Technical Organisation’s technical 

recommendations in September 

2017 (see link) include new language 

on tyre ageing. The document says: 

“Serviceability of a tyre over time is 

a function of the storage conditions 

and [of] service conditions to which a 

tyre is subjected throughout its life. 

Since these conditions vary widely, 

accurately predicting the serviceable 

life of a tyre in advance is not possible. 

The older the tyre, the greater the 

chance that it will need to be replaced 

due to service-related conditions 

found upon inspection.”

Michelin’s voluntary user guidance 

also recommends not fitting tyres more 

than 10 years old on steering axles, 

not only for PSVs but also for all other 

commercial vehicles. The principal 

causes of tyre wear in use are load 

carried by the tyre, speed, inflation 

pressure, tyre maintenance and 

weather, says Blurton. 

As for storage, Michelin also argues 

that tyres should be kept upright, 

avoiding humidity, ozone and sunlight, 

and that tyres should not be stacked 

for more than four weeks without 

rotation. Blurton adds that truck tyre 

examination should be included 

every time the vehicle comes in for a 

workshop inspection. Finally, he advises 

that tyres over five years old should be 

inspected by a tyre professional. 

THERE OUGHT TO BE A LAW

In general, the US NHTSA (National 

Highway Transportation Safety 

Administration), which has researched 

the safety risks of tyre ageing, argues 

that most vehicles would wear out their 

tyres before age-related degradation 

would pose a risk to safety. One 

important exception is vehicles used 

irregularly, such as small (15-person) 

bus conversions, drivers of which are 

advised to always check their tyres 

before travelling.

Tyred argues that non-binding 

guidance does not go far enough 

to guarantee the safety of coach 

passengers who, unlike drivers in HGVs, 

do not have the means to be able to 

check the tyres of their vehicle before 

every journey.

Legislation put forward by Maria 

Eagle in October 2017 would ban tyres 

older than 10 years on steering axles, 

require tyre checks and records at the 

annual inspection, and provide the 

power to sanction rulebreakers. 

In a response given in the House 

of Commons, then-minister of state 

for transport John Hayes hinted that 

the government would be conducting 

more research on the matter. 

Industry and government reaction 

to the proposal has been mixed. 

On one hand, the Tyre Industry 

Federation said that it sees no need for 

binding rules. In a prepared statement, 

it said that it deplores all road accident 

casualties and supports many initiatives 

to improve road safety, that it worked 

with DfT and traffic commissioners 

after the A3 coach crash to develop 

the guidance, which was distributed to 

every licensed bus and coach operator 

in the country. 

But it added that since then, there 

have been no contraventions of the 

government recommendation not 

to fit tyres over 10 years old on the 

steering axle of buses and coaches. It 

concludes: “On the basis of the results 

achieved it is not clear to TIF what 

further preventive benefit can be had 

from additional regulation.”

On the other hand, the National 

Tyre Distributors Association has 

supported Tyred, and also has 

campaigned for a quality mark for the 

sale of part-worn tyres.

Coach operators Big Green Coach 

and National Express have also joined 

the campaign. Cassidy says: “We 

recognise what a huge responsibility it 

is to carry people’s friends and family 

around the country day in, day out. This 

means we only do what is safe, and we 

stop any unsafe behaviour. Tyre safety is 

a critical part of this.” 

FURTHER INFORMATION

Best Practice Guide for Bus & Coach Tyre 

Maintenance (IRTE) – https://is.gd/ukisap

European Tyre and Rim Technical Organisation 

recommendations –  https://is.gd/D7wdmj

Sean Kane’s NTSB tyre ageing presentation – 

https://is.gd/adirej

“Since service and storage conditions vary widely, accurately 

predicting the serviceable life of a tyre in advance is not possible” 

ETRTO recommendations, edition 12
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A 
lack of attention to 

basic engine bay 

maintenance is often 

likely to be the cause, 

contends Malcolm 

Dodds, head of technical services at 

the Road Haulage Association. 

“Technicians should be looking for 

signs of oil and fuel leaks,” he says. 

If they seep on to hot areas of the 

engine then a fi re may start. Cables 

may have worked loose or become 

frayed, causing an electrical short 

which may be a cause of ignition. So 

technicians should ensure that cables 

are clipped into position and wires are 

not exposed, Dodds advises.

“There may be a case for double-

insulating wiring in places, even if the 

truck manufacturer has not done so,” 

he contends.

Freight Transport Association's 

engineering and technical manager 

Martin Candish agrees that leaks and 

chafed wires are potential causes of 

blazes. “Repairs should be carried 

out before any defect becomes a fi re 

risk,” he states.

Poor cleanliness around the engine 

bay is another potential fl ash point. 

An accumulation of old grease, oil and 

road dirt may be ignited by a small 

spark, with a broken wire the possible 

culprit. “All these are the sorts of 

things that should be picked up during 

statutory inspections,” Dodds says. 

If they are, then appropriate action 

should be taken.

A truck fi re is serious enough. If 

a bus or coach full of passengers 

bursts into fl ames, however, then the 

consequences can be catastrophic.

Fires in such vehicles are 

surprisingly frequent, says Jonas 

Brandt, project manager at RISE – the 

Research Institutes of Sweden – which 

has evaluated the performance of 

different onboard fi re suppression 

systems. “In the USA, approximately 

six school bus fi res are reported 

every day,” he observes. “Recent 

statistics from Sweden show that at 

least 0.76% of all buses in service 

annually will suffer from an incident 

with fi re or smoke,” he continues. “In 

Germany, between 0.5% and 1% of all 

buses suffer a fi re every year, which 

corresponds to at least 350 to 400 

fi res annually.”

Nor are arson, illicit smoking or 

dodgy electrical items plugged in 

by passengers or drivers the major 

causes. Says Brandt: “About two-thirds 

of all bus fi res start in the engine 

compartment.” Luckily most fi res do 

not lead to fatalities, he adds; but they 

can lead to the total loss of a vehicle 

and cargo. The costs associated with 

business interruption, the need for the 

emergency services to deal with the 

inferno, the recovery of the burnt-out 

vehicle and in some cases the creation 

of major traffi c jams and reputational 

damage cannot be ignored either.

So why are there so many bus blazes 

worldwide? One possible explanation 

is the length of time many buses 

remain in service, suggests Doug 

Jenkins, specialist business resilience 

manager for motor at AXA Insurance. 

Older vehicles are more prone to leaks 

and electrical faults, and the third or 

possibly fourth owner may not have the 

funds to maintain them properly.

The UK has a comparatively healthy 

record, so far as vehicle fi res are 

concerned, however, he stresses. 

“It is certainly better than it was in 

years gone by, when you used to see 

truck drivers lighting fi res under fuel 

tanks by the roadside in the winter 

because the diesel had gone waxy,” he 

remarks. The advent of winter-grade 

diesel has ended this annual spectacle.

NEW REQUIREMENTS

Fears that a bus or coach fi re may 

lead to serious loss of life mean that 

automatic engine bay fi re suppression 

systems will soon become mandatory 

under UNECE (United Nations 

Economic Commission for Europe) 

regulation R107 for vehicles that can 

carry more than 22 passengers. The 

regulation will apply not just in the 

European Union, but also in other 

countries, such as Russia and Turkey; 

45 states in all.

It will come into force, so far as 

all newly registered coaches and 

double-decker buses in the EU are 

concerned, from 11 July 2019, says 

fi re suppression equipment specialist 

Fogmaker. All newly registered single-

decker buses will have to comply by 

1 September 2021.

Suppression equipment must meet 

testing protocols based on four tests 

extracted from RISE’s SP method 4912, 

points out Rotarex Firetec, another 

specialist. Those protocols include a 

re-ignition test which involves dripping 

oil on to a surface heated to 600ºC to 

see if the blaze re-ignites. (The test is 

passed, says Brandt, if re-ignition is 

prevented for at least 45 seconds.)

Traffi c reports of delays caused by lorry fi res on the motorway do not occur 

all that frequently. However, they are regular enough to prompt questions 

as to why such confl agrations break out, given that safety and compliance 

should be at the top of every operator’s agenda. Steve Banner investigatesFIRE!
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REDUCING FIRE RISKS

“In Germany, between 0.5% and 1% of all buses suffer a fi re every 

year, which corresponds to at least 350 to 400 fi res annually”

Jonas Brandt

A variety of different extinguishing 

agents is available, including powder, 

foam and liquid mist. “An alarm is 

normally included to warn the driver if 

a fi re breaks out,” he says.

Weighing up to around 10kg, and 

UNECE R107-approved, USA-based 

Firetrace International’s automatic fi re 

detection and suppression system 

employs a non-electric pneumatic 

polymer sensor which controls a 

powder extinguisher. When the sensor 

detects a blaze, it releases the powder 

through four nozzles to smother it. 

“The sensor can tell the difference 

between the engine’s temperature 

and the heat of a fl ame,” says 

marketing director Scott Starr.

The extinguisher’s contents 

can deal with fi res involving solid 

combustibles, fl ammable liquids 

and gases and energised electrical 

equipment. This means that 

Firetrace’s equipment can cope with 

confl agrations on gas and hybrid 

vehicles as well as those fi tted with 

diesel engines.

Fogmaker argues that its water-

based mist is to be preferred because 

of the way in which it cools the heat, 

drives out oxygen and smothers 

surfaces at the same time as it fi lls the 

engine bay. UK installation agent 

J Lewis Auto Electrical reports that 

over 700 buses operated by 

two of the country’s largest 

fl eets have been switched 

to Fogmaker, and away 

from powder-based 

equipment.

Fires on electric 

buses that involve 

their battery packs 

require a different 

approach, Starr 

says. “Under those 

circumstances 

we tend to favour 

a gaseous fi re 

suppression agent called Novec 

1230 from 3M,” he says. A less-

environmentally-damaging 

replacement for ozone-depleting 

halon, with a global warming 

potential of 1, it extinguishes fi res by 

removing the heat, and is less harmful 

to electrics than liquid or powder 

extinguishing agents.

OTHER IGNITION SOURCES

Engine bays are not the only sources 

of fi re. Overheated brakes – possibly 

the result of a disc brake calliper 

sticking (see also pp21-22) – and tyres 

that overheat and fail because of 

under-infl ation (pp11-12) can trigger 

blazes too, Dodds of the RHA says. 

Insurer Aviva also highlights a lack 

of attention to the state of a vehicle’s 

tyres as a key cause of confl agrations. 

Candish of the FTA advises: “Ensure 

brake wear, adjustment and wheel 

bearings are checked regularly and 

any defects quickly rectifi ed.”

One service procedure that is not 

a fi re risk, perhaps contrary to fi rst 

impressions, is regenerating a diesel 

particulate fi lter (see also pp37-8). 

The heat produced is unlikely to 

result in a vehicle igniting, contends 

engine manufacturer Cummins. “The 

fi lter’s surface is heavily insulated,” a 

spokesman points out.

Finally, poor maintenance of truck 

cab night heaters could also be a 

possible cause of blazes, suggests 

Jenkins. While he does not retract 

his view that fi re is not a huge issue 

so far as road transport is concerned, 

he suspects there may be an 

element of under-reporting. “If a fi re 

breaks out in a truck parked in a yard 

and the fi re brigade has to attend, 

then they may class it as a fi re at a 

company’s premises,” he suggests. 

Doing so might provide a misleading 

picture of the circumstances that 

lead to the incident.  

FURTHER INFORMATION

UNECE fi re suppression systems 

requirements – https://is.gd/fulisu

HSE requirements for vehicle fi re 

extinguishers – https://is.gd/ahiteg

RISE evaluation of bus engine enclosure  fi re 

suppression systems – https://is.gd/itiref
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PROTECTING VULNERABLE ROAD USERS

E
ighteen months have passed 

since the mayor of London 

Sadiq Khan unveiled the 

Direct Vision standard 

(DVS) for trucks. Under 

that, Transport for London will rate 

trucks from nil to five stars based 

on how much HGV drivers can see 

directly through their cab windows, as 

opposed to indirectly through cameras 

or mirrors. 

Its aim is to improve safety for all 

road users, vulnerable or otherwise. The 

process finished a second consultation 

in January; a third is planned on the 

final scheme. Whichever proposals are 

approved, from 2020 all trucks over 

12 tonnes gvw will have to hold a star-

based safety permit when in London. 

Trucks rated zero will be banned 

without extra safety systems (such as 

blind spot camera systems and impact 

protection systems), warnings and 

urban driver training. 

The Freight Transport Association has 

campaigned for the use of technology to 

be included within DVS, reveals Natalie 

Chapman, FTA’s head of policy for 

London. She welcomed news from TfL 

that it would recognise the investment 

that companies have already made in 

vehicle technology to improve safety 

when DVS is launched.

Yet all of the literature produced by 

TfL cites direct vision as the easiest way 

to reduce blind spots on a truck, and 

to this end truck manufacturers have 

been busy. After toying with the window 

in the lower section of the passenger 

door – since rejected as only cosmetic 

by TfL – the focus is on making cab-

forward chassis more versatile to meet a 

potential demand from general haulage 

and construction, and not just refuse 

collectors and local authorities. 

Tottenham-based O’Donovan Waste 

Disposal was an early adopter of this by 

fitting a skiploader body to a Mercedes-

Benz Econic, now available as a tractor 

unit using the low-frame Antos chassis. 

Even Dennis Eagle recognised 

it cannot survive on refuse vehicles 

alone, and has developed construction 

specifications for its low-entry cab. It 

launched a low-entry 8x4 chassis with 

the Elite 6 cab last year. Scania has 

now joined the low-entry cab market 

with its L-series. 

However, a low-entry cab is not a 

one-size-fits-all solution, either for direct 

vision or differing market sectors, and 

technology is what makes the difference, 

argues Tom Brett, Brigade Electronics’ 

UK managing director. He says: “The 

glass panel door on the nearside helps 

to improve visibility until someone 

sits in the passenger seat, or a bag is 

placed there. A dirty glass panel or 

severe weather conditions may also 

affect visibility. Large windscreens that 

are supposed to improve driver visibility 

to the front are also reduced when an 

oversized sun visor is pulled down so 

the driver is unable to view the front 

projection mirror (class VI), creating a 

blind spot.”

Operators can source 360º cameras 

to provide a complete aerial view of 

the truck, cameras in specific locations, 

ultrasonic obstacle detection sensors 

and reversing alarm systems to support 

direct vision (pictured, p18). Brett 

adds: “The 360º camera systems and 

To spot and avoid vulnerable road 

users, operators have traditionally 

gone for a combination of direct 

vision, cameras, sensors and audible 

warning systems. But now the 

initiative is focusing on human error 

with automated braking systems. 

Kevin Swallow reports

Supporting  
eyes and ears 
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PROTECTING VULNERABLE ROAD USERS

“The automatic warning and braking reactions of the ABA4 pedestrian 

detection system are effective from speeds of 15 to 50kph”

Bob Gowans

ultrasonic proximity sensors are essential 

to provide drivers with full vision around 

the vehicle and alert them in the event 

that they have not seen an obstacle. 

After all, if you are not looking, you will 

not see.” 

In 2015, Lancashire-based Vision 

Techniques launched its Cyclist 

Detection Safety Systems range for 

trucks. Its TurnSafe range is designed 

to replace an ultrasonic sensor 

system, which can go off  any time it 

identifi es anything next to the vehicle. 

“The TurnSafe range only picks up 

things moving alongside or towards 

the vehicle,” says Jonathan Peach, 

general manager.

In January, Safety Shield Systems 

launched a refreshed vulnerable road 

user detection system, featuring smaller 

cameras and updated UK supply chain. 

Its camera-based Cycle Safety Shield+ 

system automatically detects and tracks 

pedestrians, cycles and motorcycles, 

and monitors their distance, taking into 

account truck speed. 

If any of those are 

determined to 

potentially be 

at risk, a 

pedestrian-

shaped alert 

light mounted 

on the dash 

illuminates. 

If they enter the 

danger zone, the 

indicator will fl ash 

red and emit an alarm. 

The system consists of a dash-

mounted unit and optionally one or two 

fl ank-mounted cameras. Also new is the 

option to record (seven days’ capacity) 

and low-light visibility.

ELIMINATING HUMAN ERROR?

Finding ways to reduce human error 

is where many people are looking 

next, as automation creeps into truck 

technology, explained FTA’s Chapman.  

Active Brake Assist 

4 (ABA4), available 

from Mercedes-

Benz since 2016, 

is an automated 

braking system 

that was 

developed from 

established ABS 

technology used 

for adaptive cruise 

control that slows 

the vehicle on the road 

when it detects a slower or 

stationary vehicle in front of it. 

When the forward-facing radar 

identifi es vulnerable road users, ABA4 

simultaneously issues an audible 

warning and automated partial braking 

– approximately 50% of the braking 

capacity associated with an emergency 

stop – to reduce the truck’s speed (see 

also pp21-22 for more on braking). 

Bob Gowans, product and sales 

technical manager, says that ABA4 uses 

cab-mounted short- and long-range 

radar. He adds: “The automatic warning 

and braking reactions of the pedestrian 

detection system are eff ective from 

vehicle speeds of 15 to 50kph.”

The OnCity Urban Turning Assist 

developed by Wabco, launched at the 

IAA show in Hanover, Germany in 2016, 

is also a collision avoidance system 

that uses radar-like technology and 

automatic braking. Unlike Mercedes-

Benz, Wabco fi ts the radar to the 

nearside of the truck and uses a 180º 

fi eld of vision.  

Jorge Solis, Wabco president for 

the OEM division, explains that OnCity 

detects and distinguishes moving and 

stationary objects, including pedestrians 

and cyclists. It alerts the driver to a 

potential collision both before and 

during a turning manoeuvre.  

FURTHER INFORMATION

TfL DVS 2a consultation – https://is.gd/ciraco

Eye in the sky – https://is.gd/ewakum

THE WASTE CASE 

Waste management and skip hire company 

RTS Waste runs 40 trucks from three sites 

based in London, Kent and Somerset, and is 

registered with the Fleet Operator Recognition 

Scheme. To meet its terms, vehicles need to 

minimise vehicle blind-spots using nearside 

proximity and front projection mirrors, 

sensors, cameras and audible warning 

systems. 

The fl eet is fi tted with several Brigade 

Electronics products: Backeye360 for a bird’s-

eye view around the vehicle; a four-way 

camera recording system; and Sidescan sensor 

system that detects cyclists in the blind spot 

when a vehicle is turning left. 

Transport manager Matt Jeffrey says 

that since low-cab vehicles are not ideal in a 

landfi ll or on construction 

sites, drivers rely on 

extra technology to 

watch, listen out for 

and warn vulnerable 

road users. He adds 

that, in reviewing the 

recordings for driver 

training, it discovered 

that the cameras 

even recorded a theft 

from a vehicle.

account truck speed. 

indicator will fl ash 

red and emit an alarm. 

The system consists of a dash-

Active Brake Assist 

4 (ABA4), available 

from 

Benz

established ABS 

technology used 

for adaptive cruise 

control that slows 

the vehicle on the road 

when it detects a slower or 

stationary vehicle in front of it. 
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BRAKING AND STABILITY

W
hen fi rst launched, 

AEBS (autonomous 

emergency braking 

system) technology 

was described as the 

most signifi cant development in vehicle 

safety since the seatbelt, off ering the 

potential to save hundreds of thousands 

of lives. From November 2015, all new 

road trucks over 8t gvw sold in the UK 

must have Level 1 AEBS fi tted.

By monitoring the road using 

radar and other sensors, they provide 

warnings to the driver, and, when faced 

with the risk of a collision,  automatically 

apply the brakes. They are mandated 

to limit the severity of a collision 

between a vehicle travelling at 80kph 

and another ahead travelling at 32kph 

by a speed reduction of at least 50kph. 

If the vehicle ahead is stationary, then 

the oncoming vehicle’s speed must be 

reduced by a minimum of 10kph.

This November, Level 2 AEBS 

will come into force. It increases the 

performance requirements, with 

raised mandatory speed reductions 

of 70kph in moving traffi  c, and 20kph 

when approaching a stationary vehicle. 

And, for the fi rst time, the requirement 

to fi t AEBS will now apply to light 

commercial vehicles (LCVs) below 

8t maximum mass. EU regulation 

347/2012 will apply to the smaller N2 

class vehicles (goods vehicles from 

3.5-12t gvw) “not exceeding 8t”, except 

tractor units weighing 3.5-8t gvw and 

vehicles with more than three axles. 

(Those weighing more than 8t gvw 

were already covered by AEBS Level 1.)

But, as of January 2018, there 

remains only one OEM that fi ts AEBS 

as standard across its entire range 

of LCVs. Last June, Volkswagen 

announced its intention to fi t Front 

Assist with City Emergency Braking 

to the Caddy, Transporter and 

Crafter models. This system, active 

up to 19mph, uses radar to scan the 

distances of vehicles in front, initially 

warning the driver about hazards, and 

automatically braking in potentially 

dangerous situations. The MAN TGE 

van, which is based on the Crafter, 

also includes ‘Emergency Brake Assist’ 

as standard. In combination with the 

automatic transmission, it automatically 

slows the vehicle in case of danger.

A VW spokeswoman explained 

the manufacturer’s decision: “Not 

only does autonomous emergency 

braking have the potential to reduce 

the number and severity of accidents, it 

has also been proven to cut third-party 

injury insurance claims by 45%.” 

Matthew Avery, director of research 

at Thatcham Research, says: “The 

addition of AEBS as standard on LCVs 

will make them far safer [in] avoiding 

accidents in the fi rst place, as well as 

help reduce some of the hidden costs 

of fl eet ownership.”

As to the latter point, he explains 

that VW’s new Crafter van was tested 

last year (pictured above, and p22, 

showing robotic driver set-up). The 

successful performance of its AEBS 

meant that the vehicle’s rating was 

reduced by up to four groups. This 

means the starting insurance group 

rating for the Crafter range is now 

34 – a substantial fi nancial reduction 

and incentive for fl eet buyers.” (A 10% 

insurance premium reduction is also 

claimed by the manufacturer.)

Although fi tted as standard in medium and large trucks, AEBS technology is 

only just starting to trickle down to the LCV sector. Later this year, a new EU 

regulation is likely to change things. Chris Tindall reports

Computer says BRAKE

RECALIBRATION NEED

Sensor-based safety systems require 

recalibration following workshop 

adjustments as commonplace as a wheel 

alignment, or a steering component 

replacement. Hella Gutmann Solutions’ Neil 

Hilton says: “If the cameras and radars are 

even marginally misaligned, this would 

certainly impact systems such as AEBS. If 

drivers depend on their ADAS [advanced 

driver assistance systems] technology 

for safety, they should be able to trust 

the people working on their vehicle to 

recalibrate the systems.” The irtec light 

accreditation system is designed to verify 

the competence of van technicians.



22 www.transportengineer.org.uk   March 2018

BRAKING AND STABILITY

Avery continues: “A reduction in 

insurance premiums is only one factor, 

though. We believe there needs to be 

a fundamental change in the way fl eets 

make decisions about their vehicles, 

and the conversations they have with 

vehicle manufacturers. The balance 

needs to change from accepting what 

is currently available, to challenging 

vehicle manufacturers to fi t technology 

that prevents accidents in the fi rst 

place as standard – such as AEBS.”

Neil Hilton, head of business 

development at automotive supplier 

Hella Gutmann Solutions, believes that 

although VW’s decision has not yet had 

a dramatic eff ect in the market, it will 

do. He said: “In common with larger 

commercial vehicles, vans are usually 

high-mileage vehicles, so statistically 

more are likely to be involved in a rear-

impact accident than other vehicles.”

He adds: “These sorts of accidents 

have already dropped by 38% 

since the development of AEBS, so 

pressure is also likely to be brought 

to bear on fl eet managers from 

insurance companies.”

The VW spokeswoman continues: 

“It feels inevitable that this kind of 

technology will increasingly become 

available, and eventually standard.” 

She quotes Thatcham Research 

fi gures that 21% of new cars in 2016 

had AEBS as standard, and 27% 

off ered it as an option.

According to the European 

Transport Safety Council, the EU’s own 

plans to require AEBS systems in cars, 

to come into force not before late 2020, 

are due to be published in May. It also 

said that South Korea will mandate 

the systems in 2019, as will the USA, 

through a voluntary scheme, in 2022.

None of this is to say other van 

manufacturers are ignoring AEBS 

completely. It’s fi tted to some 

Mercedes-Benz vehicles. Ford off ers 

AEBS on its Transit and Transit Custom 

models – although not as standard. 

It will also be available on the new 

Transit Connect when it launches later 

this year. The smaller end of medium 

trucks, such as 6.5t chassis-cab IVECO 

Eurocargo and 8t DAF LFs, also off er 

AEBS as standard in some variants. 

Asked if there is a correlation 

between off ering AEBS to customers 

and sales, a Ford spokesman says: 

“Feedback from fl eet customers was 

to provide the feature as an option 

rather than standardise. The larger 

fl eet customers are very aware of the 

benefi ts of these systems.

“Vehicle safety is paramount. It’s 

a legal requirement already on any 

commercial vehicle over 7.5 tonnes, so 

you could expect this to fl ow down to 

light commercial vehicles over the next 

few years.” 

FURTHER INFORMATION

VW FrontAssist video –

https://is.gd/ocekaj

Evidence of AEBS’ safety benefi t –

https://is.gd/netaga

AEBS regulations –

https://is.gd/unecup

STOPPING A COLOSSUS 

Slowing a 5,500kg racing truck from 100mph 

at nearly every corner of a race track, on 

every lap, during a 20-minute-long race is so 

arduous that one of the most common reasons 

for a race truck retiring or crashing is brake 

component failure.

In race trucks, each brake disc is internally 

water cooled – sprayed with a fi ne mist of water 

– to help dissipate generated heat. When this 

fails, temperatures can easily exceed 1,000ºC.

Although commercial vehicles’ brakes rarely 

reach that level, they can still heat up to 850ºC 

during long descents or along urban bus routes.

Basic pad grades, perfectly suitable up 

to medium levels of duty, wear at a 

much faster rate once the operating 

temperature exceeds 400ºC for 

any length of time. This is where a 

premium pad grade offers extended 

life, according to supplier Juratec.

It supplied the Synergy CV brake 

friction material, launched last year, to 

Team Oliver of the British Truck Racing 

Championships last season. Juratec reports 

that the product proved so successful that three 

teams are planning to use it in the 2018 season.

Championships last season. Juratec reports 

that the product proved so successful that three 

teams are planning to use it in the 2018 season.

“In common with larger commercial vehicles, vans are usually 

high-mileage vehicles, so statistically more are likely to be 

involved in a rear-impact accident than other vehicles”

Neil Hilton





24 www.transportengineer.org.uk   March 2018

P
etrol tankers are 

specially modifi ed 

to mitigate the extra 

risks posed by their 

combustible load. In the 

UK, two sets of rules are 

imposed on their design. First 

is the European Agreement 

concerning the International 

Carriage of Dangerous Goods 

by Road, or ADR regulations, 

whose last iteration was 

published in January 2017. 

New tractor chassis 

manufactured to be ADR-

compliant in Europe, and 

imported to the UK, will 

require further modifi cation 

before they can get to work. 

Partly, that is because in 

the UK, these general rules 

are seen through the prism 

of their UK interpretation, 

including older petroleum 

‘pet regs’ – see link below. 

These rules off er derogations 

and exemptions from ADR 

requirements for carriers in a 

few special cases.

In addition to obeying 

the UK’s version of ADR, fuel 

hauliers also need to comply 

with a second scheme: a 

voluntary code imposed by 

petrol suppliers to ensure 

that vehicles are compatible 

with terminals’ loading rack 

systems. This Safe Loading 

Pass (SLP) requires an 

inspection by a qualifi ed 

technician at an approved 

provider (see link below). It 

refers to and complements 

ADR standards and is based 

on the Energy Institute’s 

Petroleum road tanker design 

and construction code of 

practice (not covered here: 

https://is.gd/ufemex).

To make a UK-legal tractor 

for a petrol tanker, then, UK 

converters would need to 

hold a VCA type approval 

certifi cate for the particular 

base truck, according to ADR. 

Examples of converters are 

Meller Flow Trans of Bradford 

– which holds Mercedes-Benz 

type approvals, and also works 

on other truck brands – and 

MAN Truck & Bus in Traff ord 

Park, Manchester. The latter’s 

SFC – special fi tment centre – 

has a physical capacity of 16 

vehicles at a time, and aims 

to convert 200 vehicles for 

ADR requirements, including 

petrol tankers, in 2018. The 

centre is certifi ed to four 

type approvals, covering a 

multitude of models: TGS/X 

N3 three-axle tractors or rigids 

with leading and trailing axles, 

TGM N3 two-axle rigids and 

TGS N3 four-axle rigid trucks; 

approvals for the rest of the 

MAN range are expected to 

be obtained by mid-2019. 

New trucks modifi ed in this 

manner retain the standard 

MAN warranty off ered with 

new vehicles.

Modifi cations for petrol 

tanker-hauling trucks seem 

to be essentially intended 

to reduce the risk that a 

fi re might start, as well as 

providing extra means of 

safety should a blaze break 

out. ADR 2017 section 9.2 

states: “Installation shall be 

designed, constructed and 

protected so it can’t provoke 

unintended ignition or 

short circuit under normal 

conditions of use.” 

For example, almost all of 

the truck’s electrics must be 

able to be switched off  when 

the tanker is being fi lled at 

the terminal. This is done by 

a cut-out mounted near the 

battery in the supply lead, 

controlled by a master switch 

in the cab. (SLP tests require 

that the switch is labelled, 

and acts in three seconds, 

or up to 10 if extra green 

warning lights are fi tted.) 

EU law requires that the 

truck’s tachograph remains 

functional even during 

fi lling, to record drivers’ 

working hours. So it must 

be able to operate safely in 

environments with potentially 

explosive environments (so 
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marked ‘Ex’), and attached to 

a safe circuit. For this reason, 

SLP tests are carried out 

to confi rm that the tacho’s 

power cable is dedicated and 

distinguishable from others.

ADR specifi cations also 

limit fi re risk through various 

other electrical requirements. 

They include the use of fuses 

or automatic breakers for 

most circuits. Voltages are 

generally limited to 60V DC, 

25V AC; higher voltages need 

to be galvanically isolated; 

those higher than 1.5kV need 

to be placed in an enclosed 

housing. Electrical cabling 

at the rear of the cab and on 

trailers needs to have extra 

protection: that might be for 

example using corrugated 

polyamide conduit, or 

multicore cables. SLP tests 

verify that the amount of 

electrical continuity of the 

chassis in two paths – between 

tractor chassis and drive 

axle, and between chassis 

and fi fth wheel rubbing 

plate – is limited to 10 Ohm 

each. Similarly, batteries are 

required to have an insulating 

cover, have as short a lead 

as possible, and be located 

at least 1m from any loading 

adaptor.

ADR bodywork 

modifi cations generally 

provide heat shielding. 

Fire screens in fi breglass or 

aluminium panels mount to 

the back of the cab and the 

chassis, and cover all of the 

engine and exhaust system 

(but not the battery box), 

separating the engine, the 

driver and a potential fuel 

leak (pictured, left). Exhaust 

system pipework running near 

the trailer must have at least 

100mm clearance, or be fi tted 

with an extra heat shield. 

Factory-fi t polymer mudwings 

– standalone wheel arches 

that bolt on to the chassis 

frame – are replaced with 

fi re-retardant models, such 

as aluminium versions, on 

tractors’ rear two axles. This 

job also involves rerouting 

cables and either reattaching 

the old lights or fi tting new 

ones, as the rear light clusters 

are mounted on the wings; 

LEDs are becoming a popular 

retrofi t option at MAN. 

Another common 

bodywork adaptation is solid 

checkerplate sheets fi lling in 

over the back of the tractor 

chassis. They not only provide 

safe access, but also prevent 

any potential contact between 

fuel leaking out of the front 

tanker foot valve and hot 

drivetrain or exhaust parts. 

Sometimes MAN will move 

chassis-mounted tanks and 

other nearside equipment 

to make space for discharge 

controls, valves or pipework. 

Warning signs need to be 

mounted to the front of the 

cab, often in the grille, and 

also on the side of the tanker. 

Outside, petrol tankers also 

need to carry a shovel, a 

drain seal, a plastic collecting 

container and wheel chocks. 

Fire extinguishers are fi tted, 

too: for 7.5-tonne trucks 

and above, a total of 12kg 

are required on the vehicle, 

including one 6kg unit.

In the cab, there are minor 

and not-so-minor changes. 

The cab sunroof needs to 

be either secured closed, or 

converted into an emergency 

escape hatch. Extra safety 

equipment needs to be 

carried, too. The list includes 

a glass hammer, a 2kg fi re 

extinguisher within reach of a 

belted-in driver, eyewash and 

warning vests for each crew 

member. There are additional 

control switches to install, 

and labels to apply. Cigarette 

lighters are not allowed, and 

any battery-powered 

equipment needs to 

be fi tted with an off  

switch, or a sleep 

mode if Ex-marked 

(excluding button-

cell-powered 

devices). Night 

heaters require a 

lockable isolation 

switch. Petrol picked up in 

the tread of work boots can 

degrade rubber fl oor mats, so 

MAN replaces them with coir.

These summarise 

most, but not all, of the 

modifi cations required to 

be ADR-compliant. Once 

fi nished, the truck must 

be inspected by an ADR 

authority before fi rst use, 

and annually at specialist 

DVSA-approved dangerous 

goods truck testing stations, 

in addition to its statutory 

annual inspection. During 

that fi rst year or so, the same 

truck will also need two 

other inspections, as the 

Safe Load Pass disc lasts only 

six months. Given the great 

danger of the load that they 

are carrying, it is perhaps 

comforting that these 

trucks are some of the most 

inspected on the road.  

-Will Dalrymple

FURTHER INFORMATION

FPS Expo 2018, Liverpool, 

18-19 April – https://is.gd/bolifo

UK carriage of dangerous goods 

guidance – https://is.gd/quvupu

Safe Loading Pass scheme – 

https://is.gd/hucuya

Would you like the Tech Talk 

treatment? Contact the editor
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  UNLOADING PUMPS

Another common modifi cation to spirit tanker tractors carried out by 

MAN (about half of the time) is more common to other truck conversions: 

fi tting of hydraulic power packs. In this case, the nearside chassis-

mounted units power unloading pumps, via a pair of hydraulic hoses 

connected to the tank. MAN typically fi ts PTO-driven Gardner Denver 

units that include an integral oil tank.

A new custom feature to be fi tted by MAN later this year is an 

engine run lock, which would allow the operator to turn on the engine, 

engage the PTO, leave the cab, shut and lock the cab door, and walk 

around to the nearside of the truck to dispense fuel. Without this 

modifi cation, the driver would have to leave the cab unlocked, and 

therefore vulnerable to an opportunistic thief or troublemaker. It 

requires installing a specially made engine control unit.
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CV SHOW

W
hile most of the 

exhibitors are 

remaining tight-

lipped about new 

developments, 

there will be a number of new model 

launches at the three-day event.

The show is also a shop window for 

many of the UK’s top convertors and 

bodybuilders, who provide anything 

from lighting and racking systems 

through to bespoke vehicle bodies.

As of early February, exhibition 

space is said to be close to capacity, 

and what is clear is that leading 

names from across the commercial 

vehicle spectrum, road transport, 

distribution and logistics supply 

business will feature. From truck, van 

and trailer manufacturers, insurers, 

tyre companies, telematics, training 

providers and fuels and lubricants 

suppliers, the CV Show is a one-stop 

shop for everyone involved in the 

commercial vehicle world. Visitor 

registration is now open via the offi  cial 

website: https://cvshow.com.

After exceeding 20,000 visitors 

last year, the event retains the larger 

fl oorplan in halls 3A, 4 and 5 in 2018 

to accommodate the rising numbers 

of exhibitors.

Following the continued success and 

popularity of two specialist sectors, the 

show will once again feature dedicated 

zones for workshops and temperature-

controlled transport. The Workshop 

zone in Hall 4 will show off  a range of 

products and services to keep vehicles 

running at maximum effi  ciency, from 

OE components and replacement parts 

to maintenance management systems, 

garage, workshop and bodyshop 

equipment. For those transporting 

temperature-controlled goods, the 

Cool zone in hall 3A will provide a 

range of refrigerated vehicles and 

bodywork, side by side with the latest 

fridge units, monitoring equipment 

and other products.

Not all exhibitors are keeping quiet; 

a selection of early show news is below. 

More advance information will be 

included in next month’s CV Show issue.

SELECTED EXHIBITORS

Transport Engineer, 5G40

Stop, pick up the latest copy of the 

magazine and meet the people behind 

it. For the fi rst time in several years, 

Transport Engineer has a presence at 

the NEC, on one corner of a redesigned 

IRTE stand. And we are taking best 

advantage by showing off  some of the 

highlights of the magazine, which is 

just one of the benefi ts of joining the 

IRTE. There is also a special off er for 

attendance to our IRTE Conference, 

27 September 2018 at the Leicester 

Marriott Hotel. Other corners of the 

IRTE stand pull out just a few of the 

engineering institute’s other initiatives 

and membership benefi ts. They include:  

facilitating members’ registration with 

the Engineering Council (providing 

technicians with postnominals, such 

Some of the biggest names in the 

LCV industry will be among the 

major stars of this year’s Commercial 

Vehicle Show, taking place next 

month at the NEC, Birmingham

Springtime 
is show time
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as EngTech); technician and workshop 
licensing accreditation schemes, which 
provide an independent verifi cation of 
their quality; its support of technician 
trailblazer apprenticeships; and the 
vital role of partner S&B Automotive 
Academy, hosts of the IRTE’s Skills 
Challenge for bus and coach 
technicians (see also pp30-31).

Gemco, 4E40

The company’s largest ever stand, at 
180m², will provide the UK’s fi rst view 
of the Autopstenhoj Quattrolift 4.65 
F 480, a 6.5-tonne capacity electro-
hydraulic four-ram lift with special 
wheel alignment platforms. Other 
equipment on show includes Somers 
mobile column lifts, an Autopstenhoj 
Maestro 5.5-tonne, two-post lift and the 
Bradbury H2603HG six-tonne capacity 
two-post lift. From a test equipment 
perspective, there’s Gemco’s Sherpa 
range of roller brake testers and test 
equipment, with two in-ground and 
surface-mounted (mobile) solutions. 

Fleet Source, 4J19

Training provider Fleet Source, 
which is part of the Fleet Operator 
Recognition Scheme (FORS) 
Community Partnership, is hosting a 
clinic. Also, it is promoting its Driver 
CPC course, Terrorism Risk and 
Incident Prevention (TRIP).

TotalKare, 4E60

Workshop lift supplier TotalKare 
is presenting its T8DC lift, which 
will be exhibited raising a Volvo FH 
tractor unit. This cable-free unit has a 
capacity of 7,500kg per column, and 
adjustable forks that enable users to fi t 
a variety of wheel sizes from 700mm 
to 1,400mm. Also on show is its 5.5-
tonne capacity two-post lift, suitable 
for vehicles with long wheelbases 
such as Mercedes-Benz Sprinter and 
Volkswagen Crafter vans. A Volvo rigid 
tipper will be hoisted by TotalKare’s 
25,000kg capacity, nine-metre fi xed 
post lift, fi tted with a jacking beam 
and lighting kit.

Trakm8, 4H112

Launched last year to selected fl eets 
including Iceland Foods and Calor Gas, 
Trakm8’s RoadHawk 600 telematics 
camera is now in full production in the 
UK. The dash cam can be fi tted with 
a single or dual camera to monitor 
the driver as well as the road ahead. 
The combination of a camera and a 
telematics unit is said to minimise the 
cost and downtime of buying and fi tting 
separate devices. Also being promoted 
is Trakm8 Prime for small to medium-
sized fl eets, which combines GPS 
tracking with a driver scoring system and 
Trakm8’s vehicle health alerts. 

Bowmonk Tapley, 4D30

BrakeCheck – the DVSA-approved 
portable brake tester for recording and 
printing brake test results – is on show. 
Alongside that product is the recently 
announced BrakeCheck Geo, which 
contains a built-in GPS receiver so that 
the exact location of the brake test can 
be recorded, along with the brake test 
results. Other diagnostic products on 
display will include SensorCheck, for 
quickly diagnosing ABS-related faults 
without having to remove the road wheel, 
and TrailerCheck, which allows a single 
technician to test trailer lighting, ABS 
circuitry and CAN activity. Visitors to the 
stand will also be able to see a live demo 
of Bowmonk’s on-board weighing system, 
including a Bluetooth link to a nearby 
smartphone for single-technician loading 
or electronic recording of weight data.  

TRUCK, LCV AND BUS OEM EXHIBITORS
MAN returns, as does IVECO – via dealer Guest Truck & Van – along with a plethora of LCV exhibitors. They include: 

Fiat Professional ................... 5D20

Ford Motor Co ........................5G10

Guest Truck 
& Van/IVECO ....................... 5G110

Isuzu (UK)  ............................. 5F65

LDV UK & Ireland .................5F120

MAN Truck & Bus ................... 5F10

Mitsubishi Motors ................ 4H90

Nissan ....................................4G20

Peugeot ................................ 5D40

Renault UK............................ 5H60

Ssangyong Motor UK ............. 4F80

Toyota GB ............................... 4E10 

Van Hool ................................5C79

Volkswagen CV ......................4G10
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SKILLS CHALLENGE 2018

T
his year’s bus and coach 

technician Skills Challenge 

comes at a diffi  cult time for 

bus operators, according to 

fi rst-person testimony at an 

IRTE roundtable to kick off  the event, 

scheduled as usual for the fi rst week 

of June at S&B Automotive Academy, 

Bristol. (Entry deadline is 30 March: 

apply at https://is.gd/qadewa.)

Over a light lunch at the IRTE offi  ces, 

four directors shared their views in 

a lively discussion that centred on 

the demands of the London market. 

Participants included: Steve Perks, 

group engineering director of CT-Plus/

HCT London community bus service; 

Phil Pannell, service delivery director at 

Yellow Buses (Bournemouth Transport); 

Ian Warr, engineering director of 

First Group; and Ian Foster, Metroline 

engineering director.

Buses are changing. Air quality 

regulations in urban areas, present and 

future, are driving adoption of new 

low-emission powertrain technologies. 

Ian Foster points out that bus 

operators are being forced to become 

early adopters, and sometimes 

beta-testers, of innovative emissions-

reduction technology to meet the 

ever more stringent requirements. For 

example, he says that by the end of 

the year there will be more than 300 

electric buses in London and 3,000 

hybrid buses in the Metroline fl eet. In 

addition, a much smaller contingent of 

CNG- and hydrogen-powered buses is 

also running. In response, Metroline is 

running training in 2018 and 2019 for 

hybrid electric and electric-hydrogen 

buses, its fi rst, to meet internal demand 

for service competence. It buys training 

direct from the manufacturer as part 

of the bus contract, as its upskilling 

needs often run ahead of the dealer 

training off ering.

Phil Pannell of Yellow Bus points out 

that since environmental imperatives are 

driven by devolved local governments, 

they vary by region. So there is no 

market for hybrid buses in Bournemouth, 

for example; as a result it is planning 

to stick with diesel propulsion for now. 

Ian Warr complains that each region is 

settling on its own technology choice. 

York’s strategy is completely diff erent 

to Leeds’, for example, limiting the First 

Group’s ability to move fl eets around 

and take advantages of economies of 

scale in bus purchase and maintenance.

RECRUITMENT PITFALLS

All of this new technology is a central 

feature of Metroline’s recently launched 

recruitment campaign, which argues 

that nowhere else could young people 

get hands-on experience working on 

such cutting-edge low-carbon drivetrain 

technology. Other recruitment pitches 

emphasise the fi nancial savings for a 

student of a degree-level qualifi cation 

compared to a university education. 

Such exercises are vital to sustain the 

future of an industry that suff ers in places 

from big gaps between generations 

of technicians. Most operators are 

having diffi  culty recruiting, and keeping, 

new apprentice technicians. Reasons 

suggested included competition from 

other high-technology sectors, such as 

automotive (JLR) and train (Hitachi Rail) 

manufacturing. Second, intakes are 

harmed by the relatively poor reputation 

of buses in engineering; it ranks below 

careers in medical and aerospace 

A roundtable discussion of four 

engineering directors reveals how bus 

operators, unexpectedly, are at the 

forefront of the powertrain technology 

development cycle, fi nds Will 

Dalrymple, who also chaired the event 

Challenging 
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roles. For that reason, attracting female 

apprentices is even harder. Third, even 

if apprentices make it through the three-

year term, they don’t always stay on after 

their course, robbing the company of 

skills. Pannell says that Yellow Bus has 

instituted a training bond specifi cally to 

discourage early departures. 

Ian Foster says that one of Metroline’s 

strategies to hold on to its younger 

employees has been to increase the 

duration of the apprenticeship, from 

three to fi ve years, to focus on achieving 

master technician status (to which about 

20% migrate, down the line). It has also 

created a path for technicians to enter 

managerial and supervisory roles later in 

their career (attracting about 25%).

For proving the competence of 

trained technicians, bus companies’ 

methods diff er; some, such as Yellow 

Buses and CT-Plus, use the IRTE’s irtec 

inspection technician and Workshop 

Accreditation schemes internally (for 

the former, this is contractually required 

by National Express). Metroline uses 

internal licences based around a skills 

passport scheme, though its quality 

inspectors are irtec accredited; First 

Group, with IRTE, adapted elements of 

irtec for internal use.

And the IRTE Skills Challenge 

also helps with development and 

engagement, they said. The Skills 

Challenge tests the prowess of 

technicians in real time with a series of 

inspection and maintenance tasks, plus 

an exam, within a particular discipline. 

One of the biggest barriers to 

entering it is technicians’ fear of failure 

in a competitive environment, states 

Pannell. If that can be overcome, the 

challenge helps them appreciate the 

bigger picture of bus maintenance 

today, he adds. First, the varied nature of 

the tasks exposes them to the breadth 

of the industry, from tyre suppliers to 

transmissions and electronics. For the 

apprentices that accompany them, it 

opens their eyes to what they can do, 

and what they need to learn to get there. 

What’s more, if either technician or 

apprentice win, the news of an award 

travels like wildfi re through the depot. 

Once they see that there is something 

in it for them, they all want to do it, 

Pannell says. 

TECH AND ITS EFFECTS 

The group discussed two other technology-

based challenges. The fi rst is a consequence 

of the way advanced buses are made. To 

fulfi l an order, a UK manufacturer may buy 

in one of several imported chassis platforms, 

each with a different ECU (electronic control 

unit). This raises the potential for technical 

problems arising from the body-chassis 

interface, contends Ian Warr. 

Ian Foster predicts that fewer 

manufacturers will be involved in making 

buses in the future, and some will form 

preferred partnerships, to simplify this 

complex supply chain situation. Also, the 

European Common Vehicle Architecture 

programme might help here, argues Steve 

Perks. Foster adds that Metroline is involved 

in that project, supplying vehicles for a 

TfL-run London trial of the CAN line system, 

which involves common gateways for the 

control and access to data.

Data also features in another modern 

challenge. Big data, generated for example 

from modern exhaust after-treatment 

systems, requires management. To reduce 

the need for monitoring diagnostic and 

telematics information, Metroline has 

decided to rule by exception: that is, to only 

receive an alert when there is a problem. 

As to the data that systems generate, 

technology providers don’t necessarily know 

what it means about the operational state of 

the bus, complains Warr at First Group – so 

analytical platforms require cooperation 

with the experts, bus operators.

Another technological innovation 

of concern for technicians is the use of 

advanced intelligence for fault diagnosis, 

Perks says. He argues that software that 

identifi es bus faults by mining on-board 

sensor data and analysing it would take 

away responsibility from technicians, 

leading to de-skilling. Foster disagreed, 

stating that Metroline will still need skilled 

technicians to take gearboxes and axles 

apart. Food for thought.

L-R: John Eastman, chair of IRTE professional 

sector council; Perks; Pannell; Warr; Foster; 

and Paul Gay, assessment director at Skills 

Challenge host S&B Automotive Academy 
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RIGIDS

T
he traditional 8x4 chassis 

consists of twin-steer axles 

up front and a double-

drive rear bogie, the ‘2+2’ 

layout. However, the truck’s 

32-tonne gvw poses limitations when it 

comes to manoeuvrability, points out 

John Comer, product manager at Volvo 

Trucks. He says: “One problem with 8x4s 

in this country is the minimum outer axle 

spread (OAS) requirement,” referring 

to the distance between front and rear 

axles. The 5-tonne-per-metre bridge 

formula mandates an OAS of 6.4m, for 

an eff ective wheelbase of around 5.1m.

By comparison, a truck with a three-

axle rear bogie, with rear-axle steer, 

has an eff ective wheelbase of more 

like 3.7m; that improves the truck’s 

turning circle by 25%. This confi guration, 

called ‘tridem’, as 

opposed to a 

tandem (dual) 

axle, is seeing 

applications 

beyond the 

usual tippers, in 

construction, 

agriculture and – occasionally – logistics.

Comer argues that an 8x2 in this 

confi guration should be considered 

a logical upgrade to a six-wheeler, 

with comparable turning circle and 

manoeuvrability, rather than being seen 

as a replacement for a traditional 8x4. 

“And with lifting axles,” says Comer, “in 

eff ect the 8x2 can become a 4x2 when 

it’s unloaded.”

Martin Flach, alternative fuels director 

for IVECO, urges customers of 8x4s to 

consider whether or not they really need 

that double-drive bogie. He observes: 

“A lot of operators go for double drive 

because that’s what they are familiar 

with, but they would be alright with an 

8x2. The challenge is getting customers 

not to buy an 8x4 just because they’ve 

always had an 8x4.” He is clear about the 

advantages of an 8x2 – particularly those 

with multiple lift and steering axles. “On 

an 8x4, the steering is fi ghting against 

the bogie, and tyre wear is the other 

thing: on an 8x2 you won’t get the same 

amount of tyre scrub as on an 8x4.”

According to Flach, it’s not just 

operators working exclusively on road 

who need to ask this question. He 

adds: “Hopefully we’ll see fewer 8x4s in 

construction,” reasoning that sites will try 

to avoid mud, which necessitates wheel-

washing facilities. If so, he says, “you can 

unload on hard standing with the load 

being moved on site using a big crane”.

DAF, in fact, only off ers tridem bogies 

as 8x2s, and marketing manager Phil 

Moon reckons this is not a limitation. He 

points out that the driver can lift axles 

The eight-legger is a long-established rigid truck chassis layout with which operators are comfortable. But there 

is room for change. It is being joined by rear-steer and multi-steer options offering the potential to improve 

manoeuvrability, reduce fuel consumption and increase payload. Toby Clark reports

Invasion of the tridems
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to put more weight on the 

drive axle; often, he says, 

“the traction is there”. The 

lack of tyre scrub means the 

truck “flows round corners” and 

makes the layout yard-friendly.

But, Moon warns: “The tridem 

is good for certain applications, 

but it doesn’t cover all possibilities.” 

The difficulty comes with axle 

ratings and weight distribution.

WEIGHT DISTRIBUTION

On a conventional 8x4 at 32 tonnes, 

twin 8-tonne-rated front axles and a 

rear bogie rated for 19 tonnes give a 

comfortable load tolerance of three 

tonnes and an even distribution of axle 

loadings. Observes Flach: “The 8x4 

works very well as a concept when it’s 

used with a tipper body with a front-

end lift.”

Tridem bogies may be nominally 

rated at 27, 30 or even 32 tonnes, but 

UK legislation (and road-friendliness 

concerns) limits the rating of an air-

suspended three-axle bogie to 24 

tonnes capacity. A steel-suspended 

tridem bogie rating is limited to even 

less, just 22.5 tonnes.

So to run at 32 tonnes gvw on four 

axles, a tridem with a conventional 

8-tonne front axle has absolutely no 

load tolerance. For that reason, Moon 

points out that a 9-tonne rating is really 

the practical minimum for a front axle. 

Although 10-tonne steer axles are 

available, they can cause difficulties with 

wheel and tyre choice. So, with a tridem, 

Moon says, “the load has to be in a 

certain space. Capacity is restricted, and 

it is all biased towards the rear.”

Another consequence of the tridem 

layout is a difference in handling: “If the 

centre of gravity starts to creep forward, 

you can overload the front axle,” warns 

Moon, “but if it creeps backward you 

can underload the front axle.” 

He adds that tridems can have a 

tendency to understeer, so customers 

STEER AXLE DESIGNS 

While a decade or more ago, command-

steer rear axles would have 

been hydraulically or even 

mechanically linked to the front 

steer axle, now it is usually 

simpler – and certainly better in 

terms of packaging and weight 

– to use a hydraulic actuator 

driven by a PTO-mounted hydraulic 

pump. The system is controlled 

electronically. This also has the 

great advantage of being able to add 

refinements, such as speed-dependent 

steering response.

In Sweden, Volvo, AF Consult and 

Chalmers University of Technology 

have been looking at ways to enhance 

tag-axle steering by increasing steer 

angles. Independent steering actuators 

to each wheel would allow more accurate 

Ackermann-type steering geometry at low 

speeds, reducing tyre scrub and turning 

radius, but would sacrifice the fail-safe of a 

mechanical tie-bar.

need to pick an application where the 

centre of gravity is predictable and 

stable. Bulk tippers are an example, says 

Moon, but tridems are not really suitable 

for pallets. For these reasons, one of the 

most popular applications for tridems 

is concrete mixers; Volvo has supplied 

around 180 of them to Hanson alone.

“The key thing,” says Martin Flach, “is 

that the driver needs to get used to a 

vehicle with multi-steer.” 

Also, as axles are lifted, the centre of 

rotation of the truck shifts – sometimes 

quite considerably. According to Phil 

Moon, it feels like a shorter vehicle. But 

he adds: “You do have to be aware that 

you don’t catch the outside overhang.” 

That said, 8x4 waste vehicles are often 

seen with tridem bogie consisting of a 

steering pusher axle in front of twin drive 

axles; the advantage of this set-up is that 

it reduces swing-out at the rear.

The ‘clever’ eight-legger may 

also have other applications. Moon 

suggests it potentially has uses in urban 

environments, noting that vulnerable 

road users such as cyclists are helped 

by a vehicle that does not have to swing 

right in order to turn left. However, he 

is not convinced that these applications 

include logistics: “I think you come back 

to this weight distribution issue; the 

tridem’s ability to compensate for non-

uniform loads is limited.”

But Moon does see a place for urban 

distribution using a different type of 

four-axle vehicle with rear steer: “The 

opportunity is there for steered trailers 

on artics; the articulated vehicle has a 

whole lot more scope than going from 

a three- to a four-axle rigid,” he says. 

An 8x2 with three steered axles (OAS 

6.47m) has a minimum wall-to-wall 

turning circle of around 9.9m. This is 

admittedly more than the 8.73m of an 

urban artic with a 9m single-axle trailer, 

but a metre less than even an 18-tonne 

4x2 with a 6m wheelbase and a 9m 

body. So for load-critical applications, 

there might yet be a place for four axles 

in town.  

FURTHER INFORMATION

Urban artics feature – https://is.gd/petifo

The go-anywhere truck – https://is.gd/wikuha

Low-entry revolution – https://is.gd/hegido

London Lorry Route Approver (paid) service–

 https://is.gd/finalo
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WORKSHOP EQUIPMENT

D
iesel particulates are 

now the villain of the 

piece when it comes to 

air quality, with serious 

questions being raised 

about their impact on human health. 

The smallest particles, it has been 

argued, can pass through the lungs 

and into the blood with the potential 

to cause serious harm. This has been 

recognised by the enforcement 

authorities, with a clampdown on those 

who, instead of maintaining diesel 

particulate filters properly, remove them 

from vehicles (shown as red circle in a 

Scania exhaust filter cutaway, right).

DVSA was slow to realise that many 

operators are being tempted into 

removing or bypassing parts of the 

emissions-control systems of heavy 

trucks, as well as lighter duty diesels. But 

roadside checks at a growing number 

of locations now include examinations 

for attempts to defeat emissions control 

systems on trucks from Euro IV onwards, 

including DPF checks.

At the moment, these checks are 

confined to physical searches. But 

speaking at the Freight Transport 

Association’s annual fleet engineers’ 

conference, David Wood, DVSA 

roadworthiness policy manager, said the 

organisation was planning to introduce 

equipment to measure the exhaust gas 

output of heavy-duty vehicles both at the 

roadside and at annual test.

So why are the DPFs being removed 

in the first place? The reason is primarily 

to save money on maintenance. Even on 

a light-duty vehicle, the cost of replacing 

a DPF can run into four figures. Diesels 

that work in urban conditions may not 

get their exhausts hot enough to trigger 

the passive regeneration cycle that uses 

waste heat to burn carbon particles 

away from the filter’s ceramic substrate. 

Even so, they can also trigger an active 

regeneration to clear a clogged filter, 

during which the filter temperature is 

raised to burn off combustible particles. 

To do so, the engine fires a diesel 

burner in the exhaust, upstream of the 

DPF, or injects extra pulses of fuel into 

the engine’s combustion chambers 

when the exhaust valves are open.

Even a vehicle on the most filter-

friendly of work cycles will eventually 

need a DPF cleaning; truck service 

intervals range from about 200,000-

400,000km. This is because over time 

they suffer from an accumulation of ash. 

These non-combustible deposits result 

mainly from the inevitable burning of 

small amounts of engine oil and engine 

wear metal, and can only be removed 

by a physical intervention.

The only solution is to replace 

or clean the filter. Cleaning can 

necessitate either having the vehicle 

off the road for days, or fitting an 

exchange replacement filter. The latter 

sounds like an attractive option, but it 

is recognised that the filters themselves 

will withstand only a finite number of 

cleans. You may be exchanging an 

otherwise serviceable filter for one 

which is on its last legs, unless you can 

trust the provider.

With diesel emissions under ever-

closer scrutiny, the maintenance 

of particulate filters has become 

a key issue for fleet engineers. 

Richard Simpson investigates

A particular issue
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DPF maintenance has been 

highlighted by Mark Grant, Scania’s UK 

service director, as an issue that is driving 

operators towards having servicing done 

exclusively within the manufacturer’s 

network. “Vehicle servicing is now very 

diffi  cult for third party workshops,” he 

argues. “DPF servicing in particular 

requires specialist kit.”

The DPF is also an integrated part 

of the vehicle’s electronic architecture, 

and if a DPF warning light is triggered 

then it must be extinguished, and the 

ECU reset, before the vehicle can be 

returned to service after rectifi cation. 

There are proprietary tools which 

can perform this task across a variety 

of heavy and light-duty vehicles: the 

Draper Diesel Particulate Service Tool, 

for instance, can do all of the above, 

and also force a fi lter regeneration 

which may clean a soot-clogged fi lter 

without its removal. Cost is around 

£200. But that still leaves the task of 

physically cleaning the DPF. 

DEEP CLEANING OPTIONS

American specialist company FSX, which 

has a European distributor based in 

Warsaw, Poland, off ers a four-machine 

system that will clean and check a wide 

variety of fi lters, including diffi  cult-to-

access conical-fl ange units. The fi rst 

machine, the ‘TrapBlaster’, blasts air 

through each individual fi lter cell: fi rst 

from the dirty side to break up the ash 

deposits, and then from the clean side 

to remove the fragments. Broken cells 

are revealed by puff s of ash from the 

clean side of the fi lter. This process takes 

around 22 minutes, and is complete 

when material is no longer falling out 

of the fi lter. The debris is removed by a 

‘SootSucker’ for disposal. A ‘TrapTester’ 

then mimics the exhaust fl ow of the 

engine to determine whether or not 

original performance has been restored. 

If the fl ow is still obstructed, then the 

fi lter can be carefully heated in the 

‘TrapBurner’ thermal cleaner which will 

remove deeply embedded particles.

Ceramex is a supplier of cleaning 

services to the truck and bus OEMs, and 

a sister company of aftermarket exhaust 

fi ltration pioneer Eminox. It also off ers its 

own cleaning service to fl eets in the UK 

and elsewhere. Buy an exchange DPF 

for a truck or bus from one of the main 

dealers, and the chances are it has been 

cleaned by Ceramex. It does not off er its 

equipment to third parties.

Head of sales Marcus Beament 

explains that fi lter cleaning is not a DIY 

aff air. He says: “We do hear tales of 

people blasting fi lters out with pressure 

washers. There’s a great risk that the 

ceramic fi lter element will be damaged 

by this, and, in the case of a Euro VI 

vehicle where there is a chemical wash 

on the fi lter element, this can be spoiled 

by some of the chemicals in tap water. 

And your water company will be less 

than delighted if you are washing the 

residue down the drain,” he warns.

Instead, Ceramex’s patented Xpurge 

process involves fi lling the fi lter with 

purifi ed water, which blocks the open 

cells. Pulses of air are then forced into 

the fi lter to dislodge accumulated 

material, and this fl ushes out with the 

water. Because the dislodged ash is 

suspended in the water, there is no 

danger of it becoming airborne, and 

the water and solids are separated and 

disposed of in controlled conditions, 

with the ash being sent as registered 

waste to landfi ll.

After cleaning, the fi lters then 

pass through the patented Veritex 

inspection process, where the internals 

of the fi lter are examined. “A fl ow 

pressure test alone is not suffi  cient,” 

Beament asserts. “We pressure-test 

new OEM fi lters and fi nd a 5-7% 

variance between the same parts from 

the same source. And while a higher-

than-standard reading indicates a fi lter 

is still blocked, you can get a ‘normal’ 

reading from a fi lter that is still partially 

blocked, but has broken inside.” 

FILTER TIPS

All fi lters need periodic cleaning, but 

the more care is taken, the less cleaning 

is required, says Marcus Beament from 

Ceramex. Here are the top tips:

● Use only the correct oil and fuel. DPF-

equipped engines require low-sulphur 

diesel and low or medium-SAPS engine 

oil, according to the manufacturer’s 

recommendation. Oils high in SAPS 

(sulphated ash, phosphorous and 

sulphur) can ash-up a fi lter very quickly.
● If possible, rotate vehicles between 

slow, congested, urban routes and 

faster, longer ones. This encourages 

passive regeneration of the fi lters. For 

instance, trucks on short-haul work will 

typically require routine fi lter cleans at 

200,000km, but this interval may be 

doubled on long-haul work.
● Active fi lter regenerations occurring at 

decreasing intervals may indicate that 

the fi lter is becoming blocked with ash. 

Typically, when a fi lter is 40% blocked, 

it triggers the light on the dash for an 

active regen. If the fi lter is permanently 

20% fi lled with ash, then the interval 

between active regens will be halved.
● Active regens are bad for fuel economy. 

An engine may burn seven times as 

much fuel during regen as it does in 

normal use.
● Never interrupt an active regen. Excess 

unburned fuel may drain into the sump, 

where it will cause further problems. If 

a fi lter change has been required, then 

it is wise to change the engine oil as a 

precaution.
● Major engine problems such as EGR 

issues, turbo failures and blown head 

gaskets are likely to contaminate the 

DPF. In these instances, the DPF should 

be cleaned and checked as a precaution 

as part of the repair. However, in some 

cases it may be too late to recover the 

poisoning effect that has occurred to the 

chemical washcoat on the fi lter itself.
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GARAGE ROUND-UP

The city of Seattle, Washington, USA 

has installed an automated infrared 

roadside screening system (AIRS), at 

the heart of which is a Flir A-Series 

thermal imaging camera. 

The Flir camera is enclosed in a 

protective housing and mounted in 

a recessed box in the slip road to a 

weigh station. As commercial vehicles 

pass over it, the camera captures 

detailed thermal images of the 

undercarriage of the trucks providing 

visible evidence of malfunctioning 

brakes, overheated bearings (hubs) 

and tyre risks.

The camera’s wide-angle lens gives 

a clear view of the entire underside 

of the vehicle. Thermal images and 

radiometric data are taken continually 

as the vehicle travels at normal speed 

across the camera’s fi eld of view. At 

the same time, a digital camera is 

triggered to obtain a corresponding 

colour image of the truck. 

The AIRS system then analyses the 

data against predefi ned parameters, 

and creates a record of the vehicle, 

including all relevant temperature 

measurements and the image of the 

vehicle. Defective brakes are typically 

colder than those working well, so 

they stand out in Flir images (above).

“The human eye can’t distinguish 

between a hot or cold brake,” said 

Victor Bagnall, project manager at 

the Washington State Department 

of Transport. “AIRS allows the user to 

inspect both sides of every truck that 

enters the weigh station and still go 

about their normal work. The only 

time they need to be bothered is when 

AIRS alerts them to a problem.”

In comparison to other methods, 

which require checking each wheel 

individually by hand, AIRS is a fully-

automated system requiring minimal 

human interaction. When a problem is 

detected based on predefi ned criteria, 

the system will alert the user. Because 

it can scan multiple vehicles in quick 

succession, users can display and 

review multiple scans at any one time.

The device was developed in 

cooperation with Washington State 

Patrol on National Instruments’ 

machine vision software LabView.

Air hoists suit all loads

JD Neuhaus’s Profi  TI series of 

air hoists, which includes TI 3 to 

TI 25 models, providing 3 to 25 

tonne lift/load capacity, are said 

to be ideal for general use. 

4-ram lift for LCVs

Danish vehicle lift supplier 

Autopstenhoj has launched a 

new product, the 4-ram lift 4.65 

F 480/550. This electrohydraulic 

lift was developed especially 

for wheel alignment and 

calibration. Maximum capacity is 

6.5t. Gemco is UK sales agent.

Cordless lights

Two Philips rechargeable lamps 

illuminate every detail with 

pinpoint precision. The RCH19 

features a 180° rotating light; 

the RCH21 rechargeable lamp 

with docking station features a 

fl ippable light module. ECP is an 

authorised distributor.

Hitting the brakes

The Sherpa brake tester range, 

available from Gemco, consists 

of three models, Sherpa BPS 

Mobile, Sherpa BPS Twin (also 

approved for tachographs) and 

Kompakt 15 inground testers. 

All are approved by the DVSA for 

ATF testing. 

Sample, please

Petro-Canada lubricants 

highlights the importance of 

oil analysis. A well-structured 

oil analysis programme, it 

says, can provide information 

about machine wear, lubricant 

condition and contamination for 

fl eet optimisation purposes.

Þ
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BMW Specialist Cars test drives Gratnells trolleys

Automatic 

brake 
check

Headlight adjustment testing rig

The Lightmaster MC17 from Autopstenhoj, available from Gemco, 
complies with all the new requirements to testers and is suitable 
for all new light systems. It is even suitable for use in non-calibrated 
areas, as it can compensate for up to 3° fl oor unevenness.

BMW Specialist Cars, based in Tring, 

took delivery of a single-width and 

double-width trolley from Gratnells, 

putting them through their paces in 

the workshop on a six-week trial.

In its busy workshop, the challenge 

was to provide a way for technicians to 

store and transport the tools and parts 

required for specifi c jobs.

Gratnells suggested its 1025 single- 

and 2025 double-width trolleys, along 

with a range of F-type trays in various 

colours. A variety of tray depths and 

colours were chosen to help sort and 

store items. 

Technicians said the former was a 

great portable miniature workstation, 

while the 2025 often acted as a 

central resource point.

BMW technician Jack 

Roethenbaugh commented: “The 

trolleys are extremely versatile and 

excellent for temporary storage. They 

could be customised with different 

trays, making them suitable for 

almost every job.”

BMW Specialist Cars test drives Gratnells trolleys

great portable miniature workstation, 
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Palletways has signed a 

breakthrough order with 

Mercedes-Benz for 67 new 

vehicles, a mix of the Actros, Antos 

and Atego models.

Supplied by dealer S&B 

Commercials, most of the new 

additions are in service.

The order comprises 28 

tractors and 39 rigids. All the 

tractors and 27 of the rigids have 

been specifi ed with the Mercedes-

Benz Safety Pack, which includes 

Proximity Control Technology and 

Active Brake Assist 4 – described 

as “hugely impressive” by the 

operator (see also pp17-18).

All of the rigids have 

ClassicSpace cabs and curtainside 

bodywork by Lawrence David, 

with 18-tonners forming the 

majority. Palletways has also 

specifi ed fuel-saving Predictive 

Powertrain Control systems.

 Palletways’ director of owned 

operations Zac Brown explained:  

“By specifying the latest fuel-

saving technology we are 

demonstrating our commitment 

not only to operational effi ciency, 

but also to the environment.”

Palletways stacks 
up benefi ts 
with 67-vehicle 
Mercedes orderCumbria-based Brampton Skips is 

rolling out the ContiPressureCheck tyre 

pressure monitoring system across its 

20-strong fl eet, after a successful trial 

on one truck.

Fleet manager Neil McPhillips 

(pictured) was introduced to the 

system by local dealer Cumbria Tyre 

Specialists. He met with the dealer and 

Continental Tyre representatives before 

deciding to test the system on one 

vehicle: “It went extremely well and we 

recovered the entire cost of the system 

within the fi rst two weeks,” he says.

He adds: “We spotted tyres 

that had very low-grade pressure 

losses and so were able to remove 

and repair them before they got 

any worse. Before the arrival of 

ContiPressureCheck, these would 

have simply deteriorated further and 

may have resulted in blowouts and 

complete loss of the tyres.”

The system is now being rolled 

out across the fl eet, with the 

operator reporting that it has already 

saved 15 tyres.

Brampton Skips buys the sensors 

for each tyre from the dealer, together 

with the accompanying electronics for 

the drivers’ in-cab monitor. It then fi ts 

the equipment in its own workshops. 

Continental Tyres and the dealer 

carried out training on site to help 

the operator reach the required 

level of competence.

The sensors have a lifespan of 

around six years: they can be removed 

and refi tted into new tyres whenever 

required, while the in-cab monitor for 

drivers can be used for much longer. 

McPhillips concludes: “It’s not a 

very hard sum to do, especially in the 

tough environments our skips often 

fi nd themselves operating in.”

Brampton Skips rolls out 
ContiPressureCheck

Continental Tyres and the dealer 

Brampton Skips rolls out 

Fruit and vegetable supplier Reynolds 

has signed a deal with Fraikin to take 

11 new 44-tonne Mercedes Benz 

Actros tractors on a fi ve-year, full-

service contract hire.

It is the fi rst time Reynolds has 

worked with Fraikin, which was up 

against four other providers in a 

competitive tender.

Reynolds chose Fraikin for its 

ability to tailor the deal – including 

making a 12th Mercedes-Benz vehicle 

available for rental, for which Fraikin 

would only charge Reynolds when 

the vehicle is used. Fraikin is also 

providing driver training and will carry 

out fl eet maintenance at its Enfi eld 

branch, located near Reynolds’ main 

site in Waltham Cross.

Steve White, head of fl eet support 

at Reynolds, says: “Fraikin tailored a 

deal their competitors simply couldn’t 

match. The fl exibility of the additional 

truck will make a huge difference to 

our operation, as will the benefi t of the 

improved driver training – and having 

a Fraikin branch on our doorstep 

means any vehicle collected for 

servicing will be back in no time at all.”

Reynolds operates a fl eet of 

235 vehicles, ranging from vans to 

44-tonne trucks. The new tractors are 

replacements for older vehicles, and 

during the course of their work are 

expected to cover 160,000km a year.

The trucks also feature a side-

camera detection system that alerts 

the driver to the presence of cyclists or 

pedestrians in their blind spots.

Reynolds will also benefi t from 

FraikinView, Fraikin’s web portal, 

allowing the operator to monitor all 

maintenance work in progress.

Reynolds sold on Fraikin’s ‘unmatched’ fl exibility
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Renault tridem for concrete delivery

Ready-mixed concrete supplier Hardcrete has taken delivery 
of its fi rst Renault truck, a 32-tonne Range C430 8x4 Tridem 
with rear steer, citing dealer support and vehicle 
manoeuvrability as key factors in its decision.

Aggregate Industries has 

invested in a two-tank refuelling 

facility at its Bardon Hill, 

Leicestershire headquarters. 

It has also ordered a new fuel 

management system.

Supermarket Asda is 

expanding its fl eet with 60 

more double-deck curtainsiders 

and 10 double-deck box vans, 

from Cartwright, in a bespoke 

design to meet the ENXL 

standard.

Spedian’s removeable, reusable 

van graphics are heating up the 

communication campaign for 

leading liquefi ed petroleum gas 

(LPG) supplier Flogas Britain.  

Coach operator City Circle 

(UK) has placed an order for 20 

Scania Irizar i6S – the largest 

order for Scania to date – with 

the vehicles entering service 

during 2018. 

East Riding of Yorkshire Council 

had “no hesitation” specifying a 

Stertil Koni SKY 250 Skylift, with 

25-tonne lifting capacity, for a 

new washbay lift in Beverley. 

Riverside Truck Rental has 

taken delivery of 16 Isuzu 

Forward N75.190 rigids, fi tted 

with Geesink RCV compaction 

bodies and trailer lifts. 

Retail franchise owner 

Henderson Group has 

upgraded its refrigerated trailer 

fl eet in Northern Ireland with 

the SLXi 300 Whisper units from 

Thermo King.

Þ

Logistics business Howard Tenens has 

taken delivery of three double-deck 

longer semi-trailers (LSTs) from Tiger 

Trailers for its contract with tools and 

accessories supplier Toolstation. 

Tiger developed the 15.6m 

stepframe double-deck box van trailers 

with Howard Tenens and Toolstation to 

meet specifi c requirements.

The design includes a three-quarter 

length hydraulic moving deck rated 

to seven tonnes, with a fi xed deck 

over the stepframe to house plastic 

piping and other abnormal loads, 

providing a dedicated area for products 

that previously would have taken up 

valuable cage space.

The LSTs can accommodate up to 

87 cages – 38 on both decks, with an 

additional 11 on the neck of the trailer. 

Each trailer also includes an on-board 

weighing device, a self-tracking rear 

axle and an aerodynamic sloping front 

roof. The order came after a successful 

trial of a standard double-deck trailer for 

Toolstation’s fl eet. 

Richard Philpotts, national fl eet 

and compliance manager at Howard 

Tenens, said that delivery followed a 

detailed design consultation. He added: 

“We knew the specifi cation had to be 

perfect to get the full benefi t of the 

15.6m length. These new trailers are 

Driver recruitment and 

training firm Kinetic is 

reporting a “phenomenal” 

response from a special livery 

promoting its services.

Designed and fi tted by 

vehicle graphics business RGVA, 

the refl ective vinyl means the 

promotion can be seen day and 

night, and is believed to be the fi rst 

time the 3M 780mC-10R material has 

been used on this scale in the UK.

Kinetic is the recruitment arm 

of the SH Pratt Group; the 13.6m 

Chereau trailer belongs to its sister 

business Kinship Logistics and is 

operated nationwide on a 24-hour, 

double-shift pattern. 

“As soon as RGVA showed us the 

material and explained that the entire 

trailer could be made refl ective, we 

were sold,” says David B’bade, head 

of operations at Kinetic.

“The trailer provides us with the 

perfect canvas which we’ve really 

exploited. It looks great by day, but at 

night it really makes a statement.”

The 3M 780mC-10R 

refl ective vinyl was fi rst 

introduced to the UK market 

in 2017 and is engineered 

to maintain its refl ective 

qualities across a wider 

range of viewing angles 

compared to standard 

refl ective materials. It has 

already been applied to 

cars, vans and tractor units, but RGVA 

believes the Kinetic wrap to be the 

largest application of its kind to date.

B’bade says: “The RGVA 

team really understood what we 

wanted and knew exactly how to 

maximise the power of the refl ective 

technology.”

proving really versatile – combining the 

ability to carry a diverse payload, with an 

increased number of cages.”

Howard Tenens operates a mixed 

40-strong commercial vehicle fl eet for 

its Toolstation contract, including 25 

standard trailers and three LSTs. The 

new additions are expected to stay in 

operation for seven years and will be 

on the road fi ve days a week, averaging 

180,000km a year.

It’s a wrap: new refl ective vinyl used on trailer

Tiger delivers for Howard Tenens 
with three double-deck LSTs

night, and is believed to be the fi rst “As soon as RGVA showed us the 

refl ective vinyl was fi rst 

introduced to the UK market 

in 2017 and is engineered 

to maintain its refl ective 

qualities across a wider 

range of viewing angles 

compared to standard 

refl ective materials. It has 

already been applied to 

It’s a wrap: new refl ective vinyl used on trailer



HEAD OF FLEET
SERVICES

Department of Infrastructure

Isle of Man Government

The Isle of Man Government’s Department of Infrastructure performs
a diverse range of services for the Manx community, from preparing
our highways for the TT to coastguard search and rescue. Our Fleet
Shared Services section manages the Government’s fleet of around 2000
vehicle and plant assets.

We are looking for an experienced senior fleet manager to head our
Fleet Shared Services team.  Managing a significant budget and 45 full
time equivalent staff, and with opportunities to have a positive impact on
Government policy, this role offers a solid grounding for future
advancement to the highest levels of senior management.  You will find
our salary offer to be attractive and you will also have an option to join
our Pension scheme.

If you possess the following qualities, we would like to hear from you:

•You are a qualified transport professional or transport engineer with a
depth of experience across all areas of fleet management, including
procurement, maintenance, deployment and disposal of vehicles.

•You are a strong negotiator, confident in your dealings at all levels.You
have a clear understanding of your targets and a commitment to
excellent service delivery in the face of budgetary constraints and
changes in legislation.

•You inspire and motivate your team, leading by example to foster a
strong collective work ethic and a commitment to continuous
professional development.

Closing date for applications is Monday 2 April 2018.

The Isle of Man is a special place to live and work which can offer you
excellent air and sea links to the UK, high rates of personal allowances
and a fantastic quality of family life. To find out more, please visit
www.locate.im

To find out more and to apply online, please visit www.gov.im/jobs and
search for “6654”. If you have further questions about the role, please
contact Ian Longworth, Director of Transport Services on 01624 697419.
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COMPLIANCE ENGINEER - NATIONWIDE

Competitive salary + company vehicle + pension + benefits

Lloyd Morgan Group are the one of the country’s leading PCV/ HGV compliance monitoring and training companies,
which is enforced by our corporate partnership to the Confederation of Passenger Transport (CPT). 

Due to our growth, we are looking for a highly-motivated specialist to join our expanding team of compliance
engineers. You must be willing to travel and spend nights away from home.

The Role

You will be home based, working throughout the UK. 

Although the appointments are pre-planned the role is predominantly self-managing your time, keeping appointments
and meeting deadlines.

You will be:

You must hold relevant PCV/HGV qualifications for engineering, a current UK driving licence, be able to maintain a
professional image and have attention to detail.

If you feel you have the necessary skills, acumen and
qualification to meet this exciting challenge and wish to
join a friendly team of professionals then please email your
CV through to us at info@lloydmorgangroup.co.uk or if you
have any questions call: 01543 897475

•    A motivated engineer with an eye for detail, have
excellent written and verbal communication skills and
have a thorough knowledge of not only vehicle
inspection but also engineering maintenance systems
and best practice

•    Be able to communicate with all levels of management
and workforce professionally & confidently

•    Able to audit engineering systems and ideally hold an
auditing qualification although we can obtain the
qualification for the right candidate

•    A proficient trainer capable of training Workshop staff
and at Management levels with Courses such as,

Vehicle Inspection, Engineering Management
Awareness, Operator Licence etc.

•    Would ideally hold a Transport Managers CPC

•    Computer literate, have a working knowledge of Word,
Outlook, emails and Excel and be a forward thinker

•    Professional in every aspect of your interaction with our
customers and partners

•    Will ideally hold an IRTEC Inspection Technician card &
assessment qualification





TECHNOLOGY UPDATE

TomTom Telematics has launched a 

new product line-up to enable faster, 

more effi cient, fl eet management. 

Its Webfl eet software-as-a-service 

solution has been completely 

rebuilt and includes new features 

and a fresh, more intuitive user 

experience that is said to include 

advanced customisation capabilities. 

The revamped software is enhanced 

when coupled with the new range of 

TomTom PRO driver terminals.  

Teletrac Navman has launched a 

new seatbelt monitoring product to 

its Director for Transport platform 

that provides a complete overview 

of driver seatbelt usage across their 

entire fl eet, with real-time alerts 

and scheduled reporting, to identify 

drivers who aren’t wearing seatbelts, 

as well as recording those who 

routinely fail to wear them.

Pie is launching a London Lorry Route 

Approver (LLRA) app. It boasts all the 

features of the current cloud-based 

LLRA, such as generating HGV-

compliant routes (tailored to the 

vehicle size, avoiding various width, 

weight and height restrictions) as 

well as securing instant, automatic 

approval from local councils. 

The app draws on Mapbox and 

OpenStreetMap technology to deliver 

real-time, compliant routes with live 

traffi c conditions and turn-by-turn 

instructions, as well as send alerts 

when the driver goes off a London 

Lorry Control Scheme-compliant route. 

Logistics data unifi er and aggregator 

GateHouse Logistics has released 

an updated version of its ghSecure 

module to help shippers to better 

combat high-value road theft. 

With ghSecure, lanes and multiple 

associated secure routes can be 

defi ned. Each truck is then monitored 

using geofences around the 

designated routes to create secure 

corridors and parking locations. If a 

vehicle leaves a designated corridor or 

makes an unscheduled stop at a non-

secure parking location, shippers are 

immediately notifi ed. 

Intelligent Telematics has 

rebranded its single- and dual-

camera products under the SureCam 

brand, as well as unveiling a restyled 

corporate identity, including a refresh 

of its website, https://is.gd/nuxegu. 

The changes coincide with a move 

in headquarters to Reading that also 

includes a workforce expansion.

Cloud-based video telematics 

provider VisionTrack is providing 

a white-label solution for new-to-

market commercial fl eet insurer 

Camatics. As part of the deal, its 

policyholders will have their own 

dedicated online portal and real-time 

app, instant FNOL (fi rst notifi cation 

of loss) alerts to speed up incident 

reporting, and instant access to 

incident CCTV footage. 

In what may be a preview of 

things to come, Mann + Hummel 

presented a digital fi lter product 

for off-highway vehicles called 

Senzit at the 2017 Agritechnica fair 

in Hanover. Senzit measures data 

such as the status of the air fi lters 

of agricultural and construction 

machines in real time and transmits 

the results to the user’s mobile 

device. The smart device creates 

added value for users by displaying 

the load status of the air fi lter as 

well as its remaining service life 

and machine hours completed. It is 

said to be convenient, to save time, 

to reduce maintenance cost and to 

protect the engine. 

From summer 2018, it will be 

available to order for vehicles used 

in agriculture and construction as 

well as the mining industry.

Senzit is installed directly at the 

service port of the air fi lter housing 

and is said to be suitable for almost 

all vehicles and all air fi lter brands.

Chevin Fleet Solutions has 

unveiled its new data collection 

app, FleetWave Forms, which 

boasts an advanced level of 

code-free customisation for more 

than just fl eet. This fl exible tool 

allows users to custom-build 

data collection forms. 

Petro-Canada Lubricants 

has added Traxon Synthetic 

MTF 75W-80 commercial 

vehicle transmission fl uid to its 

range. Formulated to provide 

extended drain capability (up 

to 400,000km or 250,000 

miles), it is said to deliver all-

weather protection, and reduce 

maintenance costs. It has been 

approved by Volvo for use in its 

I-Shift transmission.

Walter Carefoot & Sons is 

specifying Harsh tractor kits 

as standard for all new trucks 

joining its bulk tipper fl eet. 

The decision is part of a fl eet 

upgrade: the Lancashire-based 

operator has just taken delivery 

of a New Generation Scania 

R450, with six more due for 

delivery in the spring. The kit 

features a high-pressure bent 

axis piston pump suitable for a 

variety of PTOs and gearboxes.

LPG and LNG supplier Flogas 

Britain has become the fi rst 

UK gas supplier to install Vision 

Techniques BrakeSafe on its 

vehicles, preventing any risk of 

a vehicle roll-away on its tanker 

fl eet. BrakeSafe automatically 

applies the handbrake if a driver 

forgets to do that when leaving 

the vehicle. 
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Digital air sensor links to app

Senzit is installed directly at the 

Upgrades and add-ons
News comes in this month from six telematics 
providers, each of whom have something new 
and improved to offer the market 



REGULATORY

Brake performance testing

The traffic commissioners 

and the DVSA have recently 

issued separate warnings 

to operators of the need 

to improve their approach 

to brake performance 

testing. The latest edition 

of the DVSA’s ‘Guide to 

Maintaining Roadworthiness’ 

makes it clear that a metered 

assessment of vehicle and 

trailer brake performance 

must take place at every 

safety inspection. 

That guide strongly 

advises that a calibrated 

roller brake tester is used 

at every inspection to 

measure individual brake 

performance and overall 

braking efficiencies. However, 

it also allows an approved and 

calibrated decelerometer to 

test vehicles without trailers 

to measure overall brake 

efficiencies. Recommended 

best practice is to test 

vehicles and trailers in a laden 

condition to get meaningful 

results. If a brake test cannot 

be carried out during a safety 

inspection, the vehicle’s 

braking performance must be 

assessed using a road test. 

This needs to be carried out 

under controlled and safe 

conditions, and the safety 

inspection record should state 

that a road test was used. 

Road tests will generally be 

inadequate for assessing 

brake performance for all 

planned safety inspections.

No more exemptions 

Certain heavy vehicles based 

on an HGV chassis will no 

longer be exempt from 

plating and testing, including: 

mobile cranes, breakdown 

vehicles, engineering plant, 

asphalt trailers, tower wagons, 

road construction vehicles 

(but not road rollers), electric 

trucks under three years old, 

volumetric concrete mixers, 

fast tractors and all types of 

trailers. These vehicles will 

need either a valid Goods 

Vehicle Testing Certificate 

from 20 May 2018, or such 

a certificate at the time of 

the unit’s vehicle excise duty 

(VED) renewal date after 19 

May 2018.

Carillion’s demise

The repercussions of the 

failure of Carillion are likely 

to be far-reaching. First, 

operator’s licence holders 

are required to meet 

certain financial standing 

requirements (£7,950 for 

the first vehicle and £4,400 

for additional vehicles for 

a standard national and 

international licence). Poor 

or reduced cash flow could 

create difficulties in meeting 

those requirements. Holders 

who can no longer do so are 

required to notify the Office 

of the Traffic Commissioner 

within 28 days. Solicitors such 

as Backhouse Jones might be 

able to negotiate a period of 

grace with the Office of the 

Traffic Commissioner. 

Second, previously reliable 

payers may now not be able 

to pay on time, or at all. 

Unsecured creditors may well 

be at the back of the queue. 

Third, if the situation 

worsens, holders might 

consider an insolvency 

arrangement for their own 

businesses. They should be 

aware that operator’s licences 

cannot be transferred as part 

of an asset sale. Insolvency 

law is a very specialist area. 

GDPR 

This new regulation will be 

compulsory from May 2018. 

The general idea is to provide 

a single legal framework 

to streamline and simplify 

the jumbled legislation 

that currently covers data 

protection. Those found not 

to be compliant face fines up 

to €20 million or 4% of annual 

global turnover. Information 

Commissioner guidance: 

https://is.gd/hoxelu.

Life sentences 

The maximum sentences for 

the offences of causing death 

by dangerous driving and 

causing death by careless 

driving while under the 

influence of drink or drugs 

are due to be increased to 

life imprisonment, following 

a government consultation. A 

new offence of causing serious 

injury through careless driving 

will also be introduced.

Fitness to drive 

On 1 January 2018, the 

DVLA released an updated 

‘Assessing Fitness to 

Drive: a Guide for Medical 

Professionals’. Changes 

have been made in advice 

on: insulin-treated diabetes, 

neurological disorders, 

cardiovascular disorders, 

diabetes mellitus and visual 

disorders. More information 

is available for medical 

professionals – https://is.gd/

pesaso – and non-specialists 

– https://is.gd/ovegip. 

EMPLOYMENT LAW

Rest stops 

Drivers must be given 

access to toilets during their 

working day, the Health 

and Safety Executive (HSE) 

has confirmed, following 

campaigning from the RHA 

and Truckers Toilets UK 

and re-examination of the 

Workplace (Health, Safety 

and Welfare) Regulations 

1992, in particular Regs 

20 and 21. HSE guidance 

will now state that drivers 

must have access to welfare 

facilities in the premises they 

visit for work.
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