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BUY NOW AND PAY
YOUR 1ST INSTALMENT
AFTER 6 MONTHS.
Take a breather from ﬁnancial strain. And unwind with a six month holiday from truck
instalments, courtesy of MAN FINANCIAL SERVICES.
Buy any MAN or VW truck before the end of October and you will have six months to pay
your ﬁrst instalment. Which means you only pay at the beginning of the seventh month.
This Finance Offering is only available if ﬁ nanced through MAN Financial Services
and will be subject to the normal Credit Assessment and Approval. Further Terms
and Conditions apply. Campaign is subject to available stock units and may not be
combined with another active campaign.
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w h eel n u t

Engineering road safety
How do we create safer
roads? The road safety
workshop at the 2018
Southern African Transport
Conference tried to find
some answers by looking
at certain initiatives by the
South African National Roads
Agency Limited (Sanral)

g av i n m ye r s

n 2016 the cost of road crashes in South
Africa was calculated at R143 billion per
annum – or 3,4 percent of the country’s
gross domestic product (GDP). Sanral’s
Randall Cable said that, of that year’s
832 000 crashes, just under 52 000 were
fatal or caused serious injuries and, despite this number
accounting for only six percent of the total, they cost
R90 billion... In addition, up to 40 percent of fatalities are
pedestrians.
Those are some seriously scary statistics! Cable is of the
opinion we need to be pragmatic about the situation if we
are to reverse this trend.
“We must stop thinking we can stop all crashes – it’s not
possible, but we can look at the environment to see how to
mitigate and reduce the risk of fatality
and serious injury. This is where we
can make a significant difference,” he
said, adding that Sanral has invested
heavily in engineering interventions
over the past eight years, especially
with regard to pedestrian safety.
“Pedestrians are a vulnerable
group of road users. Since 2011,
Sanral has retrofitted solutions to 160
locations, making it safer for those
on foot to cross roads. Locations
with high volumes of pedestrians
and high-speed vehicles are obvious
places for intervention...”
Cable added that Sanral is
embracing the role of technology
and innovation to boost its ability to
leapfrog the backlog in road-safety
interventions. However, he also
noted that road-safety audits need
to be implemented if the problem is
to be truly overcome.
“A road-safety audit is essentially
a proactive way of influencing the
infrastructure, through various
projects, to meets the needs of all
road users. It promotes a culture of
road safety among the designers; a
safe-systems philosophy.”

I

However, despite creating a road-safety audit policy to
be used by all road authorities, Cable stated that Sanral
has not implemented road-safety audits since 1998. “This is
because we have feared liability, due to recommendations
not being implemented... It is, however, something we are
serious about and there will be a lot more coming as we
work through future projects,” Cable noted.
Deon Roux of the Road Traffic Management Corporation
(RTMC) suggested that South Africa’s road-safety audit
processes must be formalised.
“Even on Sanral’s roads the small things can still make
huge differences. While the Sanral roads are beautiful, by
contrast the provincial roads are just scary when it comes
to road safety,” he said.
Roux stated that, while driver and passenger fatalities
are decreasing, those of pedestrians are increasing.
“Crashes should not result in death or injury. Correct
engineering can make a difference; due to poor human
behaviour we need to ensure that we create the most
forgiving roads possible.”
“We need to stop building new problems...” added Kobus
Labuschange, of the Gauteng Department of Transport.
Considering that, according to Roux, the cost of road
crashes in 2017 had risen to R162 billion, or 3,48 percent of
the country’s GDP, that’s one warning worth heeding... F

We must stop thinking we can stop all
crashes – it’s not possible.
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HOW GOOD
IT IS WON’T
SURPRISE YOU.
HOW MUCH
IT SAVES
YOU WILL.

Fuel accounts for nearly half the Total Cost of Ownership
of a truck. Which is why we concentrate on making ours as
economical as possible. With Scania, you’re paying for incredible
reliability and the highest levels of uptime.
So can you have a truck that’s every bit as good as you expect,
but ends up costing less than you thought? YES YOU CAN.
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Getting Social

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

Haven’t yet seen FOCUS on social media? Not to worry, here are some of our most popular posts from the last month.

We want you to h elp drive FOCUS !
FOCUS is evolving and we want you to tell us if we’re
giving you what you want!
We’d really appreciate it if you could spare less than
four minutes and give us your input.

ww w.surveymonkey.co m
/r / v5c z ldt
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Simply scan this code (or type the URL into your
Internet browser) and answer 10 simple questions
about our magazine ... go on – it’s all for you!
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Cover story

Becoming a part
of the business

Teralco Logi st ic s a nd S ca nia S out h Af r i ca h av e a mu t ua l u n de r sta n di n g a n d g oa l – to
r eac h ever higher l eve l s o f su cc e ss, w r i t e s GAVIN MYERS

alking with Terence Odendaal, MD of Teralco
Logistics, and Johnny-Ray Basset, key
account manager Scania SA, it’s abundantly
clear that simply running a fleet of efficient
vehicles does not mean success for a
transport company. These vehicles need
to be monitored, maintained and replaced, so a one-stop
solution is ideal.
This is exactly what Basset has helped Teralco Logistics
accomplish. While this specific relationship only began in
2015, it’s already achieved great results.
“Teralco Logistics was started in August 2013, and in
2015 we were introduced to Basset and the Scania team,”
Odendaal explains. “He earmarked the correct product for
our application as well as relevant Scania solutions.”
Today the company runs a fleet of 22 Scania G460 6x4s,
most of which are hooked up to curtain-side interlink trailers.
“These offer the right ratio of power to fuel consumption
for our application. They also offer high levels of driver
comfort and safety, which is critical for our company. In

T
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addition to effective training (which Scania provides), our
drivers need to drive safe, roadworthy vehicles and comfort
behind the wheel helps their productivity,” says Odendaal.
Some of these vehicles have been purchased through
Scania Finance on trade-back agreements and are allied
to repair and maintenance (R&M) contracts and the Scania
Fleet Management System.
In instances where it has been made necessary by specific
contracts, and it has made financial sense, vehicles from the
Scania Used Vehicles division have even been procured –
these, too, with bolt-on R&M contracts.
“Client satisfaction in the fast-moving consumer goods
(FMCG) sector is extremely important. We need reliable
trucks to keep up the service, backed up by a wholistic
aftersales service solution. In this regard, no one comes
close to Scania,” says Odendaal.
“For example, average maintenance of one of our trucks –
at the Scania East Rand dealership – has never taken more
than 24 hours. This efficiency and commitment to uptime is
critical in our business,” he explains.

Cov e r s tory

On e-to-one with
Bass et
Johnny-Ray Basset understands how important
it is to be a partner in his client’s businesses.
Over the past seven years he’s been keeping a
client base of more than 50 Scania customers
happy, and this is something in which he takes
great pride.
“My strategic focus is to sell the whole
solution offered by Scania South Africa –
including finance, insurance and R&M. I believe
we’re selling the most superior product in the
market when it comes to overall value. I also get
tremendous support from the aftersales division
and it helps that our footprint is extremely well
spread out in the region,” he says.
Basset explains that his success is in part
due to the fact that he always gets the support
and backing from management, no matter
how many vehicles or services a customer
purchases.
“This allows for trust and a supportive
relationship,” he explains.
Thus Basset has enjoyed many highlights ...
and he wryly comments that he’s most proud
of the customers he’s been able to introduce
to the Scania family and successfully support.
“If I can become a trusted, integral part of their
business, then I’ve achieved something,” he
says.
“I’m honoured to be part of the Scania team,
the core values of the company mean it is the
best in the industry,” he smiles.

Basset adds: “If we replace a part it will have a Scania
warranty to which we will always adhere for Teralco’s best
interests.”
Naturally, this type of commitment comes from fostering a
relationship based on trust and respect.
“Understanding customers and providing them with the
right solution is only one part of the relationship – there also
has to be respect and integrity,” says Basset.
Odendaal agrees: “Scania realises that it fits into the chain
reaction that can occur if one of our trucks experiences
downtime – we can lose customers, and our customers can
lose customers...”
However, as noted, Scania’s aftersales service offerings
play a large role. This is especially true of the standardfitment Scania Fleet Management system running, in
Teralco’s case, the full Monitoring package.
“We spend more than 30 percent of revenue on fuel, so
it’s extremely important to keep track of the figures. By using
the Scania Fleet Management system on a monthly basis we
have had zero discrepancies on fuel costs,” notes Odendaal.
Another area where Teralco Logistics saves is in maintaining
its vehicles. Each truck is backed by a five-year/600 000 km
R&M contract which, says Odendaal, aligns perfectly with
the lifespan of his trucks, due to the nature of the FMCG
business.
“I can price R&M on a variable basis and that’s important
in the logistics game ... it allows me to know with absolute
certainty what it’ll cost to run for a specific client. The
customers get the benefit of that and they know that my
pricing is based on reliable data,” Odendaal explains.
“In general, because Scania maintains the vehicles, there
are only odd small issues to be considered,” adds Basset.
This counts in Teralco’s favour when it comes time to
replace the vehicles and those trade-back agreements are
called into play.
“We always try to offer customers an excellent trade-back
percentage, and because Teralco’s vehicles are on full R&M
this makes it easier and recent vehicle replacements have
gone smoothly,” says Basset.
It’s a cradle-to-grave solution that Odendaal values highly
– but the two partners are only just beginning.
“We’re honoured to be part of the growth phase of this
company. We want to grow with Teralco and continue to
offer any of the support solutions they need. Selling the
company just one truck means we need to see ourselves
as a part of the businesses for the lifecycle of the vehicle,”
comments Basset.
With that attitude, these two partners are sure to achieve
growing success into the future. F
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D rivin g Af r i ca

M i k e F itzma ur ic e 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.

Going nowhere quickly
Is South Afri ca t he
“Gateway to Africa” or t he
“Gateway to Nowher e” ?

ay back in the 1990s
I attended a business
seminar hosted by
scenario planner Clem
Sunter. In his talk he
made the statement
that South Africa had the potential to
become the “Gateway to Africa” given
its location, economic strength and its
well-established infrastructure. Sadly,
however, South Africa is fast becoming
the “Gateway to Nowhere”.
Twenty-four years have lapsed since
democracy in South Africa, but there
has been no attempt to foster the
political will between member states
in the South African Development
Community (SADC) to increase the
efficiency of cross-border transport, or
to promote inter-regional trade and to
establish a free-trade region.
Despite all the talk, nothing has
been
done
and
bureaucratic
obstruction is still the order of the day.
Each country in the region focuses
on maximising revenue collection at
border posts and/or ports of entry
and uses transporters as easy targets.
Corruption at ports of entry is rife and
adds to the fiscal charges to make
the SADC region one of the most
expensive places to move goods in
Africa.
In complete contrast, political will
was achieved in eastern Africa along
the Northern Corridor in 2013 when
the presidents of Kenya, Uganda and
Rwanda committed to creating a freetrade area focused on inter-regional
trade and trade facilitation. They set
about this by removing the known
or identified non-tariff barriers (NTBs)
along the corridors – for example,
reducing the number of police
checkpoints and weighbridges along

W
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the route, which were the main source
of corruption.
Experts on trade facilitation were
called in to develop unified customs
systems that would support this
initiative by improving the efficiency
of the ports of entry and border posts.
The focus was on increasing prosperity
in all eastern-African countries through
trade and development. The task of
coordinating, monitoring and reporting
was entrusted to Trademark East
Africa (TMEA), which is a thoroughly
professional and impartial facilitator,
funded by a range of development
agencies.
TMEA embarked upon procuring
consultants, civil engineers and ICT
experts. Five years later, ten onestop border posts (OSBP) have been
constructed and commissioned (with
more currently under construction). A
Single Customs Territory (SCT) and a
customs ICT system were introduced,
Regional Bonds and Electronic
Cargo Tracking were also introduced,
thereby facilitating end-to-end (origin
to destination) movement of goods
using a single movement document
(C2) without interventions at the border
posts by customs authorities along the
corridor.
As the result, crossing times at the
border posts along the corridor have
been reduced from three to four days
to under six hours, queues of vehicles
have reduced from kilometres to a
couple of hundred metres. Transit
times from Mombasa to Kampala have
been reduced from 18 to three days
and Mombasa to Kigali from 21 to six
days.
In southern Africa we have one OSBP
(which was implemented way back in
2009). After eight years of operation
it is still perhaps the biggest disaster
in Africa. Average border-crossing
times measured by Transport Logistics

Consultants before construction of the
OSBP in 2007 were recorded at 38
hours. Five years later, crossing times
were recorded at 35 hours and no
benefit was shown from the OSBP.
The situation today is little better.
Fesarta members continually report
conditions of chaos and unacceptable
border crossing times at all border
posts along the North-South Corridor.
Delays range from two to five days.
Corruption at these border posts and at
weighbridges and police checkpoints
along the corridor are at their highest
levels ever.
Transit times from the Port of
Durban and the Gauteng region to the
Democratic Republic of Congo (DRC)
range from 14 to 21 days making it
impossible for a transporter to achieve
more than 1,5 trips per month. This is
totally unproductive and results in costs
of R130 000 per 30-t load or container
(one-way), which adds absurd costs to
the commodities transported.
The delays, harassment and charges
make up more than 50 percent of
total operating costs, and are making
survival in the cross-border transport
industry very difficult. South African
transporters still pay R220 million per
annum in “exit tax” for permits from
the agency, which claims to “facilitate
trade” and to be “spearheading socioeconomic development in the region”.
In contrast to the East African
Community (EAC), throughout the
SADC region there is a total disregard
by authorities for cost-efficiency and
minimal understanding of the role and
importance of effective transport to the
economies of the region. The inflexible,
negative and punitive mindset
regarding regulation of the transport
sector results in a constant stream of
unworkable, arbitrary legislation with
total disinterest in or appreciation of the
implications. F

Dr iv ing Af rica
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Eco n o mi ca l ly m ob i l e

@EconometrixZA

SAM R ol l a n d 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.

A new future,
brick by BRIC(s)
Last month at the BRICS
summ i t I was fort unat e
enough to attend a Rus s ia South Afri ca brea k fas t
on future i nvest m ent
opportuni ti es for b ot h
countri es

he
Brics
(Brazil,
Russia, India, China
and South Africa)
summit comes at
an interesting time.
As I alluded to in my last column
(The Madness of King Trump, Issue
8), the brewing trade war between
the United States of America (USA)
and China – and, more recently, the
European Union has entered the fray
– has already caused preliminary
damage as manufacturers seek to
mitigate the effects of increased input
costs, and possibly a lower demand
for exports.
One of the biggest messages in
the initial stages of the summit was
the decision to take collective action
to fight tariffs as an emerging market
bloc. As the dominant economy in the
Brics bloc by some distance, China,
alone, accounts for 67 percent of the
total size of the bloc, by nominal gross
domestic product (GDP). Furthermore,
as the largest destination for our
exports, South Africa is especially
reliant on the eastern nation.
It is safe to assume that South
Africa will play the role of appeaser
when it comes to taking sides in the
US-China trade war. It may also be
safe to assume that as the dominant
bloc, the Brics platform may be used
as a proxy to gather support for China.

T
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The other strong message coming
out of the summit, which is more
relevant to this month’s column, is the
sentiment that South Africa remains a
gateway to the rest of Africa.
This is encouraging from an
investment perspective, as over the
past two years the country has been

middle class and greater appetite for
goods, South Africa remains the ideal
place to base investment, while also
mitigating the domestic political risks.
There is already a tremendous
amount of interest in advancing the
regional value chain in southern Africa
(which I will discuss in my next column).

struggling to grow fixed investment
domestically on the back of higher
political volatility. Much of the
investment looks to be concentrated
into key domestic sectors, such as
freight and transportation.
While the situation in South Africa
remains weak, positioning the country
as the gateway into a potentially
lucrative southern and eastern African
market makes sense. With a growing

Unlocking this for the transport
industry will have tremendous
benefits, as the two-fold approach
of fighting protectionism (which
Africa has taken leaps toward with
the signing of the African Free
Trade Agreement), while increasing
investment and cooperation, looks
to be a potential green shoot on an
economy that needs to leverage its
competitive advantage. F

f irm a dv ic e

@NLawGlobal

Peter La mb is a director in the Norton Rose Fulbright admiralty and shipping team, based in Durban. A qualified attorney, Lamb has
an LLM in shipping law from the University of Cape Town. He focuses on shipping, logistics and marine insurance law. Lamb is also able
to advise logistics service providers, and users, on numerous commercial aspects and risk management, with a focus on Africa. You can
read more from Lamb on the Norton Rose Fulbright insideafricalaw.com blog.

the standard contract
Part of risk management
for a logistics company
is to understand its
contractual obligations
and the allocation of risks
and liabilities between it
and the other contracting
party or parties

ro p e r
risk
management extends
to
the
mundane
contracts that logistics
companies encounter
on a day-to-day basis.
In many instances, it is the “standard”
contract, which gives rise to disputes
between contracting parties.
In law there are two important
rules for interpreting contracts. If
the language is ambiguous, and if
one interpretation renders a contract
valid, while another invalidates it, the
court will interpret the contract so as
to keep it valid.
Ambiguous words or clauses may
be interpreted against a party in
whose favour, or at whose request,
they were inserted (contra preferentum
rule – “interpretation against the
draftsman”).
Contractual terms must clearly set
out the nature and details of the
performance due by the parties;
the manner, time and place of the
performance, and any other relevant
term that the contracting parties may
agree upon.
In setting out the contractual terms,
the golden rules to drafting a contract
must be appreciated. Use plain
language, avoid redundant words
and be precise to avoid ambiguity,
vagueness or generality.
Before signing any contract,
understand each term. One should
always ask: “What does this mean?”
The answer should be clearly evident
from the wording of the contract. If
that is not the case, then risks have

P

not been properly managed in the
draft contract.
A case in point is a lease agreement
between a logistics company and a
warehouse service provider for the
lease of a warehouse. It contained a
clause which required the lessee to
pay the pro-rate share of the rates
and municipal charges as assessed
by the local authority, and which were
payable by the lessor. Elsewhere in
the agreement, reference was made
to the “proportionate share in rates
as charged from time to time by the
local authority”.
The confusion in this lease
agreement arose from the fact that,
on several occasions, it set out the
current rate and charges levied by
the local authority. The term “pro-rate
share” was also poorly defined.
When the local authority revalued
the leased property and increased
the municipal rates and charges
by a substantial amount, the lessor
lodged an objection in terms of the
prescribed procedure.
However, the lessor did not give
the lessee notice of this increase in
the municipal rate. Around the time of
the expiry of the lease, the lessee was
then presented with an invoice for this
pro-rate share of the municipal fees
and charges.
The lessee argued that had the

company known of the increase
timeously, it would have given the
lessor notice to terminate the lease
within the contracted one-month
notice period.
The difficulty that the lessee found
itself in arose from the fact that it
did not understand its contractual
obligations and risks in respect of
the municipal rates and charges; and
failed to appreciate that the it was not
protected by the early termination
clause in the lease agreement.
Further, the lessor did not know
whether or not it had to give the
lessee notice of the increase in the
municipal rates and charges. All this
uncertainty in the agreement gives
rise to disputes between contracting
parties – which defeats the very
purpose of the parties entering into a
written contractual agreement in the
first place.
Proper risk management requires
that the lessee understands its
contractual obligations and the
risks (in this case, the risk of local
authorities increasing rates); that
these obligations be clearly set out
in plain language; and to ensure
that the lease agreement contains a
mechanism that can mitigate against
that identified risk (for example:
proper notice by the lessor when the
local authority increases rates). F
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Vic’ s v iew

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!

Trucks and trafficlight tragedies
A possi ble solut ion
to reduci ng acc id ent s
involvi ng heavy- d ut y
trucks at traff ic l ight s

erious
and
fatal
collisions
that
occur at traffic-light
intersections in South
Africa often involve
heavy-duty
trucks
that are unable to stop in time once
the traffic lights change to caution
(orange).
Recent media reports have unfairly
criticised reckless truck drivers after
fatal collisions at intersections where
traffic lights are in operation. However,
what many drivers of light motor
vehicles do not realise is that heavyduty trucks that are fully loaded
require a longer stopping distance –
and truck drivers often have no choice,
when they are in close proximity to the
traffic light, but to continue through
the intersection when the lights turn
to caution.
There are many roads in city areas
of South Africa that are used by large,
fully loaded trucks; where the speed
limit varies between 80 and 90 km/h
and intersections are controlled
by traffic lights. Truck drivers using
these roads travel at the displayed
maximum speed limit and often
cannot stop when they are close to
the intersection and the lights change.
A good example is Hendrik
Potgieter Road in the Little Falls area
of Gauteng. The road is used day and
night by many large trucks, some
transporting building material from a
nearby quarry, going to and coming
from Botswana and Namibia.
There are 16 traffic lights in operation

S
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along this section of Hendrik Potgieter
Road between the N1 Gordon Road
exit and the N14 Krugersdorp/Pretoria
Highway, a distance of approximately
18 km.
The displayed maximum speed
limit on this section of the road varies
between 80 and 90 km/h.
Research has shown that a large,
fully loaded truck grossing at 56 t
takes approximately 140 m to stop
when travelling at 88 km/h, provided
that the brakes on the truck and
trailer are working correctly. (This
allows 60 m for the driver’s reaction
time once he or she sees the traffic
light change.)
Minibus taxis and impatient drivers
who use the emergency lane to get
ahead of the traffic that is stopped at
the traffic light intersection, and then
race ahead before the lights have
changed to green, also contribute to
the high incidents at the intersections.

It is no wonder that there are so
many accidents involving trucks at
intersections that are controlled by
traffic lights.
To overcome this problem, the
Australian authorities appear to have
found a solution.
They are presently testing a system
in Sydney, which signals the traffic
light to remain green when a truck is
in close proximity to the intersection.
The system appears to be relatively
simple. As the truck approaches the
intersection a transmitter fitted to the
truck sends a signal to the traffic light
to keep the green light on for a few
seconds longer, allowing the truck to
pass through the intersection safety.
Hopefully the South African traffic
authorities are aware of this Australian
trial and are monitoring the results, as
this may well be a solution to reduce
the unacceptably high accident rate
that we witness every day. F

h op p ing off

Va ug ha n Mo s ter t 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.

The parable of
the China dolls
Here’s a par a b l e t hat hel ps
to explai n how t r a ns port
i n all i ts for m s is ac t ua l ly
letti ng down t he S out h
Afri can econom y

n addition to all
the
other
shady
deals, investigative
journalists
at
amaBhungane
have uncovered a
cost overrun of R260 million on the
class 20E, a dual-voltage electric
locomotive forming part of the
tender for 1 064 new locomotives for
Transnet.
The class 20E consists of 95
locomotives. Numbered 20 001 to
20 095, they have all been delivered
and are now in service. They are
good locomotives – railway people
affectionately call them “China dolls”.
While some people dislike their boxy
shape, I think they look great.
It’s what they actually do, however,
that concerns me. Transnet Freight
Rail uses 93 of them to move goods,
mainly manganese and iron ore, on
the line between Sishen and Port
Elizabeth.
Coupled in groups of four, they shift
10 000 to 20 000 t of ore at a time.
In the process, they earn handsome
profits for the railway as well as good
returns for the shareholders of the
mine.
Sadly, along the way they pass
through run-down towns and
abandoned stations, many of which
once provided employment for
thousands of railway people. It was
mainly low-level, but honest, work. It
helped to keep people off the streets
and away from the big cities.
The other two 20Es – numbers
20 031 and 20 032 – are painted blue

I

and are used to pull the Blue Train
between Cape Town and Pretoria.
They are also doing a fine job – almost
every time the train runs, someone
posts a video on Facebook showing
it passing through the Stilfontein area
(another appropriately named ghost
town).
On the days when they are in for
servicing, normal red TFR locomotives
are used, presenting a gaudy clash of
colours, which doesn’t go down well
with me and other rail fans.
So, where’s the parable? Whether
pulling a passenger or a goods train,
the “China dolls” are of little use to
you or me. They are invisible to most
South Africans unless they are on

we use mini Sherman tanks to carry
one and a half people at a time. That’s
far more serious, and something has
to give.
We are in an economic mess and
instead of reducing the fuel price
we should be talking about rationing
the stuff. Think Cape Town; water;
expropriation without compensation.
We need a new academic
discipline for transport – existing
qualifications are near-useless. Up to
now, individual professions have been
messing it up. The engineers merely
want to pour concrete everywhere.
The accountants and auditors sign
off on figures that hide massive
underperformance.

Facebook. If some 20Es could be
used on a daily all-stops train to Cape
Town, even if it takes 30 hours to
get there, they would at least be of
benefit to a lot more people.
Transport is merely helping to keep
the economy in the doldrums. For
moving freight, we use rail transport
to sell our country for R10 a kilogram.
Later, when we buy it back at R1 000 a
kilogram, we use road transport.
You can’t blame transport for that,
but when it comes to moving people,

The sociologists and economists
come up with meaningless surveys,
telling us that left-handed people
prefer riding upstairs in the bus and
that cat lovers prefer sitting on the
left-hand side of the train.
So perhaps we should rather call
the boxy “dolls” “China brics”, if only
to remind ourselves that South Africa
is some way behind its Brics partners
(made up of Brazil, Russia, India, China
and South Africa) when it comes to
passenger transport. F
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face to fac e

Face to
face with
Gianenrico
Griffini!

We have launc hed a n a l l - new s er ie s i n FOCUS , e n t i t l e d Fac e to Fac e , i n w h i c h w e
intervi ew cap ta ins of ind us t ry. T his t i me a ro u n d, CHARLEEN CLARKE g o e s fac e to fac e
wi th Gi anenr ico G r iff ini, cha ir m a n o f t h e I n t e r n at i o n a l T ru c k o f t h e Y e a r j u ry

irst of all, some background to you,
please. I know that you are one of the
most important commercial-vehicle
journalists in Italy and also in Europe for
that matter. I also know that you used to
work as press officer of DAF. Please can you tell us a bit
more about your career?
I started my career as an aviation journalist. Flying was
my great passion when I was young. I travelled a lot, visiting
the most important air shows around the world. Then, when
I was in my 30s, I got an offer from DAF, the Dutch truck
manufacturer.
I became DAF press officer for Italy and was also
responsible for marketing (until 1992). I learned a lot
from DAF, especially the pragmatic approach to everyday
problems. For instance, I learnt to find the most suitable
cost-effective solution, without trying to change the world.
Thereafter, I joined Tuttotrasporti, one of Italy’s leading
road-transport magazines, where as technical editor I was
responsible for the magazine’s extensive coverage of the
heavy-truck, bodybuilding and second-hand truck sectors.
Now I work for Vie&Trasporti, the monthly magazine in the
Italian transportation field, reporting on major developments
and new products from the global truck manufacturers and
commercial-vehicle component suppliers.

F

When did you first get involved in the International Truck
of the Year (IToY)?
My involvement goes back to the mid-1990s. My former
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editor-in-chief at Tuttotrasporti, Lorenzo Raffo, suggested
that I replace him as the jury member for Italy when he
resigned. Then, in 2008, I was elected chairman of the group.
IToY has actually been around for much longer, correct?
Yes. IToY’s roots can be traced to Great Britain when Truck
Magazine´s first editor, the late Pat Kennett, was testing the
then new Seddon Atkinson SA200 in northern Britain back
in 1976. He found it to be highly innovative and ahead of its
competitors when it came to comfort and safety.
Thus the idea was born to create an award that
recognised the latest technical developments in new
commercial-vehicle design and truck technology –
especially with regard to what benefits they offer to
operators and drivers. Kennett’s idea was enthusiastically
supported by Truck’s publisher Andrew Frankl, and
together they decided to create the Truck of the Year
award.
In 1977 the very first award was handed over to Seddon
Atkinson to honour the best new truck on the market from
the owners’ point of view. It was a small step towards IToY,
being at first a purely British affair, but that changed the
following year when Kennett and Frankl started looking
for qualified colleagues in other European countries who
shared their vision. By mid-1977 the heart of the very first
international jury was created.
Members of the IToY jury are extremely active in the
industry – because the organisation is about more than just
the competition.

fac e to fac e

For the benefit of FOCUS readers, please explain the
organisation a bit more.
Well, IToY is a non-profit, democratic organisation where
the members jointly make the major decisions. The jury
meets several times a year to discuss the current nominees
and we also meet at various functions during the year,
including at new product launches.
IToY has become a truly “international” network for the
exchange of information on road transport as well as a
forum for cooperation on international truck testing. We also
meet regularly with legislators and industry representative
bodies to help promote road transport. In this respect, it is a
unique body with great value to the members.
The jury is now made up of members from all over the
world, correct?
Indeed. Traditionally, the jury was made up of only European

journalists. They are still members today; 23 leading
European journalists represent their various countries.
However, we also have associate members from China,
India, South Africa, Australia, Brazil, Iran and Japan. (FOCUS
editorial director Charleen Clarke represents South Africa
on the jury.)
You have now decided to introduce a new award, called
the Truck Innovation Award. Why?
Within the automotive industry, a technological and energy
transition/revolution is underway. Therefore we – the
Truck of the Year group – decided to do something to
acknowledge this new trend and revolution. The new award
recognises “tomorrow’s trucks”.
Which vehicles qualify for this award?
Truck Innovation Award nominees must increase the
efficiency of transport of goods by road in
the foreseeable future and offer a reduced
environmental footprint. The nominated truck
must be an advanced-technology vehicle,
with a gross vehicle weight over 3,5 t. It
should either feature an alternative driveline
— hybrid, hybrid range-extender, all-electric
— or have an alternative fuel-system such as
liquified natural gas, compressed natural gas
or hydrogen fuel cells.
Alternatively, it must feature specific hightech solutions when it comes to connectivity
– whether semi- or fully autonomous driving
systems, a platooning capability, or advanced
support services such as remote diagnostics.
Do concept vehicles qualify?
No. Truck Innovation Award nominees must be
“driveable trucks”. One-off concept vehicles
are not eligible.
And the finalists for the first-ever Truck
Innovation Award are?
Mercedes-Benz eActros
Volvo Trucks FL-FE Electric
MAN aFAS
Renault Trucks second-generation electric
trucks
DAF Ecochamps
ZF Innovation Truck
When will the winner be announced?
The inaugural award ceremony will be held at
the forthcoming IAA Commercial Vehicle show
in Hanover, Germany, in September 2018.
• FOCUS will be at the award ceremony. Follow
us on social media to see which vehicle wins the
inaugural award! F
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Fl eet ma nag e m e nt

Taking fleet
management to
the next level

Thanks to the r a pid a dva nc em ent of in t e r n e t- e n a bl e d co mmu n i cat i o n t ec h n o lo gy, t he
a rt of f l eet ma n ag e me n t i s e vo lv i n g

leet-management technology has evolved
to become an integral part of a growing
economy,” says Justin Manson, the sales
director at TomTom Telematics for South
Africa.
“Before the mid-1990s when the first
vehicle-tracking systems were introduced to South Africa
for commercial use, fleet management was manual and
largely paper-based. Drivers were entrusted to take
exhaustive notes in log books, keeping track of routes,
stops and kilometres travelled. It’s clear that this system
was far from precise, and open to error and manipulation,”
he says.
Manson notes that what came immediately thereafter
was not that much more advanced, though.
“The first tracking systems to come onto the market for
public use in the 1990s were adaptations of technology
developed during the 1970s for military use by the American
government.
“In the early days of vehicle tracking, each vehicle would
be fitted with an expensive global positioning system (GPS)
device at high monthly fees. These early systems were
difficult to use, costly and often impractical. Only large
fleets operated by wealthy companies could implement
them,” he explains.
The technology advanced rapidly, however, as did the
systems used to manage them.
“GPS devices have become smaller, cheaper and more

“F
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accurate. A much more detailed array of data can be
measured and fed back into a central system to track a
variety of metrics; including driver behaviour, transported
goods, vehicle faults and maintenance schedules – all
accurately and in real time.
“Current systems even allow for direct communication
with drivers and provide information about traffic and
weather to help find faster and safer routes, even going
as far as to provide warnings about possible protest action
taking place in an area,” Manson says.
Whether used in a single car, or a national fleet of
hundreds of vehicles, these systems – such as Webfleet
from TomTom Telematics – see an improvement in driver
behaviour, fuel savings and connection to an ecosystem
of third-party solutions. This can produce as much as ten
percent in bottom-line savings, allowing the business to
redeploy the extra cash into the company’s growth.
Impressive as that is, it’s what’s lined up for the future that
is the most exciting...
“As connected vehicles become smarter, they become
more receptive to a variety of other inputs and seamlessly
communicate directly with third-party solutions such
as office applications, Bluetooth devices, temperature
sensors, tyre-pressure monitors, barcode scanners, printers
and various display terminals.
“In addition to weather and traffic updates, connected
vehicles will soon be able to talk to each other and
the infrastructure around them via the internet through

Enlightened
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Transport Manufacturers
- choose strong, light-weight, durable
and corrosion resistant aluminium.

a network of physical objects
embedded with electronics, software
and sensors that are enabled to
connect and exchange data.
“Such technology will be included
in infrastructure such as traffic lights,
digital billboards, closed-circuit
television cameras, scanners and a
host of other public infrastructure to
ensure safe, efficient smart cities,”
Manson explains.

Au g ment i n g tr ad it i o n a l
t rac k i n g
One company that’s heading into the
field of internet connectivity is Netstar,
a subsidiary of JSE-listed Altron,
which has concluded a partnership
with SqwidNet, the Sigfox operator
and network provider in South Africa.
The agreement will see Netstar
move beyond traditional vehicle
tracking by availing new opportunities
made possible by Sigfox’s technology.
Netstar’s product range will see new,
cost-effective telematics devices
introduced using this technology. A
Sigfox communication module will
enhance the existing radio-frequency
network to offer new internet
communication opportunities to the
Netstar solution.

“In order to evolve our internet
communication
solutions,
we
realised that we needed to enhance
connectivity within our suite of
solutions,” says Pierre Bruwer,
Netstar’s Group MD.
“With over 600 000 vehicles
already in our cover, the Sigfox
network is going to provide additional
connectivity that will enable us
to enter new markets, as well as
develop new solutions for our existing
customers,” he says.
The partnership between SqwidNet
and Netstar accelerates the uptake
of internet network communications
in South Africa, with an end-to-end
ecosystem of specialist providers
that can help with more sustainable
solutions to customers.
Digital transformation needs to
be experienced in various ways.
Low-power, wide-area networks
(LPWANs) help business realise
problem solving through receiving
data from other sources, for
improved insights or for measuring
specific applications.
“We are certainly excited about
the partnership with Netstar, as an
enabler to taking our technology to
new levels of innovation,” says Chetan
Goshalia, chief sales and marketing
officer of SqwidNet.
“It means that, for no extra cost,
all assets tracked by Netstar will be
visible, with message delivery under
a service-level agreement. This will
apply in South Africa and in any of
the 45 countries in which Sigfox
operates, and will provide significant
operational efficiencies for Netstar.”
“The first dual device has already
been developed with Sigfox
connectivity, and we plan to roll out
more solutions using this technology
to capitalise on the value and
benefits,” says Shaun Brashaw, chief
technology officer at Netstar.
“Through embracing internet
connectivity, Netstar will be able to
augment its signatory solutions and
bring new solutions to the market,
providing its clients with even more
value. Furthermore, as part of our
global expansion, we will be able to
bring internet network solutions to
new markets that will provide our
clients with even greater peace of
mind in our hyper-connected world,”
concludes Bruwer. F

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.
For transport vehicles and components

- Think Hulamin
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LCVs in i nd u s t ry

A future for light
commercial vehicles?
It i s often up to t he ba k k ie, va n or l igh t t ru c k to ma ke t h e di ffi c u lt a n d t i me - se n si t i ve
last-m i le deli very. MARISKA MORRIS as k s w h e t h e r i n n ovat i o n s i n t h e sec to r mi g h t r e su lt
i n t hes e l ight com m erc ia l v e h i c l e s (LCVs) beco mi n g r e du n da n t

rom purchasing clothing online, having
the monthly groceries delivered or simply
ordering dinner from UberEats, society
has become very reliant on the last-mile
delivery – and subsequently LCVs. This
dependency has its own challenges. Lastmile delivery is considered the most expensive leg of the
supply chain.
According to Shelagh Dolan, last-mile delivery costs
comprise 53 percent of the total shipping cost. This could
increase as customers become less willing to pay a
delivery fee. Dolan notes in an article for Business Insider:
“With the growing ubiquity of free shipping, customers
are less willing to foot a delivery fee, forcing retailers and
logistics partners to shoulder the cost.”
In addition, South African transporters face unique

F
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challenges with poor road conditions in many rural areas
and poorly marked township housing.
In an article for news website Bizcommunity, Bronwyn
Williams notes: “The last-mile delivery problem, which
relates to the high cost and logistical difficulty of delivering
items to an individual address, rather than a central depo,
is particularly acute outside of city bounds. In South Africa,
it can cost more for an entrepreneur to send a parcel from
Johannesburg city centre to Soweto than to a suburban
address in Cape Town.”
The difficulty of managing last-mile delivery is echoed by
Amanda Herson, director of e-commerce at Cape Union Mart
Group. Herson is quoted by Lauren Hartzenberg in an article
for Bizcommunity: “I believe that there are very few barriers to
[e-commerce] growth and that [South Africa’s] curve is just
slightly behind other more established countries.

LCVs in ind us try

“Last-mile delivery is still a challenge, but with the
innovations around click and collect, and the expansion of
locker programmes, I believe this can be solved.”
Emerging innovations in the last-mile delivery sector
are vast. A popular international phenomenon is the use
of drones in the last-mile delivery. Amazon tested its
version of this in the United Kingdom (UK) in 2017. This
year, DroneDek, a drone delivery system, was awarded the
United States (US) patent to use drone technology in lastmile delivery.
“Shipping and receiving with DroneDek are made easy
through its intuitive app. Users will receive alerts when their
packages ship or arrive. Users will also be notified of what
item has arrived and from whom,” Tom Ross-Joannou writes

in an article for news organisation Post&Parcel.
He continues: “A heated and cooled cargo area will
pave the way for pharmaceutical, and food and beverage
delivery. DroneDek will operate using a solar-power supply,
feature a heated door to operate in any climate and will
host a charging station for delivery drones.”
Similar drone technology is used in Germany to deliver
pharmaceuticals to the North Sea. United Parcel Service,
Zipline and NGO Gavi all use drones to deliver blood to
remote parts of Rwanda.
The introduction of this particular technology in South
Africa might be challenging with the country’s stringent
aeronautics legislation, which requires drone operators
to register for an air service licence and remote operator
certificate – a costly process.
A bigger threat is the boom of automated vehicles.
While rural South Africa will remain dependent on
traditional vehicles, due to poor road conditions, inner
cities might soon enter the age of driverless vehicles. Many
international countries are pushing for automated vehicles
in the transport sector to resolve, among other things, the
global shortage of drivers.
Many Western European countries, Russia and the US
have tested driverless vehicles. While South Africa has
more than enough drivers, the need to reduce costs might
spur the country into an automated future.
The UK is particularly interested in automation. In
an article for Post&Parcel, Ian Taylor notes that the UK

Department for Transport (DfT) wants
to explore whether electric vehicles can
provide a better service.
He writes: “The DfT would like to hear
evidence of how innovative logistics
solutions, such as cargo consolidation
centres, shared hubs and micro-depots,
could help to alleviate the pressure on
urban last-mile deliveries. Importantly,
the DfT is inviting suggestions on how the
delivery industry could be incentivised to
take up clean, last-mile delivery options.”
A more immediate threat to transport
operators managing LCVs in South
Africa is crowdsourcing. Dolan explains:
“With crowdsource technology, retailers,
logistics partners, and consumers can
connect directly with local, non-professional couriers who
use their own transportation to make deliveries.
“Companies can get their online orders to customers
faster, and customers can get their items when and where
they want them.” A good example of this is UberEats, which
connects the consumer with their choice of restaurant. A
private individual then delivers the food to the consumer
using their private vehicle.
However, in the meantime, transport operators can enjoy
some innovations, such as What3Words and Wumdrop,
aimed at easing the cost of last-mile delivery. What3Words
is a geocoding system that gives a three by three-metre
grid block an address.
“What3Words gives everyone, even residents of informal
settlements, an easily locatable address that can then
be used by couriers and emergency services,” Williams
explains.
Wumdrop allows parcels to be delivered to a cellphone
location rather than a physical address. Williams concludes:
“This means that the courier finds the customer wherever
they are, rather than having to meet them at their home or
office at a specific time.” F

R e ad mo re o n t h e co mp l i cat e d
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Ligh t B r i g a d e

A van full
of virtues
GAVIN MYERS recent ly put t he a l l - new Vo l kswag e n ( VW ) C r a f t e r to wo r k a n d ca me away
ve ry i mp r e sse d

will forever be grateful for some of the perks
associated with my job. At the beginning
of August, VW South Africa offered FOCUS
one of its new Crafters to test (you may have
read our launch report in Issue 7) and, as
luck would have it, that same month I was
due to move house.
With all the relevant dates arranged, a Crafter 35 mediumwheelbase high-roof panel van was delivered, and I promptly
set about preparing it for a couple of days of serious roadtest work.
The second of six basic panel vans in the range, which
get progressively longer and taller, this is the biggest front-

I

wheel drive, single-rear-wheel model. It offers a 3,55-t
permissible gross weight, however, it is the Crafter’s load
dimensions that were truly appreciated during my time
with it. All Crafters have a width of 2 427 mm, while the 35
models are 5 986 mm long with a 3 640 mm wheelbase and
1 346 mm rear overhang. This high-roof model measures
2 590 mm in height, while the load sill is a mere 670 mm off
the ground.
This translates to internal dimensions of 3 450 mm
maximum load length, 1 861 mm load height and 1 832 mm
load width (1 380 mm between the wheel arches). The large
single side sliding door (dual side doors are optional) and
180° rear doors (270° optional) allowed for flexibility when
loading and unloading. Handy attributes for a bunch of DIY
movers...
While it offers ten lashing eyes and full-metal partition, the
load compartment of this specific Crafter was also equipped
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with an optional rear air-conditioner evaporator, which is
controlled from within the cab.
Speaking of which, the cab is a study in design simplicity.
Everything is situated exactly where it’s needed and there
are many storage options. Seriously, they can be found
overhead, on- and in-dash, under the passenger bench
and three separate compartments in each door, which
means the cab can be kept neat and orderly when on the
road. Typical of VW, everything feels sturdy and of a high
quality.
It’s also very comfortable. The fixed bench isn’t too bad
and the driver’s seat can be optionally spec’d as a Comfort
variant, which I would recommend because it truly is
comfortable.
The driving position is perfect and, thanks to the wide
side windows, visibility is among the best I’ve experienced in
such a vehicle. It’s very easy to manoeuvre, and, on its rear
parabolic leaf springs, stable on the road.
Powering the Crafter range is a new 2,0-litre turbodiesel
motor allied to a slick-shifting, but robust-feeling, six-speed
manual gearbox. With 103 kW and 340 Nm on tap, this
smooth and quiet powertrain offers just enough grunt for
the requirements.
Although the torque band is narrow on paper (1 600
to 2 250 r/min), the Crafter easily gains and maintains
momentum in all situations. Top speed is limited to 100 km/h
and VW claims fuel consumption of 7,6 l/100 km.
While up to ten advanced safety and driver-assistance
systems can be fitted to the Crafter, standard equipment
includes Automatic Post-Collision Braking, side-wind
assistant and driver-alert system, as well as driver and
passenger airbags and the usual stability and braking
systems.
As is the case with this class of vehicle, the features list
is left wide open for operators to spec their vehicles as
they wish. However, the base price of this specific vehicle is
R509 700, plus R25 250 for the high-roof option.
All Crafters are sold with a two-year/unlimited kilometre
manufacturer warranty, 12-year anti-corrosion warranty and
five-year/120 000 km service plan. Service intervals are
20 000 km. F
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U sed veh i c l e s

To buy new or
used … that is
the question

Li ana Shaw ta k es a look at t he c ur r e n t stat e o f t h e u se d-v e h i c l e i n du st ry a n d t h e
l at es t t r ends a m ong b u y e r s a n d se l l e r s o f u se d v e h i c l e s

ith the economy under severe pressure,
South African consumers are being
compelled to tighten their belts, and the
business environment is being impacted.
No sector of industry is immune, including
the commercial transport sector.
Market indications are said to be pointing to a surge in the
sale of used vehicles over new ones. This view is supported
by original equipment manufacturer MAN, which claims
that it is seeing a stronger demand for its pre-owned trucks
and buses, often to the point where the demand exceeds
supply.
Dave van Graan, head of special sales projects for MAN,
says: “While the demand for new vehicles seems to show
only slight growth overall (around five percent in the
extra-heavy segment year on year), MAN and Volkswagen
have been running ahead of this overall growth rate in the
market, increasing market share by some 3,6 percent year
on year January to June 2018.
“We are confident that the success of both new and
used-vehicle sales is thanks to very hard work that we
have put into our used-vehicle business over the last three
years. This included the establishment of our international
vehicle-return process, various levels of refurbishment,
extended warranties on used trucks, repair and maintenance

W
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contracts at very competitive rates, as well as different
channels to market.
“However, bear in mind that repair and maintenance
costs automatically increase as vehicles get older, so, while
principal debts of the vehicle may be substantially lower for
a used vehicle, there is an increase in the risk of expensive,
unplanned repair costs.”
Van Graan continues: “We have seen a trend where
buyers of new commercial vehicles have ‘sweated’ their
assets for a longer period because of lower utilisation,
as well as due to political and economic drivers, which
negatively impact business confidence, and hence the
decision to replace is delayed.
“That being said, there is no doubt that new trucks, with
extended warranties and maintenance and repair contracts,
are still the first preference for many top operators.”
John Wolff, MD of Wolff Autohaus, reseller of commercial
vehicles in Gauteng’s West Rand, appears to second
this notion. “I cannot say that we have noticed a marked
increase in our sales compared to two years ago, or even
last year,” he states.
“The second-hand truck market seems to be getting
tougher for a variety of reasons. In fact, the market for both
new and used trucks is soft. Most of our buyers are small
operators with two to three vehicles in their fleets, whereas

Us e d v e h ic le s

the bigger fleet operators choose the newest models with
low mileage. The used-truck market is not as buoyant as it
was in the past, with operators tending to run vehicles for
longer before replacing them.”
He explains that because transport companies tend to
look for work/contracts that are available at the time, the
choice as to whether to run with new or used vehicles
largely depends on the mileage, age and condition of the
vehicle, the length of the contract and the scope and type
of work they are being required to undertake.
“Wherever used vehicles are the preferred choice,
we endeavour to accommodate the client in every way
possible, including meeting their budget constraints and
adhering to delivery times.
“Our delivery times are a few days, and sometimes even
that same day,” says Wolff. “Our vehicles are fully equipped
with a spare wheel, jack, a roadworthy certificate and other
necessary accessories.
“We prepare our vehicles in our own mechanical
workshops and spray-painting facilities, which gives us
greater control of the end product.
“However, current trading conditions are tough. The
market is diverse with varying requests in terms of type
and brand, ranging from the start-up transporter to the
established company – all searching for the best deal to
suit their requirements,” he adds.
According to Gert Fourie, MAN’s head of TopUsed, in
order to minimise the risks associated with running older,

used vehicles, pre-owned vehicles are taken in to the
company’s Centurion facility after their first economic life
by following a very fair international vehicle-return process.
This ensures that the intake quality of the used vehicle is
at the required standard for one in that particular operation,
having completed a certain number of kilometres.
Once returned, the company’s TopUsed repair team
will refurbish these vehicles to a one-, two- or three-star
specification standard, with the highest standard qualifying
for a one-year factory-backed warranty. He adds that, due
to the refurbishment and repairs, MAN is able to offer repair
and maintenance contracts at very competitive rates to its
clients.
These vehicles are then made available to the dealer
sales network via an on-line stock portal. Furthermore, if
required, MAN TopUsed has the ability to offer an operating
rental facility on certain model types to support customers
during peak demand periods – a service which is growing
in demand.
Clearly, the question of whether to buy a new or used
vehicle in the current climate is dependent on a number
of variables. What is evident, however, is the need for
transporters to exercise extreme caution when buying a
used vehicle, lest they fall prey to unscrupulous trading
practices.
Buying a used vehicle comes with an element of risk.
To minimise this, it is important to purchase through a
reputable source. F
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In pursuit of
perfection
What a r e heavy- eq uipm ent ma n u fac t u r e r s do i n g to r e ta i n pa rt n e r s
i n t he m ining ind us t ry, as bu y e r s e n de avo u r to r e du c e cost s?
G a r et h G r e at h e a d f i n ds o u t
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Sector spotlig h t: M ining

ith a fall in the price of commodities over the
past few years, the mining industry has had
to grapple with declining profits. Despite
these challenges, shareholders want to see
a return on investment, or they will take their
money elsewhere.
In the past, optimising running costs associated with heavy
equipment was not high on the agenda, due to the relative
profitability of mining operations. However, since hitting hard
times, heavy machinery has been identified as an area with
the potential to save on operational costs.
Dave van Graan, head of special sales projects at MAN
Automotive South Africa, explains: “Mines are under pressure
to reduce the cost of every tonne moved. This is despite
the ongoing upward cost pressures of better technology,
equipment, higher running costs of the equipment and the
increasing cost of labour.”
Improving overall efficiency, making adjustments to the
vehicles, or extending the usable life of heavy equipment are
three ways mines are improving operational profitability. This
approach can help them retain and grow investor confidence,
while bringing in the capital to purchase new technology.

W

Fac i ng c h a l l e n ge s h e a d o n
A challenging financial environment, together with
advancements in technology, has sparked a process of
mechanisation, better reporting and increased efficiency
at mines around the world. This has changed what these
buyers look for when shopping for heavy equipment.
“Of course, advanced technology often comes at a
premium price, so we must ensure that we tailor every
solution in a way that is relevant to the specific contract
or situation. The total operating cost efficiency must be
provable, with an ongoing target of reducing the delivered
cost per tonne, kilometre or hour,” says Van Graan.
On other side of the coin, maximising return on investment,
or what the industry refers to as “sweating of assets”, may be
used to reduce capital expenditure, leaving more profit on
the table.
Ruben Govender, segment manager at Scania South
Africa, says: “For those mines that cannot afford to buy
new vehicles, we have developed repair and maintenance
contracts that forecast a fixed payment rate. In addition,
warranties can be extended and service solutions tailormade to suit customer needs.”
Some mines have chosen to outsource their transportation
needs to contractors in an attempt to save money. Ian
Marshall, product manager at Bell Equipment, importer of
Kamaz trucks into South Africa, says: “These contractors are
so pressurised by the low margins that they are experiencing
extreme cash-flow constraints. A major challenge is getting
them finance, and we use our knowledge of the sector to
assist with financial planning.”

U n ders ta n d in g t h e s up p ly c h ain
It is only through innovative solutions and close collaboration
with customers that original equipment manufacturers
(OEMs) can develop parts and technology suitable for the
environment in which they operate.
Govender says: “Scania is seen as a partner, and through

research and development we engineer our products to
be stronger and more reliable. We share our findings with
customers so that they can use our products at the highest
efficiency possible.”
While equipment needs to be efficient and reliable, supply
also needs to be sustainable and partners need to comply
with the ethos of the purchaser. Van Graan says: “Purchasers
of heavy equipment look for pedigree in the brands they
purchase, which, in turn, looks to the track record of OEMs
that supply to them over the long term.
The equipment selected must sustainably ensure
sufficient production volumes, with up-time reliability being
a key consideration.”

Effic ie ncy
Research and development and sharing of information
internationally leads to the development of parts that have a
better design and last longer.
Barry van Staden, director at Autumn Star Trading, and
importer of Astra Trucks, explains: “Articulated dump trucks
(ADTs) are traditionally seen as the best solution for carting
and haulage on open-pit mines, but we are working to
change this mindset.
“After testing and receiving approval from our OEM, the
axles on our 8x4 off-road tipper trucks sold locally were
upgraded to increase payload to 40 t. This makes it a viable
alternative to ADTs in certain environments, which are more
costly to maintain and operate.”

Sa fe t y a nd t ec hno lo gy
Mining is an inherently dangerous activity and mistakes can
cost lives. Over the years, advancements in heavy-vehicle
design and construction have made heavy vehicles safer
and easier to use.
In-vehicle monitoring and telemetry, automation and
autonomous systems improve reliability, productivity,
efficiency and safety at the same time.
Van Graan says: “Mines are arguably the most serious
proponents of safety, health, environment and quality
(SHEQ) compliance – consequently, equipment deployed
must satisfy the most stringent safety standards. Products
supplied must have the capacity to support business
solutions that enable detailed management of the hardware
and operators.”

Ma int e na nc e
The development of maintenance schedules, that are suited
to the use and environment in which the equipment is being
used, can improve reliability, accessibility and uptime as well
as help to prevent unscheduled maintenance.
Buyers look for manufacturers with service departments
dedicated to keeping their equipment moving. This may come
in the way of quick turnaround on repairs and maintenance,
on-call technicians, training centres for in-house mechanics
and contingency plans, or loan vehicles.
Considering the challenges faced by an industry where
operational efficiency and safety are paramount, working
together with a transport provider, manufacturer and
OEM can advance the industry in a tough economic
environment. F
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FUELS

The Effects
of Fuel Hikes
on Hauliers
Wi th the pri c e of f uel in S out h Af r ica h av i n g r i se n to u n c h a rt e r e d l e v e l s i n r ec e n t mo n ths ,
transport oper ator s a r e b eing sq u e e z e d e v e n mo r e t i g h t ly e v e ry t i me t h e y f i l l up.
Nkosi ni N gwenya f inds out what i mpac t t h i s may h av e o n t h e t r a n sp o rt i n du stry

he most recent fuel price hike (at time of
writing) saw a litre of petrol costing a record
R16,03 in the inland areas and R15,44 in the
coastal areas, with diesel up to R14,40 and
R13,97 respectively.
The Department of Energy has cited a number
of reasons that have culminated in multiple
fuel-price increments in a space of a few months. These
include the weakening of the rand against the United States
dollar and the increase of global oil prices.
At the start of the year, the price of 50 ppm diesel in
inland areas was at R12,38. By July 4 the price had increased
to R14,01. This fuel hike came at a time when the whole
country was still reeling from another increment in the form
of the value added tax (VAT) increase from 14 to 15 percent
on April 1 – the first such increase in 25 years.
This major increase in fuel prices directly affects many
spheres of life, but transporters in particular.
According to Mary Phadi, convener of the Truckers
Association of South Africa (TASA), workers in the transport
and trucking industry are already losing jobs and employers
are struggling to keep up with runaway fuel prices.
“Before we even talk about the latest fuel increase,
everybody who has a truck in South Africa is in trouble. It is
really a concern to us, because the economy is not growing
and we don’t get to have more work opportunities.
“If you add the fuel price increase to what is already a
challenging environment, then you can see we are feeling
the pinch. We feel that the government is failing us as
emerging truckers,” explained Phadi.
The lack of financial support for transporters from the
South African government has further exacerbated the
financial dilemma faced by transporters. Unlike other
sectors, such agriculture and education, the transport sector
doesn’t receive any financial assistance from government.
“The government has been doing that for a long time now >

T

I s deregu lat i on t h e
answ er?
CEO of the Automobile Association, Collins Khumalo, notes
that the high petrol price is a symptom of a weak economy,
and that dealing with increases to fuel prices needs a broader
overview of the current economic climate in the country.
“Several options to reduce the fuel price have been put
forward, but the reality is that the composition of the fuel
price is complex and a single solution will not necessarily
solve the problem,” he notes.
He adds that scrapping the indirect taxes on fuel – the
R3,37/litre General Fuel Levy and R1,93/litre Road Accident
Fund Levy – is not going to ease the pressure on consumers,
as government will still have to collect this revenue through
other means.
Meanwhile, deregulation will not fix the entire fuel price
structure alone and is a long-term issue. Deregulation has
many pros and cons.
“Regulation provides transparency in that the price is
published monthly, and all the costs are visible. To a large
extent, fluctuations in international product prices, and the
rand/United States dollar exchange rate, are ‘smoothed
out’ over a period of months,” he noted.
“A downside of deregulation is that service stations
in remote areas may suffer because of their distance
from supply points, while retailers who want to offer selfservice options to consumers may have to retrench pump
attendants,” Khumalo said.
“It is important to remember that rising fuel prices are
an economic issue. What we all need to get behind is to
understand how government is spending the money from
the levies on fuel, and how any wastage in expenditure can
be curbed. Thereafter the considerable onus on consumers
will be eased in the long run,” he concludes.
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with the farmers; it supports them. Those in manufacturing
are supported, too. As truckers, we feel that we have been
neglected by the government,” added Phadi.
Furthermore, shortly after the fuel price hike, President
Cyril Ramaphosa announced government’s intervention to
curb the increase of prices on products that are directly
affected by fuel price hikes.
“We want to make a call to those who are involved in the
transport sector who are tempted to increase prices, to hold
back,” he outlined.
This call by the president could be detrimental to the
transport sector, considering the fact that this sector is selfreliant. Unlike other sectors that receive government funding,

FROM LOWERING
MAINTENANCE COST
TO DRIVING PROGRESS
TOGETHER IT’S POSSIBLE
Innovative support to keep your business profitable.
With equipment becoming increasingly complicated,
it pays to have an expert by your side. Our technical
specialists combine industry knowledge and expertise
with services like Shell LubeAdvisor and LubeAnalyst to
track your oil condition and find your optimal lubricant.
Working together, we can increase fuel economy and
reduce downtime. To find out how we can help your
business run at its best, go to shell.com/lubricants

SHELL LUBRICANTS
TOGETHER ANYTHING IS POSSIBLE
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the transport sector relies solely on funds that it generates.
Thus, by interfering with price increments in the transport
sector, the government is adding further burden to a sector
that is already struggling to cope with the increased price of
fuel in a worsening economic climate.
To counter this problem, TASA is engaging with
government to come up with a plausible solution that will
effectively sustain the sector and prevent further job losses.
The increase in the fuel price has knock-on effects to other
industries, too. According to Paul Makube, senior agricultural
economist at FNB AgriBusiness, the cost of producing and
transporting agricultural crops has inevitably come under a lot
of financial strain as a result of fuel-price hikes.
More than 80 percent
of our grain produce is
transported by road, and,
with the increase of fuel
prices, businesses will pass
on the burden to consumers
as they struggle to absorb
the added costs.
In addition to increased
transport
costs
for
agricultural products, higher
crude-oil prices impact the
costs of fertilisers, pesticides
and herbicides needed for
crop farming. As a result,
many facets of our economy,
particularly agriculture, are
affected by fuel-price hikes.
Despite
renewed
optimism in the transport
sector that came with the
appointment of President
Ramaphosa, the sector is
struggling under the new
administration.
“Truckers in this country
are not happy... Some
(companies) have already
retrenched drivers, so, for
the foreseeable future, it is
definitely going to be very
bad,” concluded Phadi.
In light of this, the Minister
of Energy, Jeff Radebe,
in a written response to
questions about fuel-price
hikes, encouraged motorists
and transporters to avoid
unnecessary
journeys.
He further encouraged
carpooling and “economical
driving
techniques”
to
counter fuel-price hikes... F
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FREIGHT CARRIERS

8.140 FL
5 ton

15.180 FL
8 ton

16.240 FL
6 ton

28.330 FL
14 ton
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The toll
of tolls
Taki ng a di ff er ent look at f ina nc e –
Gareth Great hea d f inds out m or e a bo u t
opti ons for f ut ur e f und ing of road
infrastructur e, which m ay d ir ect ly impac t
on the pock et s of a l l roa d us er s

t is clear that many road users in Gauteng
have not bought into the decision by the
South African National Roads Agency (Sanral)
to implement e-tolls as a means to build
and maintain the province’s main arterial
routes. Non-payment of tolls, and the cost
associated with attempts to collect them have left Sanral
R22 billion in the red and in danger of defaulting on its debts.
The agency’s failure has brought into question its ability
to successfully raise funds in the future. In addition, it would
appear that the ANC government has begun to distance
itself from the agency and has called for the immediate
disbandment of e-tolls in Gauteng ahead of next year’s
national election.
Motorists may be happy with this development, but the
question as to where the money will come from remains.
In July, we attended the Southern African Transport
Conference where experts discussed some funding options
for road infrastructure. Some alternatives to tolling include
increasing taxes, which would allow for the fiscal collection
of additional funds; the user-pays principle; the fuel levy;
and a more diverse mix of funding methods.
All have merit, but are hampered in one form or another,
including vulnerability to corruption, non-acceptance by

I
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the public, increasing the burden disproportionately and
inadequacy in collecting funds.

Why w e ne e d roa d finding
The number of vehicles using the roads has doubled since
1994 and congestion is hampering growth of the economy.
Good roads support economic development and lower the
cost of transport. The indirect effects include increasing
output, employment, efficient cities and innovation.
There are two basic options: build more roads, or reduce
congestion by removing vehicles from the roads. The need
for private ownership of vehicles could be eliminated
through the implementation of a comprehensive, efficient
public transport system.
Instead, government (through the Department of
Transport) identified commercial vehicles as the problem
and suggests removing them from the roads during peak
periods. Rob Handfield-Jones from Driving.co.za, said: “This
approach is not pragmatic, but concentrating on improving
public transport could reduce the number of cars on the
road by 60 percent, making the current infrastructure
adequate for another 30 years.”
Stephan Krygsman, professor at the Stellenbosch
University Department of Transport, said: “The absence of

Fina nc e

any adequate road infrastructure funding policy has created
an atmosphere of absolute distrust and an unpleasant
environment where everybody takes one another to court
over e-tolls.
“No one can answer the basic questions such as: why we
should pay, how much, to whom and how? With all that is
going on we have to question if we have paid attention to
the benefit of roads. I believe the public is reasonable, and
if you show them what they are paying for they will pay for
what they use.”

W h y, or w h y n ot, to l l
Handfield-Jones believes the rot began when e-tolling
became the government’s default position. “All debate
about alternative means of finance, or a mix of methods to
finance road infrastructure, has been lost,” he said.
According to Handfield-Jones, the reason why the terms
Sanral and e-tolling have become so unpopular is because
of the agency’s continuous unlawful conduct. Sanral has
been successfully taken to court and ruled against more
than once.
It started with the N4 Mpumalanga corridor, in the
case of the State versus Smith, where the construction
of the highway was judged unlawful because of a lack of

consultation, among other things.
Then there was the HMKL Investments versus Sanral
and others judgement in 2011, where an e-toll gantry for
the Gauteng Freeway Improvement Project (GFIP) was
constructed in front of a revenue-bearing venue.
Later there was the N1/N2 Winelands ruling. “In this
instance, it was never a case of the contractors discussing
a variety of funding methods and coming up with the most
appropriate method. It was a cash cow from the word go,
and a defining loss for Sanral in court,” asserts HandfieldJones.
Further complicating the Gauteng Freeway Improvement
Programme (GFIP) is a lack of public buy-in, due to lack
of consultation and idle threats. “The initial e-toll proposal
received only 27 responses and, five years later, upon
second publication, more than 12 000 responses were
received.
“After it was implemented and Sanral was confronted
with non-payment, it turned to threats. When threats
are made by a government agency and not followed
through, the agency loses the respect of the public,” noted
Handfield-Jones.
It is not necessarily the e-tolls that are the problem, but
Sanral’s execution thereof. People need to see what they >
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are paying for and appreciate the value for any tolling
project to be successful.
“Consider the Hugenot tunnel, where drivers have a
choice to drive through the mountain or take the alternative
route, which means navigating dangerous mountain passes
with few barriers and sheer drops to the bottom. Toll routes
should be shorter and make for easier driving where the
cost can be justified and the value is obvious,” asserted
Handfield-Jones.

Fisca l ta x at i o n
Handfield-Jones argued that tolling is the most expensive
way to build roads and that for Sanral to spend R33 billion
(more than the cost of the GFIP) to collect and chase e-toll
offenders is a case in point.
He argued that fiscal taxation is the most cost-effective
means of obtaining road infrastructure funding, but the
option of increasing taxes to fund road infrastructure was
taken off the cards by government and Sanral before it was
even considered as an option.

use of fiscally obtained funds for the building of road
infrastructure will have the effect of widening disparity
between the rich and the poor,” he commented.

Fue l l e vy
The fuel levy was initiated in South Africa in March 1935
when fuel cost only 30,5 cents a litre. At the time of writing,
fuel costs nearly R16 a litre, with more than R3,50 of that
going towards the fuel levy.
The fuel levy is favoured by many motorists, and is
the fourth-largest tax in the country. Benefits of the fuel
levy include its ease of collection, difficulty to evade and
acceptance by the public. It’s also based on the theory
of user pays and varies with size of vehicle as well as the
speed and manner in which the vehicle travels.
However, according to Krygsman, there are problems with
relying on the fuel levy, not least of which is the fact that it
has only ten years of viability remaining. “Current research
shows that the levy loses 1,1 percent efficiency annually
with the development of more fuel-efficient vehicles,
electric vehicles and altered driving habits.”
Vermaark asserted: “If government were
to substitute tolls with the fuel levy it would
need to increase between 42c and R1,10
per litre, making fuel even more expensive
than it is now.
“Also, it is biased toward higher-income
groups who benefit from more efficient
vehicles, and all of the revenue received
enters one pot. This means that rural areas
pay the same amount as more developed
regions, which receive more benefit.”

Use r pays

“Sanral does not believe that the entire tax-paying
population should be burdened by the cost of road
infrastructure, despite the apparent overlap between
vehicle ownership and the payment of taxes.
“Over and above that, planners made little effort to
identify the fiscal benefit the improvement would bring
in terms of additional tax revenue through growth in GDP.
Since being built in the 1970s, Gauteng’s freeways have
paid for themselves many times over,” Handfield-Jones
said.
Electronic Toll Collection CEO, Coenie Vermaark,
disagreed with the assumption that roads should be funded
fiscally.
“As it stands, this country ranks twelfth in the world
in terms of high taxes and still government is unable to
address social disparity to an acceptable degree. The
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Under the user-pays principle, road users
pay the full price of their consumption. In
a survey conducted in the United States
of America, where tolled roads outnumber
those in South Africa, people opted for the
user-pays option.
In this example, the road user must pay
towards infrastructure cost, environmental
cost in terms of pollution, accident costs
and congestion charges. Each road user
should pay only charges applicable to their use, but,
unfortunately, this requires very accurate record keeping.
Krygsman believes in the user-pays principle: “The road
belongs to the public, so they should be involved in the
discussion. People want to understand what they are
paying for. Corruption and bad dealings has led to a
distrust of government and this model allows for greater
participation by private companies managing the roads.
“This would, of course, require the establishment of
an economic transport regulator to prevent abuse and
monopolies,” he said.
It would seem the only viable solution would be a mix
of financial funding methods. Still, with no template with
which to work, due to a lack of policy from government
when it comes to financing of road infrastructure, any
agreement seems a long way off. F

A FTERMARKET

Pimp your
fleet

Aftermarket b ody pa rt s a nd c hro me acc e n t s w i l l ma ke a co mpa n y ’ s f l e e t sta n d out to
prospective cl ient s , b ut acc es s o r i e s a r e a l so de si g n e d to p rot ec t t h e v e h i c l e s an d
m a k e t hem sa f e r a n d mo r e e ffi c i e n t o n t h e roa d

ull bars are one of the most common
aftermarket accessories fitted to trucks.
The term “bull” was coined in North America
after drivers installed bull bars to prevent
cattle smashing through their radiators,
leaving them stranded.
Many South African trucks venture into sub-Saharan
Africa and further afield, and they, too, face unfenced
domestic animals, in addition to large wildlife such as kudu,
which can severely damage a truck.
It must be noted, however, that a bull bars can increase
the risk of death or serious injury in the unfortunate event
that a pedestrian is hit.

B

H ea dli g h t s to n e gua r d
A headlight stone guard is sometimes integrated with the
bull bar, or made to cover only the headlights. There are
several different types of headlight protectors. The more
conventional ones are made from a wire mesh with a metal
surround, while the more modern ones are made from
polycarbonate or polyurethane.

lodged underneath the truck or trailer in the event of an
accident.

Sp ot l ight s
Spotlights help to improve illumination when driving on
unlit roads. It is, however, important to make sure they
conform to regulations. In addition, lights mounted in a
higher position make the truck more visible to motorists,
improving their ability to gage the height and width of the
vehicle from a distance.

Spotlights help to improve
illumination when driving on unlit
roads. It is, however, important
to make sure they conform to
regulations.
Mud fl a ps

W i nds c ree n s to n e gua r d
Windscreen stone guards are normally made from
aluminium, or steel with wire mesh in the centre. Many are
finished off with powder coating or chrome electroplating.
Windscreen guards are designed to protect the windscreen
from stone chips and other debris that may break the
window and potentially injure the driver.

No horse and trailer should be without mud flaps, which
prevent the wheels of the horse and trailer kicking up
stones and damaging other vehicles.
These can be upgraded to anti-spray units, which prevent
spray coming from the tyres which can impair the vision of
those travelling behind the truck. An added benefit is that
less spray will mean less dirt and oils are be picked up from
the tarmac and deposited on the side of the truck.

Roof, s i de an d bac k ba r s
A roof bar can protect the roof of a cab from being damaged
by overhanging tree branches on the road, or falling objects
in the warehouse. Roof bars can also be fitted with brackets
onto which spotlights can be fitted.
Side bars protect the horse from being damaged if
accidentally driven into by a vehicle such as a forklift, while
back bars prevent damage when hitching or reversing into
tight spots. They can also prevent cars from becoming

Ae ro dy na m ic s a nd a e ro k it s
Aerodynamics is the way air moves around things and the
affect that this has on a vehicle is known as drag. More
streamlined vehicles will have less drag and will require
less fuel to get up to speed and stay there.
Custom-made aero kits fitted to trucks have the potential
to pay for themselves over time, due to this saving of fuel,
which also helps to reduce pollution. F
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DEFinitive
Mercedes-Benz
Sprinter
Followi ng th e l aunc h of t he new- gen e r at i o n M e rc e de s- B e n z S p r i n t e r , M e rc e de s- B e n z
Vans followed up wit h a n a l l - el ect r i c eS p r i n t e r a n d su r p r i se d e v e ryo n e (i n c lu di n g
Ja rlath Sweeney, ed itor of I r el a nd ’ s Fleet Transport mag a z i n e ) at a sp ec i a l p r e ss e v e n t
i n H a m b urg, G er m a ny, wit h t h e co n c e p t F - C e l l h y dro g e n v e r si o n

nd so, D (diesel), E (electric) and F (fuel cell)
completes the DEFinitive drivetrain on the
new Sprinter...
The latter two developments are all to
do with the Mercedes-Benz Vans eDrive@
VANs zero-local-emission mobility strategy. The eSprinter
follows on from the introduction of the new electric eVito,
which now enters the European marketplace.
Three main strands of this philosophy – range distance,
reliability and commercial viability – aim to attract customers
from owner-drivers to large fleet operators.
Each all-electric vehicle will be specified to meet the
customers’ specific needs, the applications relating to
energy output and the required average range distance.
Initially, eSprinter will be offered (from 2019, in Europe) as
a 3,5-t gross vehicle mass panel van with a maximum cargo
volume of 10,5 m3.
There are two battery capacity options. It is anticipated
that the 55-kWh version will provide a range of 150 km with
a payload of 900 kg. The second battery choice will provide
customers with a range of around 115 km (from the 4 kWh
unit) and an increased payload of 140 kg, to approximately
1 040 kg.
Like the entry-level CDI diesel engine, the electric drive
in the eSprinter generates 84 kW and up to 300 Nm torque.
Maximum speeds can be limited to 80, 100 or 120 km/h.

A
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Support tools such as the eVan Ready App form part
of the package, whereby the initial vehicle selection can
be applied and then progress to vehicle performance
and energy management, depending on customer
requirements.
Test trials are currently underway with some of Germany’s
leading logistics service providers.
Initial test drives in the eSprinter indicated the precise
and detailed research and development, as there are four
modes of battery/energy regeneration from low to high. As
with all electric-powered vehicles, acceleration is instant,
and, with a careful technique, use of the footbrake can be
minimised.
Looking further into the future is the concept Sprinter
F-Cell presented in the shape of a semi-integrated
motorhome. Additional prototypes will see e-commercespecific versions and a minibus.
No stranger to this fuel-cell hydrogen technology,
Daimler pioneered this alternative-fuel source within its
car and bus divisions. Merits of fuel-cell drive include long
range, low systems weight allowing for creative design, and
fast refuelling.
With the interaction of battery and full-cell drives in
the Sprinter F-Cell, an electrical output of 147 kW is
developed with torque levels at 350 Nm. Three storage
tanks in the chassis frame store a total of 4,5 kg of

ITOY e xc lus iv e

hydrogen – enough to provide a range of 300 km.
An additional larger tank can be added to the rear
(garage) section of the campervan to add another 200 km
to the range distance. A further 30 km can be provided
through the on-board plug-in hybrid system.
“All the commercial ranges will be offered with an electric
drive – starting this year with the eVito and in 2019 with the

need for a long range and short refuelling times. Our
research shows that the fuel cell can represent a sensible
expansion of the powertrain line-up in a number of
different applications in both the commercial and private
arenas.
“The Concept Sprinter F-Cell provides an insight today
into the possibilities of the future,” he concluded. F

Range distance, reliability and
commercial viability will attract
customers from owner-drivers to
large fleet operators.
eSprinter. With these, we will already cover many, but not
all, user cases with a zero-local-emissions powertrain.
“For this reason, we are enhancing our eDrive@VANs
strategy with fuel-cell drive, which offers substantial
medium-term opportunities, especially in long-distance
operation – regardless of whether a fuel-cell vehicle is
used as a motorhome or in other commercial applications,”
stated Volker Mornhinweg, head of Mercedes-Benz Vans.
“The potential of this technology is undisputed. That
applies above all to comparatively large vans with a

Watch t h e M e rce d e s -B e n z eS p ri n t e r i n
act i o n i n H amb urg

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.

2018
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Danger, love and the
“Food” with no brakes

Truck dri vers in Colom b ia a r e a l lowed to c h o ose t h e n u mbe r o f h o u r s t h at t h e y wo rk.
They sleep i n h ot el s , or hosp eda j es , a n d o f t e n dr i v e v e h i c l e s bu i lt deca de s ag o . H av i n g
only half a bra k e pa d is no prob l em in t h i s co u n t ry, as lo n g as t h e e n g i n e br a ke st i ll
wor k s , wr it e s RICHARD KIENBERGER

he reports about Colombia in the world’s
media over the last couple of years focused
mainly on cocaine, drug trafficking, or the
civil war – which is regarded as the longestrunning on earth.
Towards the end of 2016, the Latin American republic
created some positive news. The civil war seemed to lose
its impetus after the peace contract was signed between
the government and the largest rebel group, FARC. For
achieving this, Colombian President, Juan Manuel Santos,
was awarded the prestigious Nobel Peace Prize.
Most Colombians are fully aware that the civil war has
tied up too much of the country’s economic resources, and
that there is a need for strenuous efforts to transform this
shadow economy into one that is sustainable with noncriminal structures, and to overcome the enormous social
gap experienced by so many citizens.
It’s probably not correct to comment on people without
really knowing them, but the half-naked man washing cars

T
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or trucks beside Autopista 25 does not give the impression
of happiness. His job earns him only couple of pesos.
He lives just beside the road in a kind of cavern. His wife
lounges drowsily in a hammock, waiting for another day
to pass by. She doesn’t even take notice of the clients her
husband serves; who rank much further up in the social
hierarchy.
Taking a job as a truck driver means hard work, but it is
a good basis for a decent living. In Colombia it’s possible
to make good money, even with an old truck. “A couple of
years ago business was bad, but it has become splendid
again,” says the owner of a black bonneted Mack built in
1978. He adds that, despite its age, his truck is in good
shape.
Juan, another driver, confirms this: “At least the truck is
paid for,” the former bus driver laughs. The vehicle is used
as a mobile shop nowadays and requires water at each stop
on the strenuous tour through the mountains.
It carries a heavy load of sacked corn that Juan has

Trave lling truc ke r

packed in together with his buddy Darwin. Juan claims that
the truck was built in the early 1950s and that the engine
was refurbished 20 years ago. Also, the bonnet of the truck
seems to have been taken from a younger model...
Considering the age of the trucks and the challenging
topography, talking about service intervals becomes
another spin in Colombia. Not many of them see a whole
week pass without any technical problems.
It’s a Sunday afternoon when José Florez and his son
prepare the old CAT engine in his Kenworth truck – made
in 1984 – for the week ahead. José-Jeffrey is ten years old
and he loves the job of his papá. Whenever possible they
team up for a tour.
The Kenny, owned by a patron, is combined with a
special tipper trailer in a configuration seen quite often in
Colombia. The tipper is separated into two parts, with the
front tipping sideways and the rear part tipping backwards.
Florez’s average daily mileage is around 350 km. He earns
>
a salary plus a bonus for each trip he makes.

It’s not unusual for truck drivers in
Columbia to be accompanied by
their wives or children.

A b ov e : The black bonneted Mack truck pauses beside the road.
Top R i g h t : A roadside car wash earns a few pesos, but being a
truck driver is a basis for a decent living.
R i g h t : Trucker Andres and his son in their old Fiat 673 N.
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It’s not unusual for truck drivers in Columbia to be
accompanied by their wives or children. We come across
another father-son team on the road in an old, stocky tipper.
This Fiat 673 N was built in 1980. The truck seems to be in
good shape; this series was probably well built as there are
many of them still on the road.
The Dodge owned by Kewin is entirely different. He takes
his pregnant wife along on the road on a 350-km ride over
hills in a draughty truck... There is no guarantee that the
Dodge (which is loaded with heavy metal parts) will make it
back home to the outskirts of Bogotá.
Most of the truck drivers know exactly how to make
it through the narrow and hilly roads. They drive with
precision and have to keep calm, even when on some
stretches the maximum speed does not exceed 30 km/h
for hours on end.
Cesar Correa has worked as a truck driver for more
than 27 years and gets his truck washed a few miles out
of Bogotá. He is married and a father of two children.

Co lo mbia’s roads:
Cha ll enging and
e xp ensive
Part of Colombia’s topography comprises flat
lowlands, especially in the coastal areas and the
eastern region. Most of the rest is covered with
mountains and, thus, many of the trunk roads
– such as the link between Cali and Medellin
– consist of challenging hill climbs and steep
meandering downhill sections.
Colombia’s road network extends to 141 374 km
(South Africa’s is over 950 000 km). With a total
length of just 900 km, the railway network carries
a negligible share of the cargo being transported.
Some of the railway connections were built to
ship natural resources.
The roads are so-so. A few of them are in an
astonishingly good condition, as the government
has privatised most of the supra-regional roads.
Of course, the private concessionaires ask for a
high toll fee.
If truck drivers take the road from Cali via
Yumbo and Buga to Medellin, they have to open
their wallets for the first time after just 35 km. Any
of the usual six-axle-configurations have to pay
some 38 500 pesos (R177). Only 45 km further
up the road, the next toll post requires another
35 900 pesos (R165) – and this continues all the
way to Medellin.
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The truck he’s driving for a company in Bogotá is a white
International tractor. He drives an average of 2 000 km per
week, which is more or less the same as most drivers. There
is no legal limit on driving time...
“We drive until the job is done, or until we are too tired to
continue,” says Correa. When they have a rest, it’s not in the
truck – there are hardly any trucks fitted with sleeper cabs
in Colombia. The drivers go to bed in a hotel or hospedaje.
Cesar admits that the job is dangerous in Colombia
as there are many accidents. According to statistics, the
number of annual traffic deaths in this country reach almost
17 fatalities per 100 000 people – approximately four times
higher than in Germany.
The anarchistic driving style and the poor technical
condition of many vehicles contribute to the high rate
of accidents. Sometimes it seems that the drivers of city

They drive with precision
and have to keep calm, even
when on some stretches the
maximum speed does not
exceed 30 km/h.

Trave lling truc ke r

buses and long-distance coaches are the worst of all. It’s
easy to find wrecks of buses, cars and trucks that have just
turned over.
Then there is this old “Food” (on the bonnet the “R” was
replaced by an “O”) which is jacked and parked beside
one of the many toll stations. As the left front wheel is
dismantled, it’s possible to have a look at the brake pads;
which are in a desperate, worn-out condition.

“The bearings are broken,” says the man next to the truck,
who claims to be the mechanic waiting for the driver, who is
trying to find the spare parts needed. “The brake pads are
OK and will last for many more kilometres,” he says.
When sitting in an aeroplane, many people in Latin
America cross themselves just before the take off. It would
probably be wise to copy this ritual before starting to drive
on Colombia’s roads. F

Top le ft: An old truck from eastern Germany made by Ernst Grube
Werdau.
Above : Trucks display notices either side of their licence plates warning
cyclists against latching on and “towing” themselves ... they don’t seem to
have much effect...
Le ft: The old Ford (Food) truck with its rotten brakes awaits repair.
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global focus news

MAN at IAA: f e as t o f t ru c ki n g t ec hn o lo gy!
MAN has a treat of trucking innovations in store for
visitors to the IAA this month. These are in addition to
the bus, coach and van innovations that I reviewed in
the last Global Focus column (you’ll find it online).
The undisputed superstar of the trucking line-up at
the IAA will be the all-electric MAN eTruck. Based on
the TGM, this 6x2 is being delivered to nine Austrian
companies right now – and it’s a truly spectacular
vehicle.
I drove the vehicle in Berlin recently, at MAN’s preIAA press conference, and it astonished me – because
it’s so dynamic. Luckily someone told me that it
was loaded to 20 t; otherwise I would have falsely
reported that the truck that I tested was unloaded. It
certainly felt that way; we scampered around Berlin
quite effortlessly – and quietly, too, of course.
The 26-t vehicle incorporates batteries that can be
installed under the cab and on the side of the frame,
providing a range of up to 180 km. An electric motor
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mounted in the centre of the frame supplies 264 kW of
power, transmitting the 3 100 Nm of torque to the drive
wheels with no gears.
Designed to handle classic city logistics tasks, the
vehicle is suitable for a wide variety of different body
applications, from dry freight carrying or refrigerated
box vans to refuse-collector units.
MAN will also present its TG series (which has
been updated) at the IAA. The interior is all-new; I
reported on this late last year. The trucks also boast
Adaptive Cruise Control (ACC) with a Stop-and-Go
function to prevent driver fatigue as far as possible
on congested roads and in sluggish traffic situations.
The ACC works hand in hand with the Emergency
Brake Assist (EBA 2) and Lane Guard System (LGS)
safety systems.
Interestingly, in Berlin I discovered that truck drivers
cannot deactivate EBA anymore (MAN is the only
company that’s taken this decision) unless a transport

F ro m l e f t : The Lion show truck, the camera that can be retrofitted to MAN trucks and the interior of the show truck.

operator actually insists on this – and, let’s face it, who
would? I think it’s a brilliant move.
Some truck drivers don’t like the feature and so they
have switched it off in the past. Now they won’t be able to
do this – and I’m thrilled. The roads will be so much safer
as a result (assuming, of course, that they’re populated by
MANs). No doubt many will still switch off LGS; I have yet
to speak to a driver who likes this feature on any brand
of truck.
Speaking of technology and safety, MAN is also
launching a camera on the right-hand side of its truck
cabs at the IAA. It can be retrofitted to the TGL, TGM,
TGS and TGX series. This will help drivers to see what’s
happening in the blind spot.
Finally, IAA visitors will most certainly be wowed by
a magnificent MAN TGX 18.640 show truck – called

the Lion. It boasts a silver XXL cab featuring a beautiful
roaring lion on both sides. My favourite feature of the
truck is the MAN logo that’s projected onto the ground
by the courtesy light.
The interior is quite beautiful and it boasts more
beige and black leather than a herd of cattle. Naturally,
the leather backrests feature an embroidered lion. The
footwell’s stitched leather mats, which are illuminated in
blue, look almost too elegant to step on!
The truck is powered by a six-cylinder D38 engine,
which generates 477 kW (640 hp) of power and
3 000 Nm of torque. It also features the MAN TipMatic
PROFI automated 12-speed gearbox.
I predict that this truck will be surrounded by crowds
of people at the IAA; get there early if you want to get up
close and personal with the Lion!
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D rive r l e s s t ru c k s r eady to hi t t he hi ghway!
Highway maintenance personnel take their lives into
their own hands – quite literally – when working on
German highways. As we all know, many highways in
that country have no speed limit – meaning that these
highways full of hurtling missiles.
The consequences of this situation are dire; deaths
are common. In fact, German researchers discovered
that road service staff face a risk that is 13-times
higher than equivalent workers (who are doing similar
jobs, but not working on highways).
Enter the Automated Unmanned Protective Vehicle
for Highway Hard Shoulder Road Works (or aFAS),
which has been developed by MAN and various
industry partners (BASt – Federal Highway Research
Institute, Hesse Mobil – Road and Traffic Management,
Karlsruhe University of Applied Sciences, Technical
University Braunschweig, ZF, Wabco and Bosch).
The aFAS – the first Level 4 autonomous vehicle
on European roads – is a driverless truck that follows
a lead vehicle on the side of a highway. It travels at a
maximum speed of 12 km/h.
The concept is both impressive and brilliant. It could
save many lives, too, because, when an accident does
occur, it is always the rearmost maintenance truck

that’s involved. Some 50 of these trucks are written off
in the state of Bavaria each year alone!
The aFAS is one of the finalists in the inaugural Truck
Innovation Award (read more about this new award on
page 14 of this issue of FOCUS). I’m one of the judges
within this awards programme. Accordingly, I flew to
Austria recently to see the truck in action – and it’s
massively impressive.
I sat in the rearmost maintenance truck and it’s quite
spooky, sitting in a truck that has no driver behind the
wheel, but, according to the uber clever engineers
from MAN, it’s very safe for fellow road users. If, for
instance, a person or vehicle passes in front of the
driverless truck, it will simply stop.
This revolutionary truck (which truly is massive
news) operates in one of two driverless modes: follow
or coupled. When operating in follow mode, it trails
the lead vehicle by 100 m. When in coupled mode, it
is 10 m behind the lead vehicle.
The latter is used when exiting the highway, for
instance (the two vehicles need to be close together;
while perfectly safe, it’s not optimal for another vehicle
to jump into the gap between the two trucks ...
because then the driverless truck will stop).

Co o le s t ba k k i e e v er ?
My dear friend, Jarlath Sweeney,
editor-in-chief of Ireland’s Fleet
Transport magazine, brought
this incredible vehicle to our
attention. Sadly, it’s just a concept
– but isn’t it cool?
It’s the Civic Type R Pickup Truck, and it was built by a
specialist team from the product
engineering department at the
Honda of the United Kingdom
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Manufacturing (HUM) factory in
Swindon.
Codenamed “Project P”, the
Civic Type R Pickup Truck has
been modified and developed
from a standard road car to
create one of the fastest pickup
trucks on the roads. In fact, it
does 0-100 km/h in under six
seconds and boasts a top speed
of over 266 km/h! I want one.

global focus ne ws

Remot e- co n t ro lled
t ru c ks n ow avai lable!
I know exactly what you’re thinking: big deal; remotecontrolled toy trucks have been available for ages.
Well, I’m not alluding to toy trucks. I’m talking fullsized trucks!
Last month I visited Volvo in Gothenburg, Sweden,
and the company afforded me the opportunity to
drive trucks with the latest Volvo Dynamic Steering
(VDS). It’s mighty impressive; VDS makes the driver’s
job a lot safer and more enjoyable, too.
However, the really big news is that this technology
is now allowing the company to produce a truck that
can be controlled via remote control. I watched this
technology in action. It’s incredible stuff. Watch the
video! It will blow you away!

S can h e re to watch Vo lvo ’s
re mot e -co n t ro l l e d t ruck s

S n a p on ta rg e t
Regular readers of this column will recall that I
visited ZF, in Friedrichshafen, Germany, last month
in order to attend the company’s Technology Day.
We saw lots of amazing stuff – but this really takes
the cake, doesn’t it?
This is the Rinspeed Snap mobility concept. It
is made up of a “skateboard” in the form of the
Intelligent Dynamic Driving Chassis from ZF. This is a
platform specially developed by ZF for autonomous
electric vehicles. Depending on the application, you
simply click a body to the skateboard ... and off you

go! It is powered by a 50-kW electric motor and
it turns on a tickey, making it just perfect for city
traffic.
Naturally it doesn’t require a driver. However, it
can come with an optional “personal assistant” in
the form of an autonomous, intelligent robot to
accompany the occupants. The robot (which never
wants a wage increase, nor takes off sick) is happy
to help with running errands, carrying purchases, or
handling other tedious tasks.
We like.
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short hauls
G a i n i n g i n T h e g r a i n g ame
Van Tonder Transport is a family owned and operated
company that started with one truck in Kuruman,
Northern Cape in 1988. Since finding the ideal business
partner in MAN Automotive, it has grown to be one of
the largest, and most efficient, bulk grain transporters
in South Africa.
The Van Tonder Transport fleet consists of 57 MAN
trucks paired with custom grain trailers, which have
a capacity to carry approximately 39 t. This enables
the operator to haul 44 000 t per month over long
distances, or 100 000 t over shorter distances.
Van Tonder was introduced to MAN trucks only
one year after opening its doors and today its fleet is
exclusively MAN. Since then the transporter has covered
150-million kilometres with 110 MAN trucks. Flippie van
Tonder, director at Van Tonder Transport, says: “Since
the start MAN has stood behind its product, listened
to our suggestions and assisted where possible. This
formed the foundation of a long-standing business
relationship, which places cost efficiency at its core.”

An op t i m i s ed p ro d uc t
The transportation of grain is weight sensitive and
reducing the tare weight of vehicles results in the
ability to carry bigger payloads. Johan Mackay, sales
representative at MAN Truck South Africa, says: “With
this requirement in mind, we were able to make changes
to the chassis to reduce weight. Various specification
options have been introduced over time. More recently,
we went as far as altering the size of the compressor in
the 11 MAN trucks delivered earlier this year, to make
them more suitable for the environment in which they
operate.”
Danie van Tonder, director at Van Tonder Transport,
says: “MAN ProfiDrive driver training is another strategy
that we use to drive cost efficiency at our company.”
Drivers are sent to this tailored programme that covers
the latest MAN in-cab technology, as well as when and
how to use it. The course also includes coaching that
applies specifically to MAN trucks, in order to increase
efficiency and longevity.

St ri n g ent m ain te n a n c e
A core part of the transporter’s business philosophy is
to keep its rigs on the road and not in the workshop.
This requires a rigorous maintenance schedule and
addressing problems immediately when they arise.
As such, Van Tonder Transport has a MAN-approved
workshop on site. Its mechanics are well equipped and
regularly attend MAN training to keep them abreast
with the latest information and technology.
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MAN Automotive South Africa hands over 11 MAN TGS 26.440 6x4
BLS-LX to Van Tonder Transport at the company’s premises in
Waltloo, Pretoria.

Danie van Tonder says: “Having MAN approval means
that all services can be performed on site, minimising
downtime, while retaining our manufacturer’s warranty.
Over and above that, identifying and rectifying any
issues immediately helps to ensure the safety of our
drivers and other road users.”

Thr e e t im e s t he l ife
By the time MAN trucks at Van Tonder Transport are sold,
they are more than ten years old and have covered a
distance of approximately 1,5-million kilometres. Flippie
van Tonder says: “Since our finance is arranged over
three years, our trucks provide more than another seven
years of service after being paid off, which enhances
our return on investment.”
MAN buys the used trucks back from Van Tonder
Transport and sells them through its TopUsed division.
Danie van Tonder notes: “From cradle to grave MAN
stands by its product and ensures the lowest overall
cost of ownership.”

Pro fe ssio na l pa rt ne r ship s
“It is an absolute pleasure to have had such a longstanding relationship with Van Tonder Transport,”
enthuses Markus Geyer, MD of MAN Automotive South
Africa.
“The Van Tonder family sets an incredibly high
standard for customer service, professional transport
and hands-on management of the fleet. We value their
input into current and future product ranges, and take
on their suggestions because we know they are wellresearched and will optimise cost efficiencies across
the fleet, over time. We are proud to be associated with
this company,” he concludes.

short h auls

FAW b uil ds s o l i d fou ndat i o n wi t h t he DSD Gro u p
Die Sement Depot (DSD), part of several companies in the
Andre Mostert Vervoer (AMV) Group, is an enthusaistic
operator of FAW Trucks. Its ready-mix concrete products
are distributed through depots in Killarney, Kraaifontein
and Faure. It also delivers cement to its customers in the
Western Cape as required.
Andre Mostert, group CEO of the AMV Group, says DSD
is the fastest-growing ready-mix concrete supplier in Cape
Town, and has bought more than 90 trucks in the last five
years. He adds that he has plans to expand the company
into Durban and Saldanha Bay, where more trucks will be
required.
“The FAW trucks have stood the test of time. They are
fuel-efficient and durable, and the changes that have
been made to the FAW range, particularly the fitment of
ZF transmissions, have given me trust in the brand,” he
explains.
In total, the DSD Group operates 26 FAW ready-mix
trucks and is likely to increase this to 30 in the near future.
The Group initially bought two FAW mixer trucks – a FAW
35.340FC and a FAW 33.330FC – from the FAW Cape Town
branch. “We picked up complete trucks to the specs that
we required,” says Mostert.
Affordability was also a key factor. “FAW trucks are almost
half the price of their premium competitors. Finance was
also obtained easily, because FAW looked at our business
differently. It took the risk that other truck brands weren’t
willing to take. We see FAW as a good business partner.”
He says he appreciates the fact that FAW Cape Town has
highly experienced sales staff. “Dealing with Colin Buckley

and dealer principal, Vernon Rudman, has been a good
experience. They go the extra mile. It takes one call to sort
things out when we have issues and we can have trucks
on the road in two weeks from the date of order,” he says.
“FAW is the superior truck in my fleet. In fact, we haven’t
replaced a single FAW in five years,” he notes.
From a technical and vehicle-specification point of
view, knowing what works and what doesn’t in different
South African industry-specific construction environments
is important to Mostert’s company.
“Certain aspects, (like the design of the air filter) were
changed on our FAW trucks in China. FAW was happy to do
this at our request, in order to suit our unique operations,”
he explains.
“FAW is a flexible company and its decisions are not set
in stone. We see FAW as a fair-value brand and the only
truck that is affordable in these tough economic times,” he
concludes.

Th e l a b o u r -ou t s o u rc i n g s o lu t i o n
In July, the Constitutional Court ruled that contract
workers provided by labour brokers will be regarded
as employees of the client after three or more months
at their company. These employees, which include all
workers who earn less than R205 433 per annum, will
be entitled to the same benefits, prospects of internal
growth and job security as permanent employees.
While the ruling aims to prevent the exploitation of
workers by labour brokers, Arnoux Maré, MD of Innovative
Staffing Solutions (ISS), says that millions of workers
could lose their jobs when their contracts run out.
He advises companies to consider outsourcing rather
than retrenching employees if permanent contracts are
not an option. All ISS staff are permanently employed
and enjoy the associated benefits, with no additional
responsibilities for the client.
Maré notes: “We employ more than 10 000 permanent
staff in a variety of sectors. Should a contract be
terminated, the employee is simply redeployed.
“With this approach, we are creating sustainable
employment, which ensures workplace stability and

continued security for workers and their families.
It is the outsourcing company’s role to source the
relevant skills and contractually employ the person
on a permanent basis. These companies are also
responsible for developing and retaining key technical
skills and keeping abreast of industry trends,” he
continues.
Maré adds that ISS is invested in training and has
one of the best training programmes for drivers. Some
drivers have been at the company for seven years,
indicating a low turnover.
He concludes: “We welcome the Constitutional Court
ruling as it has effectively changed the lives of hundreds
of thousands of workers for the better. The groundbreaking judgement has essentially freed low-paid
workers, who are often exploited by labour brokers, and
will give them much needed security.
“In the past, the majority of these workers could not
apply for a loan or a house bond due to their temporary
employment status. The status quo has now changed in
their favour.”
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supplyc h ain fo r e s ig h t
go es Gre e n
The 2018 Barloworld Logistics supplychainforesight
study has created a snapshot of the state of green
supply chains in South Africa and garners an insight
into the psyche of local supply chain leaders when it
comes to environmental practices.
Not unexpectedly, the research found that as many
as two-thirds of respondents have adopted some
environmental policy within their organisations, but
that such practices are still considered to be tick-box
exercises driven by compliance requirements, and
not real value-creating activities.
“The lingering opinion within local organisations
that environmental practices are a grudge cost is
a short-sighted view”, argues Sarah Lubbe, senior
marketing and PR manager at Barloworld Logistics.
“There is mainstream, empirical evidence to show
that our natural resources require urgent care and
attention.
“Added to this is a growing change in consumer
behaviour to emphasising the ethical nature
of products, in some cases even above price
considerations. These factors create a need to
examine every aspect of a product’s value chain if
organisations want to retain or grow market share
over the long term.”

According to Lubbe, the latest supplychainforesight
data indicates that local businesses are indeed
adopting tactical waste-management and emissions
programmes, but that these are reactive at best.
“We all need to review our products, our supply
chains, our suppliers, indeed every step within the
lifespan of a product, to make sure that it treads
softly, moves cleanly and leaves little trace behind,”
concludes Lubbe.
You can find the full supplychainforesight “The
Green Revolution” report on the FOCUS website to
learn more about the topic and study results.

Co mmerc i al vehi c le sale s
r ep o rt fo r Ju ly 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.
Light Commercial Vehicles < 3 501 kg
Fiat Chrysler Automobiles South Africa
Ford Motor Company
GWM
Hyundai Automotive SA
Isuzu Motors South Africa
JMC
Kia South Africa
Mahindra
Mazda South Africa
Mitsubishi
Mercedes-Benz SA – estimate
Nissan
Peugeot Citroën South Africa
Renault
Suzuki Auto
Tata
Toyota
Volkswagen SA

Total: 13 458
38
2 563
153
295
1 165
40
112
334
31
38
70
2 850
11
4
40
34
5 179
501

Medium Commercial Vehicles 3 501 – 8 500 kg
Ford Motor Company
Hyundai Automotive SA
Isuzu Motors South Africa
Iveco
JMC
Mercedes-Benz SA – estimate
Peugeot Citroën South Africa
Tata
Toyota
VECV South Africa
Volkswagen SA

Total: 701
3
16
195
63
10
146
7
36
173
7
45

Heavy Commercial Vehicles 8 501 – 16 500 kg
FAW
Isuzu Motors South Africa
Iveco
MAN Automotive
Powerstar
Mercedes-Benz SA – estimate
Tata
Toyota
VECV South Africa
Volvo Group Southern Africa

Total: 527
55
181
4
7
1
43
50
98
3
85

Extra-Heavy Commercial Vehicles > 16 500 kg
Babcock DAF
FAW
Isuzu Motors South Africa
Iveco
MAN Automotive
Mercedes-Benz SA – estimate
Powerstar
Scania
Tata
Toyota
Volvo Group Southern Africa

Total: 1 001
27
16
35
22
125
229
32
192
10
42
271

Buses > 8 500 kg
Isuzu Motors South Africa
Iveco
MAN Automotive
Mercedes-Benz SA – estimate
Scania
Tata
Volvo Group Southern Africa

Total: 86
4
15
26
12
14
4
11

*Source: National Association of Automobile Manufacturers of
South Africa (Naamsa).
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Bus f eat u r e

Cross the “t”
and dot the “I”
Taki ng m eti culous ca r e to com ply w i t h l eg i sl at i o n i s i mp o rta n t, bu t t h i s ca n be
challengi ng w it h t he f luid nat ur e of p o l i c i e s i n S o u t h Afr i ca . MARISKA MORRIS ta ke s a
look at s om e of t he t r a ns port l eg i sl at i o n u p dat e s a ffec t i n g bu s o p e r ato r s

here are a few changes awaiting the
transport industry as the National Land
Transport Act (NLTA) Amendment Bill and
the Administrative Adjudication of Road
Traffic Offences (Aarto) Amendment Bill
appear before the National Council of Provinces (NCOP)
for finalisation, with a few others published for public
comment.
At the 2018 Southern African Bus Operators Association
(Saboa) annual conference, advocate Alta Swanepoel
discussed some of the changes expected following the
implementation of these pieces of legislation.
She explained that the NLTA and Aarto Amendment Bills
still need a date for the NCOP to vote, after which they will
be implemented.

T

Dea li ng di ff er e n tly w i t h tr affic f i ne s
The Aarto Bill will, arguably, have the biggest impact on all
transport operators. Under this Act, certain traffic violations,
such as speeding, will be dealt with under administrative
law rather than criminal law. Drivers will no longer face
criminal charges for small traffic infringements, instead they
will receive traffic infringement notices and a fine.
Failure to prove innocence, or pay the fine, will lead
to demerit points. If a driver has more than 12 demerit
points, their licence or professional driving permit will
be suspended. The owner of the vehicle involved in the
infringement will be held responsible. A driver’s infringement
record is, however, private and can be accessed by a third
party only with the permission of the driver.
Therefore, transport operators need to implement
measures to identify the driver of the vehicle. Transport
operators can, for example, install cameras to capture
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video footage inside the vehicle.
Operators should also consider revising employee
contracts, or signing disclosure agreements, to stay up
to date on any demerit points against a driver. Some
infringements, such as drunk driving, will remain under
criminal law with a potential criminal record and prison
sentence.

Ope r at ing l ic e nc e s, pe r m it s a nd
l ic e nc e r e ne wa l
The NLT Amendment Bill states that an operating licence
applies only to vehicles that fall into the same category.
Operators will need to apply for separate operating licences
for vehicles that fall under different categories.
The Road Traffic Management Corporation (RTMC)
amended its transaction fees, which impacts vehicle
licence renewal fees. Swanepoel noted: “Operators might
have felt it after February this year. RTMC changed its
national administrative traffic information system (NaTIS)
fee from R42 to R72 per vehicle licence.” She added that this
fee might increase further.
The Department of Transport has indicated that it will
look towards licence fees as an avenue of funding. The
Cross-border Road Transport Regulation, published for
comment in March, also proposes new tariffs for crossborder transport permits.

Up sk il l ing roa d use r s
The Draft National Transport Policy, published for
comment in February, proposed specialised, traffic-control
programmes and retesting of drivers to improve the driving
skills of road users.
“Even drivers who have had licences for many years

B us f e ature

passed, there will most likely be a timeframe in
which transport operators must comply.
This change might affect the number of
passengers a vehicle may carry. It is of particular
concern to transport operators who rely on filling
a vehicle to capacity. These operators might need
to increase their fees to accommodate this change
in legislation.

Roa dwo rt hy c e rt ificat io n, speed
gove r no r s a nd dr iving l im its
The 22nd Amendment to the National Road Traffic
Regulations (that was published in 2014) has been
approved, but some of the amendments still require
implementation dates and are not yet in force. It
will, however, be useful for transport operators to
take note of some of these amendments and plan
accordingly.
Under the updated regulation, vehicles older
than ten years, determined by the date of first
registration, will need to go for roadworthy tests
every 24 months. Vintage or classic vehicles,
which are older than 20 years and travel less than
10 000 km a year, are exempt. Operators will have
to budget for the bi-yearly roadworthy test or
consider renewing their fleet.
These amendments also include a regulation
that requires all minibuses, buses and goods
vehicles with a gross vehicle mass (GVM) exceeding
3,5 t and registered after December 1, 2016, to be
fitted with a speed governor and limited to their
specific speed limit.
Under this legislation, goods vehicles over nine
tonnes are limited to 80 km/h, while buses,
minibuses and goods vehicles over 3,5 t are
limited to 100 km/h. Bus drivers, who operate
vehicles with a GVM of more then 3,5 t, will
also have limits imposed on their driving time,
compulsory rest periods and will need to keep a
log book.
According to Swanepoel, drivers may drive a
maximum of five continuous hours, or 400 km. A
maximum of 15 hours in a 24-hour period is allowed with
a required 15-minute resting period every five hours or
400 km. The driver needs to have a minimum of nine hours
continuous rest in every 24 hours.
If the journey takes more than 15 hours, a driver will be
required to stop over and rest at “an adequate sleeping
facility with sufficient sleeping space for an adult”. F

A maximum of 15 hours in a 24-hour
period is allowed with a required
15-minute resting period every five
hours or 400 km.
will be retested to see if they are still capable of driving,”
Swanepoel explained. The draft also proposes special
traffic courts, compulsory attendance of traffic schools
and allocating a percentage of the roads budget for trafficcontrol purposes.

M as s of pas s e n ge r s
The 25th Draft National Road Traffic Regulation Amendment
was published in April. A very important proposed change
to the regulation is the increase in the mass of a person.
Swanepoel noted: “The mass of a person, used to calculate
the number of persons that may sit in a vehicle, increased
from 68 to 71 kg.” She added that if the Amendment is

Acce s s t h e f ul l p re s e n tat i o n o n
l egi s l at i o n up dat e s gi v e n at t h e Sab oa
Co n f e re n ce
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SATC 2 018

What to do with
the charging bull?
Should Sout h Af r ica b e r et hink in g i t s a p p roac h to p u bl i c t r a n sp o rt r e fo r m?
Gavi n Myers at t end ed t he 2018 S out h e r n Afr i ca n T r a n sp o rt Co n f e r e n c e to f i n d o u t

here are we with public transport?” began
Henrie Schalekamp, research officer at the
University of Cape Town (UCT) Centre for
Transport Studies. “What do we do with rail?
Is it so dysfunctional that we abandon it – or
should we try to revitalise it? Bus services fall into no-man’s
land... Many are legacy services that service demand that
we don’t necessarily have any more; frequencies are low
and state funding is high.
“Bus rapid transit (BRT) has its own particular dynamics:
It’s so expensive to operate, because land use in South
Africa’s cities is very spread out compared to the highdensity cities in South America, where the BRT concept
emerged.
“The other reason is that the peak to off-peak ratio is
also very high (Johannesburg’s Rea Vaya experiences ninetimes more riders at peak times). So who should pay the
operating-cost subsidies?” he asks.
Then, of course, there are minibus taxis to consider.
“This is the biggest mode of transport in the country:
minibus taxis transport about two thirds of publictransport passengers. It’s a charging bull of small vehiclestransporting South Africans in many different applications;
yet we understand it poorly and it receives no subsidies
from government,” he stated.
It was, therefore, no surprise that this sector held the
focus of the panellists in the session on public-transport
reform.
“One of the biggest things missing from South Africa’s
public-transport plans has been to look at what we have –

“W
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instead of starting with something new and then trying to fit
in what we have,” Schalekamp stated. He added that there
is much that can be done in partnership with the minibustaxi industry to fix public transport in South Africa.
“Yes, the minibus-taxi industry has many problems –
there is a dissonance in how owners and drivers see their
vehicles (day to day) and what government envisions
(in the long term). Cash is preferred by operators and
passengers. Their management should be better despite
established business models. Drivers receive no wages,
but must reach certain targets in order to earn an income,”
he explained.
However, he said, this means there is room for innovation...
“There are stakeholders getting involved to do things
differently,” Schalekamp said.
The various initiatives include:
• Working within existing national and city frameworks to
improve public transport (GoGeorge is an example of
thinking differently);
• City and taxi stakeholders engaging outside of
government, such as the Gautrain bus services partnering
with taxi operators;
• Fleet and infrastructure improvements, such as the taxi
recapitalisation programme, dedicated rights of way and
formal ranking facilities;
• Professional development initiatives; and
• Implementation of ICT tools such as mapping services or
cashless fares.
“Cities are beginning to look beyond infrastructure to
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facilitate change in the taxi sector. The work culminated in
a Cities Workshop in March, to see what goes into planning
and what needs to be refocused.
“However, with 200 000 taxis in the country it’s impossible
to engage with all business owners. So we have to break
down the process and also understand the different
dynamics. We’ve found that the industry’s members are
receptive to an open mindset and willingness to work as
partners.” Schalekamp noted.
This is especially important, he said, when one considers
the history of distrust associated with the minibus-taxi
industry. “The key is to build trust on a person-to-person
basis. It’s a large effort of transparent discussion.

The biggest challenge, however, is convincing operators
to concede their licences in order to be shareholders in a
transport operating company.”
A pilot project that was implemented in Mitchells Plain
during November 2017 is already proving the operational
benefits.
Over in eThekwini, Moja Cruise (a voluntary incentive
programme designed to change the behaviour of the
minibus-taxi industry) has been implemented. The
programme does not force minibus-taxi operators to form
companies, but is designed to change their behaviour
within their current operations.
The project aims to improve the reliability and safety

It’s not always
desirable to
replace minibus
taxis with BRT,
especially on
feeder routes.

There are, however, pockets where this is already
happening. The first is in Cape Town, where the minibustaxi industry is being incorporated into the city’s integrated
public transport network.
“MyCiTi has taught us some lessons... It’s not always
desirable to replace minibus taxis with BRT, especially
on feeder routes. Taxis offer a more frequent, flexible
service, which users prefer,” explained Abdoul Bassier,
director: regulations at the Cape Town Transport and Urban
Development Authority.
Limited funding bore a hybrid idea – where minibus
taxis are crucial in rendering services in an integrated
way. “If we cannot transform the industry we will struggle to
implement an integrated public transport network (IPTN).
Improving minibus-taxi services is one of our top-four
concerns, and we want to improve conditions for taxi
passengers, operators, other road users and government,”
Bassier added.
To do so, the city has created a minibus-taxi transformation
strategy model.
Said Bassier: “We have to change the business model
of the industry to be operator run and controlled. This
will provide better incentive, and operators should see
immediate benefits and reduced destructive competition.

of public transport; develop and empower drivers and all
other stakeholders within the region’s minibus-taxi industry;
as well as to track the vehicles to generate information in
aid of future planning (the city foots the bill for the fitment
of the devices).
Analytics of the tracking data will also help with driver
and operator scoring, which will dictate the remuneration
they receive. All vehicles will be branded.
An important pilot of Moja Cruise is to implement it
between key nodes and the King Shaka International
airport. It will also provide feeders to the integrated rapid
public-transport network (IRPTN). Once the project reaches
a certain point, the city plans to formalise the participants
into companies that can be incorporated into its IRPTN
operations.
Participation in Moja Cruise is a prerequisite to get involved
in the city’s transportation transformation programmes.
Currently, the programme is in its second phase where
500 vehicles are being piloted. It will come up for review
in November and the aim is to implement a full roll-out of
2 500 vehicles by 2019.
The municipality is currently paying for the project, with
no funding being providing by the National Department of
Transport at this point. F
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in the next issue
You have a lot to look forward to! Don’t miss these amazing features in the next issue of

Trailers,
and IssueTransport
monthwith Buses,
coaches
and
World
on Wheels:
FOCUS ON bodies,
TRANSPORT.
9 will be packed
fabulous
stories
and articles.
Look
out for:
tankers
feature
public transport
Middle East

FOCUS takes a look at how
transport operators can
prepare for the impending
ban on high-cube containers
and how to protect trailers
from fire and theft.

What is the government’s
vision for transport going
forward? How can industry
contribute to this? FOCUS
investigates.

FOCUS explores the
underlying factors that have
caused both successes
and delays in South Africa’s
integrated public-transport
network (IPTN) projects.

Many countries in the Middle
East are committed to the
global trend of building smart
cities. FOCUS takes a look at
the impact on the transport
and logistics sector.

Local deliveries/
FMCG

Aftermarket
focus

FOCUS on
Aerodynamics

Electra Mining
Africa expo

We find out what it takes to
be competitive in the highly
competitive field of delivering
fast-moving consumer goods.

There is currently a trend
of installing additional
lights on vehicles in South
Africa. What are the legal
implications of this? Read
this before you light up...

Aerodynamics are crucial
in ensuring good economy
and comfort from a
truck. Needless to say,
the science has evolved
somewhat over the years.

Electra Mining Africa comes to
Johannesburg this September.
FOCUS will be in attendance
to bring you all the latest from
the mining industry.
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