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MAN TRUCK HEALTH CHECK
Free check-up for your uptime.
Visit one of our participating MAN Dealerships and get a free Health Check for your Truck. Frequent vehicle check-ups, 
designed to keep your truck running, will make you aware of any critical safety issues or repair needs.

The MAN Truck Health Check covers:
 Brakes
 Steering & suspension
 Fluid levels
 All lights, including indicators
 Wiper blades
 Door locks
 Battery

Please ask your servicing MAN dealer for an appointment as demand and waiting time can be high.

Our technicians may recommend repairs based on their findings, however, no repairs will be carried out without your prior consent. 
Any such recommended repairs consented to, will be at your own cost. Should you not consent to the recommended repairs, MAN 
will not be liable for any damages.
The time it takes to carry out a safety inspection depends on your Truck and its condition. Please allow up to an hour.
The Health Check cannot be set off against R&M and standard service inspections.
The Truck Health Check also applies to VW trucks.
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https://www.truck.man.eu/za/en/index.html
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The drive To Talk aboUT 
male-specific cancers

t’s a well-known fact that South African 
truck drivers lead terribly unhealthy 
lifestyles. Long hours on the road for days 
at a time with little chance for physical 
activity; high-fat, high-carb, high-sugar 
diets that result in diabetes; and exposure 

to drugs, alcohol and HIV/Aids are all major concerns. 
Thanks to initiatives like Trucking Wellness, South 

African truck drivers are learning about the risks to which 
they are exposed. They also have the opportunity to 
receive testing and counselling, and are encouraged and 
taught to lead healthier lives. However, with the majority of 
drivers being male, the focus should also be on two other 
concerns: prostate and testicular cancer. 

I was inspired to write about this after attending the 
launch of the 2019 Hollard Daredevil Run, which will take 
place on March 15. 

For the ninth year, the Hollard Daredevil Run will again 
aim to open the conversation and raise awareness around 
these male-specific cancers. Considering that South Africa 
has one of the highest rates of metastatic prostate cancer 
(meaning it has advanced to other parts of the body and is 
incurable) in the world, it’s fair to assume that this is a risk 
faced by many truck drivers.

According to Andrew Oberholzer, CEO of the Prostate 
Cancer Foundation (PCF), if prostate cancer is detected 
early, 98 percent of men will still be alive after five years. 
In the case of MPC, the survival rate after five years is just 
30 percent.

“In South Africa the majority of our population is black 
and, while black males are unlikely to get testicular 
cancer, their risk of prostate cancer is unfortunately about 
70-percent higher than that for white men. 

“We don’t know why, it’s probably genetic, but it’s 
essential that black men start screening for prostate 
cancer by the age of 40 (especially if there is a history of 
cancer in the family). All other men should start screening 
from the age of 45,” he says.

Lucy balona, head: marketing and communication at the 
Cancer Association of South Africa (CANSA) explains that 
prostate cancer generally affects older men, but testicular 
cancer tends to affect younger men. “It’s affecting a lot of 
guys in their 30s,” she says.

In both cases, early detection is vital and, for the majority 
of South African men, it’s up to them to initiate the process. 
Learning to detect signs of testicular cancer is easy 

enough for any man, but detecting prostate cancer requires 
a prostate-specific antigen (or PSA) test.

Oberholzer explains: “The majority of South African men 
will come in only when there are symptoms; meaning the 
cancer has already spread. The treatment for prostate cancer 
has a massive impact on a man’s life... If it’s advanced MPC, 
the only way to stop the cancer is to take the testosterone 
from the body. Testosterone is the male hormone; it gives 
men their drive, energy and muscle mass. The negative 
effects of this treatment are immense.”

David Lucas, a survivor of prostate cancer and the original 
instigator of the Daredevil Run, comments: “Cancer doesn’t 
know age or race, it doesn’t care who you are. 

“In the old days, ‘cowboys didn’t cry’ and saying ‘cancer’ 
was like swearing. You didn’t talk about it, and today that’s 
still very much true. People still believe it’s because of 
something they’ve done wrong in their life, but once you are 
told you have cancer, your life is turned around,” he relates.

Last year, Hollard donated more than R500 000 to CANSA 
and the PCF thanks to the Daredevil Run. It’s also launched 
the Guynae campaign to remind men through the year that 
early detection saves lives.

Most importantly, the sight of thousands of men of all 
ages and races running through the streets of Johannesburg 
in purple speedos has opened the conversation around 
male-specific cancers and helped to take away some of the 
shame and stigma around them. 

My plea is thus for no truck driver – in fact, no man in the 
transport and logistics industry – to be left out. 

Let’s do our bit to beat another disease that threatens the 
lives of those fathers, sons and brothers who move South 
Africa. f  

witH tHe HealtH of truck 
driVers continuallY 
increasing in importance, 
sHouldn’t tHe list of HealtH 
concerns also include one of 
tHe most preValent killers of 
men in tHe countrY?

i

gaVin mYers

wHeel nut

find out more about men’s HealtH and 
tHe Hollard daredeVil run
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GeTTinG social
Haven’t yet seen focus on social media? Not to worry, here are some of our most popular posts from the last month.

follow us 
facebook.com/focus_mag 
twitter @FOCUSmagSA  
instagram @focusontransport
Find us on LinkedIn

tHe loooting of trucks in soutH africa
It has become more popular for trucks to be looted in South 
Africa. This includes local community members taking 
stock from trucks, which negatively affects the business 
and distribution industry. 

Trucks that carry food and household cargo are the most 
targeted by looters, who often target them while they are 
driving uphill (where they average 25 km/h) and use knives 
to cut the sails.

This looting diminishes the trucking industry, which 
means the rate of unemployment will increase as some 
companies are not able to recover the damages. Distribution 
will also be affected.

Clients are scared their loads will be stolen, and transport 
companies will continue to lose money when repairing 
the damage caused by looters. Intshe Juba in Pongola, 
KwaZulu-Natal, is one of the targeted areas as large 
numbers of trucks pass there. 

Looting of trucks also occurs when local community 
members steal stock during protests; they stop trucks by 
force, loot the load and set them alight, which doubles the 
loss. 

We’ve seen this in Mooiriver where more than 30 trucks 
were looted and burnt to ashes. On March 5, 2018, a 
truck carrying washing powder was looted by community 
members in Meyerton. Some of the looters were on top of 
the truck trying to get as many boxes as they could. Police 
didn’t respond. A Meyerton police station spokesperson 
was unavailable for comment. 

 Government is not taking any action. They are supposed 

to make it clear that protests have nothing to do with 
looting trucks. One problem cannot be solved by creating 
another problem. burning of trucks should not be tolerated. 

The industry is not safe anymore for both truck drivers 
and road users. They are scared for their lives. In some 
cases drivers swerve the trucks to shake off the looters, 
which can cause accidents, injuries or death as trucks can 
collide with oncoming traffic, or the driver can lose control 
and the truck can tip. 

As the targeted areas for looting are mostly known, 
police should work directly with drivers in order to catch 
looters. Police presence should be increased on roads 
that are surrounded by communities, especially those 
with uphill sections. Looters who are caught must be 
arrested. For as long as they are not being arrested or 
punished, they will continue to negatively affect the 
transport industry. 

Companies should install devices that can automatically 
detect the looting and immediately alert both the company 
and police of the location of the truck, so that they can 
respond quickly. 

The South African National Roads Agency (Sanral) should 
also increase the number of patrollers on each route, or 
trucking won’t be the same again.

We wish to see trucking as a safe job with no side effects 
for both distributors and drivers.

Sinenhlanhla Ndlela
Piet Retief
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Optimized running gear from BPW 
Single wheel applications

• 9 ton ECO Plus 3 axles in combination with clamped Airlight 2 suspension –

Dual wheel applications

• 10 ton ECO Plus axles in combination with new heavy duty Airlight 2 suspension –
  
• The well-known SL suspension range will be used only in combination with our 12 ton (150 square) axles

BPW Axles (Pty) Ltd    
Tel (011) 681-3300,  (011) 680-1443
E-mail: bpwsales@bpw.co.za  I  Website: www.bpw.co.za

Save up to 40kg per axle

Save up to 25kg per axle

on side tippers

3128 BPW New Eco Plus 3 ad.indd   1 11/04/2018   9:55 AM

www.bpw.co.za
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5 YEAR / 500 000KM WARRANTY 
+ FREE DROPSIDE BODY

SPECIAL OFFER!

*Price includes Dropside Body + 
3 year / 300 000km OEM warranty 

+ Extended warranty of 2 years / 200 000km 
 

Offer is valid till 15 March 2019. T’s & C’s apply!  Pictures are for 
illustrative purposes only.

Eastern Cape: Port Elizabeth 076 637 0077 Queenstown 082 496 0662 Free State: Bethlehem 064 751 6814, Bloemfontein 082 554 6004 Gauteng: Boksburg 073 128 4369, 
Brakpan 072 765 3074, Langlaagte 082 927 6607, Meyerton 076 464 2381, Midrand 082 494 6392, Newlands 083 472 6860, Pretoria 082 891 3086, 
Turffontein 082 887 4074 KZN: Ladysmith 082 446 9144, Pinetown 084 300 0572, Richards Bay 083 297 0099 Mpumalanga: Nelspruit 083 412 0344, 

Witbank 076 793 2866 Northern Cape: Kimberly 083 923 8572 North West: Rustenburg 082 680 0636, Vryburg 082 334 4612 Polokwane: Polokwane 071 613 4103 
Western Cape: Cape Town 082 788 8545, George 082 423 5520 Other Countries: Botswana 00267 7173 7375, Namibia 00264 6126 9127, Swaziland 00268 7605 1785

Head Office: Contact 0600 703 658
www.tatatruckandbus.co.za

   Tatacommercialvehicle | www.tata.co.za 
Roadside assistance available 24/7 on 0861 11 3370

5 YEAR / 500 000KM WARRANTY 
+ FREE DROPSIDE BODY

4 TON 
TATA LPT813
R279 995*

8 TON 
TATA LPT1518

R419 995*

5 YEAR / 500 000KM WARRANTY 
+ FREE DROPSIDE BODY

NOVEMBER SPECIALS!

Head Office: Contact 0600 703 658
www.tatatruckandbus.co.za

   Tatacommercialvehicle | www.tata.co.za 
Roadside assistance available 24/7 on 0861 11 3370
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Newlands 083 472 6860, Pretoria 082 891 3086, Turffontein 082 887 4074 KZN: Ladysmith 082 446 9144, Pinetown 084 300 0572, Richards Bay 083 297 0099 Mpumalanga: Nelspruit 083 412 0344, Witbank 076 793 2866 Northern Cape: Kimberly 083 923 8572 

North West: Rustenburg 082 680 0636, Vryburg 082 334 4612 Polokwane: Polokwane 071 613 4103 Western Cape: Cape Town 082 788 8545, George 082 423 5520 Other Countries: Botswana 00267 7173 7375, Namibia 00264 6126 9127, Swaziland 00268 7605 1785

4 TON 
TATA LPT813
R279 995*

8 TON 
TATA LPT1518

R419 995*
(Excl. VAT) (Excl. VAT)

*Price includes Dropside Body + 3 year / 300 000km OEM warranty + Extended warranty of 2 years / 200 000km 
 

Offer is valid till 30 November 2018. T’s & C’s apply!  Pictures are for illustrative purposes only.
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driVing africa

‘ere we Go … aGain 

fter 20 years of 
continual transport of 
high-cube containers 
on all the roads in 
the region without 
any evidence of 

problems, South Africa is still debating 
this non-issue. The looming national 
and regional logistics disaster has 
been averted again, in the same 
way as it was in 2011: by obfuscation 
instead of simple logic. 

The eighth minister of transport to be 
involved in the issue, blade Nzimande, 
has again declared a moratorium on 
prosecution for 12 months, rather than 
change the legislation. 

The refusal to increase the 
maximum legal vehicle height by  
300 mm must be the longest-
surviving irrational relic in our 
transport legislation and is akin to the 
Red Flag Law in the United Kingdom 
which was repealed in 1896. 

As the regional transport affiliation, 
Fesarta has asked for clarification 
of the situation for carriers from 
Southern African Development 
Community (SADC) member states – 
with legal vehicle heights of Zambia 
being 4,8 m; Zimbabwe 4,65 m; and 
Tanzania and Malawi 4,6 m. To date no 
response has been received.

There has also been no clarification 
of the position regarding insurer 
liability, where over-height vehicles 
are illegal (but will not be prosecuted).

The issue is to be debated by a panel 
convened by the Legal Section of the 
Department of Transport – composed 
mainly of officials, academics and 
transport customers. This panel will 
presumably make recommendations, 

which may or may not be accepted 
by the transport operators who are 
being told to make the unnecessary 
investments in vehicles and trailers. 

foreign driVers
In another legislative development, 
which has severe implications for 
the regional transport industry, the 
Department of Labour proposes to 
tighten the conditions under which 
foreign drivers may be employed. 
This is despite the known shortage 
of properly trained South African 
drivers, and the current heavy 
dependence on imported skills and 
experience. 

Some of the terms of the legislation 
are impractical except perhaps for 
large corporations. Some of the 
terms being bandied about include: 
“no other persons in the Republic,” 

as 2019 gains momentum, 
unworkable transport 
legislation still Hangs 
tHick in tHe air

a

“skills transfer plan”, and “is entitled to 
enforce any claim”.

Needless to say, rigorous 
implementation of the proposed 
legislation will simply add further 
employer liability pressures on the 
already embattled industry and add 
more inexperienced drivers to our 
roads – no doubt leading to further 
incidents of road carnage.

From the regional perspective, 
Fesarta’s concern is that the 
legislation introduces the potential 
threat of retaliatory regulations and 
a blockage of South African drivers 
and transporters into neighbouring 
countries. 

This is, of course, negative in  
terms of regional cooperation, and 
may contravene commitments to  
the World Trade Organisation Trade 
in Services. f   

mike fitZmaurice  is the CEO of the Federation of East and Southern Africa Road Transport Associations (Fesarta). He has 42 
years of experience in the transport and logistics industry with several major companies in South Africa, as well as overseas exposure 
with some of the leading transport companies in six European countries. Since 2004 he has established and run Transport Logistics 
Consultants. In May 2015 he became CEO of Fesarta.

There has been no clarification of the 
position regarding insurer liability.
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driVing africa

on spaTial planninG 
and inTeGraTed 
TransporT solUTions

ne of the biggest 
constraints to 
unlocking economic 
growth in South Africa 
from a transport 
perspective is the 

lack of integrated transport systems 
in our major cities. This limits city 
development, and hinders upward 
wealth mobility, among other things. 

I would consider my travel to 
work during the week to be highly 
integrated. I ride my bicycle to the 
Gautrain station, climb on a train, 
disembark and then ride on a bus to 

my nearest stop, at which point I walk 
for a few minutes to my office. 

by South African standards, I would 
consider this to be highly integrated 
... but by global standards it would 
be highly unintegrated. Once home, 
I use my own car to do shopping, 
socialising, or visiting attractions.

To understand how we arrived at 
this, it is important to understand 
the spatial legacy borne out of the 
apartheid system. Unlike major 
cities such as London, Rome and 
Paris, which developed close to 
large rivers and grew largely in an 
outward motion, Johannesburg-
Pretoria (I refer to them as one city, 
given the blurred lines between 
where the one city starts and 
the other ends), Cape Town and 
Durban developed in a broken up 
manner, due to apartheid laws that 

our numbers man, sam 
rolland, discusses tHe 
potential to design an 
efficient, integrated 
transport sYstem for 
soutH africa in tHis two-
part series

o

separated races. Further, Cape Town 
has the added disadvantage of the 
mountains dividing the central city 
and residential areas.

While a lot of other factors were at 
play, the resultant design of our cities 
were ones where the poorest of the 
poor were forced to live in outlying 
areas, commuting long distances to 
their places of work. Our cities grew 
outward initially, before poor workers 
were moved out into townships such 
as Soweto, Diepsloot, and Langa, 
while the areas around town – and 
therefore close to major places of 
work – remained relatively wealthy. 

With the organic growth (not 
determined by segregation 
laws) that since occurred, 
commercial development occurred 
sporadically across these cities – 
businesses moved to wealthy 
areas, concentrating pockets of 
economic activity across the cities. 
The resultant effect of this is that 
congestion increased markedly at 
both origin and destination. 

However, an opportunity exists to 
use this layout beneficially. Changing 
trends surrounding connected 
vehicles, ride-sharing and flexible 
working hours will negate much 
of these problems. For the poorer 
population and those in labour-
intensive jobs, this will still remain 
costly.

The next column will cover the 
problems with trying to design 
transport for large cities that take 
into account the problems facing 
South Africa. f

       @EconometrixZA 

sam rolland  is an automotive and transport economist at Econometrix. He is responsible for writing the Quarterly Automotive 
Outlook at Econometrix, as well as commentary and analysis on vehicle sales and transport price drivers. Prior to joining Econometrix, 
Rolland spent a number of years as an economist for the National Treasury of South Africa. He has also worked at Bloomberg New 
Energy Finance as a research analyst in conventional power. 

economicallY mobile



10   focus on transport

firm adVice

is sa and iTs loGisTics 
indUsTry missinG The 
“GaTeway To africa” boaT?

outh Africa and 
Durban are strongly 
placed to provide 
massive gateway 
hubs such those that 

have developed in the rest of the 
world and are developing around 
Mombasa in eastern Africa. These 
hubs are competing with various 
ports in western Africa.  

A very real question mark hangs 
over the ability of South Africa and 
Durban to deliver on this potential 
and prevent neighbouring countries 
seizing the initiative. To become a 
regional hub, Durban needs to expand 
significantly. Its port and supporting 
logistics industry are already suffering 
from the lack of corridor capacity into 
and out of Durban. 

Positive signs are that the Transnet 
National Ports Authority (TNPA) has 
seized on the opportunities created 
and encouraged by Operation Phakisa 
to upgrade facilities across various 
ports, including Durban. 

It has also invested heavily in 
technology like drone monitoring 
of wharfs, remote cargo-tracking 
systems and information portals. 
It has also sought to expand 
cooperation with the private sector 
to improve productivity while driving 

transformation of the port industries. 
The stagnant local economy 

has put a dampener on these 
developments, and it appears that 
the prospect of a dig-out port in 
Durban has been shelved indefinitely. 
South Africa’s growth is several 
percentage points behind that of the 
liberalising economies to the north 
of the country and the prospect of 
massive investment in a new port in 

global trends sHow 
a strong correlation 
between regional 
economic growtH and 
deVeloping regional Hub 
ports as gatewaYs to trade

s

Durban appears remote.  
To some extent this is being offset 

by the development of inland ports 
in the Cato Ridge area and along 
the N3 corridor. These developments 
will, hopefully, alleviate some of 
the current congestion in Durban. 
However, the only long-term 
solution is a massive upgrade of the 
logistics corridor into Durban either 
by development of improved road 

       @NLawGlobal 
 
malcolm Hartwell  is a director based in Durban. He is a master mariner and the team leader for transport and has been with 
Norton Rose Fulbright since 1994. He is a shipping lawyer and specialises in admiralty, international trade, marine insurance and all 
aspects of maritime casualties, in particular investigating the maritime aspects of cases involving salvage, collisions, grounding, flooding, 
fires, anchor dragging and cargo claims. He has been involved in most of the casualties in this region in the last twenty years.

A very real question mark hangs over the 
ability of South Africa and Durban to deliver 
on this potential and prevent neighbouring 

countries seizing the initiative.
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access, or by making rail a viable, 
competitive alternative. 

Despite massive capital investment 
in gantries and straddle carriers, 
Durban’s container terminal is 
hampered throughout by poor 
productivity and by the reluctance 
of shipping lines to use rail transport 
for anything other than low-value 
containers.  

Much has been written about the 
truck congestion in the Durban port 
and the only way this is going to be 
alleviated in the long term – which 
will allow Durban to grow into a 
regional and continental hub – is for 
Transnet Freight Rail (TFR) to provide 
a competitive, efficient and safe 
alternative to road transport. 

The possibility of the proposed 
Transport Regulator forcing truck 
owners to charge more for their 
services to make TFR more attractive 
cannot be dismissed, but seems 

remote and is likely to be stalled 
indefinitely by legal challenges.

Advances in port technology, 
the development of automated 
systems and the power of big data 
have allowed many elements of 

the logistics chain to be automated 
in ports like Rotterdam. It would, 
however, be unfortunate if South 
Africa followed that model to improve 
productivity, given the massive 

unemployment and inequality 
challenges the country faces. 

Although the technologies 
introduced by TNPA at Durban are 
welcome, we hope that this is not the 
start of an automation programme 
that will result in job losses. Unions 
and employees will have to work 
closely with the port to ensure 
productivity and that the introduction 
of technology creates opportunities 
for skills transfer and an upgrade of 
the work opportunities available to 
those employees. 

In our view, logistics operators 
must increase the pressure on the 
port and government to upgrade 
productivity at the port as well as 
access to Durban. This will allow it to 
become a regional and continental 
gateway to the fastest-growing 
continent and to ensure South Africa 
does not lose this opportunity to a 
neighbouring state. f

The only long-term 
solution is a massive 

upgrade of the 
logistics corridor into 

Durban.
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Vic’s View

Vic oliVer  is one of this country’s most respected commercial vehicle industry authorities, and has been in this industry for over 50 
years. Before joining the FOCUS team, he spent 15 years with Nissan Diesel (now UD Trucks), 11 years with Busaf and seven years with 
International. Do you have a comment or thought you would like to share based on this column? Visit www.focusontransport.co.za and 
have your say!

a call To redUce 
TrUck accidenTs

zimande and the 
South African road-
traffic authorities 
have also stated that 
the previous road-
safety campaigns 

have not been as effective as they 
had hoped they would be. They are 
therefore endeavouring to find other 
ways to reduce the unacceptable 
carnage that we witness daily on our 
roads.

Many ideas have recently been 
discussed in the media on how to 
accomplish the task of reducing road 
accidents all year round and not only 
during the festive season. 

I support many of these harsh and 
more punitive ideas, especially the 
proposal that young truck drivers 
must first obtain a year’s driving 
experience in a light motor vehicle 
before being allowed to drive a heavy 
commercial vehicle.

My reason for supporting this 
proposal is that, after more than 50 
years of driving and road testing 
many heavy commercial vehicles, I 
have learnt that trucks are far less 
forgiving than light motor vehicles.             

One mistake, or loss of 
concentration for just a few seconds, 
can be fatal when driving a heavy-
duty vehicle. The experience that a 
young, first-time driver would obtain 

during the first year of driving a 
light motor vehicle, that is far more 
forgiving, would be beneficial in 
reducing truck accidents.

Truck owners and operators 
can also assist in reducing the 
unacceptable number of truck 
accidents by applying measures and 
controls that will address the major 
causes of truck accidents. In my 
opinion, driver fatigue is the biggest 
cause of truck accidents in long-
distance operations.                                                       

Fortunately, there are some very 
good fatigue-detection devices on 
the market that monitor movement 
of the driver’s eyes and body posture 
and then alert the driver before he 
or she falls asleep. All operators 
engaged in long-distance road-
freight transport should have these 
fatigue-detection devices fitted to 
their vehicles.       

Truck operators also need to 
examine their route scheduling and 
planning to ensure that the driver has 
sufficient time to stop and rest during 
the trip.

following tHe increase 
in HeaVY-VeHicle road 
accidents during tHe 
beginning of tHe 2018 
festiVe season, tHe 
minister of transport, 
blade nZimande, is calling 
for truck owners to step 
up tHeir efforts to reduce 
truck accidents

n

Using a cellphone and/or being 
under the influence of alcohol or 
drugs while driving should be totally 
prohibited, especially when operating 
a heavy vehicle. 

Truck operators need to ensure that 
their trucks and trailers are always 
kept in a roadworthy condition and 
are safe to operate. This applies 
especially to trailers, which are often 
neglected and serviced only when 
they break down. In the past, many 
serious truck accidents have been 

caused because the trailer brakes 
were not working.

Lastly, keeping to the speed 
limit as prescribed in the road 
traffic regulations should be strictly 
enforced by the truck owner and/
or operator. Driving a truck beyond 
these set limits drastically reduces 
the driver’s ability to control his or her 
vehicle or take evasive action to avoid 
an accident.

As a professional and respected 
trucking industry, let’s assist the 
transport minister in his request to 
reduce truck-related accidents. f



focus on transport   13    

Hopping offVic’s View

beware The horneT’s sTinG! 

his latest, regrettable 
incident reminds me 
of a quote from a 
Citylab correspondent 
describing britain’s 
messy handling 

of brexit. britain is “a grown nation 
writhing and flailing through its 
decision-making with all the finesse 
of a drunk man being attacked by 
hornets”.

That statement applies to many 
situations all over the world, including 
public transport in South Africa.   

Let’s look at two recent quotes, the 
first of which is from the promoters of 
the Gautrain (The Citizen, November 
1, 2018): “by the year 2037, cars will 
travel at an average of 15 km/h and 
the expansion of the rail network 
is necessary to deal with the 
unsustainable road congestion.”

Exactly a week later (The Citizen, 
November 8, 2018) it was the road-
construction people’s turn: “Unless 
we get busy with phase two of the 
Gauteng Freeway Improvement 
Programme (158 km) get prepared 
for a six-hour commute between 
Johannesburg and Pretoria. This is 
how long it will take by 2037 if we 
don’t address this problem urgently.”

When is someone going to start 
challenging this nonsense? 

The first quote ignores the fact that 
the existing rail service is falling apart. 
Rather than focus on 2037, let’s hear 
some advice as to what we should 
be doing before the end of 2019 to 
sort out Metrorail – which at this rate 
will have shut down by 2037! Perhaps 
the current contract for 3 000 new 

Metrorail coaches should be reduced 
to 2 000.

The second quote continues 
to demonstrate the construction 
people’s obsession with rich 
motorists travelling between Pretoria 
and Johannesburg. I’d rather go with 
Australian researchers Newman and 
Kenworthy, who pointed out long ago 
that “when road capacity is removed, 
then a high proportion of traffic just 
disappears”. 

As the Johannesburg Metropolitan 
Action Group said in 1992: “Make 
people pay the full penalty for 

living too far out by not giving them 
overgrown freeways”. That advice was 
ignored at the time, but still remains 
correct today. 

If people want to sit in traffic for 
six hours a day, that’s their problem. 
I would rather hear the engineers 
suggesting that we fix worn-out 
sewerage systems and eradicate pit 
latrines at schools. 

Why don’t they warn us that unless 
we build a million houses, people will 
continue to live in shacks? That will 
keep the construction people busy all 
over the country, not just in Gauteng.  

If we fixed existing public transport, 

onlY a few daYs into tHe 
new Year, and Here i  am 
looking at bodies being 
carried awaY from tHe 
latest rail accident in 
pretoria

t

we wouldn’t need new rail or freeway 
schemes. 

So why isn’t that happening? It’s 
because we allow transport “planners” 
(usually civil engineers), who have 
no interest in fixing existing public 
transport, to run the show. 

Sadly, no academic discipline 
currently exists to deal with the 
vacuum, so South Africa can expect to 
continue drunkenly staggering along, 
trying to beat off the hornets with futile 
road and rail construction schemes. 

Where do we go from here? Groups 
like the Organisation Undoing Tax 

Abuse (OUTA) and Solidarity have 
started legal action against South 
African Airways (SAA), the South 
African National Roads Agency 
(Sanral) and the Passenger Rail 
Association of South Africa (Prasa). 

both of these organisations claim 
to have research departments, and 
I would suggest that, rather than 
swinging into action long after bad 
contracts have been signed, they 
start asking more incisive questions 
before the damage is done. 

South Africa should sober up – fast. 
Unlike bees that die, hornets keep on 
stinging. f     

       

VaugHan mostert  lectured on public transport issues at the University of Johannesburg for nearly thirty years. Through Hopping 
Off, Mostert leaves readers with some food for thought as he continues his push for change in the local public transport industry.
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face to face

face To face 
wiTh scania’s 
sTeve waGer

hy did you decide to accept the  
position of MD of Scania China? Are  
you pleased that you decided to go to 
China?
Asia is of extreme strategic importance 
to Scania and of course China is Asia’s 

powerhouse. The opportunity to lead Scania China into 
its growth journey was thus too good an opportunity to 
pass up. I am extremely satisfied with the results that 
my fantastic team here has achieved. I am therefore very 
pleased that I took this position. I have always relished 
challenges, and this certainly is one!

What do you regard as your greatest success from your 
time in South Africa?
Scania South Africa had a market share of around seven 
percent when I took over as MD. We embarked upon an 
ambitious growth strategy. We also decided that we wanted 
to get far closer to our customers through a new regional 
structure. When I left South Africa, we had doubled volume 
and had taken market share to 16 percent. Furthermore, we 
had developed a professional and profitable used-truck 
business and expanded our contracts portfolio significantly. 
Above all, our customer satisfaction index – the true acid 
test of success – had vastly improved.

steVe wager is well known in soutH africa.  tHat’s because He worked Here for 
manY Years in tHe capacitY of md of scania soutH africa.  two Years ago, He moVed to 

the  world’s  largest commercial vehicle market, where he is now md of scania china. 
cHarleen clarke asked Him about tHis fascinating market

W
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face to faceface to face

What has been your greatest success in China thus far?
Since embarking on our volume growth strategy we have 
increased truck volumes fivefold and almost doubled our 
service sales. Last year we became market leader among 
the imported brands. It is all about our people, of course, 
and I feel very proud to have built a fantastic united, highly 
motivated and committed team with a winning mindset.

What are the biggest challenges that you’re facing?
The Chinese market is developing quite fast, and we need 
to keep up with the pace of the market. Legislation is also 
changing rapidly here.

The Chinese commercial vehicle market is obviously far, 
far bigger than that of South Africa. 

What are the other differences between the two markets? 
Are there any similarities?
South Africa is a far more mature market with operators who 
have a longer-term horizon and total operating economy 
(TOE) thinking. There is a strong demand for high-quality 
service and South African customers are prepared to pay a 
premium for this. 

In China the mindset is far shorter term, so it makes TOE 
far harder to sell. Price generally dominates over quality 
here. Having said this, more and more operators are buying 
into the Scania business proposition. This is also the land of 
copy parts and second-tier service workshops, so our after-
sales business is under intense competition. We respond to 
this situation by providing quality and professional service 
levels.

What are your predictions for the Chinese commercial 
vehicle market in 2019?
The total market will be under pressure and will most 
likely drop more than ten percent but will still be at around 
one million heavy-duty trucks. This is due to impending 
emission legislation (China 6 takes affect from July 1 – this 
is “Euro 6+”) and general uncertainty in the economy, which 
is exacerbated by concerns over the United States-China 
“trade war”. 

We expect the imported segment to continue to grow 
as operators seek more efficient transport solutions for 
their high-mileage, long-haul operations. Annual distances 
of about 300 000 km are normal here in the express and 
freight segments.

When we chatted recently, you mentioned that you 
would like to “start a used-truck trading and business”. 
Has Scania not sold used trucks in the past in China?
Used-vehicle trading in China is very informal and not yet 
regulated – although the government is working on doing 
this. Scania China is a pioneer in this area of business and 
we are ready to start up in 2019, having successfully piloted 
a few sales during 2018.

What is the Chinese government doing to promote the 
sale of environmentally friendly or electric commercial 
vehicles in China? 
The State Council of China recently issued the  2018-
2020 Three-year Action Plan for Winning the blue Sky 
War.  The document sets out the overall thinking, basic 

objectives, key tasks and support measures for the control 
of air pollution, and draws the timeline and roadmap for 
successfully defending the blue sky against air pollution. 

This plan proposes that, after three years of effort 
and work, total emissions of major air pollutants will be 
substantially reduced. Reducing vehicle emissions is an 
important part of this plan. China produced more than  
200 000 all-electric commercial vehicles last year, 
amounting to nearly five percent of total output. In 2017, 
southern China’s tech hub of Shenzhen completed the 
conversion of its entire bus fleet to battery-electric vehicles.

What alternative fuels are finding favour in China?
The main alternative fuels are liquefied natural gas  (LNG) 
and compressed natural gas (CNG).

Are automated commercial vehicles finding favour in 
China? If so, when would you speculate will this become 
a widely accepted practice?
Automated vehicles are already being piloted in Shanghai, 
beijing, Shenzhen and various other places. Initially they 
will operate in closed areas, such as ports, logistics parks 
and airports. However, they will gradually extend to the 
expressways. The supporting road network facilities also 
need to be rebuilt, and this should happen by 2025.

You have spoken about developing your used-truck 
business. What else is on your agenda for 2019?
We will introduce the China 6 product range and continue 
to expand our dealer network.

For how long will you remain in China?
I have a three-year contract.

What is next for Steve Wager – after China? Could you 
ever return to South Africa?
As previously mentioned, I love challenges and my skill is in 
building successful and winning teams and starting growth 
journeys. As Asia is such an important region for Scania, I 
would like to remain out here to continue this task. South 
Africa remains deeply embedded in my soul – Mother 
Africa really got under my skin during the more than four 
years of living there – so of course I take every opportunity 
I can to get back. f



16   focus on transport

oil and lubricants

slippery paTh 
forward for 
oil indUsTry

ost of the major oil companies have been 
around for a while. Shell, for instance, was 
established over a century ago – back in 
1907. It has faced some challenges in the 
last 112 years, but never like those it faces 
now.

The reason for the current situation is the predominance 
of one thing in the world of wheels: change. Driven largely 
by environmental concerns, engine manufacturers are 
introducing new hardware technologies, resulting in rapidly 
evolving performance challenges for the lubricant industry. 
Whereas the diesel engine was commonplace in our 
industry, greener technologies – gas-powered engines and 
electric engines – are rising to the fore.

In Europe, truck producers are facing radical change, 
as legislators are insisting on a reduction in CO2 emissions 
from trucks by 15 percent in 2025 and 30 percent in 2030. 
Some say this is challenging at best and impossible at 
worst. “These standards are very ambitious,” notes Erik 
Jonnaert, secretary general of the European Automobile 
Manufacturers’ Association. 

“This will be a major challenge for the industry and 
operators. What is possible for cars is often not an option 
for trucks – the difference between them is fundamental. 
Truck makers are willing to further cut carbon emissions, 

but this should happen at a pace that is realistic, as it will 
not be possible with today’s technology alone.”

Indeed, these CO2 standards will require the rapid and 
large-scale market uptake of alternatively powered trucks. 
“However, it remains highly questionable whether the 
required charging and refuelling infrastructure suitable for 
trucks can be rolled out within the span of just a few years,” 
Jonnaert cautions.

While the rollout of infrastructure may be questionable, 
one thing is certain: greener trucks are on their way. 
“There is no doubt that a wider choice of fuel types and 
improved powertrain technologies will emerge as a result 
of the industry’s bid to meet stricter emission targets 
and continue on the road to a net-zero carbon footprint, 
all while meeting greater consumer demand for energy,” 
confirms Usha Lad, senior project leader heavy-duty 
engine oils at Shell.

At the same time, consumer buying patterns are changing 
faster than ever before – and they are becoming decidedly 
digital. “Some 22 percent of the world’s population now 
shops online for everything from clothes, to electronics, 
furniture, food and more. And they do not want to wait at 
home all day for their deliveries. 

“To keep their customers happy, companies have had 
to find solutions for rapid delivery and tighter delivery 

manufacturers of engine oils are facing turbulent times,  as tHe transport industrY 
eVolVes faster tHan eVer before. cHarleen clarke attended tHe sHell rimula ultimate 

stopoVer in dubai,  wHere sHe discoVered How tHis oil companY is facing tHese 
cHallenges Head on 

M
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windows. As the population grows, so will on-demand 
deliveries and e-commerce, which will increase the 
number of trucks on our roads. This will further increase 
calls for lower emissions and greater efficiencies in the 
industry,” notes Lad.

it’s time to adapt or die
both of these scenarios impact on oil 
companies. In this vastly changing playing 
field, they can adapt or die.

Rather wisely, Shell is adopting the 
former approach, as Jason brown, global 
technology manager for diesel engine oils, 
notes: “We have been the world’s number 
one lubricant manufacturer for the last 12 
years. Have we had challenges? Of course. 
The market has moved in unexpected ways, 
but we’re great at thinking out the box.”

This modus operandi bodes well in 
an industry that’s developing a range of 
alternative energies, engines and powertrain 
technologies to meet the growing demand 
for transport with lower emissions. “A global 
mosaic of alternative fuels and energies will 
co-exist as a result, based on different types 
of transport, journeys and local economic 
factors,” Lad contends.

How will that global mosaic of alternative 
fuels be made up? That will depend on 

applications – some drivetrains (pure electric vehicles, for 
instance) are more suited to short journeys in urban areas. 
Others (such as hydrogen and liquid-fuel vehicles) are 
better suited to journeys between cities. 

HYdrogen to tHe fore
Going forward, hydrogen and electric propulsion are likely 
to find favour with light-duty truck operators.

Hydrogen has the characteristics to be a desirable 
component of the energy transition. “It is clean, low carbon 
(when produced from renewable sources) and flexible. 
Current technologies can already produce, supply, store 
and use hydrogen in many applications, but increased scale 
in material use and improvements in energy efficiency are 
needed,” says Lad.

Its potential has even been noticed by the United States 
(US) Army – General Motors and the US Army’s Tank 
Automotive Research, Development and Engineering 
Centre have built a hydrogen bakkie (or pickup truck, as 
they call it). It’s low carbon, quick to refuel, quieter to run 
and produces 7,5 litres of water per hour, which could be 
useful in hostile deserts.

electric VeHicles grow in popularitY
Electric vehicles are also becoming popular – and this is a 
trend that has been addressed by Shell. “For example, we 
recently bought NewMotion, one of Europe’s largest electric 
vehicle charging providers, and signed an agreement with 
IONITY, a joint venture that was established to build a 
network of charging points with a payload of 350 kW along 
main European motorways,” reveals Lad.

Heavy-duty trucks, on the other hand, are expected to 
remain reliant on liquid fuels in the long term, given the 
energy density needed from a fuel. “While diesel remains 
the primary fuel for heavy-duty trucks, we are working to 
squeeze the most out of each drop, by providing high-
quality lubricants that have been developed in collaboration 
with our industry partners. Low-viscosity lubricants and 

aboVe: Jason brown, global technology manager for diesel engine oils at Shell, says 
that 5W-20/0W-20 viscosity oils will be the trend in the next three to five years.

>
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other hardware efficiencies can play a key role in helping 
fleets to run more efficiently and lower their total cost of 
ownership,” Lad points out.

biofuels continue to be popular
biofuels will continue to be important in the longer term, 
the Shell team believes. Just one example is McDonald’s 
India, which has initiated a project to help reduce its carbon 
footprint. McDonald’s recycles the used cooking oil from its 
kitchens into biodiesel, which is used to fuel more than half 
of its delivery trucks. “For our part, Shell is involved in a joint 
venture called Raízen with brazilian company Cosan, which 
is the world’s largest producer of sugar-cane ethanol,” says 
Lad.

gtl Has merit
Shell gas-to-liquid (GTL) fuel is another type of alternative 
fuel for use in existing diesel engines without modifications, 
which can lower local emissions with no infrastructure 
investment required.

Shell recently conducted an intensive nine-month trial in 
the United Kingdom (UK) with 50 DAF New LF 230 reefers 
fuelled with Shell GTL Fuel. This has delivered significant 
air-quality improvements, including a 47-percent reduction 
in NOx emissions. 

Shell GTL fuel is also already in daily use within 
commercial fleets in Germany and the Netherlands.

lng weigHs in on price
Meanwhile, liquefied natural gas (LNG) is emerging as 
a cost-competitive cleaner fuel to power heavy-duty 
transport. 

LNG offers advantages such as higher energy density 
and – if used in dedicated applications, such as corridors 
– easier distribution. This means only a limited number 
of retail stations (in the highway networks in particular) 
would be required to supply heavy-duty vehicle fleets with 
sufficient LNG fuel.

In the (very) long run, LNG could be supplemented either 
with gas from biomass, or power-to-gas (PtG) fuels. This 
can be achieved by directly using biogas/PtG or using LNG 
from the natural-gas grid into which biogas or some syngas 
has been fed previously.

How is this shaping the future of lubricant technologies?

tHe patH to lower ViscositY
As fuel economy targets and the associated penalties 
become increasingly important for manufacturers globally, 
engine oil has a role to play as a critical enabling technology. 
So, how can lubricants help truck drivers and fleets to 
achieve better fuel economy?

It’s all about viscosity. The lower the engine oil viscosity, 
the quicker it flows to where it’s needed in the engine, 
generating less friction than oils of higher viscosity, so 
the engine operates more efficiently and produces less 
CO2 emissions. Accordingly, a global move towards lower-
viscosity engine oils is on the cards. 

“North American and European original equipment 
manufacturers (OEMs) have transitioned from 
15W-40/10W-40 to thinner oils such as 10W-30/5W-30 to 
realise fuel economy savings. Over the next three to five 

years the trend will move towards 5W-20/0W-20 viscosity 
oils. The entire industry is taking steps to move towards 
lower-viscosity engine oils, with OEMs designing suitable 
engines and industry regulators standardising them,” says 
brown.

What does this mean for a lubricant manufacturer? 
“We need to ensure there is a standardised practice to 
demonstrate the performance of engine oils. One of the 
ways in which we achieve this is via field trials,” he explains.

Typically, companies run trials using one specific type 
of truck. “However, in our quest to provide credible fuel 
economy numbers, we decided back in 2015 to take a 
statistically modelled chance. We picked six different 
European trucks (all with decent service histories) and six 
engine manufacturers and ran a fuel-economy trial using 
this cross spectrum of vehicles and engines,” 

Not only did the company test its products in six different 
trucks and using six different engines, it also tested in 
different applications. “We ran tests pertaining to the 
highway cycle, depot-to-depot cycle and also the depot-
to-inner-city cycle,” he explains.

Of course, these tests were specific to Europe. The Shell 
team decided that this was simply not comprehensive 
enough. “So, in 2016, we repeated the process in China. Then, 
we followed up with an identical test in the US with the top 
six diesel-engine manufacturers there,” he tells focus.

This was an industry first. “It was one of a kind. No one 
else has done this before and I don’t believe any other 
company would have the guts to do it. It is also a very 
expensive exercise,” brown points out.

The data that was gathered is fascinating. “Europe  
and the US produced similar results. China differed –  
which makes sense because they’re on Euro 4,” he 
comments. 

oil and lubricants

aboVe: According to Richard Tucker, general manager b2b 
technology at Shell, 70 percent more energy could be needed for 
transport by 2050.
aboVe rigHt: Usha Lad, senior project leader heavy-duty engine 
oils at Shell, believes that collaboration is the key to success for oil 
companies.
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academic researcH ongoing
While field trials are vital to the future success of any 
lubricant manufacturer, going forward, ongoing academic 
research will also be required. “besides conducting our 
own research and development, we also sponsor research 
in lubricant wear in engines, including a Shell-sponsored 
PhD project at Imperial College London, UK. It aims to 
further the understanding of the mechanisms behind soot-
induced engine wear while using a range of state-of-the-art 
experimental techniques,” explains Lad.

Shell is a member of the Lubrication Consortium, which 
focuses on lubrication of the piston assembly. “In this 
consortium, we are the only lubricant company. Other 
members include a number of important OEMs with which 
Shell does business. One output of this project is software 
that can be used to predict friction and wear in piston 
assemblies (for both light-duty and heavy-duty engines),” 
Lad tells focus.

Shell is also active at Tsinghua University, in beijing, 
China, where its work focuses primarily on electric vehicles, 
but also includes research into the lubricant sensitivities of 
vehicles containing petrol particulate filters.

collaboration is keY
While the future path will be peppered with ever-
increasing technological developments, field trials and 
engagements with academic institutions, collaboration 
with customers and even competitors will also be key 
to survival. “Greater collaboration will need to be seen 
throughout the entire fleet industry to achieve the next 
generation of fleet efficiency,” notes Lad. 

In fact, many Shell senior executives insist that 
collaboration will be key to the success of the company 
and, indeed, the industry. 

Dan Arcy, global OEM technical manager at Shell, is 
one such person. “We have close relationships with many 
OEMs, and we work together on numerous engineering 
projects. We keep most of these projects very confidential, 
as you can probably understand. 

“We like to be at the forefront of technology – so  
we need to have relationships with many if not all of  
the OEMs in order to understand their needs. This 
is essential to ensure we are delivering high-quality 
lubricants that cater to new fuel and vehicle technologies,” 
he comments.

Lad points to more of the same in the future. “When 
working towards more efficient, cleaner fuel, vehicle 
and lubricant options for future freight and transport, 
collaboration will be key for success. bearing in  
mind the road ahead for transport, I believe that we 
will see unprecedented collaboration from across the 
fleet and transport sectors – from those involved in 
the research that dictates changing policies, to those 
involved in the design and manufacture of new vehicle 
technologies. 

“building on this foundation, we’ll then start to see 
industry collaboration taken to the next level, with the 
aggregation of a range of fleet services,” she believes.

We’re beginning to see key industry players taking 
the lead with the formation of strategic partnerships to 
enhance their offerings and expertise. We’ve already 
seen this among OEMs – as the likes of Traton and Hino 
work together to tackle the many challenges brought 
by e-mobility. Maybe this will happen among lubricant 
manufacturers, too.

Shell has already joined forces with Total. “We have 
hydrogen stations across Germany, Los Angeles, California 
and the UK. Together with Air Liquide, Daimler, Linde, OMV 
and Total, we are partnering H2 Mobility in Germany, which 
aims to build a hydrogen refuelling network of 400 filling 
stations by 2023,” Lad reveals.

Last year, Petronas and Shell announced that they 
would be working together – they’re partners in LNG 
Canada, a joint venture among Shell, Petronas, PetroChina, 
Mitsubishi and Kogas. LNG Canada is expected to export 
26-million tonnes of LNG to emerging Asian markets each 
year. 

Shell, which has a 40-percent working interest in the 
project, is banking on global demand for LNG to double 
by 2035, much of it driven by Asian markets where natural 
gas is expected to replace coal use.

As manufacturers of engine oils face increasingly 
turbulent times, will we see other forms of collaboration? 
You can bet your bottom drop of oil on it. f

oil and lubricantsoil and lubricants
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trailers

why yoU miGhT 
wanT To sTeer 
from The rear

teered trailers are nothing new. They’ve 
been used to transport abnormal loads for 
eons and their benefits are numerous – 
easier manoeuvrability being chief among 
them. So, what would happen if the concept 

was applied to a general high-volume application? 
This is something many such transporters in Europe have 

been playing with for a while, primarily as a means to aid 
manoeuvrability in the narrow streets of many old European 
towns. However, there were some unexpected additional 
benefits that have had a direct effect on the bottom line, 
too. 

Christo de Clerk, product manager: Tridec Steering at 
Jost South Africa (Tridec is a Dutch brand, owned by Jost), 
explains that trailer maintenance costs were found to have 
decreased dramatically and that the driver had an easier 
time behind the wheel. 

“Truck manufacturers are boosting efficiency and 
lowering running costs at an astonishing rate, but not much 
has changed in the last 20 years on trailers aside from 
lowering weight and production costs,” he points out. 

“Trailers have been stuck; they are friction-generating 
steel planks on wheels that cannot keep up with the latest 

generation of trucks sold in South Africa. What is the use of 
selling a truck with 50 000-km service intervals when the 
trailer needs to be unhitched every two or three weeks to 
clean and lubricate the fifth wheel?

“The solution is to get rid of all the friction, because 
friction causes wear that requires regular maintenance, 
increasing downtime and running costs.”

De Clerk has taken it upon himself to prove the benefits  
of steered trailers in the South African market. Just over a 
year ago he began designing and building a 15-m steered 
tri-axle trailer with Krugersdorp-based Cobalt Trailers, 
which specialises in building steered, low-bed, abnormal-
load trailers. 

“Cobalt was enthusiastic to get involved and give the 
concept some love,” he says.

The prototype design has resulted in a trailer that runs 
the Tridec TR Two-Axle Mechanical-Steer System. It has 
been dubbed the Maxisteer. 

“Each Maxisteer trailer is designed individually, taking into 
account the operator’s requirements and application. All 
three axles can be steered, but with this trial unit we wanted 
to retain some familiarity: by steering only the rear two axles 
there is a smaller learning curve for the driver. Steering the 

in tHe searcH for ultimate trucking efficiencY, it would make sense tHat botH tHe 
Horse and tHe trailer,  as a unit,  sHould run as efficientlY as possible.  tHis includes 
reducing as mucH rolling resistance as possible.  gaVin mYers finds out How steered 

trailers are Helping to acHieVe tHis

s



focus on transport   21    

trailerstrailers

front axle as well will realise even more manoeuvrability.”
With axles spaced 2,1-m apart (as opposed to the 

traditional 1,3 m) the prototype trailer requires 1,5-m less 
road space to make the same turn as a traditional tri-axle. 
“With all three axles steered there is the potential for the 
trailer to overshoot the standard 13,1-m outside turning 
radius, and this could catch out unfamiliar drivers,” De Clerk 
explains.

The extra space between the axles also 
gives the trailer a larger footprint. This means 
the suspension has more time to react to 
the road surface, reducing the impact on 
suspension components and increasing the 
trailer’s stability.

For the past year, the prototype Maxisteer has 
completed a 30 000-km trial with brick haulier 
Omnitrans. The results have been encouraging 
to say the least. For starters, the trailer allows 
the brick haulier to carry 12 000 bricks (double 
that of a standard 8x4 rigid truck) and it is also 
allowed into estates, as it does not damage 
the road surface – something they cannot do 
with a standard tri-axle.

Pieter Naudé, depot manager at Omnitrans, comments: 
“Delivery times are faster. The truck easily manages corners 
and roundabouts and, because we’re using half the number 
of vehicles for the same job, we’re saving our suppliers and 
customers time and money, while reducing traffic.” 

Naudé adds that the Omnitrans drivers also notice 
the difference. “The drivers love it. Once they become 
accustomed to the fact that it can turn in a single lane, they 

The truck tractor retains its standard fifth wheel. 
On the trailer a standard kingpin is mounted to a 
turntable with a steering wedge. This assembly 
locks into the fifth wheel, which means that 
when the truck turns it also rotates the turntable 
and steering wedge.

An offset point then transfers this movement 
to two steering rods that run to the rearmost 
axle turntable (each complete axle is mounted 
on a turntable). This rearmost axle is connected 
to the axle ahead of it, allowing for both to turn. 

The result is a tyre angle that is always 90° to 
the turn. On this particular trailer the maximum 
steering angles (when the trailer is at 90° to the 
truck) are 21° at the mid axle and 45° at the rear 
axle. Every system is, however, unique to its 
design.

York Zonneveld, owner of Cobalt Trailers, 
suggests that building the Maxisteer trailer is 
not much different to building a traditional tri-
axle. “The prototype weighs in at 7,2 t, but we 
built it heavy. We could easily save another 
400 kg, potentially 600 kg, which would be 
amazing,” he comments. 

How does tHe 
maxisteer steer? 

>
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????????? trailers
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don’t want to change. It’s much less taxing for them. They don’t need to wait 
for traffic to clear in order to make a turn and, as they need to put in less effort, 
they can relax a little.”

While comparing the running costs to a traditional tri-axle trailer would 
need more time in operation, chatting to De Clerk and Naudé reveals that the 
savings seem to be adding up.

“We fitted a set of our own tyres and these have now completed over  
40 000 km with minimal evidence of wear,” says Naudé. “The only maintenance 
we have undertaken has been to grease the turntables every six months, 
because our vehicles regularly run on dirt roads,” he adds.

De Clerk is not surprised by this. “The steering system eliminates all the 
stress of side loads and friction from the trailer as it experiences vertical loads 
only (moving forwards and backwards). The highest point of friction is between 
the tyre and the road, but, because the tyres are steered and tyre scrub is 
eliminated, we expect double the tyre life – and lower fuel consumption, too.

“In normal operation we suggest greasing the turntables every 50 000 km or 
so, and the trailer doesn’t even have to be unhitched to do so. In theory it never 
has to be unhitched... because the trailer is fixed to the fifth wheel, a little bit 
of Q20 on the fifth wheel to keep the rust away is all that’s needed,” he adds, 
suggesting that, at the earliest, turntables and steering rods may need to be 
replaced every six to eight years. (See “How does the Maxisteer steer?” on pg 21.)

To allay fears, Jost offers a one-year/100 000 km factory warranty on all 
steering components. As every system is unique to the trailer for which it is 
designed, the trailer is issued with a serial number so that it’s easier to track 
and supply spares.

“A normal trailer is cheap to buy, but maintenance increases after three 
years of operation. We now have the first trailer that can at least match the  
50 000-km maintenance intervals of a modern truck tractor. We can’t 
accurately quantify the savings over a short period because there simply isn’t 
the same component wear as on normal trailers. However, even at a premium 
of around R200 000 over a standard tri-axle, we expect this will be recouped 
in just two years of operation due to the increased efficiencies,” De Clerk says.

Nonetheless, Omnitrans has placed an order for two units and this demo 
unit is headed for time with a number of operators, including SAb, AbI, brass 
Trucking and botha Transport. 

“It’s a radical step for operators, so the proof will be in the pudding,” De Clerk 
concludes enthusiastically. f

watcH tHe maxisteer in action

Aluminium is the metal of choice for the 
transport market sector due to its light 
weight, formability, corrosion resistance 
and strength.

From heat shields and heat exchangers 
to running boards, roof racks, suspension 
parts, fluid connectors and a myriad of 
other components, aluminium works 
best.

For transportation chassis’, body 
panels and components – aluminium 
offers increased payloads, reduced 
fuel consumption and durability. Fully 
recyclable, mill finished aluminium is
the environmentally friendly choice.
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dangerous goods

when TransporTaTion 
becomes hazardoUs

ith the sheer number of goods classified 
as dangerous and/or hazardous, running 
a successful dangerous-goods (DG) or 
hazardous-chemicals (Hazchem) transport 
operation is fraught with challenges. 

Training, preparation, obligation and compliance, 
management, accident recovery and (importantly) clean-
up all need to be managed with an iron fist. It’s truly a 
specialised job. So, who better to pose some questions to 
about the complexities of DG and Hazchem transport than 
some of the most professional transporters out there – and 
the industry association that helps to make sure each trip 
runs smoothly?

   
What are the most important considerations when 
transporting dangerous goods?
Deidré Penfold, executive director of the Chemical and 
Allied Industries Association (CAIA), suggests that this is not 
a simple question to answer – with considerations including 
the high cost of transporting DG and awareness of the 
latest technologies to assist in an efficient operation. 

“Operators must be knowledgeable on all the legal 
requirements, or contract a person or company to keep 

them up to date. They need to ensure they use the 
correct equipment for the application. For example, it’s not 
economically viable to transport only one type of chemical 
in one direction – operators need backhauls and therefore 
need a tanker that gives them the option to transport 
different chemicals,” she says. 

Accreditation is not negotiable. “To be an approved DG 
transporter for most of the big chemical manufactures, 
Safety and Quality Assessment for Sustainability (SQAS) 
Africa accreditation is a pre-requisite. For specific chemicals, 
additional audits need to be undertaken, which comes with 
additional cost,” she adds.

Patrick Pols, MD, and Pierre Scharneck, operations 
director, of OneLogix United bulk, suggest that the safety 
of the public, the operator’s staff, the load and equipment, 
underlies all other considerations. “This is managed by 
good training of all staff in the handling of the product, the 
handling of the equipment involved and any critical factors 
such as fatigue management and proper preventative 
maintenance programmes,” they note.

Andre Jansen van Vuuren, director: marketing, at Cargo 
Carriers, cites four main considerations: Clearly marked 
Hazchem labels and Transport Emergency (TREM) cards 

gaVin mYers explores How some of tHe leading specialised transporters manage tHe 
riskY business of moVing dangerous and HaZardous goods

W
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must be on display for authorities to identify the product 
being transported; drivers must be properly trained and 
have product knowledge; vehicles must be roadworthy; and 
emergency response must be quick to contain any spills. 

How does vehicle preparation/maintenance differ from 
run of the mill transport?
“Maintenance and preventive maintenance is of utmost 
importance when transporting DG. It may be expensive, 
but the clean-up operation for one leaking tanker can cost 
millions,” says Penfold, adding that pre-trip inspections are a 
legal requirement and have to be undertaken on a daily basis.

Pols and Scharneck agree that preventative maintenance, 
especially of the tankers, adds to the magnitude of the 
challenge. “There are no shortcuts!” they comment. “You 
need to do what you plan to do right the first time. Mistakes 
create serious risks to people and the environment. With 
the transportation of hazardous goods, nothing can be left 
to chance and no risks can be taken.”

Similarly, how does driver training/preparedness differ?
Jansen van Vuuren explains that the drivers at Cargo 
Carriers are bound to a rigorous employment and training 

process. “Prior to employment we conduct criminal and 
licence verification checks. Our drivers need to have four 
years of tanker experience; exhibit competency on the 
road, when alley docking and in straight-line reversing; and 
have a medical check-up (which is repeated each year).

“Even then, prior to the driver being given the truck 
to drive alone, he or she will be driving with a more 
experienced driver to become familiar with our routes, 
customers and the different products we transport.” 

Penfold reminds us that DG drivers require a PrDP-D 
permit which can only be obtained after the age of 25 
years. “To keep their PrDP-D, a one-day course on the 
Conveyance of DG by road needs to be undertaken on an 
annual basis. Drivers need to be trained annually in several 
subjects,” she comments.

basic firefighting and roll-over mitigation are just two 
examples of training provided for the drivers at Cargo 
Carriers and OneLogix. 

Pols and Scharneck comment that driver selection is 
very important. “The driver must be strong enough and 
disciplined enough to handle the responsibility of the rig, as 
well as the cargo being transported. It is not the ideal place 
to gain experience, therefore only experienced drivers with 
the correct temperament and character can be appointed.”

What are the obligations on the part of the consignor and 
consignee?
Moving dangerous goods does not start and end with the 
transporter – the consignor and consignee also have legal 
obligations to fulfil. 

“The consignor needs to classify the product correctly 
and use the correct packaging. The loading of DG by 
the consignor must be done by a qualified person. The 
consignor needs to issue the TREM card as well as the 
Dangerous Goods Declaration,” Penfold comments. 

Jansen van Vuuren adds that the consignee is responsible 
for the offloading of the dangerous goods, and must 
provide a qualified person to do so.

Pols and Scharneck comment that it’s probably worth 
going a little further. “Over and above the legal requirements 
of the consignor, we try to get our customers to become 
partners in what we do and how we do it. If they are not 
the consignors, then they must influence their suppliers to 
handle the product in the correct way.  

“We know our systems and equipment best and the same 
applies to the consignor. It is, however, a negotiation of how 
it is handled and it varies depending on the equipment 
used. Other than overloading, the most important part is the 
wearing of protective clothing and equipment by all parties 
involved in the processes,” they comment.

Are subcontractors and owner-drivers commonplace in 
DG/Hazchem transport? How does this complicate the 
process and what is the best way to manage them?
While both Cargo Carriers and OneLogix United bulk 
strictly avoid using subcontractors or owner-drivers, >
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there are some DG and Hazchem hauliers that do use 
them. Many large companies, such as Sasol, do not allow 
subcontracting. Some do with permission.

Penfold explains that using subcontractors is an onerous 
process. “Subcontractors or owner-drivers need to be of 
the same standard as the main contractor, who remains the 
responsible party and will be liable for any incidents caused 
by their subcontractors.

“Continuous communication and training need to be 
in place. The main contractor needs to ensure that the 
subcontractors adhere to the correct requirements, so 
they need to be audited. The best option is for the main 
contractor to take care of the subcontractor’s drivers and 
equipment as if they belong to them, and ensure that 
the drivers are trained and the equipment is serviced as 
prescribed,” she suggests. 

With the sheer number of products classed as DG/
Hazchem, how can a transport company best stay on top 
of the relevant regulations/legislation?
Penfold says that it is of utmost importance to ensure that 
transport companies keep abreast of all changes to the 
Road Traffic Act, The Occupational Health and Safety Act, 
the Labour Act and all applicable South African National 
Standards (SANS) codes.

“Employing a company or consultant, attending 
industry workshops and becoming a member of industry 
organisations (such as CAIA) are among the options,” she 
points out. 

Pols and Scharneck explain that, at OneLogix, it is up to 
the company’s safety, health, environment, risk and quality 
(SHERQ) and depot managers to stay on top of current 
legislation. 

“All products have handling instructions that are unique 
to them and this does not easily change for a specific 
product. The material safety data sheet (MSDS) of a product 
accompanies each load and all drivers are specifically 
trained and briefed before loading a product for the first 

time. Extreme care is given to this and a lot of attention is 
given to SHERQ in our business. It is enforced very strictly 
as we cannot achieve less than 99 percent.  

“All incidents, no matter how small or insignificant, are 
treated equally and investigated thoroughly. After every 
such incident or near-miss, re-training is done on an 
individual basis, or through toolbox talks to the entire driver 
contingent, so as to ensure it is prevented from happening 
again,” they explain.

   
Does the cross-border transportation of dangerous 
goods differ from that locally? What are the key 
differentiators?
Running goods across the border is a challenge for most 
South African operators – but even more so when it comes 
to DG or Hazchem. According to Pols and Scharneck, 

the environment and infrastructure are the main 
reasons for this: “Roads in most of the neighbouring 
countries, especially to the north, are not in the best 
shape. In addition, there is also often tampering 
with the vehicles to determine the contents.”

Finding reliable help, whether technical or 
emergency, can also be a challenge. “We are 
usually reliant on South African-based operators for 
spill control and containment, or the local operators 
that have very limited equipment and charge cash 
(payment in United States dollars). by the time the 
South African-based operations arrive, the damage 
has been done and the cost of recovery and 
environmental protection is huge. There is reliable 
local help, but it is difficult to come by,” they note.

Penfold agrees that the limited emergency 
service is an important difference when going 
across the border. She also adds that local 
knowledge is essential.

“The operator must know all the requirements of the 
different countries. Paperwork is very important,” she says. 

Jansen van Vuuren adds that vehicles carrying explosives, 
for example, may be registered as a Hazchem vehicle in South 
Africa, but will require an explosive permit across the border.

What’s the best advice for operators new to DG/
Hazchem transport?
“There are severe barriers to entry due to the nature and 
risk of the products transported. However this still does not 
deter some companies from using start-ups in the industry 
and at great risk. 

“A start-up just does not have the economies of scale 
to invest in all the safety requirements and preventative 
management programmes to ensure a smooth-running 
operation. This is where the consignors or suppliers of the 
product expose themselves to huge risk,” comment Pols 
and Scharneck.

For a prospective entrant into this specialised field of 
transport, Penfold probably sums it up best: “You need to 
be passionate about transport!” f

dangerous goods
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ligHt brigadedangerous goods hyUndai’s h1 
GeTs handsome

t was only two years ago that Hyundai last 
gave the H1 a mild sprucing up. In fact, 
since its original launch in 2009, the H1 has 
received periodic updates in various forms. 
During 2018 it received its most dramatic to 
date – a bold new face.

Gone is the gawky façade more than 17 500 local buyers 
have since come to love, and in its place is a handsome, 
bold, truly modern face with a dominating chrome grille and 
sharply styled light clusters. These incorporate projector 
headlamps (now automatic) and harmoniously flow on from 
the grille. Our Elite-spec bus model also boasted the new 
17-inch alloy wheels and body-colour side mirrors. 

Little else has been changed on the exterior of the H1 
bus, but the interior has received a few updates. Three of 
these are significant – the first and most obvious is the new 
touchscreen infotainment system. This easy-to-use system 
is available with optional navigation for a small outlay. 

The other two enhancements include a steering wheel 
that can now adjust for reach as well as rake, allowing for 
a more finely tuned driving position and greatly enhanced 
driver comfort; as well as the reversing camera incorporated 
into the rear-view mirror. I did, however, find that I used 
this feature far less often than I do on vehicles where the 
camera view is displayed on the infotainment screen. 

The rest of the H1 bus’s interior is as comfortable and 
practical as it’s ever been. There is sufficient storage, the 
quality of materials is high and electronic climate control 
with separate rear control aids interior comfort. 

One of the few nine-seater minibuses in this segment, 
the H1 bus offers very good passenger comfort and 
space. All passenger seats recline, and the middle row of 
seats is adjustable, meaning more or less legroom can be 
apportioned where needed.

There are, however, a few enhancements I’d have liked 
to have seen, which I feel Hyundai might have missed. The 
first is that moving the second-row seats to access those 

in the third row is unnecessarily difficult. I also believe the 
lack of headrests and three-point seatbelts for the middle-
seat passengers is a safety oversight (there are two-point 
lap belts).

Speaking of safety, the H1 bus now features electronic 
stability program in addition to its anti-lock brakes and 
dual front and (new) side airbags. Rear parking sensors and 
cruise control are standard on the Elite-spec bus. 

The H1’s 2,5-litre turbodiesel powertrain remains 
unchanged – sending its 125 kW and 441 Nm to the rear 
wheels via a five-speed automatic gearbox. While the 
engine delivers a healthy amount of grunt (and is claimed 
to consume an average of 9,8 l/100 km; pretty good for a 
vehicle of this size), it is perhaps beginning to feel unrefined 
compared to units fitted to the newer competition vehicles. 

The gearbox, too, feels like a true old-school “slushmatic” 
and could do with being more responsive – and a sixth gear 
to bring the revs down at highway speeds. However, that’s 
where my criticism of the H1’s drive ends as, for the most 
part, it’s an easy, comfortable drive. 

There’s no denying that, despite its handsome new looks, 
the H1 2.5 bus Elite is starting to show its age in some key 
areas and perhaps could’ve received more in the way of 
safety equipment with this latest update. That said, it offers 
super value for money and is just as likeable as it’s ever 
been... 

Priced at R639 900, it also features an impressive 
five-year/150 000 km warranty, an additional two-year/ 
50 000 km powertrain warranty, roadside assistance for five 
years/150 000 km, and a five-year/90 000 km service plan 
– one has to look at significantly more expensive rivals for a 
similar mix of features and practicality. f

soutH africa’s best-selling minibus receiVes Yet anotHer update – tHis time a quite 
substantial facelift.  gaVin mYers Heads out in tHe Handsome new H1 bus

i

find out more about tHe H1
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VeHicle maintenance cleaner 
enGines – beTTer 

proTecTion

otor oil is used to reduce friction and prevent 
engine wear, as well as to displace heat 
and control contaminants. There are two 
major components that go into oil; the first 
is the base oil and the second is the additive 

package. 
The best “long-life” motor oil is synthetic, and uses the 

highest quality base oils with additives that enable the oil to 
be used for longer, while still providing superior lubrication. 
“Long-life” additives are designed to attach to (or neutralise) 
contaminants such as dirt, acid content, soot and metallic 
particles. As they do this, they become heavier and settle, or 
are separated from the oil in the filter. 

One benefit of using long-life motor oil is the potential to 
save on running costs including parts and labour, as well 
as the environmental benefit of lowering resource use. 
However, John Evans, diagnostic manager at WearCheck, 
says: “The biggest savings are derived down the line with an 
overall reduction in downtime and therefore increased asset 
availability.” 

Dominic Rimmer, technical services executive of Isuzu 
Motors South Africa, says: “Extended service intervals talks 
to our vision and our mission in terms of delivering the best 
customer experience and recognising the impact on the 
environment.”

Many OEMs list specifications for both long-life and 
standard service motor oils in their service handbooks. In 
markets like Europe, where environmental legislation is more 
stringent, and fuel quality is better, consumers are required 
to use long-life alternatives.

Evans says: “In South Africa, any decision to alter drain 
intervals must take into consideration OEM warranties, 
engine design, maintenance schedules, vehicle application, 
fuel quality and the operating environment.”

deVeloped in partnersHip
Lubricant manufacturers do not work in isolation. Steffen 
Niemietz, research and development application engineer at 
Liqui Moly Germany, says: “OEMs work with oil manufacturers 
to develop oils with additive packages that satisfy the 
demands placed on them.” 

Rimmer elaborates: “In support of the service intervals 
implemented for our products, all affected components are 
designed and validated accordingly. This includes all service 
parts, lubricants and fluids.  

“During validation testing, lubricants are sampled and 
analysed regularly, and all service components are carefully 
monitored. This ensures that all the parts and lubricants 
continue to perform as expected until it is time for the next 
service.”

manY original equipment manufacturers (oems) are extending serVice interVals to 
double wHat tHeY once were. tHe question is:  How HaVe extended motor-oil drain 

interVals been made possible,  and is tHere anYtHing tHat fleet managers need to know?  

M
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wHat operators need to know
There is a limit to the amount of additives that can be added 
to a blend of oil, because many are metallic-based and may 
cause damage if used in a high concentration. Also, additives 
are sacrificial in nature, which means they get used up over 
time and must be replenished. 

Evans says: “Application probably has the biggest influence 
on the lifespan of the oil. It is important to be aware that if the 
application changes, then the acceptable oil drain period 
may also change. For example, dirt is extremely abrasive and 
vehicles operating in dusty conditions should have their oil 
analysed more regularly. 

Yet another misconception inherited from the past is that 
it is necessary to allow a vehicle to warm up before use. 
Advances in engine design and engine efficiency have 
rendered this practice outdated. In fact, starting a vehicle in 
the morning and allowing it to idle for ten or fifteen minutes 
will lead to fuel contamination or dilution of the oil. 

This is because, while cold, the engine management 
system is designed to deliver more fuel at idle. “This 
‘over fuelling’ condition may result in fuel mixing with oil 
in the sump. This reduces the viscosity of the oil and its 
load-bearing capacity or ability to adequately lubricate the 
engine,” explains Evans. 

long-life additiVes
“The main lubricant factors that need to be controlled when 
extending oil-drain intervals are oxidation, wear, acid content 

and soot contamination; and it is often the soot content that 
is the limiting factor,” says Evans.

Oxidisation occurs when the base oils react with oxygen in 
the atmosphere. Evans explains: “As a general rule of thumb, 
every ten-degree rise in temperature doubles the amount 
of oxidation and halves the lifetime of the oil.” An antioxidant 
additive is added to retard this process, but this, too, is 
depleted over time, even under ideal operating conditions. 

According to WearCheck the quality of diesel in South 
Africa is poor and this results in a larger amount of combustion 
by-products that end up in a vehicle’s oil. “The sulphur content 
of most of the fuel currently sold in South Africa is higher than 
that found in many other countries. When the sulphur is burnt 
during the combustion process it forms a variety of acids – 
one of these is sulphuric acid, commonly known as battery 
acid, which is disastrous to engines,” says Evans. 

Another problem with some fuels available locally is that 
of soot. Dispersants are additives that are blended with 
the oil to control soot. Evans says: “Most seal materials are 
incompatible with the dispersant chemicals, which also 
cause the oil to thicken at low temperatures. This produces 
more soot, which causes an increase in oil viscosity.”

While oil-drain periods can safely be extended, the period 
is limited by external factors like the quality of fuel used and 
the application of the vehicle. As such, it is best to discuss 
any changes with the OEM before any decision is made. “The 
most important question to ask is: Will it save me money in 
the long run?” concludes Evans. f
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aftermarket

sTarT – firsT Time 
– every Time

he first reusable lead-acid power-storage 
battery was introduced in 1859 by French 
Physicist Gaston Planté. His design used an 
anode (negative electrode) made of lead 
and a cathode (positive electrode) made of 

lead dioxide. both were submerged in a shared electrolyte 
solution.

While batteries had been around since the 1700s, the 
biggest difference was the design that allowed the battery 
to be recharged by reversing the natural chemical reaction.

According to the Department of Energy in the United 
States, 30 percent of automobiles manufactured in the 
early 1900s were electric powered. In later years, further 
advances in the technology resulted in lead-acid batteries 
becoming widespread in a variety of industries. 

Today, the benefits associated with lead-acid technology 
mean that it is still being used to start vehicles. 

truck application
batteries used in a commercial application are regularly 

exposed to severe operating environments. In addition, 
truck batteries are normally mounted on the subframe 
and subjected to vibrations, so they are designed to  
be mechanically stronger and harder than those used in 
cars.

The electrics in trucks (unlike those found in cars) are 
normally rated at 24V, and therefore require two batteries 
connected in series. This is necessary because the engine 
components in trucks (like the pistons and crankshaft of a 
diesel engine) are much larger than those found in cars and 
more torque is required to turn the motor over.

buses and trucks also have electrical systems that place 
greater demand on batteries. Interior lighting, heaters and 
air-conditioning systems are often operated while the 
vehicle is switched off. Therefore, batteries need higher 
amperage for starting and have a greater capacity so that 
they do not run flat. 

battery performance is directly proportional to the 
working surface area of the lead plates, so batteries for 
trucks are also heavier and longer than those used in cars.

a batterY is one of tHe most important automotiVe components – it is responsible for 
engine start-up as well as tHe reliable operation of all electrical sYstems

t



focus on transport   31    

aftermarketaftermarket

batterY tYpes  
According to Willard batteries South Africa, vented or 
flooded batteries are the most common form of lead-acid 
battery used in production vehicles. This type of battery has 
a cover with one or more openings through which the gas 
generated by the battery can escape. 

Some may require top-up with distilled water, but 
batteries can also be fitted with tamper-proof plugs that 
prevent internal access to the battery. This type of battery 
has “free” electrolyte which means that the acid moves 
freely within it.
•  The starting (cranking) or shallow-cycle type of battery is 

designed to deliver large bursts of power for a short time, 
as is needed to start an engine. 

•  The deep-cycle (or motive) type is designed to provide 
power continuously for long periods of time. 

•  Enhanced flooded batteries (EFB) were developed for 
use in stop-start vehicles. The EFb design incorporates 
a porous fibre material (sometimes called “scrim”) along 
with plates that are thicker than a conventional flooded 
battery. 

sealed maintenance-free (smf) batterY
Willard batteries explains that some manufacturers use the 
term “maintenance free” to describe a battery that is sealed 
and has a water loss below a certain level. This term can 
refer to a number of different constructions, including ones 
with only a slight modification to the flooded style. 

ValVe regulated lead-acid ( Vrla ) 
batterY
One major response to the changing power needs of 
today’s vehicles has been the development of absorbed-
glass-mat (AGM) batteries. Gas will only escape from this 
battery if the internal pressure exceeds a predetermined 
level. Also, the electrolyte is immobilised, which means 
that the acid is suspended in either a gel or a glass-mat 
structure. 

Willard says that VRLA batteries bring many benefits 
to vehicle system design. First, they typically have much 
lower internal resistance than traditional flooded batteries, 
meaning that they will heat up less during the charge/
discharge cycle, which improves longevity. 

Second, AGM batteries can be more deeply discharged 
than traditional flooded batteries. This is a critical benefit, 
since the increased electrical demands of modern vehicles 
mean that the battery must meet peak loads when 
alternator output is maxed out. 

Third, due to their construction, AGM batteries are more 
vibration resistant than traditional flooded batteries and, 
because they are sealed and spill-free, can be stored and 
operated in any orientation.

need to know
•  Maintenance: the term “maintenance-free” isn’t entirely 

accurate, as all starter batteries require regular testing 
and cleaning, or lubrication of terminals, to perform at an 
optimal level.

•  For a battery to remain in good working order, it should 
be maintained in a fully charged state by the vehicle’s 
charging system. 

•  Charging voltage coming from the alternator should be 
between 13,8 and 14,3V.

It would seem that the benefits associated with AGM 
batteries present an attractive proposition to fleet managers 
who want to avoid having to rescue forgetful drivers.  Since 
they are more durable than traditional flooded batteries, 
have a lower internal resistance, and can be allowed to 
discharge further, they are likely to provide a cost benefit 
over the long term, too. f  

AGM batteries are likely to provide 
a cost benefit over the long term.
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Tyres – back 
To basics

yres have an influence on braking, 
acceleration, cornering, handling, as well 
as mechanical and acoustic comfort. Tyres 
also contribute significantly to the overall 
operating costs in the transport industry. In 
addition, tyres can be optimised to improve 

fuel efficiency, durability and endurance. 
Modern tyres share two significant innovations: most are 

tubeless and almost all are “radial”. The term radial refers to 
the construction of the tyre and the placement of cord plies 
at 90° to the direction of travel (or radially from the centre 
of the tyre). Michelin is credited with creating, or at least 
commercialising, the manufacture of radial car tyres in 1946 
(1952 for trucks). 

On the other hand, Continental has been credited with 
creating the world’s first tubeless tyre. both of these 
advances in tyre design resulted in massive improvements 
in fuel efficiency, durability and endurance. 

application 
Certain industries, such as  construction, waste management, 
mining, forestry and agriculture, require transporters to 
make collection and delivery on site in remote locations. 
Others operators may work in urban areas where curb rash 
destroys side walls or may travel national routes where 
there is potential for heat build-up in tyre casings.  

Despite progress in producing tyres suitable for a wide 
range of applications, tyre designers must still balance the 
sometimes opposing characteristics of safety, longevity 
and performance. 

Continental states that selecting the correct tyre is more 
important than ever. “As with all transport solutions, it’s all 
about cost efficiency and customised solutions. Not all 

roads are the same, nor are truck tyres, and this is why we 
have product lines for goods, people and construction,” 
asserts the company.

There are also tyres designed for off-road, on-road, or 
mixed-service use, different weather conditions as well as 
urban, regional and national routes.

tYre components 
There are a few basic components, or parts that go 
into the construction of a tyre. Manufacturers experiment 
with the different materials or designs to instil particular 
characteristics into a tyre that make it suitable for specific 
applications.  
•  The tread strip is the specialised rubber compound that 

makes contact with the road, and its optimisation leads to 
improvements in grip and rolling resistance.

•  Beneath this are the multi-ply steel belts that consist of 
steel cords that are embedded in the rubber compound 
beneath the tread strip. These steel belts help improve 
driving stability, reduce rolling resistance and extend 
service life while adding structural integrity. 

•  Underneath the multi-ply is the steel casing, also made 
from steel cord. This further improves structural strength 
and deflection characteristics, substantially enhancing 
driving comfort.

•  The inner liner is the innermost surface made from 
an impermeable rubber compound that prevents the 
diffusion of air and moisture in tubeless tyres. 

•  The sidewall is also made from a rubber compound and 
protects the tyre from lateral scrubbing and the effects of 
the weather.

•  The bead is the portion of the tyre that makes contact with 
the rim and ensures the correct seating of the tyre with the 

for a truck tYre,  tHe onlY contact witH tHe ground is a contact surface area equal to 
tHree Hands, or an a 4 piece of paper. it’s tHerefore important to ensure tHeY are fit for 

purpose

t
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rim. The bead reinforcement is a nylon, aramide-coated, 
steel cord which secures the ends of the steel cord plies 
within the tyre to the bead core, reinforcing it against high 
shear forces. 

•  Finally, the bead core consists of a steel wire embedded 
in a rubber compound.  

important markings
•  Size designation indicating the tyre width in millimetres 

(mm), the aspect ratio, as a percentage of the height to 
width, and the diameter of the rim in inches. 

•  Service description consisting of the load index, for single 
and duel application and a code indicating the speed 
rating.

•  United States load designation offering inflation values for 
single or duel fitment.

•  Tread wear indicator (TWI) found on the circumference 
of the sidewall shows the point at which a tyre should be 
replaced or re-treaded.

•  Recommended application whether it be truck or bus, 
regional or national use.

•  Retreadable tyres offer operators the opportunity to 
extend the service life of marked tyres. 

•  Manufacturer code indicating the week and year when the 
tyre was produced.

•  Important information about suitable application supplied 
after the Tubeless Radial designation, (M-S) for example, 
and when translated “mud and snow”. 

maintenance 
According to Continental, proper tyre maintenance is the 
only way to ensure a tyre performs as expected. “This 
includes regular checking of tyre pressure and conducting 
external inspection of the tyres (including the inner and 
outer sidewalls between duel tyres).

Tyre damage must be identified immediately and rectified 
by authorised workshops with well-trained personnel. 
Continental explains that any damage to the reinforcing 
materials underneath the tread presents a major threat to 
tyre integrity and safety. 

Damage as a result of a nail puncture or a deep cut is 
particularly dangerous, because it allows dirt and moisture 

to penetrate the tyre. “If this situation goes undetected the 
internal components will begin to rust, which creates the 
potential to render the tyre unusable or irreparable,” states 
Continental. 

Goodyear recommends that fleets combine the use of 
high-quality tyres with the right service and solutions. 

tecHnologY
Nikolai Setzer, member of the Continental executive board 
and head of the Tyre division in Germany, says: “In critical 
situations, it is the tyre’s level of technology that is the 
deciding factor in whether or not a vehicle brakes in time.” 

In other instances the technology imbued in a tyre may 
prevent a puncture, enable a tyre to be used for longer or 
dictate whether or not a puncture goes unnoticed. As such, 
manufacturers are in a race to provide products that offer 
something more than the competition. 

For instance, Goodyear’s new Omnitrac mixed-service 
truck tyres are equipped with the brand’s DuraShield 
technology, which features an exclusive non-metallic top 
belt, offering extra resistance to casing damage, enhanced 

performance and improved retredability thanks to reduced 
risk of damage to the internal plies.  

Also, with tyre monitoring becoming somewhat of a 
science, a further feature of the range is the integration 
of radio-frequency identification (RFID) tags. These allow 
simple identification and connectivity to tyre management 
and tracking systems. 

As a final example, correct inflation of tyres is arguably 
the most important aspect of ensuring tyre safety, 
longevity and maintenance. With this in mind, Continental 
released ContiPressureCheck (CPC). This allows for the 
real-time monitoring of tyre performance, pressure and 
temperature and can be integrated with the fleet’s 
telematics provider. 

Selecting the correct tyres and maintaining them 
correctly is likely to have a positive effect on the bottom 
line. Fortunately, transporters have been given a wide 
range of tyres to choose from, each offering its own 
benefits. Ultimately, it isn’t as much about brands as it 
is about selecting the most suitable tyre solution for a 
particular vehicle and application. f
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warehoUsinG 
key To baTTlinG 

e-commerce

hether or not a company is in retail, 
e-commerce is dramatically impacting 
on the expectations of consumers and, 
in turn, on the logistics industry. With the 
convenience of ordering goods with the 
click of a button, which are then delivered 

within a few days (or hours) to a destination chosen by the 
consumer, logistics companies are under more pressure 
than ever to provide convenient, speedy deliveries.  

According to a report published by barloworld Logistics 
in November 2018, local online sales have increased by  
19 percent in 2018 alone. It is estimated that e-commerce 
will grow by 36 percent with total online sales at R60 billion 
by 2020. Global urban supply spend is expected to be at 
nearly R83 trillion by 2020.

Most companies are concerned about how e-commerce 
will impact on ground transport, according to a DHL special 
report entitled: The logistics transport evolution: the road 
ahead, there is already an expectation on companies to 
deliver goods quickly and to a place that is convenient for 
the consumer. 

As e-commerce grows, companies are also expected to 
always have stock on hand. Warehouse logistics plays an 
incredibly important role in ensuring stock is available and 
that it is loaded onto the delivery vehicle efficiently. The 
biggest challenge for companies is maximising warehouse 
space and collecting goods efficiently. 

maximising wareHouse space
Doing more with less is the approach taken by bidvest 
Panalpina Logistics (bPL) with the help of technology, 

consolidation and networking. Marcus Ellappan, road-freight 
director of bPL, notes: “Automation of information can be 
accommodated a lot easier than employing additional staff.

“However, having the right skills to interpret automated 
outputs will result in the delivery of a better and value-adding 
service to clients. So, while automation adds great value, so 
do staff who have the necessary skills.” Technology can 
help reduce waste and associated costs, but the equipment 
needs to be used and maintained correctly. 

bPL uses value-stream mapping to scientifically calculate 
the required stock or services. Willem bekker, supply chain 
solutions manager at bPL, explains: “We decided to apply 
some engineering and scientific principles to the operation, 
in order to model and simulate resource capacity. 

“We’re moving away from a ‘gut-feel’ approach to 
resource calculations; and also not just applying accounting 
principles, but using engineering techniques in areas that 
have traditionally shied away from data-driven decision-
making.”

The logistics service provider standardised its processes 
throughout the country to make it easier to distribute 
resources. bruce Thoresson, international logistics director at 
bPL, says: “If we have capacity in a particular region, then we 
can direct new volumes to be processed in that region rather 
than in the region where new business has been signed up.

“Similarly, if a client’s volumes spike, then we can 
accommodate that spike in other areas. In this way we’ve 
created the ability to maintain a solid balance between 
volume and resources, which means that our clients receive 
a consistent service, while benefiting from an efficient cost 
of service delivery.”

as e-commerce continues to grow and reinforces consumers’ expectations of fast, 
conVenient deliVerY of goods, effectiVe wareHousing could be keY to keeping logistics 

and transport companies competitiVe.  mariska morris reports

W
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bPL warehouses have also been adapted to provide more 
storage – by adding more bins and shelving to increase 
volume – while more warehouses are built. Steve Smith, 
warehouse director at bPL, explains: “Pallet positions in our 
general store increased by 68 percent and our chemical and 
flammable stores by 112 percent. 

“This was achieved without any increase in overhead 
staffing, resulting in the realisation of significant economies of 
scale.” This increased volume without increased costs helps 
provide clients with competitive prices while maintaining 
quality service. 

micro-origin fulfilment centres
barloworld Logistics discussed a similar concept: micro-
origin fulfilment centres – a popular international trend that 
is yet to gain traction locally. With this concept, retailers 
can place small-scale warehousing facilities in convenient, 
accessible urban areas near the end consumer. 

Some centres are dedicated buildings, while others 
inhabit space at existing buildings, for example, basements 
of office buildings or stockrooms of local stores. This 
makes quick delivery more convenient. These alternative 
warehousing centres are also crucial to combat congestion, 
which is a big concern to most companies. 

In its report, DHL notes: “One challenge in particular, 
according to survey participants, is urbanisation, which 
poses significant challenges for companies and their third-
party logistics partners trying to deliver into these high-
density cities. Sixty-one percent of survey respondents 
indicated this demographic shift will significantly impact 
their future business.”

In addition to alternative warehousing centres, barloworld 
Logistics suggests: “Online retail replenishment supply 
chains are also contemplating operational environments 
that move away from high racking and more towards highly 
condensed, mobile robotic storage on the floor with lower 
ceilings and single-product units brought to the picker.

“The picker selects one or two single-product units 
depending on the order, and then sends the inventory on 
its way.” This integration of robotics into the warehouse is 
already a reality for many DHL warehouses. 

robotics and tHe future of 
wareHousing
DHL offers fully autonomous self-driving robots that assist 
pickers with transporting stock. These robots, directed by 
the warehouse management system (WMS), travel to the 
destination of the stock or follow the picker. Thereafter it 

transports the full order to the packing area – removing the 
need for the picker to go there. 

WMS assists with all the warehousing-related activities 
from stock locating and inventory management to order 
allocation and shipping. Some of the key benefits of these 
robotics include a reduction in the order cycle time of up 
to 50 percent. 

It doubles picking productivity, offers hands-free picking, 
reduces training time for pickers by up to 80 percent and 
allows more flexibility in the warehouse environment. 
Implementing WMS alone could provide companies a 
significant increase in productivity. 

According to DHL, the use of WMS is popular in the 
United States (US) and Europe. WMS is estimated to 
grow to US$ 4,1 billion (R56 billion) by 2024, according to 
Statista. While the original purpose and use of WMS has 
remained the same, aside from improving user interface 
and processing power, there are a few things to look 
forward to. 

WMS will connect to smart technology, for example. 
Consider the wearable-vision picking devices or smart 
glasses tested by DHL. It provides visual displays of order 
picking instructions to free the picker’s hands. 

According to DHL’s special report, e-commerce has 
become somewhat of a common feature in the US with its 
impact declining from 63 to 60 percent over the next few 
years. However, during the same period its impact in Africa 
is expected to increase from 65 to 69 percent. 

“One possible explanation is that in five years’ time 
e-commerce will have become ‘business as usual’ in the US 
and not as difficult or impactful an operational issue as it is 
today.” With this expected growth in e-commerce and its 
impact on logistics, companies should consider reviewing 
warehousing strategies and implementing new technology 
to ensure effective warehouse logistics. f  

left and below: Warehouses are changing 
rapidly: providing more storage, becoming more 
technologically advanced and allowing for quicker 
delivery.
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besT of frenemies 
Go head To head

ivorce is rarely pretty. When separation 
occurs between two erstwhile partners, 
neither wants to feel that they are the losing 
party. both want to be able to move on and 
say they are better off going it alone than in 
partnership.

That’s what makes this van comparison so fascinating. 
In their previous guises the Mercedes-benz Sprinter and 
Volkswagen Crafter were the closest of siblings; made in 
the same German factory, with only badging and a few 
minor details marking them apart. 

The two brands have now gone their separate ways 
with all-new, completely different models. both come in 
numerous length, height and payload options, differing body 
types as well as the choice of front, rear or all-wheel drive. 

It needs to be pointed out that the two vans compared 
here aren’t direct rivals insofar as the Crafter tested was 
front-wheel driven (a new layout offered on both vehicles) 
while the Sprinter put its power down via the rear wheels. 

Nevertheless, they shared a lot in common; both being 
long-wheelbase, high-roof models offering similar load 
capacity and payloads, and boasting identical power 
outputs – enough for a valid comparison to be made.

stYling and appearance
It’s fair to say that both models are winners here. How a 
van looks is hardly top of the agenda for most prospective 
owners, but it is important that it fits in with other vehicles 
in the manufacturer’s line-up. 

both are fresh-looking designs, with the Sprinter carrying 
distinct cues from the outgoing model. This is a good thing 
– when it comes to brand association, the Mercedes-benz 
three-pointed-star badge is second to none, and plenty of 

customers will choose it on the basis of being reassuringly 
familiar.

The Crafter is, arguably, the sharper looking of the two, 
with crisp, strong lines and, crucially, a strong family styling 
link with the smaller Caddy and Transporter. This will make 
it instantly appealing to existing Volkswagen customers 
who need to add a bigger vehicle to their fleet.

interior
The days of van interiors being poor relations to their 
passenger-car siblings have well and truly passed. From 
ergonomics to storage, designers recognise that van drivers 
spend long hours in their vehicles and have tailored them to 
meet these needs.

If the switchgear and controls in the old Crafter betrayed 
its Mercedes-benz lineage, the new Crafter is 100-percent 
Volkswagen Commercial Vehicles in looks and layout. One 
could step up from a Transporter and feel immediately at 
home. 

Where it scores over the Sprinter is in the practicality 
of the storage areas, where little details like three door 
pockets compared to two in the Mercedes-benz, and the 
handy storage compartment on top of the dash, can make 
a difference. Ergonomically it’s spot on, too, with all the 
controls falling well to hand just where they are needed.

Against that, the Sprinter has more of a wow factor 
when sitting in it, notably the MbUX multimedia system 
and multi-function steering wheel that give it a distinctive 
car-like feel. Other differences are more down to personal 
preferences. For instance, the Sprinter has an electronic 
handbrake versus the physical unit on the Crafter. 

build quality appears very robust on both models, and 
neither exhibited any hint of rattles or creaks during their 

it’s tHe large-Van battle we’Ve all been waiting for! 
JarlatH sweeneY, editor of Fleet Magazine ,  pits tHe all-

new, all-mercedes-benZ sprinter against tHe all-new, all-
Volkswagen crafter

d
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time with us. Seats in both are comfortable, with the driver’s 
seat in the Sprinter probably edging it for support, though 
the Crafter tested here scored on practicality as the middle 
seat could be lowered to form a useful desk – the Sprinter’s 
two passenger seats were fixed.

equipment
The Sprinter tested was a pre-production model and, as 
such, boasted a number of additional features not offered 
as standard. That said, it still beat the Crafter on features, 
as both the MbUX multimedia system and multi-function 
steering wheel are offered as standard. 

Cruise control is standard on rear-wheel drive (RWD) 
models of the Sprinter, though optional on front-wheel 
drive (FWD) versions, whereas cruise control is available 
only in Trendline trim on the Crafter. 

Also standard on the Sprinter is a very useful reversing 
camera – at just under seven metres in length, both of 
these vans need care when manoeuvring. The absence of 
either a camera or sensors on the Crafter – both optional 
extras – meant it was the Sprinter that was much easier  
to position in tight situations. In terms of safety, both vehicles 
come with cross-wind assistance systems on all versions.

driVing
Despite their size, both these vans are easy to jump into 

and drive away. That they feel quite different to drive is 
probably down to the fact we are comparing front-wheel 
drive (FWD) against rear-wheel drive (RWD). As such, we 
preferred the Crafter’s FWD dynamics, which felt less 
clunky than that on the Sprinter, while the steering felt 
more direct. Typically, though, RWD vans tend to be a bit 
less refined, so we cannot mark the Sprinter down on that 
basis. 

both vans tested here developed 104 kW (140 hp), which 
felt more than adequate unless operating at maximum 
payloads.

Noise wise, they returned virtually identical results, with 
the Crafter recording a maximum of 86 db in the cabin 

compared to 87 for the Sprinter, while both averaged out 
at 72 db. 

Fuel consumption will obviously differ hugely depending 
on speeds and what’s being carried, but we were pleasantly 
surprised to note that both vans could return around  
7,0 l/100 km when driven gently, with the Sprinter just 
shading it overall.  

load practicalitY
Comparing two models like these directly is largely a 
fruitless exercise. With literally hundreds of variants 
available, there will nearly always be another version to 
meet a particular need. That said, the two vans tested 
here match each other remarkably closely, with just 
millimetres separating most dimensions. It is worth 
noting that the Crafter can fit an extra 30 mm between 
the wheel arches, while the side door also has a wider 
aperture.

Value for moneY
It’s unfair to directly compare the two vans tested as 
the Sprinter is a pre-production model with extras fitted. 
Mercedes-benz doesn’t offer an L3 H2 model in FWD, but 
the comparative Crafter in RWD has an on the road price 
that is very close to the Sprinter’s ex-factory price. 

The Sprinter does boast better equipment levels as 
standard, but for a minimal outlay 
you can upgrade to Trendline 
trim in the Crafter, which 
matches many of the extras on 
the Sprinter. 

both should hold their value 
well over a number of years.

Verdict
It almost goes without saying that 
both the Mercedes-benz Sprinter 
and the Volkswagen Crafter are 
excellent examples of their genre, 
offering pretty much everything a 
van driver could need today. The 
choice would be largely down to 
personal preference. 

If a practical office on the move is required, the Crafter 
offers better storage and work space. As tested, we also 
preferred it to drive, albeit with the caveat of comparing 
FWD versus RWD. Against that, the Sprinter’s cabin is more 
plush, and the reversing camera fitted as standard is not to 
be sniffed at. 

There’s little to choose between these two models on 
most levels, but if we had to make a choice, the Crafter 
upgraded to Trendline trim would just about shade it 
overall.

*The all-new Mercedes-Benz Sprinter makes its South 
African debut in the first quarter of the year – ed. f  

As regular readers of focus know, this magazine has been appointed an associate member of the International Truck of the Year (IToY)! 
focus is the sole South African magazine to have joined this prestigious body. One of the advantages of this association is access to 
exclusive articles, specially written for focus by ITOY jury members. This is one such article.

2019
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new acT devasTaTes 
Tanzanian TransporT 

operaTors

he East African countries established the 
East African Community Vehicle Load 
Control Act 2016, which has already been 
adopted by a number of countries including 
Kenya, Uganda, Rwanda and South Sudan. 
The goal of the Act is to curb overloading 

and associated damage to roads while reducing the 
number of road accidents. 

Tanzania was the most recent country to introduce 
the Act, which went into full effect on January 1. Joseph 
Nyamhanga, president secretary in the Ministry of Works, 
Transport and Communication of Tanzania, announced the 
implementation of the Act in July, 2018. burundi is the only 
remaining East African country to not implement the Act.

Under the new legislation, vehicles with a gross weight of 
3 500 kg or more need to be weighed at every weighbridge 
on their route. The weight in axle of super-single tyres 
is also lowered to 8,5 t from ten tonnes. There is also a 
new demerit point system with the cost of detention at 
weighbridge parking increasing from US$ 20 (R279) to 
US$ 50 (R697). 

Failure to comply with the newly implemented legislation 
could see transport operators face hefty fines of up to  
US$ 15 000 (R209 035), a three-year jail sentence, or both. 

When the implementation of the Act was announced, 
The Guardian, published in Tanzania, reported Nyamhanga 
as saying: “This is why we have set ample time of at least 
four months in order for all transporters in the country to 
read and understand the Act well. We will not entertain any 
excuses when the regulations come into force.”

However, Eneu Mrutu, secretary general of the Tanzania 
bus Owners Association (TAbOA), as quoted by The 
Gaurdian, said: “We, as transporters, were not consulted. As 

a result, the regulations appear to favour some countries 
while oppressing others.” 

According to Mrutu, buses in Kenya and Uganda do not 
need to go through the same weighing process. He also 
argued that, without the necessary amendments, the new 
legislation will increase the cost of transporting cargo in 
the country. 

Transport operators have also expressed concern 
regarding how the Act might impact on the Tanzanian 
transport industry. According to an article by Khalifa Said in 
The Citizen, published in Tanzania, transporters believe the 
new legislation will put them out of business and make the 
Dar es Salaam Port less attractive. 

Reportedly, the cargo weight limit in Tanzania differs 
from those enforced by the Southern African Development 
Community (SADC), which includes South Africa. Tanzanian 
transport operators believe that it puts Tanzanian ports at a 
disadvantage and will discourage neighbouring countries 
from using these ports. 

Said quotes Elias Lukumay, vice chairman for Tanzania 
Truck Owners Association (TATAO) who argues that 
Tanzania should prioritise SADC rules as the majority of 
goods passing through Dar es Salaam ports are destined 
for the region. 

“In short, 70 percent of goods passing through our ports 
are destined for these countries. As much as we are in 
the East African community, we should have to make our 
decisions in line with where we do most of our business,” 
Lukumay said. 

Lukumay further noted that, despite Tanzania’s favourable 
location, around 60 percent of goods into countries, like 
Malawi, Zimbabwe and the Democratic Republic of Congo 
(DRC), were still passing through other ports (including 

tanZanian transport operators fear tHat, witH a new 
act implemented across east africa,  traffic tHrougH 

tHe tanZanian dar es salaam port could be redirected 
to soutH africa

t
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South African ports), because of some remaining challenges 
in Tanzania. 

He argues that implementing the new law could impact 
on the attractiveness of Tanzanian ports. According 
to Lukumay, TATAO has already received letters from 
Zambian transport operators indicating that they will no 
longer be using ports in Tanzania. He further argued that 
transport operators needed up to three years to align their 
operations. 

“A truck owner needs at least US$ 8 000 (R111 286) to 
change the tyres on one vehicle to comply with the new 
law. You can imagine what it means to someone who 
operates 100 vehicles. It is not something that we can be 
told to do in just five months. We have been investing in 
these trucks for over 20 years now,” Lukumay explained.

Since the implementation of the Act, an estimated 3 000 
trucks have been held at various weighbridges throughout 
Tanzania for contravening the law. 

Rosie Mirembe reports for the media publication The East 
African: “Tanzania Association of Transporters vice president 
Omar Kiponza has appealed for their release, saying that 
they had already been on the road when the law came 
into force. Some are from neighbouring countries like the 
Democratic Republic of Congo (DRC) and may not have 
been aware of the legislation, due to the disruptions caused 
by the recently concluded elections.”

Despite the outrage, Isack Kamwelwe, Minister of Works, 
Transport and Communications of Tanzania, said that the 
government has already incurred costs to ensure the new 
law gets adopted. 

Kiponza, however, argues that it will have dire 
consequences for the Tanzanian economy and asked for 
more time in which to comply. 

Hellen Nachilongo, in an article for The Citizen published 
in Tanzania, quoted Kiponza: “The law must be put aside 
for two years as transport operators phase out the super-
single-tyre trailers in their fleet. These vehicles account for 
95 percent of all trucks in the country.” 

Tanzania is not the only country where transport operators 
have struggled with the new East African Community 
Vehicle Load Control Act. In March 2018, Taddeo bwambale 
reported for news organisation New Vision that the Uganda 
National Roads Authority (UNRA) will recover over UGX 
3,5 billion (R13 million) from the 129 trucks impounded for 
overloading only a month after the Act was implemented. 

bwambale reported that, according to Reuben 
byaruhanga, the director for road infrastructure protection 
at UNRA, the organisation already received UGX 420 million 
(R1,5 million) in fines. These fees could contribute to road 
construction and maintenance, which is very expensive in 
Uganda. 

building one kilometre of tarmac in Uganda, reportedly, 
costs US$ 1 million (R13 million) with the country spending 
around US$ 64 million (R890 million) on maintenance. In 
2008, Uganda saw rapid deterioration of major roads. About 
100 000 vehicles were checked annually and, at that time, 
54 percent of trucks examined were heavily overloaded.

Under the new Act, the lowest fine for Ugandan 
transporters (for 500 kg excess load) is US$ 90 (R1  252), 
while the maximum fine is US$ 145 900 (R2 million) for an 
excess load of 31,5 t. There is also an option to auction off 
the truck and cargo if fines are not cleared within 60 days. 

As transport operators in East Africa work to comply with 
this new legislation, South African transport operators and 
ports need to prepare for a potential increase on goods 
travelling through the country. f  
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Daimler has gone on a shopping spree, ordering 
battery cells to the value of a whopping €20 billion 
(about R324 billion). The orders will ensure that the 
company has a steady supply of battery cells until 
2030.

The battery cells will be used across its product 
range – in anything and everything from cars to 
buses and trucks. by 2022, the entire Mercedes-
benz car portfolio will be electrified, with various 
electrified alternatives available in every segment. 

In total, there will be well over 130 variants, from 
the 48-volt electrical system to EQ boost and plug-
in hybrids and more than ten all-electric vehicles 
powered by batteries or fuel cells. by 2025, sales of 
battery-electric vehicles are expected to increase to 
15 to 25 percent of total unit sales.

In a similar vein, Mercedes-benz Vans is electrifying 
its entire commercial fleet. This started with the all-

Claes Nilsson, executive vice president of the Volvo 
Group and president of Volvo Trucks, has announced 
his retirement. Nilsson has visited South Africa many 
times over the years. I interviewed him for our regular 
Face to Face column in Issue 8/2018 (you will find 
the story on our website should you have missed 
it). He has worked at Volvo since 1982, so Nilsson is 
synonymous with the Volvo brand.

Nilsson will be replaced by Roger Alm, who was 
president for the European Division at Volvo Trucks. 
His career at Volvo Trucks began in 1989 and he has 
held many senior positions at the company, including 
head of operations in Latin America and Europe.

3D printing really fascinates me. I reckon it’s going to 
revolutionise the world in which we’re living. In fact, 
some say that 3D printing is spelling the start of a 
Fourth Industrial Revolution! 

bearing this in mind, I was interested to see that 
Volkswagen’s (VW’s) toolmaking unit is adding a 
highly advanced 3D-printing centre to its facilities 
in Wolfsburg. This centre, boasting some incredibly 
clever machines, will be able to produce complex 
vehicle parts. 

3D printing has long been touted as the solution to 
producing one or two items, or limited runs. However, 
this is not necessarily what VW has in mind. “In two to 
three years’ time, three-dimensional printing will also 
become interesting for the first production parts. In the 
future, we may be able to use 3D printers directly on the 
production line for vehicle production,” reveals Andreas 
Tostmann, board member for production at VW.

I’m sure that we will be writing about this technology 
a lot in the future; watch this space! 

electric eVito mid-size van (deliveries commenced 
in November 2018). The eSprinter will follow in the 
second half of 2019. 

As focus readers know, the company has 
already made inroads into the electric-truck market. 
Deliveries of its first all-electric truck in series 
production – the Fuso eCanter light-duty truck – 
commenced in 2017. 

The all-electric eActros for heavy-duty distribution 
transport has also been proving its worth on 
Germany’s roads since June 2018. In September last 
year, Mercedes-benz Trucks handed over the first of 
a total of ten eActros trucks to a customer for use in 
everyday operations. 

Series production in the bus segment began 
in 2018 and the first Mercedes-benz eCitaro was 
recently delivered to Hamburg’s public-transport 
operator, Hamburger Hochbahn.

Global focUs news
daimler spends €20 billion on batterY cells 

VolVo’s nilsson retires

Volkswagen opens 3d 
printing centre
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Vehicle collectors the world over can rejoice! 
Classic Guard, a new ceramic coating, has been 
launched – and it is set to do wonders for the 
preservation of classic vehicles.

The ceramic coating was recently tested on 
the gruelling Le Jog Rally, which has a reputation 
for being one of the toughest winter rallies in the 
world. The coating was applied to a 1965 Porsche 
911 SWb – and the product passed the test with 
flying colours.

The coating is the brainchild of british company 
Classic Motor Cars (CMC) and, according to Dan 
brown, lead vehicle detailer at the firm, it’s really 
something special. “I have tried a lot of products 
over the years, but nothing comes close to the 
performance of Classic Guard. The technology 
makes other waxes and sealants look like they are 
from the Dark Ages,” he tells focus.

Classic Guard coating was developed using 
nanotechnology. Just in case you’re not 100 

percent clued up on nanotechnology (I was not) 
it is defined  as the study and use of structures 
between one and 100 nanometres (nm) in size. To 
give you an idea of how small that is, it would take 
800 100-nm particles side by side to match the 
width of a human hair. 

CMC promises that the product will preserve 
paintwork, bare metals, wheels and even glass 
against degradation from pollution as well as 
environmental damage, corrosion and soiling. It 
can be applied to any vehicle – from a Porsche to 
a Peterbilt.

Global focUs news

want to preserVe Your classic VeHicle?

Lots of people really battle with motion sickness 
while in a vehicle. In fact, more than 30-million 
people in Europe suffer from this ailment! Quite 
frankly, it’s ghastly.

Thanks to Citroën, it could now be a thing of the 
past! That’s because the company has created 
Seetroën, which it claims are the first glasses to 

eliminate motion sickness. 
The principle of the Seetroën glasses is simple 

– they contain a coloured liquid that recreates the 
horizon line to resolve conflict between the senses. 
The glasses are said to be effective in 95 percent of 
motion sickness cases.

They cost €99 (which is around R1  600) and you 
can buy them online. Go to www.lifestyle.citroen.com.

motion sickness – gone!

to find out more, watcH tHe Video 
Here
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I was at the Consumer Electronics Show (CES) in Las 
Vegas last month. What a cool event! There was a 
lot of amazing stuff on display. However, Honda’s 
Autonomous Work Vehicle really caught my eye.

A prototype off-road vehicle, this four-wheel 
drive quad bike can transport supplies, equipment 
and water to hard-to-reach locations – sans driver.

The vehicle features GPS and sensor-based 
autonomy capable of guiding the unit in almost 
any environment, a rail accessory mount system for 
limitless accessories and attachments and onboard 
power plug-ins.

This wasn’t the global launch of the Autonomous 
Work Vehicle. It was actually first seen at the 2018 
CES (it bore the code name of 3E-D18 back then). 
The big news, however, is that it’s been involved in 
numerous pilot projects. 

For instance, it has been tested at a large-scale 
solar operations company in North Carolina, a 
wildland firefighting division in Colorado and an 

agricultural and environmental sciences college in 
California.

Honda also demonstrated Safe Swarm 
technology at the CES this year. In a 
nutshell, Safe Swarm is a concept 
that demonstrates Honda’s dream 
to realise a collision-free society 
through safe and smooth traffic 
flow using connected-vehicle 
technologies. 

Using Vehicle-to-Everything (V2X) technology, 
Honda Safe Swarm allows vehicles to communicate 
with surrounding vehicles and share key information 
such as location and speed. 

With this information, along with the sensor suite 
on the vehicle, the driver or automated vehicle 
systems can determine the safest course of action 
in merging with traffic or avoiding a road hazard. 

Ultimately, Honda believes that connecting 
all road users will create a safer transportation 
environment, mitigating and eventually 
eliminating all traffic fatalities. Methinks it 
sounds like a great idea.

Honda sHows its autonomous work VeHicle 
at ces 2019

focus readers associate MAN with vans, 
trucks and buses. However, the company 
is now also focusing on the Asian luxury 
yacht market. Specifically, it aims to sell 
engines to this emerging future market.

Last year, the German engine 
manufacturer started delivering diesel 
engines to the Taiwan shipyards of 

Ocean Alexander and Horizon Yachts. 
Ocean Alexander’s 90 Motoryacht and 
100 Megayacht are now being powered 
exclusively by MAN engines.

man Hits tHe water!
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Scania is supplying 15 trucks for trials on German 
e-highways this year. Trials will initially commence 
in Hessen along the A5 Autobahn, where the five-
kilometre e-highway infrastructure (with electric 
power supplied from overhead lines in both 

directions) has been completed. 
Next will be an e-highway segment on 
the A1 Autobahn to the port of Lübeck, 
with additional stationary charging 
capacity planned at the port. This 
highway section is expected to open 

during mid-2019. 
Finally, the third e-highway is expected 

be established in baden-Württemberg along 
a section of the b462 federal road in early 2020.
The 15 trucks will be equipped with pantograph 

power collectors, developed by Siemens, mounted 
on the frame behind the cab for charging while in 
motion. These trucks will be operated by haulage 
companies in actual transport operations. 

Delivery of the first hybrid R 450 truck by Scania 
for Hessen is scheduled for May 2019. In addition 
to delivering trucks, Scania will manage vehicle 
maintenance and data collection from the trials.

scania supplies trucks for e-HigHwaYs

Amsterdam’s public transport company, 
Gemeentelijk Vervoersbedrijf (GVb), has placed an 
order with VDL bus & Coach for 31 electric Citeas, 
with the option for 69 extra electric buses. The 
vehicles will be delivered in 2020.

VDL bus & Coach will be responsible for 
implementation of the charging infrastructure. The 
31 vehicles will be used for urban transport in 
Amsterdam.

The 31 electric buses comprise nine Citea SLF-
120 Electric and 22 articulated Citea SLFA-180 
Electric buses. The electric Citeas for GVb are 
equipped with a roof pantograph and the latest 
battery technology. Operational availability of the 
electric buses has been maximised through an 
optimised rapid-charging concept. 

The Citea SLFA-180 articulated vehicles will be 
equipped with a 288 kWh battery system, and 
the Citea SLF-120 will get a 216 kWh battery pack. 
When in scheduled service, the buses will be 
recharged using seven rapid chargers at Sloterdijk 
station. During the night the batteries will be fully 
recharged with 31 slow chargers at GVb’s Garage 
West location.

GVb will use 100-percent green electricity to 
charge the buses, so the electric Citeas will run 
completely emission-free. An additional advantage 
is that they are much quieter than diesel buses. In 
addition to improving air quality (by reducing CO2 
emissions), noise pollution will be reduced.

amsterdam goes 
electric

       @womanonwheelsza

cHarleen clarke  is editorial director of focus. While she is based in Johannesburg, 
she spends a considerable amount of time overseas, attending international transport events 
– largely in her capacity as associate member of the International Truck of the Year Jury.
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sHort Hauls

shorT haUls
tHe 110-percent relationsHip

Success in the transportation of specialised and 
hazardous freight requires a special relationship in 
which the vehicle supplier has a deep understanding of 
its client’s unique business circumstances. 

This is something MAN Automotive – through its 
private-capital dealer United Truck Centre – has been 
able to accomplish with specialist transporter Infinite 
Transport, and why it has become the company’s vehicle 
supplier of choice.

Henu Cronje, COO of Infinite Transport, explains that 
the relationship began four years ago, after the company 
made the decision to move away from its model of 
employing subcontractors to transport its trailers, and to 
rather invest in the prime movers itself. 

“Subcontractors are not always well managed and 
their service level is not always good. Our customers 
need a specialised service level and dedicated care,” 
he says.

Today, the company directly operates a fleet of 35 
MAN and Volkswagen (VW) vehicles (it occasionally 
still uses the odd subcontractor). The fleet is made up 
of 18 TGS 26.440s of slightly differing specification, one 
TGS 26.480, two VW Constellation 24.250 6x2s, and the 
latest addition – a 26.480 EfficientLine on all aluminium 
wheels. While the MAN vehicles run tri-axle trailers, the 
VWs were fitted with cranes and drawbar trailers.

Dirik Vorster, divisional manager, United Truck Centre, 
explains that the trucks have to be just as specialised as 
Infinite Transport’s service is to its customers. 

“ADR from MAN is an exclusive vehicle specification 
for dangerous goods. The trucks are equipped with 
metaflex wiring that cannot burn and the power cut-
of switch works in conjunction with the vehicle’s ECU 
to prevent damage to the system. These emergency 
cut-off switches are located inside the cabs, which is 
important as some sites do not allow the drivers to get 
out of their vehicles.

“ADR vehicles are also fitted with electronic driver 
aids for added safety, such as adaptive cruise control, 
emergency braking and lane-guard systems,” he 
explains. 

Cronje explains that MAN’s solution has proved to 
be ideal. “MAN’s full-maintenance contracts cover 
our vehicles into sub-Saharan Africa, but we haven’t 
experienced a breakdown yet. 

“The vehicles have returned good cost per kilometre 
figures; fuel and maintenance costs are low. The trucks 
are also quite durable, and replacement parts are cost-
effective, too,” he says. 

Ryno blignaut, sales manager at United Truck 
Centre, explains that this is the only independent MAN 
dealership that employs its own driver trainers. Naturally, 
they ensure Infinite Transport is able to provide its drivers 
with refresher driver training every six months. 

The vehicles are now also integrated with on-board 
MAN Telematics to monitor driver and vehicle 
performance. Two MAN-trained diesel mechanics 
look after the vehicles at the company’s Vereeniging 
premises, as required.

“We keep track of all aspects of the vehicles’ 
performance, consumption and wear and tear. We’re 
very happy with their performance, so we’ll keep them 

well beyond their initial first economic life,” Cronje says, 
explaining that the vehicles were initially bought on a 
replacement cycle of four years or 700 000 km.

“The first trucks we bought are now registering about 
620  000 km, and are still in good condition. After four 
years, we want our trucks to look like they did the day 
they arrived in the fleet,” he adds.

“I like to do things the right way – in transport you can’t 
have grey areas. We try to ensure that the factors that we 
can control are 110-percent correct,” Cronje concludes. 

It’s this attitude that speaks to the success of the 
partnership between Inifinite Transport, United Truck 
Centre and MAN Automotive.
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big tHings on tHe 
HoriZon for Hino sa
Hino South Africa (SA) is on track to a fascinating 
future, with many exciting developments taking place 
during 2019. As the company enters the new year, it 
does so off the back of a successful 2018. 

Hino SA recorded a 6,7-percent increase in total 
sales, from 3 000 to 3 202 (which jumps to a staggering 
17,3 percent and 3 681 to 4 318 when one includes the 
Dyna light truck). 

Similarly, the company’s total market share 
increased from 11,4 percent to 11,6 percent. (Again, 
the Dyna boasted an impressive performance in 
the one-tonne cab-over segment, commanding a 
19,2-percent market share over the previous year’s 
9,5 percent.)

According to Hino SA vice president, Ernie 
Trautmann, the growth in Hino sales within the heavy 
and extra-heavy segments of the market (up 19,3 and 
8,9 percent, respectively) is thanks to the introduction 
last year of the Hino 500 Wide Cab. He adds that 
buyers in these market segments are becoming more 
discerning when choosing the type of transmission 
fitted to their vehicles. 

“The new automatics are so good that they match 
manuals in fuel consumption. Customers also report 
less damage to automatic vehicles as the driver is 
able to concentrate more,” Trautmann notes. 

He adds that Hino’s driver-training programme is 
paying off, too – having trained 662 drivers last year, 
its customers have reported a 30-percent decrease 
in damage and fuel savings from 14 percent upwards.

boosting its market presence in 2019 will be the 
launch of the 500-Series Wide Cab 1627 Crew Cab in 
manual and, yes, automatic transmission.

The company plans to launch numerous products 
and services aimed at offering better value and 
convenience to customers, as well as internal 
strategies to grow the brand. 

Among these will be the introduction of telematics, 
the launch of Hino Financial Services, the launch 
of new service and maintenance plans, and the 
implementation of buy-backs and a used-vehicle 
division. 

From March all Hino SA employees will also begin 
a course in supply chain management. “We want 
to understand our customers’ businesses and be 
consultants to them,” Trautmann says.

The company is applying this attitude to its long-
term future as well. It has embarked on a drive to 
recruit young talent into the business by 2020. by 
2021 it will achieve Level-4 b-bbEE certification, 
and by 2025 it will have finalised its alternative-fuel 
strategy with Hino Motors Limited in Japan and – if 
all goes according to plan – it will be selling 7 500 
vehicles into the South African market each year. 

Light Commercial Vehicles < 3 501 kg Total: 11 218
Fiat Chrysler Automobiles South Africa 31
Ford Motor Company 1 980
GWM 96
Hyundai Automotive SA 222
Isuzu Motors South Africa 1 013
JMC 21
Kia South Africa 68
Mahindra 180
Mazda South Africa 23
Mitsubishi 23
Mercedes-benz SA – estimate 81
Nissan 2 470
Renault 1
Suzuki Auto 46
Toyota 4 435
Volkswagen SA 528

Medium Commercial Vehicles 3 501 – 8 500 kg Total: 599
Fiat Chrysler Automobiles South Africa 1
Ford Motor Company 7
Hyundai Automotive SA 14
Isuzu Motors South Africa 164
Iveco 57
JMC 3
Mercedes-benz SA – estimate 161
Peugeot Citroën South Africa 6
Tata 28
Toyota 71
Volkswagen SA 87

Heavy Commercial Vehicles 8 501 – 16 500 kg Total: 357
FAW 5
Isuzu Motors South Africa 121
Iveco 7
MAN Automotive 5
Powerstar 8
Mercedes-benz SA – estimate 41
Tata 25
Toyota 68
Volvo Group Southern Africa 77

Extra-Heavy Commercial Vehicles > 16 500 kg Total: 1 168
babcock DAF 10
FAW 16
Isuzu Motors South Africa 34
Iveco 79
MAN Automotive 87
Mercedes-benz SA – estimate 231
Powerstar 48
Scania 411
Tata 17
Toyota 34
Volvo Group Southern Africa 210

Buses > 8 500 kg Total: 95
Isuzu Motors South Africa 1
Iveco 9
MAN Automotive 25
Mercedes-benz SA – estimate 13
Scania 43
Tata 3
Volvo Group Southern Africa 1

*Source: National Association of Automobile Manufacturers of 
South Africa (Naamsa).

commercial VeHicle sales 
report for december 2018
Note: For the time being, Mercedes-benz SA (MbSA) will only 
report aggregated sales data. The MbSA commercial vehicle 
market split volumes are estimates based on historical trends 
and forecasting techniques. 

sHort Hauls

shorT haUls



46   focus on transport

commuter transport 

makinG bUses 
nUmber one  

ccording to Statistics South Africa’s National 
Household Travel Survey, 10,2 percent of 
families use buses to get around. Last year 
was an extremely challenging year for the 
commuter-bus industry. It was tasked with 

reconciling balance sheets with the increasing price of 
diesel, higher passenger expectations, higher wages and 
ever-increasing operating costs. 

At the same time, buses do not have the flexibility to 
compete with minibus taxis that are able to collect and 
deliver commuters closer to home or work. Nevertheless, 
buses offer a more reliable, safer and cleaner means of 
transport when compared to minibus taxis. 

a Helping Hand?
The commuter-bus industry is currently subsidised through 
the Public Transport Operations Grant (PTOG). Last year, the 
increase in this subsidy was only 3,2 percent. This is well 
below inflation and the government has not yet announced 
any plans to reassess the structure.

Eric Cornelius, executive manager at the Southern 
African bus Operators Association (Saboa), says: “I believe 
one of the biggest challenges this year will be addressing 
uncertainties in the contract system, including inadequate 
funding for public transport.”

Cornelius tells focus that Saboa met with the Minister 
of Transport, blade Nzimande, on November 20 last year, 
to discuss the matter. Nzimande proposed a task team, 
consisting of representatives from the Department of 

Transport and Saboa, be set up to come up with workable 
solutions.

“The task team met on December 4 and, after further 
discussion, the team decided it would compile a joint 
presentation with proposed solutions to National Treasury. 
The presentation is currently being prepared and we hope 
to have met with National Treasury before the end of 
January,” says Cornelius. 

For a long time the government has recognised the 
positive impact a better integrated public transportation 
system will have for citizens. However, according to 
Cornelius, the government has created an environment 
where the different industries are dealt with in silos, limiting 
communication between groups. 

Cornelius explains: “In terms of their policies, modal 
integration should take place, but they are not implementing 
these policies. We need to understand how the lack of 
modal integration is affecting passengers. It is not about the 
modes – it is the passengers who are affected most by the 
lack of modal integration.”

one-stop serVice
One cannot discuss modal integration without looking at 
bus rapid transit (bRT). An article on BizCommunity explains 
how the City of Cape Town conducted a comprehensive 
review of the MyCiTi bus service toward the end of last year. 

Former Mayoral Committee Member for Urban 
Development and Transport in the City of Cape Town, brett 
Herron, was quoted as saying: “Our transport planners 

focus finds out about tHe current cHallenges faced bY tHe commuter-bus industrY

a
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commuter transport commuter transport 

conducted a review of the MyCiTi service and passenger 
demand on the MyCiTi routes. We also undertook customer 
surveys to determine how we could attract even more 
commuters to the service.”

 The review identified the need to extend popular routes 
to the inner city. This led to the establishment of direct 
routes to Table View, Atlantis and Century City, and 29 new 
bus stops. 

“Adding another 150 000 km to the service each month 
will bring the MyCiTi service closer to more commuters and 
to where there is a demand. We expect that the new direct 

routes to destinations such as the V&A Waterfront and Sea 
Point will be popular as no transfers will be required. 

“The purpose of these changes is to improve the MyCiTi 
service to make it more convenient for commuters, and 
easier to use,” said Herron

before the year ended, the country’s most successful 
Metro bus service took customer service one step further 
with the introduction of the MyCiTi map app. The new app 
makes it easier for commuters to orientate themselves and 
plan their routes. 

“Apart from the MyCiTi routes, the map also shows the 
different areas and suburbs of Cape Town, as well as the 
passenger-rail lines and train stations,” said Herron. As 
such, this innovation may have a positive impact on the 
government’s quest to provide a more integrated public 
transport system. 

original equipment manufacturers
Overall, the tough economic climate has left transport 
operators across the board preoccupied with driving 
efficiencies. Manufacturers are aware of the challenges 
faced by the commuter-bus industry and are doing what 
they can to negate the negative impact of a volatile rand 
and ever increasing costs.

For example, in December 2017 Mercedes-benz 
introduced the OF 1723 bus chassis. Shane Henry, head of 
department at Mercedes-benz bus & Coach, says: “While 
the Mercedes-benz OF 1723 is an entry-level product, there 
is no compromise on quality. This eases the capital outlay 
burden and makes the bus available to a wider base of 
operators.”

Henry says that these buses can often perform a role 
similar to more expensive 
alternatives at a fraction 
of the cost. He adds that, 
when used in the correct 
application, the lower 
horsepower engine paired 
with the OF 1723 chassis 
has the potential to save 
fuel. 

trade war 
Spokesperson for the 
Automobile Association 
(AA) of South Africa, Layton 
beard, says that the trade 
tariffs introduced by 
United States President 
Donald Trump may result 
in changes to international 
petroleum sales and the 
strength of the dollar. “both 
of these have an impact 
on the price we pay for  

fuel in South Africa, and hence, for the commuter-bus 
industry and others in the transportation sector,” says 
beard.

While AA figures suggest that there has been a 
stabilisation of the rand and the cost of crude internationally, 
uncertainty remains about the possible impact of President 
Trump’s ongoing “trade war”. Therefore, despite the positive 
figures, it would seem that the possibility of a turn for the 
worse is still exists.

Let’s hope that is not the ultimate outcome... f

The government has created an 
environment where the different 
industries are dealt with in silos, 
limiting communication between 

groups.
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You HaVe a lot to look forward to! don’t miss tHese amaZing features in tHe next issue of 
focus on transport. issue 9 will be packed witH fabulous stories and articles.  look out for:
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used VeHicles

The new-vehicle market 
overcame a poor start to 2018 

and ended the year better 
than expected. Was the used-
vehicle market the same? We 

find out. 

supplY cHain 
management

Who are all the players in a 
typical supply chain and what 

do they do? focus enters 
the world of supply chain 
management to find out.

budget speecH 
report  

focus attends the annual 
Econometrix budget 

report to find out about 
the country’s economic 

prospects in 2019. 

coal mining and 
transportation

Eskom increased its road 
transportation of coal 

during the festive season. 
We investigate some of 
the vehicles and other 

essential requirements for 
transporting of coal.

VeHicle finance 
and insurance  

We explore specialised 
vehicle finance options 
available for different 
applications and how 

these relate to meeting 
contractual obligations and 
a company’s bottom line.

world on wHeels – 
americas  

Chile is the leader in terms 
of electric vehicles, while 

the United States still 
struggles with a shortage 
of truck drivers. We take a 
closer look at the transport 

industry in the Americas.

buses, coacHes and 
public transport    

We report on some of the 
essential features for a long-haul 

bus and innovations from the 
manufacturers to improve the 

journey.   

aftermarket focus: 
diagnostics   

Diagnostic tools have become 
a staple in all modern 

workshops. focus finds out 
what tools are available, what 

they do, how they are used 
and their contribution to a 

healthy return on investment.

in tHe next issue



focus on transport   49    

???????????????

Africa’s most comprehensive business platform 
for the truck, bus and commercial vehicle sectors.

18-21 September 2019
JHB Expo Centre, Nasrec

www.futuroad.co.za

Book your space now
Tracy Gounden | Tracy.Gounden@za.messefrankfurt.com

Engage with over 400 Sub-Saharan visitors looking to source 
new products and solutions. 

Unparalleled 4-day industry platform that saw 43% increase in 
visitor attendance in 2017.

sold out

Co-located with

Engage with over 400 Sub-Saharan visitors looking to source 

Futuroad is where you need to be

sold out
74% 

Ultimate meeting place to launch new services and 
innovations to a captivated audience from over 50 
different countries.

Generate sales, grow your brand and  walk away 
with powerful new leads.

•

• 

•

• 

www.futuroad.co.za
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FEELING THE PRESSURE? 
GET A HELPING HAND FROM SHELL

With the economic pressures in South Africa today, fleet managers could use a 
little help. Look no further than the Shell Fleet Card, tailor-made for commercial 
road transport companies and fleets.

With around-the-clock support, fraud control mechanisms, detailed purchase 
history across categories and an online invoicing service where customers can 
securely store, view and download invoices, fleet managers have more control 
than ever.

Additional services available to Shell card customers include:
• Access to 600 fuel sites nationwide
• Online services for digital transactions and fraud alerts
• Specialised support from the Customer Service Centre
• Fraud monitoring and support
• Pricing analyst and after-sales pricing queries 
• Card and account training
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https://www.shell.co.za/

