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To reach shortened URLs in the magazine – www.is.gd/xxxxxx – type 
the whole link into the address window of your web browser.

I 
was interested to see TE’s sister title, Operations Engineer, profiling the 
career of Society member and former REME warrant officer Eddie McLellan a 
couple of months ago (www.is.gd/ilobot). Eddie was responsible for the 
maintenance of wheeled, tracked and fixed equipment.
The article on Eddie profiled his transition out of the Armed Forces. Eddie 

wasn’t unusual in seeing his professional role change over the course of his 
career, both military and civilian. As his role changed, he changed sectors from 
IRTE to IPlantE. What a great example of the breadth and flexibility that the 
SOE can offer our members.  

For many, a military career lasts over a fixed term of 22-25 years. It is 
inevitable that the vast majority of military personnel need to transition into a 
civilian role for the latter part of their working life. 

I’m struck by the reality that many civilian employers may not always 
appreciate the level of investment in qualification, skills and experience that 
the military veteran has had invested in them. The vast majority will have 
operational experience working in high-pressure situations induced by high 
threat, extreme weather conditions or austere working environments. With 
a professional skillset forged in such challenging conditions, ex-military 
engineers offer a level of capability that often exceeds their industry peers.

Despite this, military personnel – both serving and veterans – can be 
particularly self-effacing. Military culture is one of Task, Team and Individual; 
while close in priority, they are nevertheless prioritised. For military veterans, 
the idea of describing individual success to a potential employer can often be 
uncomfortable. While the skills and qualifications of ex-military applicants are 
often greater than others at the same stage and age, this often doesn’t translate 
into job offers.  

The UK’s consciousness of the benefits and strengths that a military career 
can bring continues to develop. The SOE remains resolute 
in supporting our military members’ transition to the 
civilian sector. Given the plethora of transferable skills 
that our military engineers possess, the engineering 
sector as a whole can gain much from supporting them.

Serving with pride
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TfL reports on Direct 
Vision standard results
Transport for London (TfL), working 
with the London boroughs, has 
issued figures for the first full year 
of enforcement of its Direct Vision 
standard (DVS). It said that with the 
lorry safety scheme, serious injuries 
are down by 64% compared to 2017. 

The scheme assigns vehicles a 
star rating based on how much the 
driver can see directly through their 
cab windows in order to be able to 
drive in London (a metric against 
which the Mercedes-Benz Econic 
cab, pictured right, in the livery of 
removals firm Matthew James, wins 
five stars). 

In the first year of enforcement 
of DVS, 191,769 safety permits have 
been issued, including nearly 5,000 
to 5-star vehicles, which provide the 

highest levels of direct vision. More 
than 112,000 0-star HGVs have now 
had safe systems fitted. 

HGVs accounted for just 3% of 
the overall miles driven in London 
from 2018-20, yet were involved in 
nearly half (41%) of fatal collisions 
involving people cycling and 19% 
involving people walking. This means 
that HGVs are five times more likely 
to be involved in a collision resulting 
in a fatality relative to their share of 
traffic. However, the overall number 
of serious injuries involving HGVs 
has fallen from 48 in 2017 to 17 in 
2021. The first year of enforcement 
of the DVS and the HGV safety permit 
scheme has also seen a reduction 
in fatal collisions where vision is 
cited as a contributing factor. In 

2021, there were a total of 11 fatal 
collisions involving HGVs and people 
walking or cycling. Of these, six fatal 
collisions occurred where vision was 
cited as a contributing factor. This 
compared to eight in 2020 and nine 
in 2019 where vision was cited as a 
contributing factor. The majority (four 
of the six) of fatal collisions in 2021 
involved 0-star rated vehicles.

TfL is aiming to introduce tighter 
standards from October 2024 when 

the minimum DVS star rating will be 
three stars. All HGVs below three stars 
will need to feature a progressive 
safe system that will take into account 
new and emerging technology 
or safety equipment that was not 
available during the design of the 
current safe system. In anticipation 
of the tightened standards from 
October 2024, operators are already 
purchasing DVS compliant vehicles at 
three stars or above.

Stratio wins framework agreement 
with Keolis for predictive maintenance
Predictive fleet maintenance 
platform Stratio has won a global 
framework agreement with transport 
company Keolis, to enable predictive 
maintenance and provide remote 
diagnostic technologies to Keolis’ 
networks. As part of the agreement, 
Keolis Group, which operates in 
14 countries, including tram lines 
in Manchester and rail lines in 
London, may use the Stratio platform 
and benefit from predictive fleet 
maintenance and remote diagnostics 
for buses and coaches.

Stratio is powered by an artificial 
intelligence and machine learning 
models that are said to monitor, 
analyse and predict failures in real 
time, in vehicles of any type or brand.

“The Stratio solution, which 
is already deployed on several 
Keolis networks in France, allows 
maintenance staff to view and 
address vehicle failures. This 
eliminates costly downtime, 
enabling us to provide an even more 
reliable, efficient and safe service 
for passengers, while helping our 
operations staff to improve their 
eco-driving,” declared Pierre Gosset, 
industrial division director, Keolis 
Group.

Enterprise to 
provide Multilift 
Commander HGVs
Enterprise Flex-E-Rent has become 
the first UK rental business to offer 
the specialist Multilift Commander 
container-handling heavy goods 
vehicles (HGV) and is providing 14 
vehicles to the joint venture between 
Eiffage, Kier, Ferrovial Construction 
and BAM Nuttall (EKFB) for use on the 
central section of the HS2 rail project. 

The Hiab-built, 32-tonne Multilift 
Commander (with Mercedes chassis) 
unit concept has previously only been 
used in the UK by the military. They 
are specially designed to augment 
the traditional hook-lift system that is 
commonplace in the waste industry.

The design adds the ability 
to pick up, move and deliver ISO 

shipping containers or a similar-sized 
cargo in any location that a truck can 
access without the use of a crane or 
other lifting operations. The Multilift 
Commander hook-lift system enables 
the driver to load and unload the cargo 
at the push of a button. 

The 14 vehicles being hired by EKFB 
are split between the five-star Direct 
Vision standard (DVS)-rated Mercedes-
Benz Econic and the Mercedes-Benz 
Arocs 3240 K 8x4 chassis with a top, 
three-star DVS safety-rated S-cab 3. 

They are fitted with an array of the 
latest safety equipment, including 
Advanced Brake Assist 5, Stability 
Control and onboard cameras.

Tail-lift immobiliser fitted to services vehicle

Motormax has collaborated with Ringway Jacobs and 
Acklea to fit a system that immobilises the vehicle if the 
tail-lift is not stowed correctly. It is said to be a UK-first.

shipping containers or a similar-sized 
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Hauliers join forces to drive 
decarbonisation of HGVs
Industry leaders in shipping and 
haulage are meeting to launch 
a cross-industry action group 
focused on the decarbonisation of 
heavy goods vehicles (HGVs). The 
new HGVzero taskforce will bring 
together some of Europe’s largest 
shippers and hauliers, including 
Coca-Cola European Partners, 
Tesco, XPO Logistics, Eddie Stobart 
and DPDgroup, to accelerate the 
decarbonisation of their collective 
fleets across the continent.

They will be led by Innovation 
Gateway. Its CEO Matt Pumfrey said: 
“Decarbonisation of HGVs is a critical 
business challenge. Innovation and 
collaboration are at the heart of what 
we do, and by bringing the best 
teams in the world together to take 
action, we will reduce risks and 
costs and develop solutions for 
a climate positive future.”

By pooling together the 
companies’ experience and 
resources, HGVzero will 
look to develop a 
roadmap that 
will lead HGV 
transformation 
across 

Europe and beyond – including 
solutions to overcome costly and risky 
challenges around long to medium-
haul vehicle and fuel technology, 
multi-fuel charging infrastructure, 
multi-modal efficiency, and value 
chain collaboration.

Within the first six months of the 
programme, HGVzero members will 
co-develop solutions with support 
from key industry collaborators to 
tackle the complex pinch points that 
have so far hindered successful low-
carbon HGV rollouts. This will include:
•  Shared infrastructure mapping: to 

support the utilisation of charging 
infrastructure across common 
geographies and lanes

•  Innovation discovery: to map the 
innovative transition landscape 

for HGVs
•  Joint action plan: to 
prioritise and breakdown 
shared infrastructure 

barriers and co-create a 
deployment roadmap 

for viable HGV 
projects.

Ellen 
Young, director, 

procurement 

and GB lead, Coca-Cola European 
Partners, said: “Being a part of this 
collaborative action group will enable 
us to knowledge share and invest our 
resources wisely to maximise success 
in both short- and long-term HGV 
projects whilst collectively improving 
future HGV strategy.”

Dr Nicholas Head, environmental 
and sustainability lead – UK and 
Ireland, XPO Logistics (pictured), said: 
“HGV decarbonisation is a systemic 
critical challenge that we must address 
innovatively and as an industry. That’s 
why we are particularly excited to 
be working with a diverse group of 
organisations, including our haulage 
peers and global shippers, to develop 
joint solutions.”

Olly Craughan, head of 
sustainability, DPDgroup, said: “Our 
sector is recognised as one of the most 
difficult to decarbonise, and progress 
towards government targets so far 
has been slow. As part of HGVzero, 
we want to build on the good work 
DPD have completed through working 
with other leading organisations 
to embrace new technologies and 
deploy more sustainable delivery 
options at speed.”

Wrightbus founder Sir William Wright
Wrightbus boss Jo Bamford has praised 
the legacy of Sir William Wright, who 
has died at the age of 94. Bamford 
purchased the Wrightbus business in 
2019 and paid tribute to the vision of 
Sir William, who founded the firm in 
Ballymena, Co Antrim, with his father 
Robert Wright after WW2.

Sir William pioneered aluminium 
bus framing in the UK in 1976, the 

first low floor bus in 1992, first British 
designed and built EV bus in 1999 
and finally ensured the future of the 
business by leading the design of the 
world’s first hydrogen fuel cell double- 
decker in 2015.

“Sir William and his father were 
pioneers, of that there is no doubt,” 
said Bamford. “The Wrightbus name is 
synonymous with everything they stood 

for and those values – problem-
solving, hard work and never giving 
up – course through the business I run 
today.”

Wrightbus employs more than 
1,000 people at its factory in Ballymena.

Schmitz 
Cargobull ramps 
up UK production 
Trailer manufacturer Schmitz 
Cargobull is doubling production 
at its UK manufacturing plant. The 
Manchester-based Schmitz Cargobull 
team is increasing production capacity 
so it can deliver standard versions 
of its S.BO Pace and S.CS Fixed Roof 
curtainsiders.

Schmitz Cargobull UK and Ireland’s 
managing director – operations, Paul 
Avery, says: “Operators are facing more 
demand from their customers, but at 
the same time having to deal with a 
shortage of vehicles. By working with 
our colleagues across Europe and 
due to the strength of the Schmitz 
Cargobull group, we have secured a 
strong supply of parts so we’re able to 
increase our build capacity in the UK 
and provide delivery before the end 
of December, which we know is what 
customers need.”

The S.BO Pace is a lightweight, 
fully modular semi-trailer targeted 
primarily at the parcel delivery and dry 
freight market. It combines Schmitz 
Cargobull’s build with composite 
Struktoplast panels which mean each 
trailer weighs around 600kg less than 
competitor models. Its design ensures 
the panels do not absorb moisture, 
even if damaged, so the tare weight 
of the trailer remains consistent over 
time, ensuring the payload potential 
on day one is maintained for the 
entire life of the asset. It also comes 
with a 12-month body warranty. 

The S.CS Fixed Roof curtainsider 
has a straight front wall for free side 
loading and tarpaulin tensioning, 
an XL load-securing side curtain with 
standard anti-theft protection and an 
aluminium roof.

Schmitz 

for and those values – problem-
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Tesco rolls out 100% electric 
truck with refrigeration body 
Supermarket chain Tesco is rolling out 
its first 18-tonne 100% electric truck, 
a Renault Trucks E-Tech D Wide with 
Solomon Commercials refrigeration 
body. The new zero-emission 
refrigerated electric truck is now 
delivering from Tesco’s Dagenham 
distribution centre to more than 400 
stores in Greater London, with further 
electric vehicles planned to enter 
service in the coming months. 

The E-Tech D Wide is eligible to 
operate in the capital’s Ultra Low 
Emission Zone and Congestion 
Charge Zone without incurring 
charges, while its zero tailpipe 
emissions in use and low traffic 
noise make it ideal for Tesco’s urban 
deliveries. 

Tesco’s E-Tech D Wide vehicle 
features Carrier TRS Syberia 11 
refrigeration equipment with power 
converter and is powered directly 
from the vehicle batteries via Renault 
Trucks’ 600V TVJB Fridge power 
supply unit. The vehicle has multi 
temperature zones, allowing the 
truck to move stock with differing 
temperature needs.

Jason Tarry, Tesco UK and ROI CEO, 
said: “We all want to see improved air 
quality and less pollution in our towns 
and cities, and electric vehicles will 
play a crucial role in achieving this. 
The Tesco distribution network is one 
of the largest in the UK and provides 
us with a great opportunity to roll out 
new technologies like this industry-

leading E-Tech 
electric truck 
from Renault Trucks. Together with 
our switch to electric home delivery 
vans and rolling out electric vehicle 
charging points for our customers, 
we’re really excited about the 
improvements we’re making across 
our business and our transition to 
electric vehicles.”

Tesco’s first Renault Trucks 
E-Tech D Wide E-Tech 18 + 1 tonne 
dispensation on a 4.75m wheelbase 
with Day Cab is equipped with 
Solomon Commercials refrigerated 
body, 6.4m external length with rear 
shutter door and 1500kg column tail 
lift, built to Tesco specification.

Powered by 265kWh, 600V 

lithium-ion batteries (four battery 
packs of 66kW each, located in the 
wheelbase) the AC synchronous 
electric machines (providing power 
for the vehicle and recovering 
regenerative energy) with permanent-
magnet technology deliver maximum 
power of 370kW peak, continuous 
power of 260kW and maximum 
torque of 425Nm. The E-Tech 
reduction gearbox offers two forward 
speeds and one reverse.

The E-Tech D Wide will recharge at 
Tesco’s newly installed electric charge 
points at its Dagenham distribution 
centre. Aftersales support is provided 
by Renault Truck Commercials Essex.

Research by Allison Transmission cuts 
fuel bills using different axle ratios
Research by Allison Transmission has 
revealed that many commercial vehicle 
fleets could cut their fuel consumption 
by requesting different axle ratios to 
those routinely offered on new vehicles. 

For example, UK waste 
management company Biffa recently 
worked with Allison to determine 
optimal axle settings for Mercedes-
Benz Econic refuse collection trucks 
with 266, 296 and 345bhp engines. 
By running simulations on its industry-
leading iSCAAN software programme, 
Allison identified that switching these 
trucks from the standard 6.84:1 axle 
ratio to a shallower 6.0:1 ratio, also 
offered by Mercedes-Benz, could 
reduce fuel consumption by up to 
3%, as well as lowering cab noise. As 
a result, Biffa has amended its current 
order of 20 new Mercedes-Benz Econic 

trade waste collection vehicles, due 
to be delivered this autumn, with a 
further order of 18 to follow in spring 
2023.

Other simulations by Allison 
have shown that adopting axle ratios 
numerically lower than those offered 
as standard by OEMs can reduce fuel 
consumption by 1-3%. This can be 
achieved without negatively affecting 
the vehicle’s launch gradeability 
or productivity, thanks to Allison’s 
Continuous Power Technology, which 
nearly doubles engine torque at launch. 

10-strong fleet of Mellor Orion buses 
arrives at Leeds City Council
Leeds City Council has taken delivery 
of 10 accessible Class B Orion buses 
from Mellor. Their arrival reinforces 
the manufacturer’s strong working 
relationship with the council, as the 
new buses join a fleet of 20 Mellor 
vehicles already in service.

The 16-seater Orions will be 
deployed across Leeds City Council’s 
region, providing school and adult 
services for its communities. Orion’s 

signature low floor design allows for 
easy passenger access, while the size-
appropriate design makes it efficient to 
operate in and around town.

To maximise ease of access, each 
Orion is fitted with nearside and rear 
ramps. Seating is provided by Phoenix 
and saloon climate control is supplied 
by Eberspacher.

Lee Burton, customer relationship 
officer at Leeds City Council, said: 
“We’ve established a good rapport with 
Mellor through collaboration on our 
previous orders, which has made the 
process of acquiring these new vehicles 
simple and straightforward. Having 
had experience with the model before, 
we’ve been impressed by their quality 
and reliability. What’s more, we were 
able to get our new buses with a very 
reasonable lead time.”

fuel bills using different axle ratios

trade waste collection vehicles, due 

from Renault Trucks. Together with lithium-ion batteries (four battery 
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BODY REPAIR

T
he process to develop the 
first standard for commercial 
vehicle repair began before 
the pandemic, according 
to Thomas Hudd, national 

technical manager at vehicle body 
repair trade association NBRA. He 
says: “A number of influential truck 
body repairers met to discuss how car 
repairers have had a higher profile and 
greater retention than those in the truck 
world. We felt that they were getting 
more recognition because of BS10125. 
And there was no formal standard for 
CV body repair, which includes trucks 
and vans of medium volume, buses and 
coaches.

“One of the issues we’re facing 
is that some accident management 
and insurance companies want to put 
commercial vehicles into light body 
shops, where the rates are lower, but the 
shops don’t have the competencies – nor 
do they have the equipment, jigs and 
high-roof paint ovens.”

He expands on that point: “Truck 
workshops are entirely different to 
car and van workshops – different 
equipment, different attitudes, different 
staff, and in some cases different 
requirements for training. There are 
different sizes of ovens and cab jigs. 
There are different technologies, such 
as air brakes on commercials. There is 
no specific method agreed for [repair 
of] the ladder chassis; that requires 
specialist knowledge.”

Adds Gerry Braddock, national 
manager of NBRA subsidiary, VBRA 
Commercial: “We want to avoid 
the situation that some people find 

themselves in now where the truck 
comes in for repair, the company that 
it has gone into knows they can’t do it, 
so subcontracts the work. Or they don’t 
repair it properly.”

Two body repair competence 
standards currently exist: BS10125, for 
light vehicles up to 5t gvw, which is 
currently in revision (see below), and 
the coach builder trade-specific route 
through the Level 3 bus and coach 
engineering technician apprenticeship 
(which is also being reviewed). 

As to the latter, Braddock contends 
that commercial vehicle body repair 
competencies were not properly 
considered when the trailblazer bus 
and coach apprenticeship was being 
developed. “The bus and coach industry 
rode roughshod over everyone else to 
get what they wanted. Neither do we 
have a bodybuilder standard.”

Aiming to help bridge the gap is 
a new truck body repair standard,  
VBRA Elite. This defines minimum 
competences and organises 
qualifications for individuals in structural 
repair (chassis and cab) of trucks and 

vans. Four qualifications are available: 
Truck & Van repair (structural with 
cab and chassis repair); Truck repair 
(structural with cab and chassis repair); 
Van repair (structural with chassis repair); 
Truck & Van (non-structural).

“With this, we’re able to give 
transparency as to what the repairer 
can do, and can release information to 
insurance and fleet managers,” adds 
Hudd. 

The standard sets out the 
requirements for competence based on 
qualifications given by the three principal 
awarding bodies in the sector: IMI, City 
& Guilds and GQA. In addition, VBRA 
Elite also includes the online database 
to track them, thanks to a collaboration 
with bodywork training company ITAS, 
which already manages the approved 
bodyshop programme for passenger 
car OEMs including Mercedes-Benz, 
Volkswagen and Toyota. 

“That enables someone who has 
undergone training, or wants to 
become an elite member, to download 
information on to one platform. All of the 
training certifications, assets, servicing, 

Not one but two major changes for 

truck and van body repairers, with 

the launch of a new commercial 

vehicle standard, and the revision of 

another light vehicle standard.

Will Dalrymple reports

BODY
DOUBLE
BODY
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BS10125 
COMPETENCE AREAS  
C0 - Repair preparation

C1 - Dent removal on steel and aluminium 
panels   

C2 - Plastic repair and surface refinishing of 
exterior and interior components  

C3 - Refinishing  

C4 - Hot metal joining for steel  

C5 - Hot metal joining for aluminium  

C6 - Cold joining of mixed and multiple 
materials  

C7 - Autoglazing  

C8 - Vehicle body alignment and 
rectification  

C9 - Road wheels and tyres 

C10 - Steering, suspension and braking 
systems  

C11 - Advanced driver assistance and 
automated systems (ADAS)  

C12 - Supplementary restraint system (SRS) 
components  

C13 - Make safe and repair vehicle 
electrical systems of a low/medium voltage  

C14 - Transmission, air conditioning and 
other driveline systems  

C15 - Engine and fuel systems 

C16 - Make safe mild or high voltage 
electrical systems  

C17 - Isolate/discharge, and quarantine 
hydrogen fuel systems 
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recalibration. Every document goes on 
there,” explains Hudd. Certificates are 
marked with an expiry date.

VBRA will take on the responsibility of 
the audit itself, drawing partly from the 
online platform, but also carrying out a 
physical visit and walk-around inspection 
of the facilities. 

As of July, the first company to be 
accredited against the scheme was said 
to be D Gawthrope ACR of Knottingley, 
West Yorkshire.

LIGHT VEHICLE EVOLUTION
Meanwhile, changes are coming to 
the light vehicle standard, too. The 
review of BS10125, Automotive services, 
Specification for vehicle damage repair 
processes, has passed the point of a 
public consultation, which closed in 
June, with an expectation of finishing 
the process toward the end of the year. 
But according to Mark Armitage, IMI 
head of member products and services, 
no changes are imminent; once the 
standard is published, an 18-month to 
two-year transition period kicks in to 
allow industry time to adapt.

He highlights significant changes 
including the inclusion of lots of detail 
about EVs (and hydrogen vehicles) 
as well as ADAS (advanced driver 
assistance systems, which rely on a 
number of body-mounted sensors, 
including on the windscreen). “The 

standard is not just to keep up with 
today’s technologies as to plan ahead for 
future technologies that are turning up 
in bodyshops,” he observes. So seriously 
is the industry taking those issues that 
the standard will require all repair 
technicians to have high voltage and 
ADAS awareness training.

Hudd at NBRA praised that 
development, which is also picked up in 
the VBRA Elite qualification. He says that 
such competences are vital to safeguard 
technicians and ensure that they are 
keeping vehicles operating safely on the 
roads. Hudd recalls: “One bodybuilder 
who I was speaking with mentioned 
that he was involved in a conversion of 
a hybrid electric vehicle. I asked him 
how many certified technicians he has. 
He said that they had none. But the 
electrics regulations that everyone in the 
country has to conform to indicate that if 
something goes wrong, that company is 
looking at corporate manslaughter. 

“We don’t want any injuries. Those 
repairers are not competent to work 
on these vehicles. And ADAS is vitally 
important also. There needs to be an 
audit trail about what they’ve done 
[training-wise], to make sure they 
put them back on the road as the 
manufacturer requires.”

The new BS10125 standard also 
clarifies how to conduct repairs when a 
defined method may not yet be available 

“We want to avoid the situation that some people find themselves in 
now where the truck comes in for repair, the company that it has gone 

into knows they can’t do it, so subcontracts the work”

Gerry Braddock
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from a manufacturer, and about the 
use of green (validated used) parts on a 
vehicle, which is allowed provided that 
they are fit for purpose.

In terms of competence, it does 
not change the entry point for 
qualification – an apprenticeship or 
recognised assessment to check skills 
and knowledge – but now references 
the new apprenticeship standards in 
England, which means that employers 
will be able to access Apprenticeship 
Levy funding (or co-investment) to 
pay for apprenticeship training and 
assessment. 

But the biggest changes are in the 
way that the roles are considered. 
Armitage explains: “For many years, 
standards and competence has focused 
on job role, as one of four job roles: 
panel technician, paint technician, 
MET – mechanical, electrical and 
trim – and damage assessor. Through 
consultation reviews with employers and 
conversations with individuals working 
in these bodyshops, it was clear that a 
greater level of flexibility of work would 
be better to prepare the workforce, 

ensuring it is 
best-placed to 
meet business needs.”

Now, gone are the four roles to be 
replaced with 18 key repair activities 
(one example might be welding of 
steel – see box for full list). Each of those 
has been broken down in relation to 
the competence expected to perform 
the minimum required activity level, 
combining knowledge and ability.

Over a three-year window (which 
starts from initial qualification), 
individuals and employers will review 
the subject areas for which the individual 
carries out work in the bodyshop and 
agree a CPD, continuous professional 
development, plan, and these are the 
areas that he/she focuses on.

“The qualification was previously 
more restrictive, because it was 
organised by job role. A painter/
refinisher in the past was just doing 
the painting element in competence 
discussions. Now they are able to add 
other elements. Likewise, previously 
all MET had to undertake steering 
suspension geometry assessment every 

three years. But that may not always be 
required for the business, so there is the 
opportunity to flex.”

That conversation is supported by 
certification bodies that monitor and 
police adherence, by training providers 
that support the employer (and which 
would also be assessed by awarding 
bodies such as IMI), and through 

assessments. 
In terms of assessments, in 

some cases where the repair 
subject is seen as non safety-
critical, the assessment 
method can be knowledge-
only: an exam. Where the 
matter is safety-critical, such 
as welding or working on 

high-voltage, there is also a 
practical assessment where 

an individual’s skills ability is 
assessed as part of CPD.

Armitage argues that the change in 
competence offers a fresh approach 
to skills. “A good thing is that CPD 
provides ongoing training, and keeps 
competence up to date on a more 
regular basis, which is what people 
really like. If you go to the highest level 
of looking at employers and how they 
manage the workforce, retaining talent is 
a key focus for employers right now. This 
approach supports that in how they can 
provide development plans for staff.”

He says that IMI has used a similar 
CPD competence structure for its 
TechSafe qualification for technicians 
working on electric vehicles and ADAS 
systems.  

Armitage adds that, although IMI 
won’t provide the training itself, it also 
wants to foster innovation in the way 
it is delivered, and moving beyond 
face-to-face instruction. He includes 
as examples e-learning to remote 
classroom delivery. “CPD could be more 
organically done in workplaces instead 
of taking people off of the tools and 
making them travel,” he says. 

“Previously all MET had to undertake steering suspension geometry 
assessment every three years. But that may not always be required for 

the business, so there is the opportunity to flex"

Mark Armitage

ensuring it is 
best-placed to 
meet business needs.”

would also be assessed by awarding 
bodies such as IMI), and through 

assessments. 
In terms of assessments, in 

some cases where the repair 
subject is seen as non safety-
critical, the assessment 
method can be knowledge-
only: an exam. Where the 
matter is safety-critical, such 
as welding or working on 

high-voltage, there is also a 
practical assessment where 

an individual’s skills ability is 
assessed as part of CPD.

Armitage argues that the change in 
competence offers a fresh approach 
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Above: Ian Hemsworth of First Bus at IRTE Skills Challenge 
2022 held at S&B Automotive Academy, Bristol



Sustainability. There's no time to waste.

The emissions-free eCollect plays its part in the race against climate change.
Efficient and cost-effective, the time is now to make the switch.

contact.us@dennis-eagle.co.uk          www.ecollectrcv.co.uk

For more information contact us on 01926 458 500



www.osram.co.uk/truck

1 
C

o
m

p
ar

ed
 w

ith
 s

ta
nd

ar
d 

b
ul

b
s,

 2  
H

1,
 H

4,
 H

7 
an

d 
H

11
, 3  

C
o

m
p

ar
ed

 t
o 

m
in

im
um

 E
C

E
 R

11
2 

re
q

ui
re

m
en

ts

Discover OSRAM 
TRUCKSTAR® PRO
Enhanced experience for 
drivers, increased benefits 
for businesses

With extreme durability and extreme performance TRUCKSTAR®

PRO 24V halogen upgrade bulbs are impressively bright and 
built with vibration resistant technology to handle heavy duty 
applications. Their excellent durability helps reduce vehicle 
downtime and fleet costs. OSRAM’s most powerful range of 
halogen truck bulbs offer up 2.5 x more lifetime1 and up to 
120%2,3 more brightness – giving professional drivers the 
confidence to tackle any road in the toughest conditions.

Trust OSRAM to light the way - No. 1 in Automotive Lighting
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All major truck brands available 
online now 

Direct replacement quality diesel 
particulate filters for all major truck 
brands in stock

orders@eminox.comshop.eminox.com
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EMx Powered

Woldsway Training is an independent training and accreditation company formed in 2019, 
based in East Yorkshire and cover the whole of the UK.

We will cover shift patterns to minimise the impact on your business

Workshop Accreditation (3-year licence) on behalf of the Institute of Road Transport Engineers.

Technician Accreditation (5-year licence) on behalf of the Institute of Road Transport Engineers 
(administered by the IMI).

Bespoke training courses can be developed in conjunction with your business needs.

Is your Workshop Accreditation or
your technicians due for renewal 
after the extension due to Covid?
Call us on:
Brian Colulson: 07986 519799
Nigel Powley: 07807 211435

E: info@woldsway-training.co.uk
W: www.woldsway-training.co.uk

Follow us on: facebook.com/woldswaytraining/
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W
hen it comes to the 
efforts needed to 
recalibrate and repair 
advanced driver 
assistance system 

(ADAS) technologies in the event of an 
accident or incident, it’s fair to say that 
for a long time, the commercial vehicle 
sector was playing catch-up to the 
passenger car world. Now, however, one 
systems supplier at least claims recent 
breakthroughs have led to big changes, 
making it more akin to a ‘plug-and-
play’ situation, where screen-mounted 
cameras and sensors, such as pictured 
above, can be simply remounted on 
new glass and allowed to recalibrate 
themselves in a matter of minutes. 

In the past, the recalibration efforts 
required manually checking, with the use 
of target boards at specified distances 
(such as the Beissbarth system pictured 
below). Now, however, things have 
moved on. “There have been requests 
for many years from the industry to make 
the recalibration process automatic,” 
explains Pierre Gompertz, product line 
director for automated driving at Magna. 
The Tier One supplier has worked on 
systems to smooth the repair process for 
end users. 

Now fully automated, the Magna 
solution goes through two sets of 
calibration. “There is one calibration 
that we do ourselves when we build 
the camera, because we need to make 
sure all the components are going to 
work properly together and create the 
baseline, because all cameras are slightly 
different,” he explains, adding it is what 
Magna calls intrinsic calibration. 

“Then there is extrinsic calibration, 
which is done when the camera is 

mounted on a replacement screen,” he 
continues. “There are big tolerances on 
the mounting – usually it’s 2.5° – and even 
the offset of the camera will lower up 
to 10cm. But when you drive a certain 
distance, the camera will recalibrate 
itself." Gompertz didn’t specify an exact 
length but hinted that, when referring 
to the Magna system specifically, the 
process would be completed in less than 
200m. 

What gives companies such as 
Magna confidence in their products is 
the work that is done before the ADAS 
technology leaves the production 
line. “We have an extensive end of line 
test, which applies to all products,” 
he explains. “When the camera goes 
through production, it is given a 
certificate that details all the parameters 
of that exact camera. So when it’s 
delivered to an aftermarket outlet – 
such as a dealership – it is ready to be 
mounted. To make it easier there are 
clips now attached to the windscreen, 
instead of having to glue it on.” 

In fact, Gompertz says one of the 
biggest issues is ordering the wrong 
parts but, even then, the mistake is 
pretty obvious. “Even within the same 
platforms and brands there are so 

Advances in ADAS componentry 

have made replacing and 

recalibrating the systems much 

easier than it used to be, but 

challenges still remain. 

John Challen explains all ©
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many different cameras, so making 
sure you get the right windscreen 
and the right camera is becoming 
more and more difficult. That’s where 
dealerships and repairers need more 
training now – helping them to identify 
which screen and camera is required. 
But, if you get the wrong windscreen or 
camera, you simply won’t be able to fit 
it. There are special patterns when you 
clip them and if you have the wrong 
one, it just will not work.”

CLEAR CALIBRATIONS
Not all systems are as advanced as the 
Magna technology, however. From the 
glass supplier’s point of view, more 
caution is being urged. Autoglass 
recently announced four new ADAS 
recalibration centres around the 
country for passenger cars and LCVs, 
such is the demand for the service.

When it comes to HGVs, however, 
Tim Camm, technical training manager 
at Autoglass, says most operators 
still require the traditional calibration 
process to be carried out either on 
their premises, or where the issue 
has occurred. He also believes that as 
ADAS becomes more advanced and 
commonplace, there will be an even 
greater need for compliance. 

“There’s a lot more to ADAS now 
than there used to be,” he reasons. 

“Therefore, you’re getting what we 
call fused systems – a combination 
of camera, radar, LiDAR, all talking to 
each other to make the decisions. The 
technology on trucks has moved to 
that from a black and white camera, so 
the new developments present many 
challenges on the system.”

Camm says Autoglass has just 
started looking at its HGV offering and 
says the biggest obstacle is calibration. 
“We won’t fit a screen where we can’t 
recalibrate,” he says. “And the reason 
we often can’t calibrate is because you 
have to present the camera to a target 
board for alignment. Then you have to 
follow a drive cycle, which is completed 
under normal road conditions, 
checking road markings, etc, which 
adds to the complexity.” 

The Autoglass provision for LCV 
is also being looked at, because the 
company uses a Bosch DAS 3000 
calibration system, which only goes up 

to LCV-sized vehicles. As part of a trial, 
it is working with ‘a major fleet’ and 
the strategic hub will be in Leicester. 
“We’re going to run it at one of the 
operator’s sites and with a specific 
small fleet of vehicles, but a fleet that 
is wide-ranging,” he explains. “There 
are five manufacturers represented, for 
example.” 

FIT FOR PURPOSE
Within Autoglass, there are specific 
technicians – called ‘specials’ – who cover 
everything from LCVs to motorhomes to 
HGVs, as well as some plant machinery. 
“They use specialist vans because they 
are carrying bigger pieces of glass. They 
also need need access equipment to 
work on these vehicles, which is required 
under our health and safety standards. 
The tooling is the same, but training-
wise they will do the same as passenger 
car, but also an extra module and need 
different licences. All are trained to IMI 
Level 3 accreditation. Anyone doing 
ADAS must have more than three years’ 
experience before they can work on 
those systems.”

A final word of warning comes 
from Camm in relation to upcoming 
legislative changes. “There’s a British 
Standard coming in March 2023 – 
BS:au242 version 2020, (which replaces 
Standard 242A) – relating specifically 
to where you can repair and what you 
can repair on windscreens. If the impact 
is in a certain part of the zone where 
there’s any ADAS or visual display – 
including head-up displays – it has to 
be replaced, not repaired.” 

OTHER ADAS SYSTEMS 
Away from the main windscreen-mounted technology, there is also a big need for recalibration. 
Essentially, workshops are still liable for ensuring the necessary checks are made when maintenance 
or repairs are carried out, so it is vital that sensors that control other functions such as lane keeping 
assist are properly calibrated. ATS Euromaster has warned of insurance being invalidated if those 
carrying out repair work don’t ensure best practice.

"More and more vehicles come to us for work now that will require ADAS recalibration that the 
customer just isn’t fully aware of,” says Mark Holland, operations director at ATS Euromaster. 

Holland gives the example of changing a car’s tyres and the need for wheel alignment. “You need 
to ensure the radar and the front camera are recalibrated to factory settings, otherwise it may not work 
correctly,” he reasons. “We’d also advise fleet managers to ensure their drivers know to take their 
vehicle in for fault analysis if one of the ADAS dashboard warning lights come on,” he says.

“There’s a lot more to ADAS now than there used to be, you’re 
getting what we call fused systems – a combination of camera, 
radar, LiDAR, all talking to each other to make the decisions”

Tim Camm

“There’s a lot more to ADAS now than there used to be, you’re 
getting what we call fused systems – a combination of camera, 
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ELECTRIC DRIVELINES

L
ike it or not, the days of 
the diesel-fuelled internal 
combustion engine are 
numbered; electrification is full 
steam ahead. Tim Campbell, 

MD of Campbells Electric Vehicle 
Consultancy, has – among other things 
– worked confidentially with many of 
the biggest global truck and van OEMs, 
served as senior commercial vehicle 
consultant to the UK National Grid 
(Ventures Division), and contributed to 
the Electric Vehicle Energy Taskforce 
report for the UK government. To 
explore this we need first to understand 
the big picture, and Campbell is the 
best man to draw it. 

“The truck is the probably the last 
thing you should think about,” he says. 
Infrastructure is everything, followed by 
chargers, cloud-based software, data, 
and only then vehicles. 

Can generating the power 
avoid being just as dirty as diesel? 
“The answer is yes,” he assures us. 
Renewable power is moving forward 
at a massive rate. “We’ve got about 
10GW of offshore power at the 
moment,” Campbell points out, with a 
commitment for five times more than 
we have, in eight years (see map, p22). 
On top of that, the government stopped 
building onshore wind turbines in 2017, 
a decision now up for review. 

The big issue is further down the line, 
so to speak. “Think of the National Grid 
as like the motorways,” Campbell tells 
us. “Taking power from the motorway to 
your home or depot is the responsibility 
of the Distributor Network Operators 
(DNOs) and unfortunately, many 
have been caught out by how quickly 
automotive electrification is happening.”

While we’re waiting for the DNOs to 

catch up, we should be thinking about 
things like dynamic balancing – cloud-
based software which enables chargers 
to talk to one another, prioritising 
vehicles in the order they’re due to go 
out, for example. Ways to avoid needing 
to upgrade the power coming into your 
site, in other words, along with solar and 
battery storage. 

Also, operators need to start small, 
but they do need to start. “You can’t 
build infrastructure in five minutes; you 
need a long-term plan,” Campbell says. 
“Meanwhile, if you’ve got a van – most 
transport companies have  – electrify 
that so you get to learn about it. You 
want the transition to be a steady 
climb, not a cliff edge.” They might 
also consider technician competence, 
through schemes such as IRTE’s irtec 
Large Electric Vehicle.

“As an industry, we’ve evolved as 
much in the last 120 months, as we did 
in the previous 120 years,” Campbell 
points out, and he doesn’t just mean 
technologically, but commercially, too. 
For example, Daimler, Volvo Group 
and Traton Group (which owns Scania 
and MAN), are joining forces to put 
public access truck chargers across 
Europe. “They’ve worked out that this is 
not a brand challenge, it’s an industry 

challenge, so they have to work with 
their competitors.” Now it’s time for 
logistics companies to start doing the 
same, reducing the cost compared 
to building individual facilities. 
“Electrification will change the way we 
operate completely.”

SELLING DIFFERENTLY
Campbell isn’t the only person who 
thinks the vehicle should come last in 
this process; the OEMs agree. In fact, 
they might not even sell you one at all, 
as Phil Rootham, pre-sales technical 
manager at Scania, explains. “We’re 
trying to take a far more consultative 
approach,” he says. “There’s a lot of due 
diligence up front.” That means looking 
at each operation in detail. “We try and 
understand what the routes look like, 
whether they’re repetitive, what the 
daily distances look like, what kind of 
bodywork is on there to understand 
ancillaries; all those kinds of things.” This 
enables them to work out whether the 
vehicle the customer is asking for will 
actually be able to do what they want 
it to do. If all looks good, then deeper 
analysis of specific routes 
comes into play.

“Are we at a point 
where we’ve got all 

Road tests of electric trucks are everywhere, but the actual vehicle is only part 

of what’s required. Thinking about the infrastructure behind it can quickly feel 

overwhelming, and the overall message around whether this country is ready 

for such rapid progress is somewhat blurred, finds Lucy Radley

GRIDLOCK

20 www.transportengineer.org.uk   September 2022



ELECTRIC DRIVELINES

“The truck is the probably the last thing you should think 
about; infrastructure is everything, followed by chargers, 
cloud-based software, data, and only then vehicles"

Tim Campbell

the answers yet? I’m not certain there’s 
enough product out on the road to say 
we can really nail it, but good practice 
we can definitely cover,” Rootham says. 
“But time will improve calculations, as 
is the case with everything – the more 
vehicles you have out there, the better 
you understand it.” To a certain extent, 
all the manufacturers are asking industry 
to challenge their operations to allow for 
early adoption, but that does not mean 
they’ll take risks with customers’ money 
and trust.  

If the truck the customer wants, on 
the route they want it to follow, is not 
going to be viable, Scania will advise 
them of the challenges and question if 
it can adapt the operation, or whether 
they should wait for the next steps 
in range or performance. “Putting 
vehicles into jobs they can’t do just ruins 
customer relationships,” he continues. 
“We wouldn’t sell a customer a nine-
litre engine to do heavy haulage: the 
principle is the same.” 

What they will do, however, again 
mirrors the diesel analogy. “The key 
to all these conversations is looking 
at alternatives. If your use case won’t 
facilitate electric, what about a plug-in 
hybrid?” Rootham suggests, to illustrate. 
“Then you can maximise your range, 
increase your flexibility a little bit, and 
still utilise that zero emission part – as 
well as getting a fuel benefit.”

NEXT STEPS
Assuming the scope for electric is there, 
what is the next step on the ladder? 
Richard Riley is the electromobility 
sales development manager at Volvo. 
“There’s a huge amount that’s going to 
be different,” Riley says. “But charging 
need not be an issue.” Volvo supplies 

a 22kW AC wall box with 
every vehicle, which will 
charge the lighter end of 
their range – say, eFE or eFL 
– within nine to 10 hours. 
“It’s a 32A three-phase feed, 
you’d run various workshop 
equipment off it, so most 
sites will have that power,” 
he points out. “So you get 
your electrician to fit the box 
and you’re off and running.”

Great if that fits your 
operation, but there may not be a single 
10-hour window in which to charge. 
Or you may wish to scale things 
up. “Then we’ve got partners we 
bring in who have subtly different 
offerings,” Riley tells us. “They can 
connect with the customer and 
provide a DC fast-charge solution, 
including liaising with the DNOs.” 
But Campbell’s warning applies 
here. 

“A 150kW DC fast charger 
might be £50-60,000, but this could 
easily increase due to installation 
considerations,” Riley says. “The biggest 
lottery is what’s coming into your site 
already. So in one location it could cost 
you seven figures, but in a less built-up 
area right next to a power station, it 
might be tens of thousands.”  

The bottom line is that somehow 
this is all going to need to level up, but 
in the meantime, with electric trucks 
will inevitably come learnings. “Where 
do I put the charger in the yard? What 
can I do with shift patterns to make 
this easier? Do I charge before or after 
loading? Everyone’s going to have to 
learn these things,” Riley warns. But that 
doesn’t mean it’s simply too soon to 
make your first move. “Fundamentally, ©
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what are you going to do, buy an iPhone 
and benefit now, or wait for iPhone 28?” 

OTHER VOICES
As well as working together on major 
infrastructure projects, the OEMs are 
also working with external consultants 
and facilitators to find a way through the 
current situation. A good example of this 
is Equans EV Solutions, which is behind 
the GeniePoint public charging network, 
and has also undertaken design and 
installation of workplace chargers for the 
likes of NatWest. More recently, Equans 
has moved into truck, securing a referrer 
agreement with Mercedes-Benz Trucks. 

“Essentially, it’s about figuring out 
where your opportunity to charge is,” 
says managing director Dee Humphries. 
Equans will happily install infrastructure 
where trucks that come back to base 
every night are able to charge, but it 
does far more interesting things, too. 
“For example, we could add in battery 
storage, so you can be filling up those 
batteries during the day with energy 
produced from solar, then charging 
your trucks at night for free,” she offers. 
“There are lots of ways to look at energy 
management.”

Putting aside the more experimental 
stuff – like the three projects Equans has 
just done in Germany with overhead 
power line catenary charging – the 
ultimate aim is to keep things simple. 
That’s great with our one truck, plugged 
in every night scenario, but what about 
when a fleet expands? “One of the 

things we 
look at is how 
much energy is 
available at your site,” 
Humphries adds. “We can 
also look at what it would cost for 
a power upgrade, but substation costs 
probably send a chill down the spine for 
most people, so we look at offsetting as 
well.”

This is where solutions like the solar 
mentioned above come in, but it needn’t 
be quite that complicated. “We will 
always look at what you’ve got available 
right now, and at ways to increase that,” 
the MD says, adding “If you put a battery 
in, you can pull more energy from the 
grid and discharge it later, so you’re not 
having to upgrade the grid connection.” 
But operators do need to be realistic. 
“If you suddenly say, we’re going to 
electrify this depot and the 25 artics in it, 
and we want them all to rapid charge at 
the same time, you probably are talking 
substations,” she cautions. “If you want 
to do it sensibly, go piece by piece.”

DYNAMIC THINKING
Operators also need to remember that 
electricity is not a static thing, in the way 
a tank full of diesel is. “I was talking to 
one guy whose choice of truck had more 
range than he actually needed, and his 
routes meant they would be getting 
back during peak electricity tariffs, with 
battery power remaining,” Humphries 
says. “We can set up a solution where we 
take the power out of those trucks and 

sell it back to 
the grid at peak 

time, then recharge 
when it’s off-peak. 

It’s all about energy as a 
flexible commodity.” Don’t be 

fooled into thinking such ideas are only 
for big operations, either. “Actually, aside 
from grid-scale projects, it’s the smaller 
companies that stand to benefit the 
most from that kind of approach.”

Equans will install the smallest, 
slowest chargers that will keep your 
business working, because they pull 
the least amount of energy and cost 
the least amount of money. Then, once 
you hit capacity with that, they look at 
whether it’s better to do battery, grid, 
solar, or a combination of all three. “It’s 
all about how to make that work for that 
specific business,” Humphries tells us. 
“The common denominator is you’ve got 
a charger and you plug it in, but there 
is always a slightly different, bespoke 
solution, which works for each business, 
and that’s where we come in.”

In other words, electrification will, 
as Tim Campbell indicated back at 
the start, change the way we operate 
completely. But there are people out 
there to guide us through this mindset 
change, and there are ways to make 
the stuff ‘fuelling’ your lorries work for 
you, in a manner diesel never could. In 
the meantime, patience is key, but that 
doesn’t mean sitting still either. The 
more test vehicles are deployed, the 
more the industry will learn. 

look at is how 
much energy is 
available at your site,” 
Humphries adds. “We can 
also look at what it would cost for 

sell it back to 
the grid at peak 

time, then recharge 
when it’s off-peak. 

It’s all about energy as a 
flexible commodity.” Don’t be 

22 www.transportengineer.org.uk   September 2022

©
sc

h
ar

fs
in

n
8

6
 -

 s
to

c
k.

ad
o

b
e

.c
o

m





24 www.transportengineer.org.uk   September 2022

ELECTRIC DRIVELINES 

A 
battery is actually an 
assembly of cells (pictured 
above): each stores 
electrical energy at a 
particular voltage, and the 

battery has enough cells connected in 
series to give the desired voltage. Cell 
voltage depends on its chemistry: a 
lead-acid cell has a nominal voltage of 
2.1V, so six cells are needed for a ‘12V’ 
car battery. Nickel metal hydride (NiMH) 
runs at 1.2V, while a typical lithium-ion 
cell has a voltage of 3.2V. An electric 
vehicle’s traction battery might run at 
300V, so 94 cells would be needed – 
although for packaging purposes 96 
cells is more likely.

Lithium-ion (Li-ion) cells are the most 
usual type of rechargeable cell found 
in battery-electric vehicles (BEVs), and 
these consist of a cathode usually of 
lithium iron phosphate (LiFePO4, or 
LFP) and an anode largely made of 
graphite. These are separated by a liquid 
electrolyte.

Temperature affects the electrolyte, 
but lithium-ion batteries can operate 
over a wide temperature range 
(generally from -20°C to +60°C). 
However, they should be charged over 
a much narrower range: from 0°C to 
around +45°C. Below freezing, ‘plating’ 
can occur, in which metallic lithium is 
deposited on the anode, degrading 

Battery charging used to be a minor concern – and usually only an issue 

for seasonal vehicles that lay dormant for months at a time. But as they 

come to take a greater responsibility in propulsion, their importance 

continues to grow. Toby Clark gets to grips with charge and charging 

ALL ABOUT 
CHARGE

ELECTRICAL UNITS  
AND BASIC CONCEPTS
Power — the amount of electrical or 
mechanical energy produced or consumed 
per unit of time — is measured in Watts (W) 
or (more usually) kiloWatts (kW). 1kW = 
1,000W. Electrical energy can be measured 
in Joules (J): 1 Joule = 1 Watt x 1 second, or 
a Watt-second. But it is usually measured in 
kiloWatt-hours (kWh). 1kWh = 3,600,000J. In 
a DC (direct current) circuit, power is given by 
voltage (V, measured in Volts) multiplied by 
current (I, in Amps): 1W=1V x 1A. So a 300V 
battery passing 100A of current is putting out 
30kW. So a 600V motor to produce 240kW (or 
322hp) it needs to pass 400 Amps of current.

the cell and 
potentially 
leading to a fire 
hazard. Some 
chargers can 
operate at low 
temperatures, 
but this 
requires very 
low current (slow) charging. 
So-called ‘solid state’ batteries are on 
the way, using a solid electrolyte: these 
should allow ultra-fast charging and less 
temperature sensitivity.

Battery chargers are usually 
defined as AC or DC charging, 
but in fact all batteries are 
charged using DC. An AC 
charger supplies mains voltage 

to the vehicle’s on-board battery 
management system (BMS), which 
converts it to DC at the appropriate 
voltage, whereas a DC charger provides 
power at the appropriate voltage and 
current according to the needs of the 
batteries. 

AC chargers are typically rated at 
22kW output — but this depends on 
being wired to a 400V, 32A three-phase 
supply; with a household-type 230V 
single-phase supply, the charging output 
is limited to 7.2kW. A high-capacity DC 
charger requires a substantial power 
supply: a 300kW charging station such 
as ProjectEV’s EV-300D, for instance, 
needs a three-phase supply at 435 
Amps.

HOW CHARGING WORKS
AC chargers use the seven-pole ‘Type 2’ 
connector, while DC chargers use a two-
pole CCS pattern, usually in conjunction 
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with the communication ports of the 
Type 2 connector (both pictured above). 
This charger-to-vehicle communication 
link is important in determining the 
state of charge of the battery. If it is 
sufficiently discharged, the charger 
typically starts to supply a constant 
current (known as the CC phase), and 
the state of charge increases at a linear 
rate. As the state of charge approaches 
the maximum, cell voltage increases and 
the charger switches to constant voltage 
(CV) operation, allowing the current to 
drop gradually — so the state of charge 
increases at a slower rate. This is known 
as CCCV charging.

However, if you dramatically increase 
the current in the CC phase, you will 
reach the voltage limit at a lower state 
of charge — and must switch to slower 
CV charging. Therefore, doubling the 
initial current may not halve the charging 
time. Some have likened fast charging 
to pouring a bottle of beer too quickly: a 
‘head’ of foam is produced, limiting the 
capacity of the glass. So charging rate 
must be controlled, especially when the 
battery is almost at full capacity (that is, 

approaching 100% state of charge).
As a battery consists of many cells, 

and in practice these are not identical, 
the BMS may limit the charge rate based 
on the least effective cell, reducing the 
overall charging rate. An idle period 
after a ‘full’ charge, when the battery is 
not being charged and is under light 
load, can help to ‘balance’ the cells and 
determine charge state more accurately.

The lifetime of a battery is dependent 
on many factors, including the charge-
discharge cycle. In some cases a battery 
charged to 100% state of charge and 
then discharged to 50% may degrade 
more quickly than one that is charged to 
50% then fully discharged. It important 
that the vehicle supplier knows the likely 
use case for the batteries, so they can 
specify them properly.

One term that crops up frequently 
is ‘state of health’: this describes how 
the batteries have deteriorated with 
age and use. One common definition 
is as a percentage of the initial capacity. 
However, it is not defined consistently, 
so it should be specified precisely by the 
supplier.  

STATE OF CHARGE AND 
USABLE CAPACITY
While you can run a petrol or diesel vehicle’s 
fuel tank from full-to-the-brim to almost empty 
without any hit on performance, the same does 
not hold for battery-electric vehicles: they cannot 
operate effectively either completely ‘full’ or 
practically ‘empty’. These conditions are better 
expressed in terms of state of charge: completely 
‘full’ is 100% state of charge while ‘empty’ is 0% 
state of charge.

The battery management system (BMS) 
measures factors such as voltage, current and 

temperature to determine the state of charge. 
But state of charge gets even more difficult 
to measure if the battery is being used; and 
in practice, running at a true 100% state of 
charge is difficult, so a more sophisticated 
BMS might indicate 100% when the actual 
state of charge is nearer 90%.

Some batteries show a dramatic change 
of voltage depending on the state of charge 

— a conventional lead-acid car battery is a good 
example — while LFP cells give a very stable 

voltage over a wide range of state of charge, 
from around 20% to 90%. This is useful for many 
purposes, but makes determining the state of 
charge more difficult.

As Jean-Philippe Kretz, electromobility 
solutions sales director at Renault Trucks, 
puts it: “We operate the battery from 10% to 
90% — above 10% to preserve driveability, and 
below 90% to preserve battery life.” So the 
usable capacity of the battery is around 80% 
of its (theoretical) ‘true’ capacity. For example, 
Renault’s trucks typically use four battery packs 
of 66kWh (each made up of 30 modules of 12 
cells) for a nominal capacity of 264kWh — but the 
usable energy is 211kWh:

Usable energy = (90% - 10%) x 264kWh = 
80% x 264 = 211kWh

Say a battery pack is being charged by a DC 
charging station at 50kW, from 10% to 90% state 
of charge:

Time to charge = 211kWh/50kW = 
4.22 hours = 4 hours 13 minutes

With a more powerful fast charging station, 
such as the 175kW chargers found at some fuel 
stations, the time would be much shorter:

211kWh/175kW = 1.21 hours = 
1 hour 12 minutes

In fact the time to charge might not be quite so 
short, depending on battery temperature, age 
and operating profile.

Large electric vehicle technicians can now 
prove their competence by earning an irtec 
licence for work on high voltage systems.
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practically ‘empty’. These conditions are better 
expressed in terms of state of charge: completely 
‘full’ is 100% state of charge while ‘empty’ is 0% 
state of charge.

The battery management system (BMS) 
measures factors such as voltage, current and 

temperature to determine the state of charge. 
But state of charge gets even more difficult 
to measure if the battery is being used; and 
in practice, running at a true 100% state of 
charge is difficult, so a more sophisticated 
BMS might indicate 100% when the actual 
state of charge is nearer 90%.

of voltage depending on the state of charge 
— a conventional lead-acid car battery is a good 

example — while LFP cells give a very stable 
voltage over a wide range of state of charge, 
from around 20% to 90%. This is useful for many 
purposes, but makes determining the state of 
charge more difficult.

As Jean-Philippe Kretz, electromobility 
solutions sales director at Renault Trucks, 
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ELECTRIC DRIVELINES: HYDROGEN

Engineering consultancy Ricardo, in partnership 
with Stagecoach North East, has repowered a 
diesel double-decker bus with a hydrogen fuel 
cell propulsion system. 

The project, part funded by the Department 
for Transport, through its Hydrogen Transport 
Hub Demonstration competition, saw Ricardo, 
working with Stagecoach North East, create 
a zero emissions demonstrator that is now 
undergoing a ten-week test and demonstration 
programme around the Tees Valley and 
Brighton and Hove. Feedback and data from 
the trials will support the team to explore 
future market opportunities and applications 
with bus operators and other partners across 
the UK and beyond.  

Ricardo is 
seeking to offer 
the hydrogen fuel 
cell repowered 
vehicles at 
around half the 
price of a new 
bus. The aim is to secure 50% match funding 
investment plus customer commitment for an 
initial production of 150 buses that can enter 
service from late 2024.

Andrew Ennever, service leader for hydrogen 
fuel cells at Ricardo, said: “There are around 
38,000 buses in service in the UK, so we’re 
excited by the opportunities this type of project 
provides, to work with operators in support 

of their future environmental strategies. The 
project has drawn upon the breadth and depth 
of Ricardo’s capabilities, from complex control 
systems to thermal systems, mechanical design 
to vehicle integration. We are now capturing 
learning from the demonstration trials to enable 
further refinements to be included within a 
future production solution and alternative 
hydrogen fuel cell vehicle applications.” 

HYDROGEN REPOWER 

Global development of hydrogen-fuelled 
internal combustion engines for trucks and 
buses has moved on again with the unveiling 
of the YCK16H 552bhp 16-litre, multi-fuel, 
six-cylinder unit by Yuchai of Yulin, China.

Yuchai, a major supplier of diesel and 
methane heavy-duty engines, launched China’s 
first hydrogen-fuelled medium-duty engine 
for city bus, refuse and distribution tasks 
at the end of last year. Power output of the 
YCK05H was unstated, but the manufacturer 
claimed successful application of technologies 
including high-pressure multiport direct 
fuel-injection, low-inertia turbocharging and 
lean-burn combustion. The base diesel engine 
design was adapted to overcome hydrogen-
specific problems including backfiring and 
‘knock’.

The big YCK16H engine adopts advanced 
high-pressure common rail, direct injection 
technology and dual-channel turbocharging, 
which can allow homogeneous or stratified 
combustion in the cylinder as required, giving 
stronger power performance, higher thermal 
efficiency and better stability. 

Yuchai claims the 15.93-litre platform has 

high adaptability to fuel of varying purity 
and can be adjusted to run on grey or green 
hydrogen. “The fuel supply can be freely 
combined according to user needs and the 
basic conditions of fuel production, storage and 
transportation, which is a highly adaptable, 
flexible and controllable zero-carbon/low-
carbon power solution,” the company says.

A multi-fuel capability has also been 
developed. An intelligent control system and 
high-efficiency air management system, which 
can realise both equivalent ratio combustion 
and lean combustion, can adjust the injection 
fuel pressure and air intake volume according 
to different fuels. 

Yuchai says: “The application of ammonia 
fuel and methanol is also one of the highlights 
of this engine platform. Compared with 
hydrogen, ammonia fuel and methanol feature 
lower preparation cost, easier storage, wide 
application and less environmental impact. 
Based on the above advantages, ammonia-
fuelled internal combustion engines and 
methanol-fuelled internal combustion engines 
have a broader development prospect. The 
development of YCK16H provides a good 
technical platform for the application of single 
fuel of ammonia or methanol, ammonia-
hydrogen blended fuel and diesel-methanol 
blended fuel, and lays a technical foundation 
for China to develop zero-carbon emission 
internal combustion engines.”

Yuchai’s launch of its hydrogen engines 
reflects similar technical advances by 
Cummins, DAF and JCB in Europe and North 
America, and indicates that the future of long-
haul trucking may not be dominated by heavy 
and expensive battery-powered solutions. The 
Cummins engine, in particular, is of a similar 
displacement and output to the Yuchai unit. 
– Richard Simpson

CHINESE LAUNCH 552BHP HYDROGEN ICE ENGINE
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APPRENTICESHIPS: WORKING FOR THE FUTURE

T
he Level 3 apprenticeship, 
supported by partner 
Remit Training, involves 
academic learning and 
on-the-job training at the 

Volvo Trucks dealer Hartshorne’s 
Shrewsbury depot. The culmination of 
the course sees the students undergo 
a two-day assessment including written 
tests and practical exercises, 
producing a portfolio of 
repair and maintenance 
work under the watchful 
eye of an exam 
assessor. At the end 
of the assessment the 
participants are awarded 
a pass, merit or distinction 
depending on their results. 
The heavy vehicle apprentice 
qualification is undertaken by all 
truck manufacturers, and Guest is 
the first technician in England to 
gain a distinction.

 “It’s fantastic that all the hard 
work has paid off,” he says. “The 
majority of my learning has 
been through working alongside my 
colleagues at the Hartshorne depot in 
Shrewsbury; they have supported me 
every step of the way and I couldn’t be 
more thankful.

 “My manager Paul Hughes has 
been a huge source of information and 
support, as has the whole team really. 
There were around 15 apprentices in 
my group on the course – so it was 
good to meet the apprentices from the 
other Hartshorne depots. Hopefully 
we can all go on to have long and 
successful careers in the industry.”

 Guest has been working for the 
Hartshorne Group for five years but, 

due to two years of disruption 
because of the Coronavirus pandemic, 
finished his apprenticeship just over a 
year late – not that it held him back.

 Wayne Daniels, EPA and gateway 
manager for Remit, says: “During his 
assessments, Will was methodical, 
calm and collected. He asked 
questions before he began, to ensure 
he understood what was required of 
him, and worked in a logical manner. 
His write-ups were clear, concise and 
contained all relevant test figures and 
diagnostic procedures.

 “He is fully deserving of his 
distinction grade and is an excellent 

example of what can be achieved 
with the right support, resources 
and a student-focused team with a 
clear process to follow. I wish him 
all the best for the future in our 
industry, knowing he will improve 
its reputation and ours as an 
outstanding technician.”
 Guest’s passion for engines and 

gearboxes dates back to his childhood 
when he used to help his father Antony 
working on his motorbike.

“It’s a job I love and I’m looking 
forward to continuing to expand my 
knowledge and experience in the 
coming years,” adds Guest, who is 
now a fully qualified HGV technician. 
“The industry is going through 
some interesting changes – with 
electromobility and alternative fuels 
opening up new opportunities to learn 
and gain new skills – and I’m excited to 
be a part of that.” 

FIRST IMI DISTINCTION

“The majority of my learning has been through working alongside my 
colleagues at the Hartshorne depot in Shrewsbury; they have supported 
me every step of the way and I couldn’t be more thankful”

a two-day assessment including written 
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distinction for the Institute of the Motor Industry’s (IMI) heavy vehicle end point assessment

been through working alongside my due to two years of disruption due to two years of disruption due to two years of disruption 

with the right support, resources with the right support, resources 
and a student-focused team with a and a student-focused team with a 
clear process to follow. I wish him clear process to follow. I wish him 
all the best for the future in our all the best for the future in our 
industry, knowing he will improve 
its reputation and ours as an 
outstanding technician.”

example of what can be achieved example of what can be achieved 

a two-day assessment including written 
tests and practical exercises, 

a pass, merit or distinction 
depending on their results. 
The heavy vehicle apprentice The heavy vehicle apprentice 

a two-day assessment including written 
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L
ong gone are the days when 
truck drivers on distance work 
were issued with a cash float 
at the start of the week to pay 
for diesel. When they returned 

to the yard at the end of the week, they 
handed a sheaf of grubby and barely 
legible receipts to a hapless bookkeeper 
who then had to reconcile what had 
been issued with what had been spent; a 
challenge if some receipts were missing.

Notes have been replaced by cards 
which can be used to pay for bridge, 
tunnel and road tolls, too (but not 
cigarettes, vapes or confectionery).

Opt to use a fuel card and you can 
benefit from a per-litre discount on the 
price displayed on the service station 
forecourt, says Steve Clarke, marketing 
manager at card provider Fleetmaxx 
Solutions. “At present you’re typically 
looking at a 3p- to 5p-a-litre saving with 
us,” he says. “Fill up on the motorway, 
and the saving could be significantly 
more.

“We tell customers how much they 
will be paying at the start of each week, 
and the price will remain fixed for 
that week no matter where the card 
is used,” he continues. Fleetmaxx’s 
portfolio includes cards that are 
accepted at BP, Esso, Gulf, Shell and 
Texaco sites. 

The customer’s account is with 
Fleetmaxx as the card provider, and the 
amount of credit extended varies, he 
explains.

“Newcomers to the industry with 
no track record and businesses with a 
chequered credit history may have to 
use a pre-paid card,” he says. “Others 
may be on weekly terms, but if you are a 
major blue chip logistics company you 
will probably be on 30 days.”

Fleetmaxx is owned by Oilfast, a 
major bulk fuel, lubricant and AdBlue 
distributor with a strong presence in 
Scotland, Wales, Herefordshire and 
Gloucestershire, and with 
a product line-up that 
includes HVO. Account 
holders are able 
to benefit from 
its bulk-
purchasing 
clout.

Cards are protected with a PIN, and 
are typically allocated to a truck rather 
than to an individual driver, who might 
leave the company and take the card. 
“Customers can log in to their account 
online, however, and cancel cards, as 
well as order new ones,” Clarke says.

Linking a card to a truck makes it 
easier to work out how much fuel the 
vehicle concerned is burning, because 
you can see where, when and how 
much was purchased. “We can generate 
MPG reports,” he says. Unusually high 
fuel usage could indicate that there is 
a problem with the truck that needs 
resolving in a workshop, or that the 
regular driver needs to be shown how to 

drive more frugally. It could also mean 
that fuel is being stolen (see also 

pp32-33).

COSTS
How much fuel do you 

have to buy a week before 
you are allowed to take out a 

card? “We don’t have a minimum 
figure because we don’t want to 

put anybody off,” he replies. A self-
employed courier may only have one 
van now, he points out, but might be 
running three by the end of the year as 
business expands; and Fleetmaxx will 
want to benefit from that growth. 

MORE FUEL YOU
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resolving in a workshop, or that the 
regular driver needs to be shown how to 

drive more frugally. It could also mean 
that fuel is being stolen (see also 

pp32-33).

COSTS
How much fuel do you 

have to buy a week before 
you are allowed to take out a 

card? “We don’t have a minimum 
figure because we don’t want to 

put anybody off,” he replies. A self-
employed courier may only have one 
van now, he points out, but might be 
running three by the end of the year as 
business expands; and Fleetmaxx will 
want to benefit from that growth. 

Today’s drivers invariably buy their 

diesel – and other types of fuel 

– with a fuel card. Providing the 

haulier with an extra line of credit, 

it can also be authorised for the 

purchase of lubricants and AdBlue, 

and to pay for the truck to be 

washed, reports Steve Banner
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“Newcomers to the industry with no track record and businesses with a chequered 
credit history may have to use a pre-paid card. Others may be on weekly terms, but if 

you are a major blue chip logistics company you will probably be on 30 days”

Steve Clarke

There is an annual charge for each 
card that is issued on an account. 
“Typically it’s approximately £12, but 
everything is negotiable,” he observes.

That underlines an important point 
about dealing with fuel card suppliers; it 
always pays to shop around. At the time 
of writing in mid-July, a leading oil major 
was promoting a hefty cut of up to 10p 
a litre for operators using its card; but 
remember that generous deals can turn 
out to be rather less attractive than they 
appear to be at first glance when one 
reads the small print.

What will happen to Fleetmaxx’s 
business model as more electric trucks 
arrive? It has already introduced a card 
that is accepted by 13 vehicle charging 
networks and which can be used to 
charge up cars and light commercials, 
says Clarke; so it is preparing for what 
will be a major change.

An alternative to what are sometimes 
referred to as pay-as-you-go cards is 
to opt for a bunkering card instead. 
Operated by US-based FleetCor, the 
Keyfuels card is perhaps the best-
known, and is accepted at over 3,000 
sites across the UK.

Bunkering involves the operator 
buying fuel in bulk in advance, thereby 
taking advantage of any discounts that 
may be available, especially if they are 
buying diesel for bulk tanks in their 
yards at the same time. 

Keyfuels coordinates deliveries of 
diesel into the network, and a haulier’s 
drivers can draw on it as and when 
required. Customers are expected to 

deposit sufficient fuel in the network to 
cover their requirements for the next 
seven to ten days, and Keyfuels levies 
a pence-per-litre fee for its services. (It 
also offers a pay-as-you-go card.)

A drawback of bunkering is the 
need to purchase fuel in advance – a 
major fleet might have to deposit as 
much as 50,000 litres at a time with 
a network to cover its drawings – 
although businesses with their own bulk 
purchasing facilities are already doing 
so anyway. Large logistics companies 
are the ones best-positioned to 
leverage savings from this approach, 
and if they have significant buying 
muscle should be able to achieve a per-
litre saving of several pence below the 
pay-as-you-go price.

INTERNATIONAL OPTIONS
Hauliers heading across to Continental 
Europe may wish to equip their drivers 
with a brand-independent pay-as-you-
go UTA card.

“It is accepted at around 55,000 
fuel sites in 36 countries, including 
over 4,000 in France alone,“ says Gwen 
Huntjens, managing director of UTA 
Edenred Benelux, and also responsible 
for UTA Edenred’s UK activities.

The business can provide operators 
with a VAT-reclamation service and 
can negotiate per-litre discounts with 
particular sites or groups of sites that 
their trucks use regularly. It can also 
direct clients to outlets that offer the 
most attractive prices.

Depending on the customer’s 

requirements, the card can be used 
to pay for tolls as well as fuel; and the 
word ‘card’ may not necessarily mean 
an oblong piece of plastic.  

UTA Edenred has just launched 
UTA EasyFuel, a smartphone-based 
digital fuel card app available for iOS, 
Android and Huawei devices, using 
technology sourced from mobile 
payment specialist CarPay-Diem. It 
can be downloaded free-of-charge at 
the appropriate app stores, and allows 
drivers to buy fuel at suitably enabled 
pumps without having to queue up at a 
forecourt till.

It also represents a cost-saving for 
the card supplier; no need to go to the 
expense of continuing to distribute bits 
of environmentally unfriendly plastic. 

Using this approach is more 
effective at combating fraud than 
relying on a conventional card, UTA 
Edenred contends, which can be 
misused. Last year saw it cement a 
partnership with The ai Corporation, 
which uses algorithm-based and 
artificial intelligence-driven automated 
fraud detection systems to help protect 
over 500m fuel card transactions at 
over 200,000 fuel outlets worldwide 
annually.

Fuel card providers are increasingly 
having to tailor their offerings to fleets 
that are using compressed natural gas 
(CNG) or liquefied natural gas (LNG) as 
well as to those that are going electric. 
The UTA card, for one, is now accepted 
at around 1,500 CNG stations and some 
300 LNG stations across Europe. 
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W
hen Russia invaded 
Ukraine earlier 
this year, it sent 
fuel prices 
rocketing 

to levels not seen before (see 
also p35). One knock-on effect 
of this has been an increase 
in fuel thefts, from trucks and 
bulk storage units.

Police forces around the country 
have since issued warnings to drivers 
and operators to be on their guard 
as reports of thefts increased.

One of the larger thefts – that is on 
the record – came in Newcastle in 
March when about 15,000 litres of 
diesel, then worth about £24,000, 
was stolen from a storage tank on 
the premises of haulage firm Murray 
Hogg. In this case, a pump had been 
used to fill tanks on a white truck over 
the course of several hours in one 
night before the thieves made their 
escape.

But fuel theft takes many forms; 
from organised theft such as this, to 
people taking a few litres here and 
there from a pump, and everything  
in between. 

MOST STOLEN COMMODITY
Fuel is the most stolen commodity in 
freight and cargo crime, according to 
NaVCIS, a company that records thefts 
of diesel when notified by a local police 
force or haulier, and bulk diesel thefts 
from a distribution centre or haulage 
yard. In 2020, 1,060 offences accounted 
for more than £2 million of fuel stolen 
from freight vehicles – which equated 
to 24% of stolen commodities overall, 
NaVCIS reported. In 2021, this was 
slightly higher at 1,067 offences with an 
estimated loss value of £2.2 million.

However, as NaVCIS concedes, these 
figures do not consider the additional, 
hidden losses such as damage to fuel 
tanks and fuel senders. It also doesn’t 
include losses relating to attacks on 
refrigerated trailers containing chilled 
goods; any tampering with these trailers 
can result in the products becoming 
contaminated and unfit for consumption, 
meaning the goods must be destroyed.

These figures are likely to be the tip 
of an iceberg, according to Chris Day 
from Fuel Theft Solutions. He estimates 
that fuel theft has increased by 80% this 

year, spurred on by fuel prices hitting 
record levels. But the true scale of fuel 
theft could be much bigger, as some 
operators don’t report fuel thefts when 
they happen, because of the potential 
for reputational damage – especially if 
they are larger businesses – and the risk 
of insurance premiums rising, according 
to Day. He adds that some smaller 
operators just prefer to ‘get on with it’ 
after a theft to minimise any downtime.

Day admits that the mystery of where 
the stolen fuel is being sold on has yet 
to be cracked. “There is obviously a 
complex underground network of where 
this fuel is going to,” he says. “Or there 
must be companies running around with 
no fuel costs.” 

SAFE AND SECURE PARKING
One problem that operators and 
drivers commonly cite to Day is the lack 
of secure parking. “There is a lack of 
security. At services, before you turned 
the key off, there used to be a bloke in 

As fuel costs have rocketed 
this year, so have diesel 
thefts from trucks and bulk 
containers alike, but what 
can drivers and operators 
do to try to prevent this 
from happening, asks  
Dan Parton

Drain on the system
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“Logistics UK were disappointed when the Select Committee came out 
criticising the industry for not having sorted out the issue of secure truckstops, 

and giving the industry two years or there was going to be a levy”

Denise Beedell

a fluorescent jacket asking if you are 
staying for the night. Nothing got past 
him. They’ve removed all these and 
replaced them with ANPR cameras 
and now about 19% of cargo crime, 
including fuel theft, is from services.”

Denise Beedell from Logistics 
UK agrees that more secure 
parking is needed. “Logistics UK 
were disappointed when the Select 
Committee came out criticising the 
industry for not having sorted out the 
issue of secure truckstops, and giving 
the industry two years or there was 
going to be a levy,” she says. “We 
would argue this is a government issue 
and plans need to be put in place, 
including overcoming planning hurdles. 
Truckstops in the main are just not good 
enough.”

Paul Allera, technical director at 
the Road Haulage Association, adds 
that drivers complain about the lack of 
lighting and security on sites. “Even if 
the driver hears somebody trying to 
do something, we advise drivers not to 
try and stop them as you don’t know 
what is going to happen... But if you 
rang the police, how quickly would they 
get there? By the time they [arrive], the 
thieves are over the fields and far away.”

This is part of the problem with 
fuel theft – it can be difficult to stop. 
“All any operator can do is try to take 
precautions and make it more difficult 
for people to steal the fuel,” he says. 
“Any thief wants to be as quick as they 
can, so if you put obstacles in their way, 
it deters them.”

Allera suggests installing nearside 
cameras on the back of the cab that 
stay live even if the ignition is off. “So if 
anyone is trying to steal your fuel, you 
will have a recording of it and a chance 
you might get a face, and the police 
might know that face.”

Anti-siphon devices, which fit into 
the neck of the fuel tank and stop fuel 
from being siphoned out, are a common 
method of deterring thieves. However, 

as Matthew Rose, director of TISS, 
points out, basic anti-siphon devices 
have a chamber that doesn’t always sit 
within the top level of fuel, so that fuel is 
exposed to skimming – the practice of 
taking out a relatively small amount of 
fuel (pictured, p32). 

Fuel monitoring systems, if fitted, 
can only indicate the loss of fuel after 
it has happened, which is too late, he 
argues. “Secondly, thieves are clever: 
for example, there are always in-built 
parameters to take account of fuel 
expansion and natural variation of fuel 
during journeys. They will be wise to that 
and know that if you take 10 litres, it gets 
flagged up by the system, but if they 
take five it doesn’t, so they’ll just take five 
on a more regular basis.”

Rose advocates premium anti-
siphon products that stop all fuel theft. 
“TankSafe has a patented float valve on 
the bottom so when the tank fills, the 
float valve rises with it and locks off the 
whole tank, so no fuel can be got out,” 
he says. “It also prevents diesel spills and 
overfilling.”

INTELLIGENCE
Another way of minimising the chance 
that a truck will fall victim to fuel theft is 
using intelligence, such as the SafePark 
app, operated by Fuel Theft Solutions. 
It provides drivers and operators with 
access to a comprehensive database 
of information on recent commercial 

vehicle crime across the UK and Europe 
(for example, sample fuel theft map is 
pictured, left).

“This gives intelligence to the 
driver,” says Day. “Basically, where 
is hot and where is not, in terms of 
recent thefts, and where they can 
park safely.

“SafePark updates daily from 
NaVCIS reports and TAPA [Transported 

Asset Protection Association]. Drivers 
need this knowledge as people are, 
unbeknown to them, parking in crime 
hotspots. Intelligence is key – it is all 
about mitigating risks.”

BULK RISK
Mitigating risk is crucial to combat the 
threat of bulk fuel theft from storage 
bunkers in operators’ yards. These 
are often targeted by more organised 
criminals, due to the large amounts 
that can be stolen, says Martin Devine, 
managing director of Fueltek.

“The more professional outfits come 
fully armed with tankers so they can 
drop a fuel line into the tank and suck 
the contents out into them,” he says. 
“They normally extract many thousands 
of litres at a time.”

To try to stop this, Devine advocates 
a mix of common-sense precautions and 
using fuel management systems. “Don’t 
position the tank against an outside 
wall next to a secluded area; move it 
further into the yard and install lighting 
and CCTV around it,” he says. “We have 
Tankwatch, which is a system that sends 
an alarm by text or email if there are 
any sudden drops in the contents of the 
tank. It also sets off a klaxon and lights, 
and hopefully it will scare the thief off.

“I would always advocate a good 
fuel management system in place so 
I knew what my opening and closing 
stocks were, and having an authorisation 
procedure with the fuel pumps so only 
authorised people can take it. It doesn’t 
stop people taking fuel, but it makes it 
harder.” 

FUEL AND EFFICIENCY
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G
eopolitical instability 
across Europe caused 
the price of Brent crude, 
the primary crude oil 
benchmark for European 

markets, to skyrocket during the first half 
of 2022, as sanctions imposed against 
Russia following its invasion of Ukraine 
limit exports of oil and refined products, 
reducing the level of supply available to 
consumers across Europe. 

At the start of February in the weeks 
leading up to the invasion, Brent was 
trading around $90 per barrel (bbl); 
four weeks later prices had peaked at 
$130/bbl on 8 March 2022. In terms of 
the impact this had on commercial fuel 
prices in the UK, the national average 
price of delivered-in diesel, that is the 
cost of a full 36,000-litre artic load 
delivered into site, rose from around 90 
pence per litre (ppl) in January 2021, to 
circa 160ppl in March 2022.

Brent crude prices remained volatile 
throughout Q2, albeit not quite reaching 
March’s highs, trading between $100 
and $120/bbl. The cost of UK diesel 
continued to rise until late June, peaking 
at 165ppl. However, recent weeks 
have seen prices decline, with Brent 
crude falling below $110/bbl and UK 
diesel sitting around 145ppl, primarily 
because of concerns of global recession, 
combined with increasing COVID cases 
in China which may impact demand. 

Looking ahead, there are two key 
factors likely to affect oil markets for 
the remainder of the year: the ongoing 
imbalance between worldwide supply 
and demand, and geopolitical instability. 

Worldwide oil demand recovery 
following the easing of COVID lockdown 
measures has outpaced increasing oil 
production, leading to a supply deficit 
that has been affecting global markets 
since mid-2021 and continues to this 

day. OPEC+, the cartel of oil-producing 
nations which controls over 70% of total 
crude oil reserves and accounts for 
circa 30% of total crude oil production 
worldwide, has been consistently 
underproducing, as it struggles to return 
to pre-pandemic levels of production. 

To address this, OPEC+ introduced 
targets to increase production since 
August 2021. However, many OPEC+ 
members have already reached 
capacity, meaning they will be unable 
to increase output despite the revised 
targets, indicating the imbalance is set to 
continue. 

Furthermore, the ongoing supply 
and demand imbalance has been 
compounded by a chronic undersupply 
of natural gas from Russia, which even 
before the invasion of Ukraine had 
restricted supply flows to the West 
by up to one third, causing a spike in 
natural gas prices. Gas-reliant industry 
responded to this by seeking cheaper 

sources of energy – that is, oil – driving 
up oil demand and exacerbating supply 
shortages. Provided that gas power 
remains more expensive than equivalent 
oil power, demand for crude oil will 
continue to rise.

It is clear geopolitical uncertainty will 
also remain key to market development 
over the coming months. Current global 
oil supply disruptions as a result of 
geopolitical conflict are estimated to be 
in the region of 5-6m barrels per day 
(circa 5-6% of total demand).  

Markets will thus have to reorientate 
and find new suppliers from further 
afield to fill the gaps. Ramping up supply 
from the likes of North America and 
the Middle East increases the length of 
the supply chain and, in consequence, 
makes it more expensive to import 
product – these increased costs are 
inevitably reflected in price. 

Finally, from a UK market perspective, 
the performance of GBP against USD 
will be key to the price that end-users 
pay for refined product in the UK. At 
the start of the year, GBP was trading 
around $1.35 – at the time of writing, this 
has declined to $1.20, a fall of 15 cents. 
Based on current wholesale diesel 
prices in USD/metric tonne, a 15-cent 
negative exchange rate movement 
equates to an increase of circa 10 ppl to 
UK buyers. 

Portland Pricing provides a range of online toolkits designed to monitor 

and reduce fuel spend. General manager Mike Johnson offers its 

predictions of fuel price movements as of late July 2022
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F
irst, having a closely packed 
convoy of heavy vehicles poses 
a risk to merging vehicles at 
motorway junctions. That was 
judged to be such an issue that 

during the trial the three-vehicle platoon 
spent nearly as much time broken up 
(46.5%) as combined. 

Rejoining the platoon required trailing 
vehicles to accelerate, which consumed 
fuel, and that fuel consumption ate 
up almost all of the fuel saving of the 
practice over single-vehicle adaptive 
cruise control systems. (A thought 
experiment suggests that in best-case 
conditions, fuel savings might increase 
from 2.6% to as much as about 4%, 
compared to 7% fuel savings found on 
test track configurations in other studies.)

However, on the positive side, 
the project validated the safety of a 
prototype control system developed 
by truck OEM DAF, which may have 
applications in future driver assistance 
systems or for autonomous vehicles. 
That consists of four key technologies: 
cooperative adaptive cruise control, 
used to maintain vehicle distance 
or headway with vehicle-to-vehicle 
communication; brake performance 
estimator, which calculates braking 
distances based on vehicle weight; 
cooperative collision avoidance, which 
coordinates automatic emergency 
braking; and lane keeping assistance. 

The system was found to keep good 
control of the vehicles, be fail-safe, and 
the collaborative collision avoidance 
worked to protect the platoon (although 
in a very few cases it might have posed 
a risk to following drivers). Also found 
to be a success was radar detection of 
cars and larger vehicles cutting into the 
platoon. During the trial, no motorcycles 
were found to cut into the platoon. 

HOW IT WORKED 
The trials involved three HGVs (pictured) 
travelling on the M5 and M6 motorways 
between Avonmouth and Stafford, a 
round trip of 218mi, with a lead vehicle 
carrying 22t payload, a middle vehicle 
with 9.2t payload and a following vehicle 
with no payload (this configuration 
allowed the shortest following 
distances). The trial clocked up 12,000 
miles over 58 days of on-road trials. The 
lead driver was in control of acceleration, 
braking and steering; following drivers 
had control of steering. No roundabouts 
were included in the route.

The initial phases of the project 
involved development and validation 
of the DAF platooning system and 
development of a safety case by TRL 
for trials. Driver tests, simulator studies 
and track testing was also carried out. 
In phase 2, DAF UK drivers, under trial 
management by TRL, validated the 
route, which led to it approving the 

system for customer field trial use.
During platooning, the vehicles were 

kept 0.8 seconds apart, less than half of 
the Highway Code recommendation of 
2sec. In fact the study had intended to 
reduce headway further to 0.5sec, but 
variability in brake performance raised 
distances slightly.

The platoons were only ever driven in 
the left-hand lane. Problems at junctions 
related to traffic merging from slip roads. 
A special TRL analysis of the junctions 
considered factors such as whether (or 
not) the merge was simple to navigate, 
whether there was a clear line of sight 
between the main carriageway and 
the slip lane, and whether the road 
lane length allows merging vehicles 
to accelerate sufficiently. Safety 
requirements forced the platoon 
to disband at nine out of every 10 
junctions; only six junctions were actually 
deemed safe to platoon through.

IMPLICATIONS 
The study also raised hurdles for the 
idea of mixed-fleet platoons. Not only 
does no inter-brand platooning software 
currently exist, but also there are almost 
no fuel benefits for the lead vehicle. And 
the order of vehicles by weight affects 
the minimum achievable headway. The 
authors say: “Economic analysis showed 
that a positive business case is likely  to 
be made only for a very small number of 

Results of the five-year, £8m HelmUK platooning trial on public 

roads have largely confirmed negative industry views of the practice, 

according to the official report published in July

 No case for UK 
CONVOYS
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operators with quite specific favourable 
circumstances. It would be necessary 
for such an operator to undertake 
regular long-distance trunk haulage trips 
between fixed locations located close 
to a motorway, and where vehicles can 
be relatively easily grouped without 
significant rescheduling being required.” 

The authors reason that another way 
to increase platooning’s fuel savings 
benefit would be to increase the size 
of the platoon. However, based on this 
particular test route, the most favourable 
junction would only allow a maximum 
length of four vehicles in a platoon.

Looking forward, the trial has 
demonstrated the worth of vehicle-to-
vehicle communication systems such 
as cooperative adaptive cruise and 
cooperative collision avoidance on real 
roads, even for vehicles that are not 
platooning. The authors say: “These 
systems offer safety benefits over 
existing systems. HelmUK has proven 
this functionality using DAF vehicles and 
the European ENSEMBLE project has 
proven this functionality across multiple 
manufacturers. These systems could 
be deployed in the near term when 
sufficiently developed.” 

If used at regular road intervals 
(not less than 1.6 to 1.4sec), the safety 
systems have the additional benefit of 
requiring no additional regulation nor 
increasing risk at junctions. However, 

such benefits depend on the popularity 
of such systems on the open market, 
they point out.

In conclusion, the authors offer three 
potential scenarios for the development 
of platooning in the UK. One option is 
not to regulate platooning. That would 
leave it up to drivers in platoons or 
the platooning vehicles themselves to 
manage risks at junctions, which they do 
not recommend: “HelmUK’s Safety Case 
judged that by the time the platooning 
drivers were able to decide to increase 
headway at junctions, it was likely to be 
too late for the vehicles to reach safe 

headways for most junctions.” Another 
possibility is regulating platooning by 
only allowing platooning on motorways, 
and disallowing vehicles to pass through 
junctions at headways of less than 
1.4sec, a typical adaptive cruise control 
setting. That option would preserve 
road safety, allow the tech to be used for 
driver assistance and not rule out future 
development. The third option would 
be to regulate and support platooning 
by further evaluating or improving 
junctions to facilitate platooning. They 
added: “A practical step would be to 
apply HelmUK’s junction assessment 
criteria to English motorways (or 
roads built to these standards) to 
determine which junctions are likely to 
be safe for platooning. This could be 
developed further to build a case for 
platooning through junctions under 
other conditions such as night-time 
operation.”

The project was sponsored by DfT 
and National Highways and consisted 
of project lead TRL and project partners 
Apollo Vehicle Safety, Connected Places 
Catapult, Costain, DAF Trucks, DHL, fka, 
Fusion Processing, Ricardo, UTAC, TNO, 
TransportPR, VisionTrack and ZF.  
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Chilled food supplier Reynolds has 
turned to Fraikin as it embarks on 
a long-term electrification strategy 
across its commercial vehicle fleet, 
with the company’s first of a planned 
24 all-electric trucks already delivering 
significant emissions savings.

Signed to a five-year, full-service 
contract hire agreement, the new 7.5-
tonne temperature-controlled rigid 
features an Isuzu chassis specifically 
adapted by electric drivetrain 
specialist, Magtec, with a bespoke 
body from Paneltex.

Joining a 212-strong mixed 
commercial vehicle fleet, the new 
truck replaces an older diesel asset 
on multi-drop delivery routes around 

Bristol and Bath. Over the next three 
years, the plan is for it to be joined by 
a further 23 electric vehicles, ranging 
from 4.5-tonne vans up to a 37-tonne 
DAF tractor unit.

Steve White, head of national 
fleet at Reynolds, said: “Improving 
the sustainability of our fleet by 
making the shift to electric has been 
a long-term plan for the business, 
but we needed a partner capable of 
supporting us on that journey.”

The business opted for its Bristol 
depot as the base for the new truck, 
as the varied delivery routes would 
provide a perfect testing ground for 
range and performance. The vehicle 
is on the road six days per week, 

covering between 90 and 100 miles 
a day, well within the 140-mile range 
from a single charge.

Though true comparisons between 
the total cost of operation compared to 
the diesel truck it replaced are difficult 
to accurately measure, the seven-hour 
overnight charge required to replenish 
the battery each night has cut weekly 
fuel costs by more than 50%.

“We believe electric to be the 
future, so have invested in the 
charging infrastructure required to 
support our plans. We’ve factored in 
the relevant costs involved and we 
know that the fuel savings will deliver 
a return on that investment over time. 
That said, cost-saving has never been 

the priority for us; this is about leading 
the charge toward a greener future,” 
added White.

As the company’s electric vehicle 
partner, Fraikin will help Reynolds 
to place 10 new 4.5-tonne vans, 10 
more 7.5-tonne trucks, a 26-tonne 
and 19-tonne rigid, and an all-electric 
DAF tractor unit into operation by 
2025, spread across its seven depots 
in Bristol, Bury St Edmunds, Coalville, 
Grangemouth, Leeds, Newbury and 
Stockport.

Reynolds will rely on Fraikin for 
all repair, maintenance and servicing 
on the new vehicle, utilising the 
company’s technological expertise and 
its national network of workshops.

Carlsberg Marston’s Brewing Company 
(CMBC) is introducing two fully electric 
HGV trucks to its logistics fleet – the 
largest in the UK operated by a brewer 
– as part of the company’s Together 
Towards ZERO sustainability efforts. 

The two fully electric Renault trucks 
were on the road by the end of July 
2022, both E-Tech D Wide models 
weighing in at 26 tonnes 
and 18 tonnes (plus one-
tonne dispensation), with 
four and three 66kWh 
batteries, respectively. The 
vehicles will operate out 
of the company’s Cardiff 
and Thurrock (Essex) 
distribution depots and 
can deliver 10,000 pints 
to pubs per day.

The move to two fully electric 
vehicles will see the brewer replace up 
to around 19,000 diesel-fuelled road 
miles per vehicle per year, based on 
260 days’ use per year. The daily range 
of the E-Tech D Wide Electric HGV is up 
to 74.5 miles (120km). The partnership 
with Renault Trucks is a proof-of-
concept trial and, if successful, has the 
potential to see additional electric trucks 

introduced into CMBC’s existing fleet of 
270 traditional vehicles in the future.

CMBC has also installed charging 
points at the Cardiff and Thurrock 
depots which will be powered by 
electricity from renewable sources.

Sarah Perry, vice president of 
customer supply chain at Carlsberg 
Marston’s Brewing Company, said: 
“We are delighted to partner with 

Renault Trucks in beginning 
our journey to introduce 
fully electric vehicles 
into our fleet. The 
pilot is the latest step 
towards achieving our 
ambition of zero carbon 
footprint across our value 
chain, as part of our 
Together Towards ZERO 

sustainability programme. With the 
trucks capable of travelling up to 
150 kilometres on a single charge, 
the urbanised areas of Cardiff and 
Essex are the ideal routes to test 
the potential of electric vehicles in 
our logistics network. This launch is 
potentially transformational to us as a 
brewer and logistics operator, but also 
in terms of helping pubs to build back 
greener after the pandemic.”

Both trucks are supplied by Renault 
Trucks dealer Allports Group and 
financed by Renault Trucks Financial 
Services, and are backed by Renault 
Trucks’ battery performance promise 
based on typical usage, which 
guarantees the power available to 
operate these electric vehicles for up to 
seven years.

Two Renault battery-electric rigids on drayage duty trial 

Reynolds starts 
operating first of 24 
all-electric rigids

potential to see additional electric trucks “We are delighted to partner with 
Renault Trucks in beginning 

our journey to introduce 
fully electric vehicles 
into our fleet. The 
pilot is the latest step 
towards achieving our 
ambition of zero carbon 
footprint across our value 
chain, as part of our 
Together Towards ZERO 
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Hiab has teamed up with five firms 
across the UK to develop the next 
generation of drawbar vehicles for 
crane offload of building products, 
with two prototype construction 
vehicles now in operation at H&H 
Celcon’s Borough Green site. 

National transport provider RT 
Keedwell Group worked with specialist 
vehicle manufacturer Massey Truck 
Engineering, Renault Trucks and local 
dealer Renault Truck Commercials.

The first-of-a-kind trucks, known as 
the ‘Borough GREEN machines’, use a 
Renault Trucks C380 6x2 lift axle rigid 
drawbar combination equipped with 
lighter-weight day cab for this payload-
sensitive sector. Additional weight 
reduction modifications successfully 
achieved a 28t payload for the first time 

in a construction brick truck using a 26t 
drawbar combination. 

The project has taken three years. 
Hiab’s remote-controlled X-Hiduo 

158B-2 loader cranes were selected.
Managing the project and vehicle 

build, Massey identified ways to make 
the vehicle as low emission as possible 
including the use of hydrotreated 
vegetable oil (HVO) as fuel for the 
vehicles, powered by Renault Trucks’ 
13-litre DTi Euro VI engine.

RT Keedwell has also worked 
with Traffic Angel to design a 
drawbar camera system allowing 
the driver an all-round view 
while manoeuvring forwards and 
backwards. Cameras on both sides 
of the wagon and main unit allow 
a split-screen view to left and right 
when needed. 
Keedwell said: “These vehicles are 

truly one of a kind, with a 28t payload 
using a 26t drawbar combination. 
The weight reduction of the vehicle 
when taking into account all of 
the unique enhancements gives a 
significant additional load carrying 
capacity over the current standard and 
a consequential reduction in delivery 
cost, which has been used to offset the 
additional HVO cost.”

West Coast Woodfuels has 
increased its fleet to three trucks 
with the addition of a Volvo FH 500 
Globetrotter 8x2 tridem. The new 
truck has been built on a 5,100mm 
wheelbase and benefits from a 
hydraulically steered pusher axle 
and a tag axle with single wheels, 
affording excellent manoeuvrability 
for a 32-tonner, the operator says. 

Roddy Danabie, operations 
manager at West Coast Woodfuels, 
said: “For this new truck, the focus 
was on maximising payload capacity, 
while still being able to get into sites 
with very limited access. What we’ve 
achieved with this tridem is nothing 
short of exceptional. It’s been spec’d 
to go into sites where we know 
26-tonne refuse collection vehicles 

can struggle, yet we can comfortably 
get in on four axles thanks to careful 
chassis selection and the wonder of 
Volvo Dynamic Steering. My driver 
can literally turn the wheel with his 
little finger when manoeuvring.”

The FH will only cover 50,000km 
a year, but as much of that will be on  
poor-quality roads, it has specified 
LED headlamps, front fog lights and a 
light bar with three Lazer Lamps and 
two LED beacons.

Volvo Truck and Bus Centre North 
& Scotland has supplied the truck on 
a comprehensive five-year Volvo Gold 
contract. Servicing will be undertaken 
by either the Ayr or Glasgow West 
dealerships, both equidistant from 
the customer’s site in Inverkip. 

The new FH replaces an older three-
axle rigid from a rival manufacturer, 
which will now be kept as a support 
vehicle during peak periods. It will 
operate alongside a single Volvo FH 
tractor unit which has been on the 
fleet since it was supplied in 2017.

Powered by Volvo’s D13K engine 
delivering up to 493bhp, and up to 
2,500Nm of torque between 980 
and 1,270rpm, the new truck is 
driven through a 12-speed I-Shift 
transmission.

West Coast Woodfuels’ new Volvo FH tridem 

Next-generation 28t construction 
trucks revealed in UK-first   

Keedwell Group worked with specialist in a construction brick truck using a 26t 

with Traffic Angel to design a 
drawbar camera system allowing 
the driver an all-round view 
while manoeuvring forwards and 
backwards. Cameras on both sides 
of the wagon and main unit allow 
a split-screen view to left and right 
when needed. 

UK fleet technology and 
software company Fleetclear 
has launched the latest version 
of its anti-roll away and driver 
ID solution for commercial 
vehicles. The system features 
a specially designed CAN-
Bus safety control unit, 
which automatically locks 
the park brake as the driver 
exits the cab. The vehicle 
remains immobilised until an 
authorised driver has been 
identified using either RFID or 
a covert actuator. 

MV Commercial has added 
to its range of specialist 
vehicles with the introduction 
of an 8x4 stainless steel 
vacuum tanker with wash-
down facility. Mounted on a 
DAF CF450 chassis, the new 
unit, which boasts a tipping 
body with fully opening rear 
door, is said to be suitable 
for operations including 
clearing contaminated water or 
sludge from interceptors. The 
specification includes a 4,200 
gallon capacity tank which is 
split to accommodate 4,000 
gallons of debris and 200 
gallons of water. It is fitted with 
Jurop and Speck pumps. 

Apollo Tyres is expanding its 
range of EnduRace RD2 truck 
and bus tyres, adding two new 
sizes, 315/70 and 295/80, to 
the product line-up. Available 
only for 22.5-inch wheels, 
the standard for modern 
commercial truck and bus tyres, 
the Apollo tyre is suitable for 
medium- and long-distance 
transport.
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PRODUCT FOCUS: ELECTRIC VEHICLES

5 LASER 
TOOLS 
These fully 
insulating 
electrical safety gloves are Class 0 rated for 
1,000V working voltage. The gloves are 
described as being flexible but offering a 
non-slip grip. Each pair is individually tested 
and marked to the EN60903 standard. This 
standard also advises regular testing by 
inflation to check for air leaks.
www.is.gd/gokojo

SAFE EV SERVICE
3 STRAIGHTSET

Mobile lifting tables are 
becoming an important 
piece of equipment within 
workshops. This mobile lift 
table is designed for heavy 
part repair. Engines, gearbox 
and batteries can be removed 
and installed with this lifting 
table, which can also be used 
for other components such 
as fuel tanks, suspensions, 
brackets and chassis.
The table, manufactured in 
Spain, offers a lifting capacity 
of 1,200kg.
www.is.gd/lagako

In addition to needing special training, technicians working on 
electric vehicles can benefit from specialised tools and equipment

2 AUTO TOOLS UK
How many times have you 
struggled with getting a 
fuse out of a tiny fuse box 
in an awkward place? Now 
an EU registered design, 
the Scarab Relay and Fuse 
Plier has been developed 
to remove automotive 
relays and blade type fuses 
easily with one hand. This 
small tool sits in the palm 
of the hand while the long 
spring-loaded scarab type 
jaws allow access into 
tight spaces. The narrow 
hooked jaws can reach into 
tightly packed relays where 

a pair of standard long 
nose pliers wouldn’t 
reach.

www.is.gd/uwadey

1 PROSOL
A simple but effective way 
to warn of high voltage, 
electric and hybrid vehicles 
in your workshop and 
highlight prohibited 
access for non-authorised 
technicians is a temporary 
fence. This red and white 
barrier chain with rubber 
base and six-post kit is 
supplied with 12.5 metres 
of plastic barrier chain, six 
posts with rubber bases 
and 10 ‘S’ hooks to attach 
the chain to the posts. 
www.is.gd/revuvo

4 WARWICK 
TEST SUPPLIES
The HRD057E Tesla 
is described as a good-
looking and comfortable all-day wearing safety boot that is 
insulated to 1,000V, making it suitable for personnel working on 
electric and hybrid vehicles as protection from electric shock. 

The boots are not only insulated but also have a composite 
safety toe cap, making them 100% metallic free, and are resistant 
to hydrocarbons and abrasion. As a bonus, they feature a Windtex 
water-resistant membrane so they keep the wind and rain out for 
technicians venturing outside.

Wearing these insulated boots while working on electric or 
hybrid vehicles means that workers are protected from discharges 
from the ground and do not need to stand on insulated matting 
on a workshop floor. 
www.is.gd/vamoba

electrical safety gloves are Class 0 rated for 
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SAFETY

The Health and Safety Executive 
(HSE) has issued a motor 
vehicle repair bulletin relating 
to fatal accidents while working 
on incorrectly supported 
vehicles. HSE says it is aware 
of at least eight fatal accidents 
since 2019 due to work being 
carried out on incorrectly 
supported vehicles or cabs (not 
pictured).

The bulletin states: “Never 
work beneath a vehicle that is 
only supported on jacks. Use 
axle stands that are in good 
condition and inspected every 
year. Use stands on firm, level 
ground and securely located 
under a strong point on the 
vehicle. Securely chock wheels 
remaining on the ground. Do 
not exceed the rated capacity 
of the stand.

“Never work beneath a cab 
or tipping trailer unless it is 
propped. Always prop cabs, 
trailers, etc, that could drop 

under their own weight. The 
prop should be locked in 
position before gaining access. 
If there is no prop fitted, or if 
one is fitted but you are unsure 
it will be effective, provide your 
own.

“Never crawl beneath 
a vehicle fitted with air 
suspension unless it is properly 
supported. Prevent movement 
of air suspension, either by 
using suitably rated props or 
stands to prevent the chassis 

lowering or by deflating the 
system. Don’t tamper with the 
ride height for the purpose of 
recovery or repair.”

Further information is 
available in an HSE guide  
(www.is.gd/nikitu) and a safety 
alert (www.is.gd/munoxu).

Also useful to improve 
operational and safety 
standards are IRTE’s irtec 
technician competence 
scheme and its Workshop 
Accreditation programme. 
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This page is brought to you by Backhouse  
Jones Solicitors, which runs a frequent series  
of webinars – see www.is.gd/opehej

SAFETY

Tanker deaths lead to jail 
sentences  

A food waste recycling 
company has been found guilty 
of corporate manslaughter after 
two employees drowned in a 
tanker of semi-liquid pig feed.

Nathan Walker was a 
member of yard staff at 
Greenfeeds Limited. On 22 
December 2021, upon the 
instruction of his employer 
to clean out a tanker, Walker 
climbed into the tanker after 
it could not be emptied fully. 
Walker got into difficulty and 

his co-worker Gavin Rawson 
climbed into the tanker in an 
attempt to save him. Rawson 
also started to struggle and 
their colleagues could not 
follow them to help. They died 
at the scene.

Following a six-week trial, 
Gillian Leivers, the firm’s 
manager, was jailed for 13 
years for gross negligence, 
manslaughter and breaking 
health and safety rules. Her 
husband Ian, who was a 
director at the firm, has also 
been jailed for 20 months. 
Stewart Brown, the firm’s 

transport manager, has been 
given a one year suspended 
sentence for breaking health 
and safety rules. However, 
he was cleared of two counts 
of gross negligence and 
manslaughter. The firm itself 
was fined £2m.

SAFETY

Driver fall leads to 
prosecution

A transportation company has 
been fined almost half a million 
pounds after a driver fell from 
the lorry he was unloading and 
later died. Christopher Barnes, 

69, from Middlesbrough, was 
making deliveries for Devereux 
Developments Limited, of 
Daimler Drive, Billingham, 
in his curtain-sided HGV. 
While unloading the vehicle 
at Cotswold Doors Limited, 
Fairford, on 23 April 2018, he 
climbed onto the lorry bed, 
and then the load, to untangle 
securing straps. He fell more 
than 7ft from the lorry on to a 
concrete floor, was injured and 
died. An investigation by HSE 
found the company did not 
have a safe system of work in 
place for work at height.

DRIVING 
OFFENCES 
The Highway Code has been 
updated following a change 
in the law that affects the 
sentences for some driving 
offences. The updates are to the 
penalties for:
■ causing death by dangerous 

driving
■ causing death by careless 

driving under the influence 
of drink or drugs.
The maximum sentence for 

both offences has increased 
from 14 years’ imprisonment to 
life imprisonment.

The obligatory disqualification 
period for both offences has 
increased from a minimum of 
two years to a minimum of five 
years.

A new offence has also been 
created for causing serious 
injury by dangerous driving.

This carries a maximum 
penalty of two years’ 
imprisonment, an unlimited 
fine and an obligatory driving 
disqualification.

Find out more via  
www.is.gd/qufakip.

OFFICIAL IRTE  JOURNAL

HSE advice on vehicle support
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Workshop
A professional sector of

THE SIR MOIR 
LOCKHEAD SAFETY 
AWARD 2022
Nominations are now open for this prestigious award 
which celebrates those who have made an outstanding 
contribution to safety in engineering.
Open to those who have introduced safety initiatives or 
innovations and those who have demonstrated leadership 
and professionalism in the promotion of safety.

Sponsored by 

For more information 
or to nominate email 
Daniel.Moir@soe.org.uk

Closing date for nominations
23 September 2022 
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