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Welcome
Just before Christmas, 
Traffic Commissioners 
released their annual 
report on the state of the 
UK truck, bus and coach 
sector.

It marked the swansong of senior 
commissioner Beverley Bell who 
retired after 17 years in the role, with 
the responsibility since passing to 
Richard Turfitt. There is a lot of 
respect for the work Bell has done 
over the years, particularly from the 
professional fleet operators.

Bell, with typical no-nonsense 
frankness, used the report’s foreword 
to fire several broadsides at the DfT 
for its failure to appreciate and act 
upon the challenges facing the TCs. 

She criticised the lack of progress 
following 2015’s Triennial Review. The 
licencing law remains, Bell said, 
“archaic, outdated and no longer fit for 
purpose”.

The biggest challenge facing 
commissioners is a lack of resource 
caused by under-funding. TCs are 
forced to focus their attention on the 
operators and drivers who pose the 
greatest risk to safety and fair 
competition, but there are “inadequate 
resources” to target them quickly or 
effectively, Bell said.

She called for the DfT to undertake 
a full review of the O-Licence fees 
which she described as “low when 
compared to many other regulators”.

The outcome of a review could 
result in fleets paying more for their 
operating licencing. The upside to this 
is the TCs having greater resource to 
increase their targeting of 
unscrupulous rivals, levelling the 
playing field for competition.

Aligned with Earned Recognition, 
now undergoing pilot, which makes it 
less likely for compliant fleets to be 
stopped at the roadside, this additional 
resource could result in a blitz of bad 
operators.
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By Gareth Roberts

orries could be charged under a new pay-per-mile 
regime to cover the cost of damage to the road 
network. The Government has launched a consul-
tation on reforming the current heavy goods vehicle 
(HGV) levy, which is used to pay for wear and tear 
on the roads.  

It says it wants to work with industry to reform 
the levy “in a way that rewards hauliers that plan their routes 
efficiently, incentivises efficient use of roads, and improves 
environmental performance, including air quality and carbon 
emissions”.

However, it stressed its intention “is not to raise more 
money from hauliers”. 

It said: “We are interested in views on how international 
models could work in a UK context. For example whether a 
charge based on the amount of distance travelled by HGVs 
and by the emissions class of vehicle could help to meet 
these objectives, or a differentiated time-based charge.” 

Speaking on BBC Radio 4’s Today programme, the trans-

 News insight: Road maintenance funding

L
port secretary Chris Grayling said it was about creating a 
“level playing field” for British and international hauliers.

He said: “Our hauliers often complain that a continental 
trucker comes in with a tank full of lower duty diesel, spends 
several days working in the country, goes away again and 
pays nothing towards the use of the roads.

“We already have a system in place that provides some 
limited contribution, but we’re now consulting the industry.”

A new pay-per-mile charging regime for HGVs raises the 
prospect that it could be used as a test-bed for all other 
vehicles, including vans, especially when fuel duty receipts 
are coming under increasing pressure.

While fuel duty receipts have been broadly flat in cash 
terms over the past six years – the Treasury collected  
£27.5 billion last year – they have fallen as a share of gross 
domestic product (GDP). This reflects the effective tax rate 
falling in real terms as well as weak growth in the amount 
of fuel bought.

The main rate of fuel duty was cut by 1p in the 2011 Budget 
to 57.95p per litre (ppl) and has been frozen at this rate since. 

5,000
miles of A-roads may attract 

funding as part of consultation

Pay-per-mile scheme for HGVs 
could be way forward for fairer 
‘wear and tear’ road levy 
Government insists any new regime is not intended to raise more from hauliers



Highways England outlines 
‘intelligent’ network
Cars of the future could be programmed to spot potholes on motorways and automatically 
transmit the information to Highways England to schedule repairs, a new report suggests.

In its vision of the future published last month, Highways England said an intelligent network 
coupled with connected vehicles would improve how efficiently roads are maintained and at the 
same time improve safety.

It has also outlined plans to use drones could to fly overhead and report back on incidents, 
improving response times.

The Strategic Road Network Initial Report says technology will play an increasingly major role 
in keeping people moving and the country connected.

It also stresses the importance of keeping existing roads properly maintained, and that it does 
so in a way which minimises disruption to road users and local communities. The report will be 
used to inform the Government’s next road investment strategy which begins in 2020.
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In real terms, the headline rate has fallen by around 8% 
over the past six years, lowering revenues as a share of GDP. 
Growth in fuel consumption has also been weaker than 
growth in the rest of the economy, largely reflecting rising 
fuel efficiency of the vehicle stock, including the adoption of 
hybrid and electric vehicles. 

However, Grayling denied that the plan was the beginning 
of a wider charging system that would eventually apply to 
vans and cars.

Existing HGV levy
The current levy applies to HGVs of 12 tonnes or more and 
varies according to the vehicle’s weight, axle configuration 
and levy duration. When it was introduced in 2014, Vehicle 
Excise Duty (VED) was cut, which meant most UK-based 
hauliers did not pay more overall.

According to the consultation document, in its first year of 
operation the levy raised £192.5 million, with £46.5m from 
foreign-registered vehicles and £146m from UK-registered 
ones.

Richard Burnett, chief executive of the Road Haulage Asso-
ciation (RHA), said: “Although it’s good news that more 
money is being spent on roads, it’s not right to target only 
lorries with a new tax.

“This has to be revenue neutral for lorry firms. If we fail to 
do this, it will make us less competitive than our European 
counterparts.”

The mayor of London Sadiq Khan outlined proposals for a 
pay-per-mile charging regime in his transport strategy, 
which was published last year (commercialfleet.org, August 
3, 2017).

The road-user charging scheme based on miles driven 
would be introduced in London to improve air quality and to 
cut congestion.

Some journeys would cost more – at busier times of day, 
in more congested areas or in more polluting vehicles – 
while others would cost less, such as shorter journeys in 
low-emission vehicles in quieter areas outside peak hours.

The new regime would replace pre-existing schemes such 
as the Congestion Charge, Toxicity Charge and the Ultra-Low 
Emission Zone (ULEZ), with a single, unified system which 
takes into account both congestion and emissions objectives.

Given the development of tracking and telematics tech-
nology, the transport strategy argues that it is now worth 
considering whether road use should be paid for in a way 
that “better accounts for the impact and context of individual 
journeys”.

A-road funding
The prospect of a pay-per-mile charging regime came as 
the Government launched a separate consultation on which 
A-roads in England should be included in a new Major Road 
Network (MRN).

The MRN consultation proposes that 5,000 miles of 
A-roads are brought into scope for new funding from the 
National Roads Fund for upgrades and improvements, with 
key A-roads benefitting from up to £100m each in funding.

From 2020, the intention is that the National Roads Fund 

will be financed by VED, which raised about £6bn in 2016/17.
Upgrade schemes which could be considered include: 

bypasses, missing links between existing routes, road 
widening and major junction improvements.

Grayling said: “For decades, these major local roads have 
been underfunded and not properly maintained. We are 
spending record amounts on improving our roads and we 
want more of our busiest roads to benefit from guaranteed 
investment.”

Growing cost of congestion
It is hoped the additional funding for A-roads will help tackle 
the growing problem of congestion.

The cost of congestion to UK business has risen by almost 
£150m in the past year, according to research conducted by 
TomTom.

Latest figures revealed as part of the TomTom Traffic Index 
show congestion is costing UK businesses approximately 
£915m a year in lost productivity, up from £767m in the 
previous year’s study.

Traffic across the UK’s 25 most congested cities and towns 
increases the time each vehicle spends on the road by an 
average of 129 hours a year (up from 127), which means an 
average commercial vehicle driver wastes more than 16 
working days sat in traffic. This translates to an approximate 
loss of £915m for businesses across the country.

Burnett welcomed the prospect of additional investment 
to help ease the problem. “While major roads have often 
benefitted from investment, A-roads and local roads have 
been under-invested in for many years,” he said.

“This announcement is a positive step. The devil is in the 
detail and the RHA stands ready to assist Government in 
ensuring that funding is granted to the improvements that 
are most needed.”

Christopher Snelling, head of UK policy at the Freight 
Transport Association (FTA), also welcomed the prospect of 
additional investment. 

However, the FTA is calling for a guarantee that every 
scheme funded under the new MRN programme will 
support the needs of freight logistics.  

Snelling said: “Any investment in our road network is good 
news, especially given the lack of funding available over 
recent years for councils to improve just these kinds of 
roads.  But the Government must ensure that any projects 
funded by this scheme are designed for freight as well as 
car users.

“Above all, FTA believes any roads classed as part of the 
MRN must focus on making motor traffic more efficient and 
be open to all types of motor vehicle without restriction. 
There should be no HGV restrictions on anything that wants 
to claim to be a major road.”

“RHA stands ready to assist in 
ensuring funding is granted to the 
improvements that are most needed”
Richard Burnett, RHA
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By John Lewis

leets requiring more carrying capacity than a 
3.5-tonner can deliver need not feel obliged to go 
straight to 7.5 tonnes. A growing number of manu-
facturers are offering halfway-house vans and 
chassis cabs that are cheaper to buy and operate 
and, in some cases, provide a more generous 
payload.

Citroën’s Relay and Peugeot’s Boxer are both available at 
four tonnes gross, Ford’s Transit goes up to 4.7 tonnes and 
you can order a five-tonne Mercedes-Benz Sprinter van.

Renault Trucks is the latest to join the party with an unusual 
front-wheel drive 2.3-litre 165PS diesel Master converted 
into a tri-axle six-tonne chassis cab by Dutch engineers 
Nefra Vehicle Technology. It is due on sale shortly.

“It’s aimed at logistics companies looking for something 
that’s more cost-effective than a 7.5-tonner,” said Renault 
Trucks light commercial vehicle manager Grahame Neagus. 

“So far as fuel economy is concerned it will return 24mpg 
compared with the average 16-to-17mpg you get at 7.5 
tonnes.”

A low rear loading height means there is no need to fit a 
tail-lift and incur both cost and payload penalties, according 
to Neagus. Climbing in and out of a low-slung cab all day for 
local delivery work is a lot less arduous than clambering in 
and out of a 7.5-tonner.

The UK model will be fitted with a 30cu m body built by PD 
Stevens of Market Drayton, Shropshire, and mounted on a 
Nefra chassis. Approximate payload capacity is 2.8-to-three 
tonnes.

Neagus dismisses concerns that a front-wheel-drive six-
tonner may not be as capable of standing up to arduous work 
day after day as a rear-wheel-drive vehicle. 

“There are more than 1,000 of these models in service in 
the Benelux countries and they’re doing fine,” he said.

Launching the Nefra Master is in line with Neagus’s plan 
to enter niche markets that car and van importer Renault 
UK may feel unable to tackle and to leverage the benefits of 
the extended workshop opening hours offered by the truck 
manufacturer’s dealers – something which car dealers that 
also sell vans cannot usually match.

“Something else we’re doing this year in quarter one is 
launching a 4x4 Master converted by Oberaigner and avail-
able at 3.5 and 4.5 tonnes,” he says. An electric Master ZE 
is in the pipeline, too, and should arrive in the third quarter.

Despite the fact that it markets Eurocargo at 7.5 tonnes, 
Iveco is promoting a lighter alternative in the shape of the 
Daily 7.2-tonne chassis cab. Although its gross weight is 
lower, it can offer a 250kg-to-300kg payload advantage rising 
to 500kg in some cases over traditionally-engineered Euro-
pean 7.5-tonners.

“You should get a 25% fuel saving as well and the front-end 
price is around £5,000 lower on average,” says Iveco light 
business line director, Emmet Wrafter.

The 5.1m-wheelbase 7.2-tonne Daily chassis cab which 
went on sale last January can accommodate a 38cu m 
curtainsider body.

Less tangible benefits include the fact that it looks and 
behaves more like a big van than a truck, Wrafter adds. 
Drivers who are more used to being at the wheel of a 
3.5-tonner may find it easier to handle and more manoeu-
vrable as a consequence and its softer profile may be more 

acceptable to home owners if it is tasked with delivering 
around suburban housing estates.

“We’re seeing a trend in favour of 7.2 tonnes and it’s one 
we’re actively encouraging,” says Wrafter. “We believe it’s a 
growing sector of the market.”

Recent adopters include Connect Plus Services which 
helps to manage and maintain the M25 on behalf of High-
ways England. It has taken delivery of its first four Daily 
7.2-tonners fitted with traffic management bodywork built 
by Strongs Plastic Products. 

“The 7.2-tonner can easily carry all the equipment we need 
to cater for lane closures and urgent repairs and still has 
capacity to spare,” said Connect Plus operations and main-
tenance manager, Shaun Moseley.

ND Brown has added six to its hire fleet and has been 
equipping them with asphalt mixing machines for emer-
gency road repairs. 

Managing director Mark Fernyhough said: “The low 
chassis height makes pouring asphalt much easier.”

There are still arguments in favour of 7.5-tonners. Equipped 
for the most part with deeper and more robust chassis, they 
are better-suited to tipper work than a 7.2-tonner like the 
Daily, and probably more suitable as a platform for certain 
specialist types of conversion; sweeper conversions for 
example.

Nor does the Daily have it all its own way as far as payload 
is concerned. Fuso’s lightweight Canter 7.5-tonner runs it 
close.

The last word goes to Connect Plus’s Moseley. 
“Our crews are working on one of the busiest motorways 

in Europe so their safety is our absolutely priority,” he said. 
“The Daily’s compact size means we can park on the hard 
shoulder and still carry out important maintenance work; 
and at a safe distance from flowing traffic.”
 First look at Mercedes-Benz Sprinter – see page 28.

Heavy vans may hold the answer, fleets told
If a 3.5-tonner can’t carry a big enough payload there are more halfway-house vans joining market

News
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“There are 
more than 1,000 
of these models 
in service in  
the Benelux 
countries  
and they’re  
doing fine”
Grahame Neagus,  
Renault Trucks

24mpg
fuel economy of Renault’s 

tri-axle six-tonne Nefra 
Master
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By John Lewis

ny risk that Britain will leave the European 
Union in March 2019 without a trade deal could 
prompt fleets to pull forward their truck acqui-
sition plans to this year (2018). This is the view 
of Nigel Butler, UK commercial director at 
Renault Trucks.

“Trading on the basis of World Trade Organi-
sation (WTO) rules and tariffs could significantly affect 
prices,” he warned. 

“If we have a hard Brexit then import tariffs on new trucks 
are likely to be in the region of 11% to 16%. If this proves to 
be the case then it could lead to a lot of pre-buying as 
customers try to avoid a hike in operating costs.” 

And any sudden bulge in orders could result in longer 
delivery times, says Butler. “They may take the view that they 
need to buy more and they need to buy now,” he said.

Such a sales spike would stand in marked contrast to the 
situation at present. Truck registrations have declined in 
recent months, according to figures compiled by the Society 
of Motor Manufacturers and Traders (SMMT). 

“Maybe we’re finally starting to see the impact of Brexit,” 
said Butler. “I’m certainly detecting a bit more nervousness 
about the future among our customers.”

He is not predicting a collapse in the demand for trucks, 
however. “We think the market will decline by around 5% in 
2018, to 43,250, unless there is major distortion caused by 
Brexit,” he said.

SMMT chief executive, Mike Hawes, points to a fall in UK 
commercial vehicle manufacturing output over the past few 
months.

“Declining confidence among operators is no doubt 
affecting production,” he said. “We need urgent clarity on 
transition arrangements and the nature of our long-term 
future relationship with Europe to stimulate demand and 
safeguard the competitiveness of our industry.”

Butler said: “The prospect of no trade agreement looms 
and passes and looms again.”

Robin Easton, DAF Trucks UK managing director, suggests 
that without a post-Brexit EU/UK trade agreement imported 
trucks could face tariffs of between 10% and 20%. He adds 
that, in his view, leaving the EU is not in Britain’s best 
economic interests and hopes that the country will do a 
sensible deal with Brussels.

That said, Easton admits that the lack of a deal could give 
DAF something of an advantage because it builds vehicles 
on this side of the Channel at its Leyland, Lancashire, 
assembly plant. 

“There would be a duty of 4.5% on the components we 
import,” he said, which would be significantly lower than the 
duty on imported trucks that all its competitors would face.

“Under WTO rules we would fare better than our rivals,” 
he added.

The components DAF imports include cabs shipped in 
from Renault’s factory in Blainville in northern France. 
Easton anticipates a truck market of around 41,000 in 2018.

In Butler’s view, what he refers to as the patchwork imple-
mentation of environmental and safety regulations governing 
the types of truck that are allowed into urban areas around 
the UK appears to be as big a threat to market stability as 
Brexit.

“Renault Trucks welcomes any initiative to improve road 

safety and the health of the nation, but uncoordinated, city-
specific regulation must be stopped,” he said. “I am very 
concerned that piecemeal local legislation will seriously 
impact operator efficiency and therefore the cost of deliv-
ering goods into city centres.”

However, none of the foregoing appears to be deterring 
manufacturers from investing in the UK or enhancing their 
dealer networks and model ranges.

Scania is building a new UK headquarters at its long-
established head office site at Milton Keynes while invest-
ment is being pumped into its network. Plans are afoot for 
big new dealerships near Gatwick Airport and at Bridgwater 
in Somerset, not far from the Hinkley Point C nuclear power 
station now under construction.

At the same time, it is adding new 7.0-litre diesel and 
13-litre dedicated gas engines to its line-up plus the new 
eight-passenger CrewCab. Also arriving are the low-entry 
L-series cab and the factory-fitted City Safe window which 
can be installed low down in a cab’s passenger side door.

Both introductions should help make it easier for the 
truck’s driver to spot vulnerable road users; a key aim of 
London mayor Sadiq Khan.

Fear of Brexit deal may provide sales fillip 
Trading on WTO rules and tariffs could ‘significantly’ affect prices, say truck bosses
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“There would be a duty of 4.5% on the 
components we import. Under WTO rules 
we would fare better than our rivals”
Robin Easton, DAF Trucks UK

43,250
expected truck sales in  
2018 if market declines  

by around 5%

Robin Easton says the lack of  
a trade agreement might give  

his DAF company an advantage
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Compliance

QA&

Do you have an issue that needs resolving?

Get the solution by emailing us at:  
commercialfleet@bauermedia.co.uk 

?

Fleet management is riddled with issues, 
queries and uncertainty, often caused by 
legislation. Eamonn Brennan, FTA manager of 
van information, looks at common questions 
raised by fleets with its member advice clinic

We had an agency driver who worked for us for a couple 

of days but we did not download his digital tachograph 

card before he left us. We have spoken to the driver 

agency who are not able to contact the driver. What 

should we do regarding the missing tachograph data?

 
If the agency is unable to collect the data or contact the 
driver you should get, in writing, confirmation from the 
agency that it is unable to comply and the reason why  
(for example it was unable to contact the driver after 

numerous attempts). You should keep this written response with 
other evidence of driving records to show you have carried out all 
that is practicable to obtain the missing driver data.

Although there is no longer a tax disc displayed on 

vehicle windscreens, one of our drivers still claims he 

should be given information on the expiry date of a 

vehicle’s road fund licence.  He says if he is stopped and 

the vehicle is not taxed he could be liable. Is this true?

 
No, the driver would not be responsible for an untaxed 
vehicle unless they were the registered keeper. Fines 
issued against an untaxed vehicle would be sent to the 
registered keeper of the vehicle. If the driver is employed 

by the company as a driver they cannot be expected to know when 
the vehicle is due for taxing and therefore would not be held 
responsible for an untaxed vehicle.   

We have a fleet of vans that work on highway maintenance 

contracts and are fitted with amber beacons. We are always 

looking at ways to keep our operatives safe when working on 

the highway and one suggestion is we install red flashing lights 

to the rear of the vans in addition to the amber beacons. Are we allowed 

to do this? 

Firstly, we have to look at the Road Vehicle Lighting Regulations 
1989, section 11, which states ‘no vehicle shall be fitted with any 
light to the rear, other than a red light except…’ and then lists 
various exceptions. Then we need to move on to section 13 of the 

same regulations with regards to a lamp which automatically emits a 
flashing light. It details the types of lamps that do not have to show a 
steady light and as such are allowed to ‘flash.’ Unfortunately, a red lamp or 
red warning beacon is not listed under lamps that may flash. Therefore, 
red flashing lamps or beacons would not be permitted under the vehicle 
lighting regulations. So, red flashing lamps or red warning beacons should 
not be fitted to your road maintenance vehicles used on the public highway. 

Our company employs two young warehouse operatives who 

we would like to train-up as HGV drivers. The problem is they 

are both only 19 years old and we believe the minimum age to 

drive heavy goods vehicles is 21. Is there a way we could put 

the warehouse operatives through their HGV test at 19 so they can 

become drivers for our company before they are 21? 

 
From the age of 18, a person who has passed their C category 
driving test and initial Driver CPC (Certificate of Professional 
Competence) can drive a category C vehicle on a public highway. 
Initially the warehouse operatives would have to undergo a full 

medical and apply for a provisional licence before training can start.  
The driving licence comprises of two parts and the initial Driver CPC 
comprises of two more. All four parts must be obtained. Parts 1 and 3 will 
be achieved through the completion of the theory and practical driving tests. 

The warehouse operatives will need then need to compete parts 2 and 4 
to allow a Driver CPC card to be generated. Once the driving tests has 
been passed and the CPC qualification has been obtained, your warehouse 
operatives can legally take to the road.

If your vehicles have digital tachographs fitted and you operate under  
EU drivers’ hours rules they will also need digital tachograph cards before 
they can drive with goods on the vehicles.
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A heavy cold can affect driving as much as 
drinking alcohol. Research has found that drivers 
suffering from a heavy cold or flu could be putting 
themselves and other road users at risk.

The research, which supports the findings of a 
study by Cardiff University, identifies that cold and 
flu sufferers experience a significant drop in 
concentration levels and reaction times while 
behind the wheel of a driving simulator. 

During the trials, it was noted that sudden 
braking increased and cornering became erratic 
as drivers struggled to concentrate on the 
surrounding traffic.

One participant experienced a drop in 

performance rating from 95% to 60% which is a 
level where an insurance company would expect 
the driver to be involved in a collision. The drop in 
performance is similar to the effect of drinking 
more than four double whiskies.

A Road Safety spokesman said: “Common 
conditions such as colds or flu, migraines, upset 
stomachs and allergies are often tolerated 
regardless of the effects on the driver’s ability  
to drive. 

If you’re feeling unwell, don’t get behind the 
wheel. If you must go out, take an alternative 
mode of transport or ask someone else to drive 
the vehicle on your behalf.”

Under the weather? Don’t drive

Highway code Rule 207
Refers to particularly vulnerable pedestrians. These include:
■ Children and older pedestrians who may not be able to judge your speed and could step into 
the road in front of you. At 40mph (64 kph) your vehicle will probably kill any pedestrians it hits. 
At 20mph (32 kph) there is only a 1 in 20 chance of the pedestrian being killed. So, reduce your 
speed.
■ Older pedestrians who may need more time to cross the road. Be patient and allow them to 
cross in their own time. Do not hurry them by revving your engine or edging forward.
■ People with disabilities. People with hearing impairments may not be aware of your vehicle 
approaching. Those with walking difficulties require more time.
■ Blind or partially sighted people, who may be carrying a white cane or using a guide dog. 
They may not be able to see you approaching.
■ Deaf/blind people who may be carrying a white cane with a red band or using a dog with a 
red and white harness. They may not see or hear instructions or signals.

Road users requiring extra care

commercialfleet.org    January 2018   11

Rules&
regulations

The FTA looks at the latest  
issues to affect vans and trucks, 
including how feeling unwell 
impacts on your driving ability  
plus vulnerable pedestrians

This month, FTA head of licencing 
policy and compliance James Firth 
has some tips to ensure your team 
is ready for the General Data 
Protection Regulation (GDPR), which 
will come into effect from May 25.

For smaller fleets, GDPR might 
seem a long way off, but it’s 
important to start now to ensure 
you’ll be ready in time, particularly 
as the new regulations and penalties 
are tougher than at present.

GDPR covers any data which 
relates to a single identifiable 
individual. It could be anything from 
email addresses on a laptop, to 
employee records, security camera 
images, or in-cab recorders.  

Start by auditing all the data you 
hold. GDPR places different 
requirements on distinct types of 
data. For example, companies whose 
core activities involve collection and 
processing must now appoint a data 
protection officer (DPO).

The website of the Information 
Commissioner’s Office (ICO) has 
easy-to-understand information. 
Broadly speaking, it gives individuals 
more rights to know what 
information you hold on them; why it 
is legally necessary; how they can 
access the material and how to 
object or request deletion of the data.  

Organisations must be able to 
demonstrate the legal grounds for 
storing personal data. They will be 
required to gain explicit consent; 
keep accurate, accessible records 
and have policies to allow staff and 
clients to access the information. 
They must also have plans to deal 
with any security breach.

Following a data audit, review your 
data policies and identify where they 
may not meet new requirements. 
Drawing-up and implementing new 
policies will take time and may 
require financial investment, which is 
why it’s wise to start planning now. 

Are you ready 
for GDPR?
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Fleet spotlight: Nottingham City Council

Nottingham is a city with high levels of NO2 – so high authorities 
have been told to introduce a clean air zone by the end of 2019. 
Little wonder the council is an advocate of electric vehicles 

By Sarah Tooze

ottingham City Council’s fleet team is 
all too aware of the need to reduce 
vehicle emissions. 

Levels of nitrogen dioxide (NO2) in 
the city currently exceed the legal 
limits and it is one of five (along with 
Birmingham, Derby, Leeds and 

Southampton) to be mandated by the Govern-
ment to introduce a clean air zone (CAZ) by the 
end of 2019. Nottingham is still looking at options 
before seeking to determine which vehicle types 
will be subject to a levy. 

Both Ady Cawrey, commercial operations 
manager – fleet, and Andrew Smith, assistant 
manager – fleet, say the council must “lead by 
example” with the vehicles it operates. 

The council already has a number of Euro 6 
diesel vehicles and has been operating electric 
vehicles (EVs) since 2010. 

It has made a commitment to ramp up the 
number of ultra-low emission vehicles (ULEVs) 
on its road-going fleet (including cars, vans, HGVs, 
tractors and ride-on mowers) to at least 80 – or 
15% – by 2020, after becoming a Go Ultra Low 
company. The scheme, which is part of the wider 

N
Go Ultra Low campaign (jointly backed by the 
automotive industry and Government), is open to 
organisations that have at least one plug-in 
vehicle on their fleet and commit to at least 5% of 
their fleet being ULEVs by 2020.

Nottingham is also a Go Ultra Low city. Together 
with Nottinghamshire County Council and Derby 
City Council it has secured £6.1 million Govern-
ment funding to install charging points, offer 
ULEV owners discount parking and provide 
EV-only lanes for vehicles producing less than 
75g/km of CO2.

The council has 25 EVs: five Nissan Leafs, 18 
Nissan e-NV200s and two Mitsubishi i-Mievs 
(both of which it has operated since 2010, as part 
of its pool car scheme, only costing around £500 
each per year).  

However, the council’s early experience of elec-
tric vans wasn’t so successful. 

“We had a couple of Smith Electric Ford Transit 
[conversion] panel vans which worked OK for a 
couple of years then they just got so unreliable, 
so expensive to maintain, that eventually we 
couldn’t warrant having them so we disposed of 
them at auction,” Smith says.  

But that hasn’t deterred the council from oper-

“We’re trying to get more ownership from  
the driver, more responsibility, so they treat  
it (the vehicle) like a £30,000 asset” 
Andrew Smith, Nottingham City Council

ating electric vans and in December 2015, it 
decided to replace eight diesel vans with 
e-NV200s, following a successful month-long 
trial with the managers of its neighbourhood 
operation. 

The managers visit workers at various sites 
around the city and typically do around 20 miles 
per day before returning to base, making them 
“ideal candidates” to drive an electric van, 
according to Smith. 

The e-NV200s cost more upfront than the diesel 
vans the council previously operated but Smith 
estimates they are 80% cheaper to run when 
comparing vans of a similar size, even taking into 
account the cost of electricity. 

The council’s highways and energy infrastruc-
ture team also now operates five e-NV200s and 
the transport strategy team has invested in one, 
which it is able to use at events and as a demonst-
rator for local businesses who want to trial an 
electric vehicle. 

Council fleet 
‘must lead  
by example’

Organisation Nottingham City Council
Commercial operations manager – 
fleet Ady Cawrey
Assistant manager – fleet Andrew Smith 
Fleet size 515: cars 44; vans 187; HGVs 
106; plus other road-going vehicles 
Funding method outright purchase
Replacement cycle seven-10 years, but 
under review

Factfile
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Andrew Smith (left) and Ady Cawrey 
are well aware of the council’s role 

in establishing and maintaining a 
clean air zone in Nottingham

Two other departments – community protection 
and trading standards – also have EVs. Commu-
nity protection has two Leafs and an e-NV200 
while trading standards has one of each.

Smith, who works with the council’s procure-
ment team to acquire vehicles, has identified 
which conventional diesel and petrol vehicles 
could be replaced by ULEVs over the next three 
years. It is not financially viable for the council to 
replace all of the vehicles “in one year”.

His plan, which he dubs his ‘”wish list”, is to 
replace another 12 vehicles before the end of 
February (taking the total number of EVs to 37, 
with the potential for this to raise to 41 by the end 
of the financial year dependent on availability of 
suitable products), 16 vehicles in 2018/19 and 27 
vehicles in 2019/20 but he needs to work with the 
different operational areas to ensure the vehicles 
are fit for purpose. 

The current Leafs are all 30kWh and are 
achieving a real-world range of 80-100 miles, while 

the e-NV200s typically manage 60-70 miles. 
The council has 27 charging points at various 

depots and offices and will benefit from Notting-
ham’s plans to develop a public EV charging 
network as part of its Go Ultra Low city status.

While council employees are given a 30-minute 
induction prior to driving an EV, Smith believes 
more education is needed to make sure “every-
body is switched on to smart recharging” so 
vehicles aren’t simply put on charge when they 
return to the depot in the afternoon, they are set 
to charge overnight when the electricity is 
cheapest. 

However, the challenge is making sure that if 
there is an emergency call-out in the evening, the 
vehicles have sufficient charge. 

Driver feedback about the EVs has been “very 
positive”, with the only issue being that the range 
drops during the winter months when drivers use 
the heater. 

Cawrey says: “There are some culture changes 

with electric vehicles but those barriers are being 
broken down quite easily for us.”

He adds that reliability of the products (aside 
from the Smith Electric conversions) has been 
“really good”. 

As the council’s electric fleet expands, it is 
hoping to maintain the vehicles in its own work-
shops. 

It has started to train its workshop technicians 
on basic ULEV maintenance and the fleet team is 
discussing the possibility of accredited training 
through Nissan.

“It’s an investment in our technicians to show 
that we want to give them something, we want to 
develop their skills,” Smith says. “If you want to 
work with the city council there is an opportunity 
where we are going to give you access to future 
technologies.”

Nottingham City Council favours an 
in-house approach to fleet manage-
ment. Consequently it employs 52 staff 
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in its fleet team, including administra-
tive support, technicians and supervi-
sory staff. 

Cawrey is the council’s operator licence holder 
and oversees the whole operation, including 
responsibility for increasing commercialisation of 
the council’s workshops. 

The workshops maintain around 300 vans for 
Nottingham City Homes (a standalone company, 
which maintains the council’s housing stock), 
some 200 vehicles for Nottinghamshire Fire and 
Rescue, 50 vehicles for Rushcliffe Borough 
Council and 74 vehicles for Arriva Passenger 
Services vehicles for the Nottingham area, as well 
as maintaining the council’s own core fleet of 337 
cars, vans and HGVs, plus around 800 items of 
plant and equipment.

“Nottingham is a forward-thinking council 
when it comes to commercialisation,” Smith says. 
“We’ve got people with skills, we’ve got facilities, 
so why not offer them to the commercial world?”

Cawrey points out that the council, as a fleet 
operator itself, understands the importance of 
minimising downtime and is looking at offering a 
collection and delivery service.

He is also undertaking a detailed review of the 
council’s own fleet, looking at how processes and 
systems can be improved.

Cawrey says: “We’re trying to raise the profile 
of fleet services [through the review] because we 
are an integral part of the council in keeping the 
cogs turning; it is an important part of the busi-
ness.”

The review has led the fleet team to launch a 
driver improvement scheme, which aims to 
tackle avoidable accidents. 

Smith says: “We’re trying to get more owner-
ship from the driver, more responsibility, so they 
treat it [the vehicle] like a £30,000 asset. 

“We’ve just introduced a better, more fit for 
purpose pre-use inspection pad and we do audits 
so we’ll be out at 6am quizzing drivers and looking 
at the vehicles.”

The workshops have also been instructed not 
to repair damaged vehicles where no accident 
report form has been completed.

The fleet team hold monthly review meetings 
with the operational areas to discuss driver 
conduct, the results of the audit and what the 
avoidable damage is. 

Cawrey says: “We give out good news as well 
as bad so it works both ways and it’s developing 
all the time. The aim is to ensure we’ve got a 
compliant fleet, to ensure everything is safe, that 
accidents are kept to a minimum and the benefit 

Consortium buys to the power of 15
Nottingham City Council is making significant 
procurement savings by being a member of the 
Notts and Derbys Transport Consortium.

The consortium combines the buying power and 
fleet experience of 15 Nottinghamshire- and  
Derbyshire-based local authorities to buy vehicles 
and tyres. 

The consortium meets quarterly to discuss 
maintenance issues and opportunities to save 
money. 

It has also helped Nottingham City Council to get 
weight-saving ideas for vehicle conversions 

“We’re all constantly evolving the bodies,” says 
Andrew Smith. “It’s things like ‘why do we have 
sliding doors on the offside, we only ever load on 
the nearside?’ Just put a solid piece of mesh on that 
side, take away all the weight for the runners, make 
it safer. And we’ve done away with traditional drop 
down tailgate.

“It’s joined-up thinking; we all contribute.”

of that is a reduction in cost. We think we’re 
starting to see that.”

The council is also investing in re-training 
drivers where appropriate and in technology. All 
vans now have front- and rear-facing cameras. 

Vehicle tracking has been fitted to the majority 
of the council’s vehicles, including pool cars, for 
the past six or seven years. 

More commercial fleet profiles at: 
commercialfleet.org/ 

fleet-profiles
Online

Andrew Smith is bidding to get  
more buy-in and sense of ownership 
from the council’s fleet drivers

The data enabled the council to remove three 
sweepers from the fleet, making significant savings. 

The council uses Civica’s Tranman fleet 
management software in its workshops but its IT 
department is developing a system which will pull 
in data from various sources to give the team a 
holistic view of the fleet. 

Next on the fleet team agenda is to look at 
investment in the workshops and investigate 
ways to lower emissions on its heavier commer-
cial vehicles. 

A lack of manufacturer product means the 
council is looking at an aftermarket conversion 
from Magtec. 

“We’re keen to integrate modern technology, 
cleaner vehicles, more fuel efficient vehicles on 
our fleet,” says Smith. 

“We don’t want to stand still.”
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FLEETS EMPLOY 
‘WAIT AND SEE’ 
POLICY ON TRUCKS
Market will ‘tick over’, say Renault and Volvo, although 
over-supply in the secondhand market remains a cause 
for concern as acceptable prices are difficult to achieve

By John Lewis

ritain’s truck market has fallen by almost 6% 
according to recent figures published by the 
Society of Motor Manufacturers and Traders 
(SMMT). Brexit-related economic uncertainty 
has been singled out as a key cause for the dip.

Some truck makers are weathering what 
could be a gathering storm better than others, 

however. Renault’s sales volumes and market share were 
holding steady at the time of writing, while Volvo’s had only 
slipped very slightly.

Recent fleet sales successes for Volvo include an order for 
50 FH 6x2 tractor units with Globetrotter XL cabs placed by 
Halfords. They are fitted with forward collision warning and 
automatic emergency braking (AEB) as standard and are 

Manufacturer spotlight: Renault/Volvo

B
£5m

Renault’s two-year project to 
develop a low-entry Range D 

6x2 26-tonner

additionally equipped with lane-keeping support and near-
side proximity sensors.

Essex construction site services specialists Gordon Group, 
a FORS (Fleet Operator Recognition Scheme) Gold accredi-
tation holder and CLOCS (Construction Logistics and 
Community Safety) Champion, has placed an order for 30 
FMX 8x4 tippers.

Despite those large contracts, Arne Knaben, managing 
director, Volvo Group Trucks UK and Ireland, who is respon-
sible for both Renault and Volvo, is not complacent.

“For the moment it’s so far, so good and we’re selling well,” 
he says. “That said, we’re hearing some expressions of 
uncertainty. I spoke to one of our big customers recently who 
told me that in his view Brexit would be very good for the UK 
in the medium and long term.” 

Knaben adds: “I asked him what it would be like in the short 
term and he replied that he thought it would be a bit bumpy.

“Then I asked him what he classed as the short term. He 
said ‘five years’. That’s a long time in my business.” 

Knaben doubts that 2018 will witness a precipitous fall in 
registrations should fleets suffer a Brexit-related crisis of 
confidence. “I think the market will be stable and not do 
anything dramatic,” he says. “It will tick over rather than 
grow or accelerate with customers saying ‘wait and see’.”

This is a view shared by Nigel Butler, UK commercial 
director at Renault Trucks. Butler believes demand will 
soften over the next 12 months but suggests any decline will 
be gentle rather than a sudden, headline-grabbing collapse.

Of perhaps greater concern is the market for secondhand 
trucks. “There are too many used trucks in stock around the 
UK,” Knaben says. An inability to dispose of used ones easily 
– and at an acceptable price – affects sales of new vehicles.

Large quantities of secondhand trucks have been exported 
from Britain for many years, so overseas sales should, in 
theory, provide an escape valve, especially given the decline 
in the value of sterling. 

Unfortunately, some of the long-established destinations 
for used exports cannot readily take the growing number of 

Emissions of the 
gas-powered Volvo FM 

are said to be 
20%-to-100% lower 

than those of the 
diesel equivalent

Low-entry Range D 6x2 26-tonner has  
been developed in conjunction with Veolia
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(TfL) is trying to do – “we’ve worked closely with them”, he 
adds – it will always be a challenge for a manufacturer to 
produce trucks that comply with rules that apply in just one 
city; even a major capital.

Volvo and Renault are, nevertheless, working to meet 
London’s requirements. 

Volvo has come up with two FM-based construction trucks 
intended to meet TfL’s proposed Safety Standard Permit 
Scheme. Trucks with a zero-star vision rating will have to 
comply with its requirements, which could include cameras 
and sensors, in order to qualify for a permit to operate in 
London from 2020 onwards.

A few months ago, a low-entry Range D 6x2 26-tonner 
broke cover, devised in conjunction with Veolia, as part of a 
£5 million two-year project. In addition, a prototype low-cab-
height Renault Range C tridem 32-tonner has been devel-
oped, powered by a 325PS 8.0-litre diesel.  

Said to combine the load capacity of an eight-wheeler with 
the manoeuvrability of a six-wheeler, the Range C320’s rear 
lift axle delivers a narrow turning circle, says Renault, which 
also helps keep the truck close to the kerb when the driver 
turns left. That reduces the gap cyclists might be tempted 
to try to dart through.

On display at last November’s Freight in the City Expo at 
London’s Alexandra Palace, the tridem comes with an extra 
window in the passenger door to make it easier for whoever 
is behind the wheel to spot vulnerable road users. 

The same type of window was fitted to the low-entry Range 
D skiploader which was also on show, with two-step access 
to the cab and a 375mm step height. The truck has cycle 
sensors plus a Roadcrew 4 camera system.

London’s politicians – and their counterparts in other major 
urban areas in the UK – are, of course, understandably eager 
to cut particulates and NOx and are increasingly targeting 
NO2 (nitrogen dioxide) too.

Over the past 18 months, Renault Trucks has embarked 
on a variety of zero-emission trial initiatives including a 
battery-powered Range D 16-tonner and a 4.5-tonne Maxity 
Electric equipped with a hydrogen fuel cell. 

Renault has also come up with versions of the Range D 
Wide rigid, including a 26-tonner powered by compressed 
natural gas (CNG).

“We only bring vehicles to market when we are confident 
about the technology. We’ll have an electric Master available 
in the UK by the end of 2018,” says Butler.

Volvo is busy introducing a concept long-haul hybrid truck. 
Also debuting are gas-powered versions of the FH and FM 
which it says will be suitable for inter-city work with outputs 
of 425PS or 465PS. Their CO2 emissions are said to be 
20%-to-100% lower than those of their diesel equivalents 
dependent on the fuel chosen. They can run on liquefied 
natural gas (LNG) or bio lng. 

The largest onboard LNG tank that can be fitted holds 
enough fuel for a 1,000km (620-mile) journey says the manu-
facturer. Fuel consumption is said to be on a par with that of 
Volvo’s diesel engines.

With a nod to London’s concerns, a factory-installed lower 
window in the passenger door is among the features being 
fitted to the FMs.

The diesel engine is a long way from being finished with 
Renault in the process of launching the 527PS flat-cab-floor 
Range T High tractor in France. 

There is a trend towards diesel engine downsizing and 
down-speeding, but downsizing is not appropriate in all 
circumstances, says Butler.

Commercial Fleet spoke to Knaben and Butler on a visit to 
the Renault plant at Blainville, northern France. Opened just 
over 60 years ago, it recently built its millionth truck – a 
Range D which was presented to Phil Thurston, joint 
managing director of UK operator Pace Logistics. With 2,000 
employees, it also builds cabs for Volvo and DAF.

“We only bring vehicles to 
market when we are confident 
about the technology” 
Nigel Butler, Renault Trucks

620
miles is the expected range of 
concept long-haul hybrid truck 

secondhand Euro 6 models that are becoming available 
because they are not as yet up to speed with the technology. 

“That’s a concern,” says Knaben. 
Butler says: “They’ve struggled to cope with Euro 5, too.” 
Nor are export customers always happy about buying 

vehicles that have recorded a high mileage over a short 
space of time because they have been double- or triple-
shifted by a UK transport fleet, Knaben says – a not-untypical 
British practice. That is despite the fact that modern models 
that have been serviced regularly can clock up a remark-
ably-high mileage without causing the operator anxiety.

Used exports are also being affected by unrelenting 
competition from new Chinese trucks, especially in sub-
Saharan Africa, says Butler. “They’re simple and they’re 
cheap,” he remarks.

Chinese businesses are funding many of the major infra-
structure projects in the countries concerned. Not surpris-
ingly, they would prefer it if hauliers working on them used 
Chinese trucks acquired with Chinese finance.

As it happens Knaben is quite pleased with his company’s 
performance in the secondhand sector.

“We’re happy with our sales levels although the prices 
aren’t so good,” he comments. “But that’s a natural effect of 
there being too many used trucks around.”

Turning to London’s Direct Vision Standard (DVS), Knaben 
says that while he appreciates what Transport for London 

n For more information 

on the gas-powered Volvo 

FH see page 32.
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DfT GETS READY TO EXPAND 
HEAVY TRUCK TEST REGIME
But observers cast doubts over whether enough testers are available and whether the testing 
facilities are big enough to cope with the specialised trucks that will now come under scrutiny 

By John Lewis

broad assortment of specialised heavy trucks 
that have hitherto escaped annual testing are 
about to be swept up in the eager ‘net’ of the 
Department for Transport (DfT). It is all thanks 
to a change in laws governing roadworthiness 
requirements set to come into force this year. 

The new regime will come into effect on May 
20 following amendments to the Good Vehicles (Plating & 
Testing) Regulations 1988 and will impact fleets run by 
construction companies and the public utilities in particular. 

“Approximately 30,000 vehicles will be affected according 
to the DfT,” says James Firth, head of licensing policy at the 
Freight Transport Association (FTA).

The nine categories of truck which will come under scru-
tiny include concrete mixers (in the DfT’s sights for some 
years), breakdown vehicles, mobile cranes, tower wagons, 
various types of mobile plant and certain previously-exempt 
trucks and trailers involved in road construction. 

Given the rising interest in zero-emission vehicles it is 
interesting to note that electric trucks registered since 
March 1, 2015, are also on the list.

The DfT first proposed the changes in December 2014. It 
argued that there was no reason why vehicles based on 
truck chassis should not undergo annual testing unless 
there was a clear reason why it was not practical or propor-
tionate. 

“From a practical perspective, increased standardisation 
of design has meant many formerly special and supposedly 
un-testable vehicles are no different from conventional 
heavy goods vehicles,” contends transport minister Jesse 
Norman. “It is important the regulatory regime keeps up as 
the vehicles used on our roads develop and adapt.”

However, it is a moot point as to whether all test centres 
will be able to accommodate some of these special trucks 
and trailers, despite what the minister says. In certain cases 
their dimensions could make it difficult to get them through 
the doors and onto the test lane.

“It’s possible that some authorised testing facilities (ATFs) 
will struggle with them,” Firth says.

If so, then the Driver & Vehicle Standards Agency (DVSA) 
will designate one-off or occasional sites to handle the work, 
although it expects the requirement for them will be small. 
If a full test is not possible due to the vehicle’s unusual design 
testers will still be expected to satisfy themselves that safety 
and environmental standards are being maintained.

In principle, all the vehicles involved will have to be plated. 
“However, we are aware that in certain cases there may be 
difficulties in determining the plated weight,” the DfT says.

“We therefore intend to amend the regulations to give the 
DVSA some discretion in determining whether these vehi-
cles can undergo a roadworthiness test without a plate,” the 
government department adds.

Insight: Legislation

A

“The DVSA 
says it is 

aware of the 
problem (lack 

of testers) 
and that 
capacity 

exists, but  
not in the 

right places” 
James Firth, FTA

30,000
vehicles affected by the change 
to roadworthiness regulations  

28,000
data protection officers will 
be required across Europe

Firth is worried ATFs are being asked to do more at a time 
when the DVSA apparently does not have enough testers 
available to handle the existing workload.

“Our members are greatly concerned,” he says. “The 
DVSA says it is aware of the problem and that capacity exists, 
but not in the right places.”

Heavy haulage trucks operating under the Road Vehicles 
(Authorisation of Special Types) General Order 2003 (STGO) 
Regulations, or Vehicle Special Orders as provided for by 
Section 44 of the Road Traffic Act 1988 remain exempt from 
annual testing. “So do vehicles constructed or adapted for, 
and used primarily for the purpose of, medical, dental, 
veterinary, health, educational, display, clerical or experi-
mental laboratory services,” says the DfT.

Never let it be said the current Government lacks a sense 
of fun. Trucks used to haul funfairs and circuses around will 
stay exempt from yearly testing, too.

One change that will not be as painful as O-licence holders 
may have feared is in the financial standing requirement they 
must adhere to. The figures come into force on January 1 
each year and are in place for 12 months.

The idea is to ensure that operators have enough money 
to keep their trucks roadworthy.

At the time of writing, standard licence holders were 
required to have funds they could call on amounting to 
£7,850 for their first truck and £4,350 for each one thereafter. 
For restricted licence holders, the amounts were £3,100 and 
£1,700 respectively.

Restricted licence holders seldom face a change as the 
sums they need to have to hand are determined by the UK 
Government, says Firth. For standard licence holders the 
situation is different because the amounts are determined 
by the European Commission, and set in euros; and sterling 
has, of course, fallen sharply against the euro in the wake 
of the Brexit vote.

“Fortunately, it enjoyed a slight upwards surge at 
the start of October when the exchange rate used 
was set so the impact shouldn’t be too great,” 
says Firth. “There was some concern the 
figures might rise steeply.”

Something that will affect all fleet opera-
tors no matter whether they hold an 
O-licence or not begins this year – GDPR: 
the General Data Protection Regulation. 

Voted into EU law by the European 
Parliament on April 14, 2016, and 
replacing the Data Protection Act 1998, 
it comes into force on May 25 and 
applies to the UK regardless of 
the Brexit vote. 

“It covers personal data held 
by businesses on employees as 
well as customers,” Firth says.
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Paul Currie, a partner at DFA Law, told delegates at the 
2017 Microlise Transport Conference: “A lot of telematics 
data which transport companies hold or is held by third 
parties on their behalf will be classed as personal data and 
within GDPR’s scope.” 

The legislation imposes tougher requirements on firms to 
protect such information with hefty fines imposed for 
breaches, which will be less easy to defend, Currie warns.  
A fine of up to €20 million (approximately £17.5m) or up to 
4% of a company’s global turnover in the previous financial 
year, whichever is the greater, can be levied. 

IT consultancy Bluesource makes says a firm could also 
face civil litigation from individuals who have suffered 
damage because data about them was made public. 

“Picture a scenario where your company is hired by a NHS 
Trust or health charity to deliver home treatment therapies 
to individuals with serious long-term medical conditions 
such as HIV,” it says. 

“Should the worst happen and your delivery list is somehow 
leaked online through negligence, malice or human error, 
then the fall-out could be huge.

“GDPR means you will be expected to have systems in 
place to minimise breaches and you will need more 
processes and formal procedures than you are likely to have 
in place currently,” it adds. “I would recommend the appoint-
ment of a data protection officer so far as most organisations 
are concerned.”

Risk management consultancy Willis Towers Watson says 
companies will be given a time window of no more than 72 
hours to report a breach if individuals affected are likely to 
be put at risk. 

“The role of the data protection officer should not be taken 
lightly,” it states. “It is not a nominal position to satisfy regu-
lation and it must extend beyond the realm of IT. Officers 

should be well-versed in data, risk, law and compliance but 
also able to adapt to the ever-changing risk landscape of a 
modern digital world. At a time when many transportation 
companies are struggling to attract and retain top talent, this 
is not a simple ask.”

The International Association of Privacy Professionals esti-
mates at least 28,000 data protection officers will be required 

across Europe so competition will be fierce and a skills 
shortage may emerge.

Legislation is obliging truck makers to fit 
more new safety systems to their vehicles 
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Insight: Legislation

“Nonsensical that companies  
keen to implement innovative 
technology should be  
penalised on payload”  
Martin Flach, Iveco

and make improvements to those already installed. 
The mandatory installation of Advanced Emer-
gency Braking Systems (AEB) is a prime example. 

Level 1 AEB became compulsory on all new trucks first 
registered from November 1, 2015, under EC Regulations 
No. 661/2009 and 347/2012.  Level 2 AEB, which mandates 
more demanding levels of deceleration, comes into force 
next autumn on trucks first registered from November 1.

AEB is designed primarily to reduce the risk of trucks 
ploughing into the back of slow-moving motorway traffic.

“Level 1 AEB is designed to avoid a collision between a 
vehicle travelling at 80kph (50mph) with a vehicle ahead of it 
travelling at 32kph (20mph) by a speed reduction of at least 
50kph (31mph),” explains Wabco vice president, engineering, 
Christian Brenneke. “In the case of a stationary vehicle – a 
car at the tail-end of a traffic jam for example – it needs to 
reduce the speed by a minimum 10kph (6mph) at the time 
of impact.

“So far as Level 2 is concerned, it means that a vehicle 
travelling at 80kph should not impact one driving at a speed 
of at least 12kph (7.5mph),” he adds. “The mandatory speed 
reduction will be increased to 70kph (43mph). 

“The required speed reduction so far as a stationary 
vehicle is concerned will be increased to 20kph (12.5mph).”

Turning to emissions, consultation on a Government 
proposal to increase the gross weight of vehicles propelled 
by alternative fuels that can be driven by standard Category 
B licence holders from 3.5 to 4.25 tonnes will become law.

The aim is to offset the higher burden imposed by the 
powertrain fitted to environmentally-friendly gas and electric 
vehicles so they can carry the same weight as a diesel 
3.5-tonner. 

“It has always seemed nonsensical that companies keen 
to implement innovative technology that is better for the 
environment should be penalised on payload and have to pay 
for additional driver training,” says Iveco alternative fuels 
director Martin Flach.

The Government agreed and fleets will now be able to run 
alternative-fuel vans up to 4.25 tonnes without requiring an 
O-licence.

Jesse Norman said: “We have decided to proceed with 
those plans in order to help incentivise the use of cleaner 
fuel vans, while avoiding the regulatory payload penalty 
associated with heavier powertrains.”

He added: “Alongside this, we are also taking the common-
sense step of bringing electric vans under normal roadwor-
thiness testing rules.”

Looking ahead, a piece of proposed European legislation 
that is starting to loom large is the European Commission’s 
‘Mobility Package’ announced early last summer. Consisting 
of eight legislative files and various accompanying docu-
ments, it includes proposals which would change the rules 
governing Drivers’ Hours, O-licensing, tachographs and the 
rules governing minimum wage rates for drivers from one 
European Union member state working in another.

None of these proposals are likely to come into force until 
after March 2019, when Britain should no longer be an EU 
member. However, the British Government may decide to 
include part or all of the package in domestic law with an 
eye to maintaining parity with EU standards. 

“We’re advising our members that any, or even all, of these 
proposals could come into force in the UK once adopted in 
Europe and we’re suggesting they plan accordingly,” says 
FTA chief executive David Wells.

One consequence could be a lowering of at least some 
aspects of O-licence legislation to below 3.5 tonnes.

Operators who regularly go in and out of the capital will be 
aware the central London Ultra-Low Emission Zone (ULEZ) 
will come into force on April 8, 2019; 17 months earlier than 
initially envisaged. 

It will operate within the same area as the current Conges-
tion Charging Zone. However, mayor Sadiq Khan’s office has 
stated that it will consult on extending the zone to the North 
and South Circular roads for vans and to the whole of the 
capital for trucks.

Operators of trucks which do not meet Euro 6 will be 
obliged to pay a £100 charge per vehicle per day, with a 
£1,000 fine if they fail to do so. Diesel vans which do not 
comply with Euro 6 will attract a £12.50 daily charge.

The Direct Vision Standard (DVS) will follow in 2020. Trans-
port for London (TfL) plans to rate trucks according to the level 
of direct vision from the driving seat, the idea being that 
whoever is behind the wheel should find it as easy as possible 
to see vulnerable road users such as cyclists and pedestrians. 

Trucks will be given a rating from zero, which will be the 
lowest, to five stars, the highest. Models with a zero rating 
will be banned from London’s streets from 2020 onwards 
while at least three stars will be mandatory come 2024. 

A Safety Permit Scheme is being mooted, however, which 
would allow trucks that would otherwise be barred from 
2020 onwards to be allowed to enter London if they have 
cameras and sensors fitted.

The latest version of DVS was out for consultation at the 
time of writing. 

The continued uncertainty over what DVS will entail means 
operators are unsure of exactly what to buy. “That makes 
life really difficult for them if they need to make their procure-
ment decisions now,” Firth observes.

Both developments are major causes of concern to Road 
Haulage Association (RHA) members says policy director, 
Duncan Buchanan, as are the Clean Air Zones (CAZs) sched-
uled for introduction in major cities UK-wide. Combined, they 

Will testing centres  
have the physical capacity to  

accommodate the specialised trucks?
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“Bringing the ULEZ date forward 17 months is 
little more than a means of bringing in revenue 
to cover the mayor’s other plans for London” 
Richard Burnett, Road Hauliers Association

could have a serious impact on the secondhand value of 
trucks that were acquired as recently as 2014.

“They are potentially undermining the value of Euro 4 and 
Euro 5 vehicles and the implications for our members are 
very serious,” Buchanan says. 

If they cannot get a decent price for the trucks they already 
own, he points out, then it is unlikely they will be able to afford 
new ones with Euro 6 technology.

“It is wrong to destroy the value of peoples’ property retro-
spectively,” he states. “Yet that is what could happen.”

RHA chief executive Richard Burnett says: “More than half 
the UK’s truck fleet will not meet Euro 6 when the ULEZ is 
introduced. Bringing the date forward 17 months is little 
more than a means of bringing in revenue to cover the 
mayor’s other plans for London.”

FTA head of policy for London Natalie Chapman believes 
that introducing the ULEZ earlier than anticipated fails to 
take into consideration the huge strides the freight industry 
has made in meeting new emission standards. 

“The mayor has not taken into account the time businesses 
need to comply with these new regulations without incurring 
significant costs that could put a real strain on their over-
heads and long-term security,” she says.

“It’s simply a tax on freight which will have repercussions 
for business profitability and longevity at a time when we 
believe the sector deserves support to continue its efforts to 
achieve ever-cleaner air for the city.”

Traffic Commissioners’ priorities 
Truck operators who fail to ensure their vehicles’ brakes are 
tested regularly and thoroughly are likely to receive short 
shrift from traffic commissioners if they appear before them 
during the next 12 months and thereafter. That is the clear 
warning issued by lead traffic commissioners for enforce-
ment Sarah Bell and Kevin Rooney and by their colleagues. 

They have made their intervention, they say, because the 
issue of either poor brake testing or no testing at all is arising 
far too frequently during investigations by DVSA enforcement 
officers. That is despite the lessons that should have been 
learned from the horrific crash in Bath, when the failure of 
badly-maintained brakes on an eight-wheel tipper resulted 
in fatalities.

Where tests are being conducted, in all too many cases 
they are not being conducted frequently enough, Bell and 
Rooney contend. Furthermore, the results cannot be 
assessed properly because either insufficient or no data 
whatsoever has been recorded.

The DVSA Guide to Maintaining Roadworthiness says every 
safety inspection of a truck or trailer must include a metered 
assessment of its braking performance. Ideally that should 
involve a roller brake tester, says the guide, but a deceler-
ometer can be used instead to test vehicles without trailers.

Both types of equipment can measure overall braking 
efficiency but a roller brake tester can additionally measure 
the efficiency of individual brakes.

“Operators should carry out an urgent review of their 
brake testing regime now,” say Bell and Rooney. “This 
should include an analysis of safety inspection records over 
the past 15 months, looking at whether the type of test and 
the information recorded is sufficient.

“O-licence holders must ensure their brake tests are 
planned in line with DVSA guidance and satisfy themselves 
that the vehicles and trailers running under their licence are 
roadworthy,” they add.

Brake testing was highlighted by Richard Turfitt on his 
appointment as senior traffic commissioner last April. 

“We have to support responsible, compliant operators and 
drivers and focus our scrutiny on those who pose serious 
risks to safety standards,” he says. 

Yet although the traffic commissioners remain unyielding 

in their determination to enforce the rules, increasingly it will 
only be the most flagrant and persistent examples of rule-
breaking that will be subject to a public inquiry says a 
spokesman for the traffic commissioners’ office.

“What we’re trying to do is make more use of preliminary 
hearings,” he says. “The idea is to say to the individual ‘there 
are some issues here and we need to discuss them’. 

“In this sort of situation we’re not talking about penalties 
such as revocation. Disciplinary action can be taken, but only 
with the operator’s agreement. If serious concerns arise, 
however, then the case could go on to a public inquiry.

“Another approach is for the traffic commissioner manager 
to talk to the individual and find out what’s been going on. 
He or she can then report back to the commissioner who 
will determine if further action needs to be taken.”

Such an approach should contribute to a more efficient 
way of working but without diluting enforcement or jeopard-
ising safety.

The traffic commissioners say one of their two key stra-
tegic objectives over the next 12-to-18 months is to deliver a 
modern, effective O-licence regime that ensures operators 
are fit to hold a licence while minimising the regulatory 
burden on the compliant. Their aim is for decisions on appli-
cations made by compliant operators to be made in no more 
than four weeks by April 2019 and for all licensing to be 
handled digitally by the same date.

The other is to promote a safe road transport industry which 
supports compliance and fair competition and protects the 
environment. The conduct of drivers will not escape scrutiny 
in the coming months, with mobile phone use and tailgating 
both flagged as areas of concern.

Last summer the vocational licence of one driver was 
suspended for 12 weeks after he was reported for two 
mobile phone and two speeding offences. In a separate 
case, two drivers who were reported for tailgating on 
top of offences relating to records falsification had 
their professional driving bans extended.

“Tailgating is potentially dangerous in any circum-
stances, but tailgating in a truck is especially 
serious,” says traffic commissioner for Wales, Nick 
Jones. “If it is brought to the attention of  
a traffic commissioner, then strong, albeit 
proportionate, action will 
be taken.”

12
week licence suspension for 

driver reported for mobile 
phone and speeding offences



Driving Business magazine
This annual magazine is sent to managing directors and finance directors at 
25,000 small to medium enterprises (SMEs) that are running fewer than 50 
vehicles. Focusing on the key elements of running cars and vans, Driving  
Business provides practical advice to reduce cost and improve safety with a 
minimum of time and effort.

Fleet News magazine
The leading business publication for the fleet sector, offering 
insight, analysis, best practice and in-depth profiles of fleets 
and suppliers every fortnight. But don’t take our word for it: 
96% of readers say Fleet News is the most useful fleet 
publication (Fleet News reader survey). Every issue is packed 
with information that helps companies to run efficient and 
effective fleets – and our readership of 16,000 is restricted to 
named decision-makers, running fleets of 10-plus vehicles.

Commercial Fleet magazine
Commercial Fleet offers insight into the world of light commercial 
vehicles and trucks to provide operators with detailed analysis on 
key topics such as operations, safety, remarketing and the envi-
ronment. Case studies in every issue provide best practice advice 
to help you to improve your efficiency. The magazine is supported 
by the commercialfleet.org website and events.

Websites and newsletters
The Fleet News website is an extensive library of best practice advice, fleet 
case studies, news and tools. Compare car and van running costs, check how 
much tax employees will pay and find out which models use the least fuel 
with our easy-to-use tools. We also send Ignition, a monthly newsletter which 
contains car reviews and interviews not included with our print magazine.

 offers insight into the world of light commercial 
vehicles and trucks to provide operators with detailed analysis on 

to help you to improve your efficiency. The magazine is supported 



Bespoke publications
Magazines, supplements, brochures and digital products are produced for 

commercial partners. These bespoke publications inform fleets about 

companies and topics relevant to their business. They include manufacturer 

and supplier reports, in which Fleet News journalists interview key personnel 

to unearth the developments of interest to fleet operators.

Best practice guides
Special supplements that complement the magazine, our best practice guides 

look at areas that are core to fleet management or which are topical, such as 

electric vehicles. They provide you with the knowledge you need to make the 

right decisions. We also publish reports into the Fleet200, which analyse the 

UK’s biggest fleets, and the FN50 contract hire and leasing sector.

Fleet events
Fleet News events are the biggest and best in the sector. Our annual awards 

night attracts more than 1,500 people; the FN50 Dinner sees 950 leasing, 

manufacturer, rental and supplier companies networking and Commercial Fleet 

Summit provide insight into key areas of fleet operation; monthly roundtables 

enable 10-15 fleets to discuss issues and share solutions.

Van Fleet Insight

Brought to you by FleetNews

Business Services and Facilities Management
www.mbvans.co.uk/fn

How to run an 
effective fleet 

Advice to maximise on-road time and minimise costs

Reliability
Fit for purpose

Improve your  

business with the 

right van choice 

Fleet best practice profiles

Kwik Fit and  

Stannah share their 

tips for success 

Business Services and Facilities Management
www.mbvans.co.uk/fn

How to run an 
effective fleet 

Advice to maximise on-road time and minimise costs

Reliability

Fleet Leasing magazine
Fleet Leasing provides insight and analysis to board level executives, senior 

management and regional sales staff at contract hire and leasing companies. 

Its objective is to inform and educate about fleet trends, new models and 

technological developments, once a quarter, supported by a website regularly 

updated with the latest leasing news.
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WEIGHING UP THE COST OF 
GETTING THE LOAD WRONG
Having your own mobile or fixed weighing system may appear expensive at first glance  
but when viewed against the possible severity of fines the numbers stack up more positively 

By John Lewis

ften tight on payload capacity, 3.5-tonners – and 
tippers and dropsides, in particular – are espe-
cially prone to overloading. Mount a tipper body 
on a 3.5-tonne chassis, add a waste cage plus a 
tail-lift and its legal carrying capacity may be no 
more than 750kg.

The problem is compounded by the extent to 
which businesses are using 3.5-tonners on work that used 
to be the preserve of heavier vehicles, says Red Forge 
managing director, Andy Freeman. 

“They’re trying to avoid the cost and inconvenience of 
getting somebody trained to drive something bigger and 
ensuring that they’ve got a Certificate of Professional 
Competence,” he observes.

Venture above 3.5 tonnes and you are of course into 
O-licensing, tachograph and Drivers Hours territory; compli-
cations which fleets that solely run light vehicles would prob-
ably rather avoid.

A company that, as a consequence, elects to remain at 3.5 
tonnes should think seriously about having an on-board 
weighing system fitted. Red Forge is among the firms that 
supply and install them, a list that also includes Vehicle 
Weighing Solutions (VWS) and Axtec.

“We fit mini load cells that measure suspension deflec-
tion,” says Axtec sales manager, Derek Hack. “On a 
3.5-tonner they’re accurate to within plus or minus 2.5% and 
we install one at the front, and one at the back.

“A colour display in the cab gives you the front axle weight, 
back axle weight and gross weight,” he continues. “Get to 

Insight: Overloading

O
£15,000

possible fine for a seriously 
overloaded vehicle

£1,100
to £1,500. Cost of installing 

an on-board weighing system

80% of the permitted weight and the display glows amber, 
exceed it and it glows red.”

Audible warnings can also be fitted if the operator wants 
them. Connect the weigher to a telematics system and a 
transport manager in a faraway office can be alerted if there 
is too much weight on board and take appropriate action.

Details of overloads are also stored in the on-board unit’s 
memory which the manager can interrogate when the 
vehicle gets back to depot. 

“Bear in mind, though, that if a vehicle is being loaded in a 
yard somewhere then it could show a front axle overload 
which disappears as loading continues and you get some 
weight over the rear axle,” Hack says. 

VWS managing director Julian Glasspole says: “We can 
install a slave display in the back of the vehicle so whoever 
is loading it can be sure it’s loaded legally. That way they don’t 
have to keep going backwards and forwards to the cab.”

A weighing system can be put in when the vehicle is first 
built or it can be retrofitted. “Around 40% of our installations 
are retrofits and the work required takes around two-and-
a-half hours,” Hack says.

As a vehicle gets older, its road springs wear and the 
on-board weighing system’s calibration can drift. “Software 
is available so fleet managers can re-set it,” he adds.

VWS recommends an annual recalibration.
So what does an installation on a 3.5-tonner cost? Typically 

from £1,100 to £1,500, including labour.
“Remember though the maximum fine for an overload on 

conviction is £5,000 and that you can be fined separately for 
each axle load and for a gross overload,” Hack says. “On a 
3.5-tonner you could, in theory, be looking at a fine of up to 
£15,000.”

A hefty fine should not come as a surprise given the extent 
to which overloading can lengthen braking distances and 
affect a vehicle’s handling. 

It also shortens the life of key components, and the life of 
tyres in particular, and can invalidate your insurance. You 
burn more fuel, too.

Hack points out that a class of vehicle that is particularly 
prone to overloading is the six- or eight-seater 3.5-tonne 
combi with a separate cargo area at the back which is often 
full of bags of cement, tools and so on. 

“One of the difficulties here is that vehicle manufacturers 
only quote a nominal 75kg for the weight of the driver and 
each passenger,” he says. “That’s inadequate these days.”

Freeman adds: “Some of the guys in these vehicles are a 
lot bigger than 75kg.” 

In his view some operators now need to face facts as far 
as weights are concerned and move up from 3.5 tonnes to 
closer to five tonnes. 

Order a 3.5-tonner with a crew cab, a pick-up body and a 
tail-lift and the limited payload capacity available may render 
it practically unusable, he claims. The only way to avoid such 
an outcome other than switching to a higher weight category 

The read-out on  
the Axtec On-Board 
Axle Load Indicator
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them on the ground,” he says. If they are not placed on a 
level, unyielding surface such as a concrete slab, the read-
ings they give cannot be relied on.

“The other problem is that people often forget to charge 
them before they take them out to use them,” Hack adds.

Fleets operating multi-axle heavy trucks with their more-
complex suspension systems should consider installing a 
dynamic axle weighbridge. More expensive than the static 
type, they cost around £16,000 to £18,000 including ground-
works.

Pay closer attention to how much weight your vehicles are 
carrying and they are likely to prove more productive. 

Fearful of being responsible for an overloading offence, 
managers may be sending the vehicles out with less cargo 
on-board than they can legally transport, just to be on the 
safe side.

Fit an on-board weigher or invest in a weighbridge and 
companies will be able to make full use of the legal payload 
without worrying that they’ll end up in trouble with the law.

“At Red Forge we have seen vehicles that  
are up to weight on the front axle before  
any payload has been added” 
Andy Freeman, Red Forge

is to specify the vehicle very carefully and to look closely at 
the burden imposed by each and every item fitted.

“One of the biggest issues within this weight category is a 
lack of front axle capacity,” Freeman sats. 

“It means most crew cab 3.5-tonners cannot carry the 
number of passengers the cab is designed for. Many cannot 
transport more than two or three people before a front axle 
overload occurs.

“At Red Forge, we have even seen vehicles that are up to 
weight on the front axle before any payload has been added,” 
he says.

There are other ways of checking the legal weight of vehi-
cles, Hack points out.

One option is to use portable weigh pads which transport 
managers can take to satellite locations if they are concerned 
that there may an overloading problem. Another is to install 
a permanent axle weighbridge if vehicles are regularly in and 
out of a particular site. 

A static axle weighbridge suitable for weighing a light 
commercial is not as expensive as fleets may suppose. 

“You’re talking about £7,500 to £8,000 including ground 
works and it could last you for 40 years,” Hack says.

“By contrast a set of weigh pads will cost you £6,000 and 
may only last for five years.” 

Weight pads rattling around in someone’s boot, probably 
dropped every so often then driven over regularly in all 
weathers does not make for a long life.

A weighbridge should be accurate to within 40kg, whereas 
with weigh pads the practical accuracy is more like 100kg 
plus or minus. 

Nor are they that easy to use correctly, warns Hack. “You 
can’t just take them out of the back of your car and dump 

An Axtec Dynamic static axle  
weighbridge may provide a long-lasting solution 



The UK and Europe’s largest used vehicle marketplace

Log on to bca.co.uk or call 0844 875 3480

Buyer demand keeps  
values strong at BCA

Advertisement feature

A
verage light commercial 

vehicle (LCV) values 

continued to rise at BCA, 

with the headline figure 

reaching a new record level of 

£6,794, driven by strong values 

in the fleet and lease sector and 

record prices paid for dealer 

part-exchange vehicles.

Buyer demand was sustained 

throughout the month, with 

inventory levels remaining high 

and good levels of supply from 

most sectors and at every price 

point. Year-on-year values 

remain well ahead, up by £418, 

equivalent to an 6.5% increase 

over the period.

Average age and mileage 

continued to decline, reflecting 

the steady supply of corporate 

stock sold.   

Fleet and lease
The fleet and lease LCV sector 

saw a slight decline in average 

values fall month-on-month, 

with values remaining at near 

record levels. Values fell by just 

£57 (0.7%) over the month, with 

retained value against MRP 

(manufacturer recommended 

price) at 38.13%. Year-on-year, 

values remain significantly 

ahead, up by £526 (7.3%), with 

average age and mileage 

declining when compared to the 

same period in 2016. 

Part-exchange
Average part-exchange LCV 

values improved to record levels 

for the third consecutive month, 

rising by £93 to £4,508, an 

increase of 2.1% during 

November. Values have risen by 

nearly £500 since last July.  

Year-on-year, values were up 

by £412 (10.0%) although 

comparative age and mileage 

are notably lower in 2017 and 

this will have impacted average 

values.

Nearly-new
Nearly-new LCV values stood at 

£15,045 in November. As always, 

this has to be taken in the 

context of the very low volumes 

reaching the market and the 

model mix factor.  

Headline figures rose each month after a dip in August
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Insight: Remarketing

By Dean Bowkett

ell I don’t know about you, but even though we 
are now into the swing of 2018 I’m still going 
to be checking under the seats of any used 
vans which come my way because I know of 
people waiting for parcels from a certain 

online retailer who claims to have delivered them!
Last year, new van registrations fell by 3.6%, conflicting with 

all the commentary around the growth in the home delivery 
market driving demand up. The figures were dragged down 
by other sectors, including construction, which have been less 
buoyant due to the uncertainty created by Brexit.

As we move into the last complete year in which the UK 
will be a full member of the EU, I can’t see 2018 faring much 
better as uncertainty over what Brexit will mean to sterling, 
businesses in general and the wider economy will continue 
to have a negative impact on investment in new vans and 
other commercial vehicles. 

The one bit of bright news for anyone looking to buy a new 
electric van is that the Department for Transport (DfT) has 
confirmed it will raise the gross vehicle weight (GVW) rating 
for electric LCVs from 3.5 tonnes to 4.25 tonnes to allow for 
heavier drivetrains. Please form an orderly queue.

The new van market may remain in the doldrums, but used 
van sales continue to see growing demand with almost 
11,000 units sold at auction last November a 7.9% increase 
on the same month in 2016, according to Andy Picton, chief 
commercial vehicle editor at Glass’s. The team from Cap HPI 
also noted rising auction volumes with November at 15,292, 
5% up compared with October 2017.

Transits still on top
Transit Custom remains the top selling new van in the UK, 
outselling its nearest rival – the Mercedes-Benz Sprinter – 
by 160%. Transit Custom is also doing well in the used 
medium van sector along with Transporter, Trafic and Vivaro 
which are all seeing healthy demand. Among small van 
buyers it is the Transit Connect, Caddy and Berlingo which 
are hitting the mark according to Picton. Small and medium 
vans account for 54% of the used van market says Cap HPI 
with the split between the two virtually identical.

In the large panel van sector, Glass’s reports that vans in 
good condition with reasonable mileage continue to see the 
quickest and healthiest bids. Lutons, dropsides and tippers 
have seen values increase by £204, comparing November 
2017 to the previous year.

Conversion rates are also healthy with Picton reporting 
first time rates of around 80.2%, although that is a slight fall 
on the 84.2% seen in October. BCA also noted sustained 
demand throughout November with “good levels of supply 
from most sectors and at every price point”.

But conversion rates do not seem to be at the expense of 
price with Picton reporting a 5.3% rise in November 2017 
against November 2016 which puts the average sales price 
at its highest level in the previous 12 months. BCA also 
reported used LCV prices on the rise hitting “a new record 
level of £6,794” which is a 6.5% up over November 2016 but 

W
the average age of vans fell by 2.87 months and average 
mileage fell 5% to 67,671. Once you include these factors the 
rise is far lower, which means it is reasonable for Cap HPI 
to report a “healthy market but with prices remaining pretty 
flat, except for some minibuses”.

Used vans are also getting younger on average with Glass’s 
stating that the average age of the LCVs sold fell by four 
months at 63.3 months while the average mileage increased 
by 705 miles to 74,136. Cap HPI also noted a drop in the 
average age from 63 months in November 2016 to 61 months 
in November 2017 with mileage almost on par year-on-year 
at 76,195 in November 2017 versus 76,041 for the same 
month in 2016. To complete the hat-trick, BCA also saw a 
drop in average van age falling from 54.27 months in 
November 2016 to 51.4 months a year later.

Swifter turnover?
So, does this mean companies are now turning their fleets 
over at a faster rate? Yes and no, based on research by Cap 
HPI. Its team saw that historic new van sales do not seem 
to be washing though into the used van market. 

In 2016, the most popular age of van was 36 months 
meaning 2013 registered vehicles. Looking back, new LCV 
sales rose by 18.67% in 2014 over 2013 and therefore all 
other things being equal you might expect the volume of 
three-year-old vans coming through the auctions in 2017 to 
see a similar rise over 2016, but the reality is used van 
volumes at this age group only increased 10.1%. 

There may be a variety of reasons why, including leasing 
companies using other remarketing routes, but I believe a 
number of companies are holding onto their vans longer 
which is why we are seeing new van sales falling. This view 
is partly supported by the fact that BCA reported the average 
age of fleet and lease vehicles coming back into the market 
has fallen from 408 months to 39.07 so LCVs on lease are 
certainly coming back at a younger age but it would seem 
the wholly-owned LCVs are staying on fleet longer. 

Specification remains key to getting a good price and a 
quick turn in stock. Crew vans and Kombis, in particular, are 
getting strong premium uplifts if the specification is good 
according to Glass’s. SUVs and pickups are especially 
susceptible to specification and Picton noted that Nissan 
Navara, Mitsubishi L200, Toyota Hilux and Ford Ranger are 
all now readily available in the used market to the extent that 
“all but the very best examples are under ever greater down-
ward pressure”. 

BCA LCV operations director Duncan Ward also noted: 
“Professional buyers are competing strongly for LCVs in 
ready-to-retail condition, particularly any vehicles with a high 
specification or unusual configuration.”

Cap HPI has published a guide value variance for LCV colours. 
White is in top spot, with grey, silver and black prominent.

So that was 2017, a year of falling new van sales, increasing 
used van demand and record used van prices. How will 2018 
fare? Government intervention is often the main catalyst for 
changes in car and LCV new and used sales and values and, 
on that front, it looks like business as usual.

USED MARKET NOT REFLECTING 
SALES DECLINE OF NEW VANS
Final figures for the year drop 3.6% on new van purchases as Brexit uncertainty prevails

What the 
experts say

“It’s a  
healthy 
market but 
with prices 
remaining 
pretty flat” 
Cap HPI

“Buyers are 
competing 
strongly for 
LCVs in 
ready-to-retail 
condition” 
Duncan Ward, BCA

For the latest news on 
the remarketing sector, 
visit commercialfleet.

org/remarketing

Online
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By Liam Campbell
head of its third-generation Sprinter van launch 
this year, Mercedes-Benz had0 a sneak preview 
in Stuttgart. The ‘Innovation Campus’ show-
cased a whole range of exciting new technology, 
which also offered a glimpse into the future of 
transportation.

Since it replaced the aging TN van in 1995, the 
Mercedes-Benz Sprinter has achieved more than 3.3 million 
sales worldwide. It’s also managed to achieve many firsts 
along the way, including the first van to feature ESP (electronic 
stability control), ABS (anti-lock brake system) and sidewind 
assist, and the first European van to go on sale in the US.

However, the curtain is finally dawning on the second-
generation Sprinter, which hit the market in 2006. Teaser 
images of the replacement model were revealed at the North 
American Commercial Vehicle Show in September, although 
the finished product is yet to be unveiled.

The Sprinter has always been a firm favourite among fleets 
for its strong residual values and aftersales service, but 
Mercedes-Benz wants to take this one step further by raising 
the bar an extra couple of notches in terms of connectivity. 

“The marketplace is changing and so should we,” said 
Volker Mornhinweg, head of Mercedes-Benz Vans. “The 
growth in online shopping, above all, is bringing new chal-
lenges. 

“The level of expectation is also rising, so transport compa-
nies have to constantly offer faster, more traceable and more 
flexible delivery services. The new Sprinter has been devel-
oped to meet these challenges”.

A

Sprinter continues to set the pace introducing technology in tune with the changing martketplace 

MERCEDES-BENZ SPRINTER

First look

DESIGN AND ARCHITECTURE
Visually, the new Sprinter differs significantly 
compared with the current generation. 

The thin, horizontal headlights create a more 
aggressive look, while the pronounced, 
streamlined grille gives it a sporty edge which also 
helps with aerodynamics to increase fuel efficiency.

With regards to chassis architecture, very little 
has changed from the current generation. 

There are three wheelbases, four load lengths 
and three roof heights, which, when combined with 
the various nominal gross vehicle weights, will 
mean more than 1,000 variants to choose from.

Gross vehicle weights are expected to remain the 
same at between three and five tonnes although 
payloads are expected to increase ever so slightly 
to around 1,650kg on the smallest 3.5-tonne model 
thanks to the option of front-wheel drive. 

Front-wheel drive models will also have an 
80mm lower loading height, making life easier for 
multi-drop couriers. 

Sector-leading shelving solutions provide for tidy 
and orderly load compartments and, for the first 
time, the telematics system can be integrated with 
the load space to enable the driver and fleet 
manager to keep an eye on the items on board  
in real time.

ENGINE AND DRIVELINE
Daimler has said the Sprinter will be offered with four power ratings, 
although it hasn’t announced the outputs or the powerplants. It’s expected, 
however, that the current 2.1-litre (2,143cc) OM651 and 3.0-litre V6 (2,987cc) 
OM642 engine will remain and outputs won’t stray too far from the current 
95PS/250Nm, 130PS/305Nm, 165PS/260Nm and 192PS/440Nm.

For the first time, the Sprinter will be offered in front-wheel drive which, 
along with the practical benefits, will increase efficiency. For those wanting 
the traction, handling and perceived durability of the traditional Sprinter, 
rear-wheel drive models will also be available, as will a 4x4 in the future.

All engines will be hooked to a six-speed manual transmission, although 
the 7G Tronic automatic will be offered as an option. In addition to the 
combustion engines, Mercedes-Benz has also confirmed an electric version 
from 2019. 

“We are convinced by the necessity of electric drive in our vans, especially 
in city centre applications. That said, electrification of the commercial fleet is 
not an end in itself, but follows the same principles as a classic drive when it 
comes to commercial feasibility,” said Mornhinweg.
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CONNECTIVITY
Mercedes-Benz maintains that the new 
connected systems aboard the Sprinter signal a 
new age of light commercial vehicles (LCVs). 
Rather than basing its connected systems on an 
existing platform from a third party, Mercedes-
Benz has brought all the expertise in-house so 
the systems can be fully integrated and tailored 
to the new van.

The German manufacturer argues we should 
stop viewing the Sprinter as van; instead it is an 
arm in a much wider integrated transport and 
mobility service. With its connectivity hardware 
and the Mercedes Pro connect services, the 
new Sprinter becomes part of the Internet of 
Things.

Mercedes Pro is the company’s web-based 
telematics system, which offers all the usual 

fleet management solutions like vehicle 
logistics, fleet communications, maintenance 
management, accident recovery and a digital 
vehicle log. 

The fleet communication service enables 
tradespeople to be informed about job changes 
and duly rerouted while on the road, for 
example. Customer addresses for the next job 
are relayed directly to the system, ruling out 
misunderstandings in communications between 
vehicle coordinator and driver.

Vehicle information such as location, fuel level 
or maintenance intervals can be retrieved in 
real time. These can be fully integrated without 
the need to retrofit devices, which can prove 
costly and time consuming. By offering this, 
Mercedes is hoping the Sprinter will be taken 
up by medium-sized and smaller fleets, too.

The newest Sprinter will have four interior 
grades, ranging from basic to luxurious

CAB AND INTERIOR
There will be four interior grades on the new Sprinter ranging from the 
trades-targeted basic interior to the luxurious one which is aimed at the 
lifestyle and VIP transport sectors.

The entry-level model interior has few creature comforts and it doesn’t 
even have a radio. What it lacks in sophistication, it more than makes up for 
in practicality with a wide range of storage compartments dotted around. 

Keyless entry and start is standard, surprisingly, which will increase its 
attraction to multi-drop couriers, and the air vents are built to ‘passenger 
car standards’. 

Recognising its appeal to fleets, Mercedes-Benz offers its Pro connect 
services on all interior grades, even the base model (see panel below).

The next interior up adds steering-wheel mounted controls and a housing 
for the infotainment system (which Mercedes-Benz has called the 
‘skateboard’) at the top of the dashboard which includes additional air-vents.

On the third-tier interior, the hard plastics are replaced by a higher quality 
material and there’s a high-resolution screen in place of the radio slot. 
There are power sockets to charge tools and devices, and there is a lidded 
storage compartment on top of the dash. It’s from this trim that the 
automatic transmission will be available.

The flagship interior is reserved for the high-end user, with its piano black 
finish on the fascia and chrome highlights. There’s also a more advanced 
infotainment system with sat-nav, smartphone mirror-linking and a 10.25-
inch widescreen display.
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The Caddy fits happily  
into cramped car park bays

By Trevor Gehlcken

s commercial vehicle journalists, we spend 
quite a bit of time talking those at the sharp 
end of the business – i.e. the drivers. One 
thing we have discovered is that quite often, 
what the drivers want and need and what they 
are actually given by their fleet managers are 
two different things.

This can have quite an impact on the bottom line, especially 
as one of the things we have learned is that, quite often, the 
vehicles provided are bigger than they really need to be. In 
fact, the experts reckon that about 30% of fleets are using 
the wrong sized vans – either too big, or too small.

So, while quite a few drivers are given, say, a medium panel 
van, a lot of them could just as well use something the size 
of the Volkswagen Caddy, the van on test here, which, of 
course, could be cheaper to both buy and run.

I say this with some experience as I have been testing vans 
since the early 1990s and know that most tradespeople can 
cram all the gear they need into a van of this size with a bit 
of pushing and shoving.

Even if the odd bigger loads need to be carried sometimes, 
it would still be cheaper for a fleet to run the smaller vans 
and spot hire something bigger on those few occasions.

And it’s not just a question of carrying loads. The smaller 
vans are easier to drive, simpler to park and can winkle their 
way into those tiny multi-storey car park spaces. 

True, most medium panel vans can get into these car 
parks height-wise, but you just try parking one in those 
ridiculously cramped bays. 

Regular readers will know that a large amount of my time 

Considering switching to smaller vans? There isn’t much this Caddy can’t carry
VOLKSWAGEN CADDY

MODEL: HIGHLINE 1.4TSI 125

“We have yet to 
find a load that 
won’t go into 
this doughty 
little van”

is spent moving stuff from one house to another among my 
extended family and phone conversations regularly begin 
with: “Dad, you’ve got a van haven’t you...?” or such like. I 
know full well what’s coming next!

My daughter is the present focus of attention – don’t ask 
me for the details but it all involves multiple fully-laden long 
distance journeys for yours truly – and I did wonder if the 
Caddy was actually going to be of any use lugging things like 
freezers, washing machines and settees around.

In the event, we have yet to find a load that won’t go into 
this doughty little van after a bit of shoving and head 
scratching and as the miles pile on, my admiration for the 
plucky VW just grows and grows.

This is the fourth long term test we’ve written about the 
Caddy so far and, as yet, we haven’t really mentioned the 
business end in detail, so let’s look at what’s on offer.

There’s a full bulkhead for starters – pretty much standard 
nowadays –but the floor is the plastic non-slip variety, which 
is usually a paid-for extra. This item is a Godsend when 
transporting small bits of cargo as it saves them sliding all 
over the place between points A and B.

Then there’s half-height protective panelling to stop heavy 
loads causing reverse ‘dings’, the curse of any van fleet. Once 
you get one, they are nigh on impossible to eliminate cost-
effectively and could knock hundreds of pounds off the value 
of the van when you come to sell it. Meanwhile, there are 
eight load-lashing eyes to keep things in order.

The only complaint is that our rear doors feature see-
through glazing. We’d recommend the metal type instead as 
it stops would-be thieves nosing in and seeing what you are 
transporting.

Payload 

645kg

Fuel economy 

48.7mpg

C02 emissions 

133g/km

Price as tested

£17,735

Gross vehicle weight (kg): 2,060

Power (PS/rpm): 125/5,000-6,000

Torque (Nm/rpm): 220/1,500-3,500

Load volume (cu m): 3.2

Payload (kg): 645

Comb fuel economy (mpg): 48.7

CO2 emissions (g/km): 133

Price (ex-VAT): £17,735

Current mileage: 1,854

SPEC

A
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Long-term test
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MODEL: 460, 4X2T

By Tim Campbell

t’s good to see a global manufacturer deciding to 
commit to one solution amid the many choices of alter-
native fuel available to the road transport industry.

After a large amount of research and development, the 
engineers at Volvo Trucks have concluded that for Euro-
pean truck customers with regional and long haul 
trucking businesses liquid natural gas (LNG) is the most 

appropriate or, at the very least, most promising alternative 
fuel. 

It appears to have struck the right cord with many. For 
instance Volvo has already won the Sustainable Truck of the 
Year 2018 award in Italy with the new FH LNG. 

“With the launch of the new LNG range ... Volvo is definitely 
raising the level of natural gas-powered trucks,” wrote the 
jury in its assessment.

As Volvo Trucks points out, a heavy transport operator 
covering 75,000 miles a year who chooses natural gas 
instead of diesel can cut CO2 emissions by 18-to-20 tonnes.

Given that last year alone more than 264,000 heavy trucks 
were registered in the EU, this means there is immense 
potential for significantly reducing emissions from heavy 
commercial traffic.

As befitting a regional and long haul operation, the LNG 
solution is available on the two heavier ranges within the 
Volvo Trucks portfolio, the FM and FH models. 

Not all models have the LNG alternative. Currently the D13 
engine (re-named G13 for the gas version) is the only engine 
available, at the 420PS and 460PS power settings.

The D13 and G13 engines perform very similarly with the 
main difference being in the slightly later development of the 
power up the rev range although the power drop-off at the 
top end is not as noticeable on the gas engine.

Understandably, one of the main considerations of any 
truck driver and operator is the range which, of course, is 
linked to the fuel consumption and tank size. 

Volvo Trucks offers three LNG tank sizes for the FM and 
FH models. These are 115kg (LNG is bought/measured by 
weight), 155kg and 205kg. They should offer ranges on a 40 
tonne gvw combination between fills of 340 miles, 465 miles 
and just more than 620 miles. 

Naturally these figures are subject to the normal caveats 
of operational cycle, terrain type, weight and, of course, the 
heaviness of the right foot!

I

Volvo’s LNG fuel solution has ‘raised the level of natural  
gas-powered trucks’ say Sustainable Truck award judges

VOLVO FH

On approaching the FH there’s not much to give away the 
fact that it is LNG-powered. For instance, were it powered 
by compressed natural gas (CNG) there would probably be 
the tell-tale row of bottles behind the cab. 

But, as LNG is basically the concentrated liquid form of the 
gas, it all fits within a standard-looking fuel tank and confirms 
the fact that 0.72kg LNG has the same energy as one litre 
of diesel.

Interestingly, the FH also has a diesel tank; indeed it has 
an AdBlue tank to ensure it meets the Euro VI emissions 

Driven

Payload 

n/a

Warranty 

2 years

Price as tested

n/a

620 miles
between filling up the  

largest of the LNG tanks

0.72kg
of LNG has the same energy 

as a litre of diesel

An LED display shows the  
levels of AdBlue, diesel and LNG

The LNG is pumped into  
a standard-looking tank
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standard and the reason for the diesel tank is that Volvo’s 
LNG system injects around 5 % of diesel with the gas.

After climbing the steps to the FH cab floor and sitting on 
the supportive leather driver seat, it soon becomes obvious 
there’s very little to distinguish this FH from a standard diesel 
model. 

The main giveaway appears only after switching on the 
ignition as the LCD display to left of the rev counter indicates 
levels for diesel, AdBlue and LNG.

We selected ‘D’ for drive on the right armrest (it’s a left-
hand drive truck) and before you knew it we were away, with 
not a hint of gas behind us.

We mentioned the power curve earlier, but perhaps more 
importantly it’s the torque that matters when looking at 
driveability and maintaining a good level economical driving 
speed irrespective of the type of terrain. 

The torque curve on the gas-fuelled 460PS in theory cuts 
in around 200rpm later than its diesel equivalent so when 
we started to demand a little more from the engine as we 
approached a hill, we were pleasantly surprised to feel a 
healthy amount of torque even at 950-1,000rpm. It was not 
far off a conventional truck.

According to Volvo Trucks, the same “torque characteris-
tics” can be said for the 420PS variant with a similar torque 
output at 2,100Nm of the diesel (460PS is 2,300Nm) so we 
expect the 420PS would be just as driveable.

Moving through the gears, the 12-speed ‘I-shift’ feels just 
as smooth as normal with no discernible difference and this 

SPEC
Price as tested: n/a

Gross vehicle weight (kg): 40,000

Engine capacity (cc): 12,800

Output (PS): 460

Torque (Nm): 2,300

Payload (kg): n/a

 Warranty 2 years

VERDICT
Volvo has created a very appealing and persuasive 

argument for its version of LNG for regional and 

long-haul operators throughout Europe and, we 

suspect, North America. If the infrastructure 

develops as quickly as Volvo Trucks feels it will, then 

LNG appears to be a very logical alternative to purely 

diesel power for this type of operation.

Preaching the gas-powered 
‘gospel’ – the message is clear 
on the sides of Volvo’s FH LNG

is mirrored by the in–cab noise. Meanwhile, the visibility in 
the FH is as good as it gets. 

The semi-wrapround dash houses the electronic hand-
brake as well as the heating and ventilation controls plus, 
what appears to be hundreds of buttons. In front of the driver 
sits the central instrument panel which, unusually, houses 
just one centre dial, very cleverly having the speedometer on 
the outside and the bottom third indicating the engine rpm, 
complete with a coloured dynamic ‘eco’ zone.

There are three steering wheel stalks, two on the right 
providing controls for the four-stage engine brake and the 
windscreen wipers, while the indicators and high beam 
lights are controlled by the left stalk.

The FH 460 coped well with the mixture of flat and hilly 
terrain and, with an all up weight of 40 tonnes, showed no 
trouble pulling the weight, despite many operators appearing 
to prefer the 480-520PS power range in recent years.
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