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Welcome to the future
The wait is over – our new truck generation has 

now been unveiled – and in celebration of that 

I am delighted to present to you this special 

edition of Scene Scania magazine. As well as 

a new design look, regular readers will notice 

the format is slightly different to our usual 

publication. That’s because in addition to our 

product news we have taken the opportunity 

to share with you a series of unique behind-

the-scenes insights into the work of our 

development teams. 

These are presented as a collection of 

articles interspersed with themed features 

we have commissioned to complement the 

arrival of our new truck generation. From the 

adventures of Sir Ranulph Fiennes to the passion 

of Muhammad Ali to the engineering excellence 

of the Flying Scotsman, each feature tells a story 

of excellence, endurance and performance of 

the finest kind, qualities I believe are contained 

in abundance within our new trucks.

In announcing our new range, Scania’s 

President and CEO Henrik Henriksson said, 

“It is with hearts bursting with pride that my 

colleagues and I are presenting the products 

and services that will carry us and our 

customers far into the next decade.”

We in the UK share that pride. For with our 

new truck generation we are taking a giant step 

into the future by introducing new technologies, 

services and insights that help give an overview 

of both costs and revenues. In doing so, our aim 

is to help our operators achieve sustainable 

profitability, regardless of the industry they 

work in or the type of application.

The models we have launched to date 

are just the first examples from our new range. 

Further variants will now be continually added 

until the line-up is complete, at which point we 

will have our most customer-focused product 

offering ever. Until then, we also will continue 

to offer our existing trucks; the tried and tested  

P, G and R series models that have been 

stalwarts of the industry for many years. As I 

write, those trucks are our best ever in terms 

of their fuel efficiency and outstanding uptime, 

traditions I am sure our new range will not only 

continue, but take to a new level.

This edition of Scene Scania is dedicated to 

our new truck generation, iconic achievements 

and performance at the leading-edge. I sincerely 

hope you will enjoy what you read here and very 

much look forward to your feedback on our new 

vehicles over the coming months.

Claes Jacobsson

Managing Director 

Scania (Great Britain) Limited
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In addition to an ongoing investment in facilities – such as Scania 

Maidstone, Scania Inverness and the new planned Warrington 

development by independent Scania dealer Haydock Commercial 

Vehicles – Scania’s Learning, Development and Process 

Improvement team has been busy preparing key staff in readiness 

for the arrival of the new vehicles.

The first stage in the process took place a while back when 

the company’s Technical Instructors visited Sweden for training 

in the new product.  Since their return, they have been preparing 

courses for network staff and by the time the first new vehicles take 

to the road each branch throughout the UK will have staff qualified 

to deal with their maintenance and upkeep.

The second stage is a comprehensive training programme 

for all remaining Scania Technicians to ensure the network is fully 

prepared when volume deliveries commence.

Sales Training
Members of the sales force have also now received training on the 

new product range.  This was carried out in Sweden, where a team 

of Sales and Aftersales specialists linked up with their Swedish 

colleagues to deliver detailed training on the new truck generation.

In addition to product news, the team also learnt about 

changes in the way in which they will be presenting the new range.  

The new Tailor Made Applications (TMA) specification system 

being introduced (see page 18) means that vehicles will be more 

adaptable to purpose than ever before.  Together with TMA, the 

sales force will use their skills, knowledge and experience to 

ensure the new truck generation vehicles they deliver are fully 

optimised and ideally suited to meet the needs of their owners.

Train the Trainers
During October all Scania Driver Trainers and Handover Specialists 

from across the network will be attending a special conference to learn 

about the new truck generation and the best handover techniques to 

ensure customers maximise their total operating economy.  

In addition to hands on experience with the new range, the 

Driver Trainers will also be shown a new customer handover app 

and be briefed on the future plans for Scania Optimise Services, 

the business area which manages driver development and on-

going coaching.

FORWARD PLANNING

The introduction of a new model range brings with it a major training requirement.  
Here’s a round-up of what has been happening behind the scenes to ensure the Scania 
network is ready when the new truck generation arrives
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Sustainability is a key element within the 

philosophy underpinning Scania’s new 

truck generation. Defined by the United 

Nations as comprising three ‘pillars’ – 

Environment, Society, and Economy – 

sustainability is something which affects 

the daily lives of all of us. The fact that the 

transport industry has a major impact on 

each of these areas means sustainability 

is a challenge to which all commercial 

vehicle manufacturers must rise.

For its part, Scania has long 

championed environmental measures 

designed to reduce the effects of 

its products and production on the 

environment. From early developments 

such as turbo-compounding to the 

introduction and continuous upgrading 

of environmental impact minimising 

production facilities, Scania’s position 

as an organisation committed to 

environmental protection measures is 

firmly established at the leading-edge.

Scania also acknowledges its 

responsibilities as a member of society.  

This manifests itself in many ways, from 

cleaner, quieter vehicles to initiatives such 

as the Stay Safe With Scania road safety 

training programme for vulnerable road 

users. Here, Scania has produced sufficient 

resources to teach 10,000 schoolchildren 

about the road risks associated with cycling 

and walking in proximity to commercial 

vehicles. Additionally, the programme has 

been made freely available online at a 

dedicated website (www.stay-safe.co.uk) 

for any interested party to download.

Economy too is fundamental to 

Scania, and here the company’s stated goal 

for many years has been to deliver the best 

possible operating economy by way of the 

most fuel efficient vehicles and optimised 

service routines.

Now, by further developing both 

these vital aspects of transport operation, 

Scania’s new generation trucks take the 

principle of total operating economy a 

step further through the introduction of 

Tailor Made Applications (TMA) whereby 

vehicles are individually specified to 

maximise their performance and uptime 

in relation to the use to which they will 

be put. You can read more about TMA on  

page 18 of this edition of Scene Scania.

Driving  
         the shift
to a more sustainable future
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Taking a  
     holistic view
Three principal elements define     
      Scania’s approach to sustainability 
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Smarter transport
Maximising utilisation maximises profit 

potential and here Scania employs a range 

of technologies, both on and off the vehicle, 

to support its customers.  

Connectivity – the umbrella name for 

systems which facilitate the exchange of data between the truck 

and the fleet manager – represents the bridge to the future here.  

That’s because the intelligence supplied via connectivity has 

the potential to significantly improve and enhance efficiency in 

operation.

Connectivity provides valuable insight into how vehicles are 

used in real time.  Scania uses this information to develop and tailor 

its products and services more closely than ever to precise market 

needs.  It also allows Scania to be more efficient and proactive in its 

servicing and maintenance regimes to ensure uptime is maximised 

in every case.

All of this comes over and above Scania’s established OnBoard 

solution which uses telematics data for routeing, scheduling and 

maximising driver and vehicle performance.  The introduction of 

Scania’s new truck generation also sees a raft of enhancements to 

OnBoard.  Find out more about the latest developments on page 60.

Alternative fuels
Fossil fuels dominate the global vehicle 

parc’s energy supply.  Biofuels currently 

account for only around two percent of 

total transport fuel.  In order for the heavy 

transport sector to reach climate targets, 

alternative fuels need to gain ground in the 

coming years.  The greatest challenge is not to develop engines 

that operate on alternative fuels, but to match  their performance to 

that of the traditional diesel engine.  

Scania pioneered alternative fuels more than 30 years ago 

with the introduction of bioethanol buses. Today, the company 

offers engines that run on all commercially available alternatives, 

including compressed and liquified biogas, biodiesel, HVO and 

bioethanol.  Applicable for every truck and bus operation, it is the 

market’s broadest range of vehicles running on alternative fuels.  

To qualify as one of Scania’s commercially viable alternatives, 

the fuel type must meet three crucial criteria: It must reduce carbon 

dioxide emissions, be available in sufficiently large quantities, and 

be reasonably priced.

Energy efficiency
Energy efficiency is all about using the 

least possible amount of fuel to get the 

job done.  Scania’s current Euro 6 engines 

– specifically the 410 and 450 horsepower 

SCR-only models – have repeatedly proved 

themselves to be the most efficient in the industry in independent 

press tests conducted throughout Europe. Now, with further 

improvements and enhancements made, Scania’s new truck 

generation is capable of producing additional savings of up to five 

percent in long haulage operations.

Energy efficiency is an area where many of Scania’s skill sets 

come together; optimised specification to ensure the truck is the 

right model for the job, the use of Scania OnBoard data in order 

to optimise performance, and bespoke maintenance routines 

optimised for the transport task in hand.  

In all of this, Scania acknowledges that the most important 

player when it comes to getting the best out of a truck is the driver.  

That’s why Scania Driver Services exists.  By using OnBoard data, 

areas for driver improvement can be identified and built into 

individually tailored development programmes.  Then, by providing 

on-going coaching, better performance can be maintained over 

time and higher efficiency targets set.

Scania’s range of alternative fuels
Biogas (compressed or liquified): The engine can be 

operated with biogas from a number of sources. Up to 90 percent 

carbon dioxide reduction. 

Natural gas (compressed or liquified):  A viable alternative 

to diesel offering up to 15 percent carbon dioxide reduction. 

HVO – Hydrotreated Vegetable Oil:  All Scania diesel trucks 

can operate on HVO with up to 90 percent carbon dioxide reduction. 

Biodiesel:  The engine runs on biodiesel as well as conventional 

diesel. Up to 66 percent carbon dioxide reduction. 

Bioethanol/ED95:  Scania has a long experience of developing 

and producing ethanol engines for commercial vehicle operations. 

Up to 90 percent carbon dioxide reduction. 

Hybrid:  A suitable choice for urban and suburban vehicles with 

a high frequency of stops and starts. Up to 92 percent carbon 

dioxide reduction. 
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THE INTRODUCTION OF SCANIA’S NEW 

TRUCK GENERATION HAS BEGUN WITH 

TWO CAB RANGES; THE R-SERIES AND THE 

S-SERIES, A NEW MODEL FEATURING A 

COMPLETELY FLAT FLOOR AND MAXIMISED 

INTERIOR SPACE.  BOTH ARE PACKED WITH 

FEATURES AND REPRESENT THE LEADING-

EDGE OF TRUCK DESIGN TODAY

Premium  
    redefined
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Scania’s new truck generation has seen 

the company’s unique modular design 

cab range fundamentally redesigned 

to meet demanding and varying 

customer requirements for now and the 

years ahead. The new vehicles have 

also been specifically developed to 

deliver uncompromisingly high levels of 

performance, with a pronounced focus on 

driver environment, interior space, safety 

and reliability.

The introduction will ultimately 

encompass 24 different cab models which 

will provide opportunities to customise 

optimal solutions for every customer 

application, regardless of whether the 

focus is on interior space, fuel economy, 

maximum comfort or load capacity. 

New models will now be continuously 

introduced until the line-up is complete.

Scania’s new truck generation is 

the result of ten years’ development. 

“Designing premium heavy vehicle 

cabs is a highly complex affair,” says 

Göran Hammarberg, Scania’s Head of 

Cab Development. “Visibility, comfort, 

legal requirements, ergonomics, good 

repairability, low weight and high safety 

are just a few of the many areas that must 

be accommodated, regardless of the 

application. We are extremely pleased 

with what we have achieved and are 

convinced these trucks will set a new 

benchmark in the industry.”

Premium  
    redefined
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With the new range comes a brand 

new cab: the Scania S-series. Featuring 

a completely flat floor and maximised 

interior space, the S-series is the clear 

choice for customers and drivers with 

the highest demands for space and  

living comfort.

“The new S-cab, without a doubt, 

takes us to a new level in terms of factors 

such as comfort, storage, spaciousness, 

ergonomics and field of vision,” says 

Göran Hammarberg, 

In addition to the eye-catching 

aerodynamic styling, there’s another 

notable change on the outside too, with 

the cab accessed by way of a user-

friendly and ergonomically shaped set of 

four boarding steps. “Those steps lead up 

to a workplace we believe will be loved 

by every driver who gets the chance to try 

it!” adds Göran Hammarberg.

‘S’ is for...
Space, Storage, Style and Sophistication
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When it comes to the new R- and S-series exterior, Scania has 

placed the greatest emphasis on aspects related to aerodynamics 

and, as a result, fuel consumption. All surfaces, including the front, 

the sides and even the underside have been optimised for the 

lowest conceivable drag. The exterior design is also built on an 

approach of asking the question of what the product stands for and 

what Scania wants to convey. 

“Early on in the project, we determined that we were more 

agile in our expression than our competitors, and also in our way of 

looking at what we offer as a brand,” says Kristofer Hansén, Head 

of Scania’s Styling and Industrial Design division. “It’s not just a 

truck, but rather a whole transport service. ‘Athletic’ was another 

word that resonated with us early on. We shouldn’t be some big, 

strong lump but rather a pedigree race horse. This, of course, all 

corresponds with the fantastic engine for which we are known.”

The guidelines for Scania’s new trucks were, thus, to continue 

to emphasise the existence of the powertrain, with a clear, big front 

cover and the surfaces around the truck serving as the aerodynamic 

coverings to a powerful interior.

“The design language is now more controlled, with sharper 

lines but at the same time a more accommodating roundness, 

instead of extreme angularity or simpler, trendier, round areas, 

which it would have been significantly simpler to build up a design 

around,” says Kristofer Hansén.

Another goal for Scania’s designers was for the new truck to 

be a market leader in terms of aerodynamics while at the same time 

incorporating features which were previously applied separately, 

such as the sun visor or extra wheel trim.

As part of the basic configuration, position lights and 

extra lights are now integrated within the bodywork so as not to 

negatively impact aerodynamics. This opened the way for using 

specific form elements which allow for the integration of new types 

of lamps in the cab and chassis, something that heavily contributes 

to how the new truck is perceived as a whole.

The design of the new dashboard has also been based on a 

desire to avoid inefficiency and clumsiness.

“Here we have tried to express a sense of ‘Agile Strength’ 

and ‘Flexible Power’,” says Kristofer Hansén. “Seen from above, 

the instrument panel has a wing profile which clearly delineates 

the driver side from the passenger side, or living room if you 

prefer. The panel the controls sit on is divided up into two 

segments, an upper and a lower part with an elegant horizontal 

step in the middle. This makes it easier to find what you’re looking 

for. You can also support your fingers on it and it makes selection 

easier and clearer than if we had used a large flat surface with the 

controls placed wherever.”

EXTERIOR APPEAL
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INNOVATION HAS LONG BEEN A HALLMARK OF 

THE SCANIA BRAND.  THE COMPANY’S NEW TRUCK 

GENERATION PROUDLY CARRIES THIS TRADITION 

FORWARD TOWARDS A MORE EFFICIENT AND 

SUSTAINABLE FUTURE
in

 m
ot

io
n

Chassis improvements to reduce drag 

include more performance steps for 

bumpers to address varying ground 

clearance and a new chassis air deflector 

which optimises airflow under the vehicle.

The slip-proof entry steps – four up 

to the new S-cab or three to the R-cab – are 

perfectly designed for comfortable and 

safe cab entry and exit.

The standard position of the front 

axle has been moved 50 mm closer to 

the front which has a positive impact on 

chassis balance under heavy braking. The 

new axle generally also delivers better 

ground clearance.

The basic configuration for long-

distance vehicles is 30” brake chambers 

for the disc brakes on the front axle. This 

ensures good braking performance, 

regardless of whether the driver or the 

AEB system acts. The actual braking 

distance is always affected by factors like 

tyre and road condition, but, all else being 

equal, the new truck has a shorter braking 

distance.

The electro hydraulically-manoeuvred 

steered tag axles (available on 6x2 trucks) 

provide a number of benefits, such as 

increasing the steering angle from 14 to 

19 degrees. The installation also reduces 

weight, offers great flexibility and easy 

rebuild for bodybuilders.

Premium redefined 14



User-operated adjustable 
air deflectors facilitate 
alignment between the cab 
and trailer roofs, which 
reduces aerodynamic drag

No external sun visors for optimal 
aerodynamic performance

LED headlights for greater intensity and 
precision. The spotlights and fog lights 
are flush-mounted to minimise air drag. 
There are spotlight positions above the 
windscreen and in the grille. The three-
diode LED fog lights incorporate cornering 
lights that are activated when turning the 
steering wheel at low speed

Reworked combustion chamber and new 
injectors help save fuel. A generally higher 
working temperature and thermostatic oil 
cooling contribute to additional savings 
through increased thermal efficiency

Layshaft brake system as standard in automated 
gearboxes for Scania Opticruise means gear shifts 
will become smoother and faster and maintain 
engine power for progression and efficiency

15



New model rear view mirrors with a focus on 
aerodynamics and optimum visibility in the 
actual mirrors, as well as past them. The mirrors 
on the R and S cabs have a wide angle function 
and effective vibration suppression

Extended storage options, with a particular focus 
on volume and accessibility. A wide range of 
flexible options for storage boxes and shelves 
can be added depending on cab type, choice of 
bed and other specific needs

More space behind the seats for wider beds. 
The fixed main bed is now 800 mm, with three 
mattress options: foam, bonnell and pocket 
springs to suit all preferences. The extendable bed 
is up to 1,000 mm, the widest on the market. The 
upper bed is 600 mm (normal roof) and 700 mm 
(high roof) with bonnell springs and up to 800 mm 
on high roof cabs with pocket springs

1

2

3

7

4

5

8

6
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Safe and comfortable working environments have long been the hallmarks of Scania cabs.  

The company’s new truck generation continues its long tradition of putting the driver first.

A completely new interior

Scania was the first in the marketplace with 

an asymmetrical, driver-oriented dashboard 

and this concept has now been further 

developed by connecting and integrating a 

‘wing theme’ to the top of the dashboard.

Using the wing theme, the 

company’s designers have been able 

to visually disconnect the driver’s seat 

from the passenger side while creating 

a character-filled design.  In this way, the 

focus on the needs of the driver has been 

further strengthened through a whole 

new level of detail.

Refreshing the entire cab interior  

also presented Scania’s design team with 

a rare opportunity as Anna Börjesson 

Bodestig, Team Leader for Interior within 

Scania’s Design division explains: “Thanks 

to the fact that we were able to work with 

every detail in the interior, and were 

therefore able to develop everything at 

the same time, we have got a new interior 

that feels unique and extremely exciting.  

At the same time, we have been able 

to develop Scania’s key character lines 

and design elements, taking them a step 

further forward.”

10

9

10

1 Improved visibility thanks to a larger 
surface area of glass

2 The dashboard has been lowered and 
reshaped slightly to enhance forward 
visibility

3 New climate systems ensure the highest 
comfort for the driver both when driving 
and resting. The cab range is prepared for 
the installation of auxiliary cab heaters and 
the system is integrated with the standard 
climate system via the standard air vents and 
controlled via the standard climate panel

4 The new design of the A-pillars helps 
optimise critical side-angle field of vision

5 Optional rollover curtain airbags are 
integrated into the cab. Together with seat 
belt use, this safety feature helps prevent 
the driver being trapped beneath the cab 
if the truck overturns. Scania is first to 
introduce rollover curtain airbags

6 A swivelling base option in the new 
passenger seat allows the occupant to sit 
sideways, recline the seat and extend the 
legs. Ideal for relaxing in the cab

7 New design and shape of the front and 
close-up mirrors offer a greater field of 
vision and improved aerodynamics. The 
cabs are ready for the installation of 
cameras as an optional extra or in place of 
some of the mirrors

8 The infotainment system with its 7” touch 
screen will satisfy both work and off-work 
needs. It can be controlled via the steering 
wheel as well as via voice activation. Both 
the driver’s private and the haulier’s mobile 
phones can simultaneously connect via 
Bluetooth

9 Even more generous interior space  
thanks to more efficient packaging and  
10 cm greater ceiling height in the normal 
cab height. In Highline models the 
difference is 16 cm. The S-cab features 
a completely flat floor and maximum 
interior space

 Enhanced safety, visibility and interior 
space as a result of the driver’s seating 
position being moved 65 mm closer to  
the windscreen and 20 mm out towards  
the side

17



TAILOR MADE  
   APPLICATIONS  
              FOR TOTAL  
                   OPERATING  
                             ECONOMY
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The introduction of telematics has revolutionised the way in 

which the transport industry goes about its business. Just a few 

short years ago, the idea of driver and vehicle performance 

monitoring was an entirely new concept, alien to all but the most 

technology-savvy. Today the picture could not be more different, 

with operators around the world reaping the proven benefits their 

telematics systems deliver.

With the launch of its new truck generation, Scania has now 

taken matters a stage further. By using the results of long-term 

studies of data derived from its OnBoard telematics system, Scania’s 

research and development team has created a specification aid 

which employs this intelligence to help tailor vehicles to individual 

customer applications.

“It’s a fascinating science 

which takes the use of telematics 

information to an entirely new 

level,” says Andrew Jamieson, 

Scania’s UK Truck Sales Director. 

“Our dealers now have so much 

knowledge at their fingertips 

and we will be using this to 

ensure the trucks we deliver 

are not only optimised in terms 

of their specifications, but 

also with regard to their profit 

potential. 

“From the customer’s 

point-of-view, the process 

begins with a series of questions 

to establish the precise nature 

of the application and define the operational parameters. The  

system compares the answers with the information it holds and 

recommends the ideal specification for the vehicle. Our product 

specialists then work with the operator to fine tune the truck, adding 

options and so on, in order to tailor it precisely to the individual need.”

Christopher Podgorski, Head of Trucks at Scania’s 

headquarters in Sweden explains the background to the project: 

“Our analyses have been undertaken in collaboration with the 

industries in question, closely monitoring typical routes and transport 

patterns. Scania On Board has proven to be an excellent tool to 

monitor vehicle and driver performance in highly varying situations, 

providing the necessary insights to tailor products optimally. 

“It is important to also note that the industry is undergoing 

a shift whereby the truck is increasingly viewed as a part of a 

production flow with stringent demands on delivery. This requires 

that we take an holistic perspective of the entire logistics process, 

which means added services such as driver training, driver coaching 

and individually planned maintenance also feature. These are also 

vitally important as they help the operator reach reliable uptime 

objectives while substantially saving on fuel consumption. 

“So today, we effectively regard each truck as a production 

unit; the better adapted it is for its unique assignment and the more 

supported it is by applicable customised services, the greater the 

operator’s chances of receiving a healthy return on investment.”

Scania’s studies also consider the impact of operational costs, 

which are determined by a range of different factors. Some of these 

are relatively simple to manage 

while others are influenced 

by factors that lie outside the 

operator’s direct control, or are 

so complex in their nature that 

the consequences can be difficult 

for individuals to quantify.

When focusing on costs, 

it is also important to consider 

earning potential, which is to a 

large extent determined by the 

vehicle being optimised for its 

transport purpose, as this greatly 

impacts on bottom line results. 

The right specification and the 

right maintenance are also major 

contributors here.

To ensure all the bases are 

covered, Scania has concentrated its entire combined expertise of 

trucks, optimised transportation solutions, industry conditions and 

actual customer needs in its new sales support system. 

“The basis is, of course, Scania’s enormous truck expertise, 

our modular system and vehicle data that has been collected 

from tens of thousands of vehicles in actual operation for more 

than ten years,” says Christopher Podgorski. “To this, we have 

added knowledge from industry studies, customer interviews 

and marketing workshops, in close dialogue with our existing 

customers. The result is a Scania-unique toolbox that gives our sales 

staff, regardless of market or customer type, access to expertise 

that enables them to not only offer a truck, but also a customised 

solution that, based on each customer’s unique needs, has the best 

possible potential to become profitable.”

SPECIALISED OPERATIONS DEMAND 

TRUCKS SPECIFICALLY TAILORED 

FOR THE ASSIGNMENT.  ALONG WITH 

THE INTRODUCTION OF SCANIA’S 

NEW TRUCK GENERATION COMES AN 

INNOVATIVE WAY OF DETERMINING 

SPECIFICATION TO OPTIMISE VEHICLES 

FOR THE TASKS THEY WILL UNDERTAKE
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As Scania prepared to launch its R-Series in 2004, work had 

already begun on the next generation of trucks. Working within a 

number of new projects, the company’s designers sought a deeper 

understanding of the qualities that distinguished Scania as a brand 

and characterised its products. Customers and drivers in different 

segments and markets around the world were interviewed about 

what Scania meant for them.

“We also looked at what assets from our own history could 

be developed, and we studied how society might look over the 

coming five, ten, 20 or 50 years,” says Kristofer Hansén, Scania’s 

Head Stylist.

In parallel with these more theoretical studies, Scania’s 

designers conducted projects involving experimenting with the 

layout and functionality of the cab. Based on in-depth studies from 

ergonomists, different conceptual ideas, and personas (imaginary 

typical customers), a number of proposals were developed as 

possible solutions for how the driver environment, sleeping area, 

storage and other features could take shape, design-wise, in  

the future. 

One particular important decision in terms of the design that 

was made very early on was to move the front axle 50 mm further 

forward in the next generation of trucks. This has allowed the driver’s 

basic position to be moved 65 mm closer to the windscreen and  

20 mm out towards the side compared to earlier cab generations.

“Above all, this allows for major improvements in terms of 

driver safety, vision, and interior space,” says Kristofer Hansén. “It 

also provided more space for seat adjustment, storage and the bed. 

Overall, it helped produce a truck that’s even easier to manoeuvre 

and has a whole new field of vision from the driver’s position.”

The design team’s starting point for work on the next 

generation was that Scania is one of the best trucks to drive and 

use – and that it should become even better. A large part of the 

development work therefore involved creating a world-class driver 

environment.

“With our work we aimed for what we sometimes called 

‘masterful control of majestic power,’ says Hansén. “It was a 

description of an outstanding driver environment. It’s what you, as 

a driver, feel when you have climbed up into the cab and have all 

that power under you. It communicates directly with you through 

the wheel, the interior, the sound, colours and functionality.

“The new interior and the driver’s position do not try to hide 

that this is a working environment for professionals. The feeling 

behind the wheel should be like steering a big, powerful premium 

car, while also simplifying and strengthening functionality through 

the new digital interface integrated into the driver’s position.”

Field test drivers, customers and other test personnel have, 

during development work, experienced a level of quality and 

design in Scania’s new truck cab which they say is completely 

new for the industry. Repeatedly heard comments include that the 

design is well crafted and well thought out, and that it gives the 

driver a strong sense of being well looked after.

As Kristofer Hansén explains: “Every part and every feature 

has been exposed to an intense process of questioning and 

evaluation, and we haven’t taken the easy option of using solutions 

that after a short period of use will be perceived as meaningless 

and irritating.”

ONE OF THE GUIDING PRINCIPLES IN THE DEVELOPMENT 

OF SCANIA’S NEW GENERATION OF TRUCKS WAS TO 

CREATE VEHICLES FOR PROFESSIONALS WITH THE 

WORLD’S BEST DRIVER ENVIRONMENT
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WELCOME TO THE DOMAIN OF THE MAN 

DUBBED BY THE GUINNESS BOOK OF RECORDS 

AS THE WORLD’S GREATEST LIVING EXPLORER

EXTREME 
OPERATOR

23



You would not expect Sir Ranulph 

Fiennes to live anywhere that’s easy 

to find. And nor does he. Buried away 

in a remote corner of Exmoor, his location is 

the kind of place that satnavs don’t go. Well 

aware our chances of stumbling upon him 

are next to zero, Sir Ranulph has kindly sent 

us a detailed route plan starting at Taunton, 

a good hour away. With every twist and turn 

along the way fully documented, we arrive 

in the knowledge that whatever else this 

Great British enigma may be, Sir Ranulph 

is undoubtedly the kind of chap who leaves 

nothing to chance.

The Exmoor base turns out to be 

enchanting, a rural idyll with uninterrupted 

views across a verdant West Country 

landscape. The tranquillity of it all contrasts 

starkly with the violent situations Sir Ranulph 

has put himself in over the years; Mount 

Everest (three times, once almost to the top, 

once all the way to the top and once with 

a massive heart attack at 28,500 feet); the 

North Face of the Eiger (a 6,000 thousand 

feet vertical climb, not recommended 

for vertigo sufferers, of which Sir Ranulph 

is one); and the Marathon des Sables, 

(the world’s toughest footrace, a Saharan 

activity any septuagenarian who by his own 

admission shuffles rather than runs would do 

well to avoid), to name but a few.

As we sit down, with Sir Ranulph 

pouring the tea, we have just one question: 

Why?

“It all goes back to my Army days,” 

he says. “My father commanded a regiment 

of Royal Scots Greys and my ambition was 

to do the same. I signed up not realising you 

couldn’t get into Sandhurst without having 

A-levels, which I didn’t, and served for eight 

years confident that they would change the 

rules and then accept me as the best bloke 

for the job. But they didn’t.

“During the Cold War I was teaching 

soldiers how to ski and canoe, that sort of 

thing. The problem we had was that the 

Russians never attacked, so the men would 

start beating each other up instead. My role 

was to stop that by giving them something 

else to do, hence the training.

“When I left the Army, which I 

had to after eight years as I couldn’t get 

my commission, my wife Ginny decided 

we could do a civilian version of the kind 

FROM THE ENDS OF THE EARTH TO THE TOP OF 

THE WORLD, SIR RANULPH FIENNES HAS BEEN 

THERE – AND LIVED TO TELL THE TALE
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of work I’d been doing with my soldiers. 

Trouble was, the tax payer was no longer 

footing the bill, so we had to quickly learn 

how to gain sponsorship in return for PR; 

taking photographs and the like.

“One of our first major expeditions, 

again Ginny’s idea, was to travel the entire 

length of the White Nile, 4,000 miles 

including two war zones. The Nile has a lot 

of floating water hyacinths, so we decided 

the best way to get over them would be 

by hovercraft. At the time the record for 

hovering was eight hours in a gravel pit near 

Peterborough. So here was an opportunity 

to do rather better. I contacted my old 

regimental helicopter pilot – I reckoned he 

knew a thing or two about hovering – and 

we were off. 

“In the end we signed up a team of 

six, all unpaid volunteers. Among them was a 

photographer and a film maker, essential for 

the PR part of the job. When we got to the 

Aswan Dam, the photographer managed 

to burn himself quite badly, so I had no 

choice but to take over the photographic 

duties myself. Back then it was all Nikon F2s 

and Kodachrome, but I’m glad I learnt the 

trade as it enabled me to make a living from 

lectures and presentations.

“After the Nile, the whole media 

thing for coverage of expeditions to hot 

places fell by the wayside. They wanted 

cold stuff instead. So we had to go Polar. 

We were literally forced into it against an 

‘enemy’ from Norway – they’d been doing 

cold for years and knew exactly what they 

were up to. I decided there was no point in 

apeing what they were doing, we had to go 

bigger and better. 

“Ginny sent me off to the library 

where I discovered nobody had ever 

circumnavigated the globe by crossing both 

polar ice-caps. At the time we were living 

in a semi-detached in Hammersmith with a 

Jack Russell and a mini-van, doing lectures 

around London for £18 a time, so it was all 

rather unlikely. But we pressed on.
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From negotiating seemingly bottomless crevasses to extreme marathon running (the one below in Egypt) to  
white water rafting in the Headless Valley, (so-named due to its history of people disappearing only to be found  
without heir heads), Sir Ranulph’s travelog reads like a review of activities and places many would want to avoid!
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“We were fortunate to be given an 

office in Sloane Square by the SAS regiment. 

I’d previously been thrown out of the SAS 

for unauthorised use of explosives to blow 

up civilian property, so I became a Captain 

in the Territorial Army (TA) instead. We 

decided everyone who wanted to join our 

expedition had to also join the TA and pass 

the SAS selection test. While all this was 

going on, we made a living by working in 

pubs, the TA pay and by lecturing.

“It took seven years to get the 

project off the ground, but in the end we had 

52 unpaid volunteers and 1,900 sponsors 

with us. We also managed to get hold of a 

42-year-old ship and the loan of a ski plane 

to drop supplies.

“The expedition itself took three 

years from 1979 to 1982, during which time 

we did not take a single backward step as we 

followed the 52,000-mile-long Meridan from 

Greenwich south to Antarctica, then north to 

the Arctic and then back to Greenwich. Two 

of us, me and Charlie Burton, made it all the 

way round. We didn’t have GPS or satnav 

back then and when we got to the South 

Pole we covered 900 miles of previously 

uncharted terrain, mapping it out with 

aneroid barometers as we went. 

“In the Arctic we ran into problems 

in Ellesmere, the world’s most northerly 

island, when the sea froze over. We had to ski 

400 miles to where the plane had dropped 

supplies for us and ended up spending 

eight months there. In the end, we reached 

the North Pole 11 days later than planned. 

That left us perilously close to the ice break 

up, which is when the ice literally begins to 

thaw and a tsunami of ice descends upon 

you. You can hear it coming from a hundred 

miles away.

“We sat on a large ice floe for three 

months, hoping it would drift south towards 

Greenland. As it got smaller and smaller, 

salt water came up to our tent and, in truth, 

we panicked. Our committee back home 

decided to air lift us off the floe for our own 

safety, but it seems that message somehow 

never got through to Ginny…who had not 

previously missed a single message in all the 

time we had been away…

“It looked as if after ten years of our 

lives dedicated to the task we would fail. But 

in the end our support ship rammed the ice 

and managed to get further north than any 

other ship had ever been. It was 18 miles 

away from us and we didn’t see it until one 

day we climbed a 30-foot ledge and spotted 

the mast – and there it was. We made it to 

her, and 15 days later she broke free of the 

ice and got us to Greenland, from where we 

made it back home.”

Sir Ranuph’s myriad tales of derring-

do would take up more space than Scene 

Scania has to offer, but among his most 

spectacular achievements are those he has 

accomplished going up and down rather 

than across. Take Everest for example:

“When I was first offered the 

opportunity to climb Everest, I declined,” he 

says. “After all, I suffer from vertigo. But in 

2003 Ginny sadly passed away, so I decided 

to have a go to give me something new to 

focus upon. By then, two others had crossed 

both polar ice-caps and the race was on for 

the two ice-caps and Everest Grand Slam.

“That was a challenge I couldn’t 

resist; I wanted to do it before them. On my 

first attempt, which was undertaken from 

the Tibetan side of the mountain, I had a 

heart attack at 28,500-feet. That was well 

inside what is known as the Death Zone, 

where the human body can only survive for 

short periods of time. I had with me some 

Glycerin Trinitrate pills for emergencies so 

I took them, and although they made me 

foam at the mouth, I made it back down. 

At Base Camp the doctor said, ‘Give me 

the pills you’ve been taking’. So I gave 

him the bottle. He asked, ‘Where are the 

pills?’ I replied I’d taken them. He said, 

‘But there were 80 in the bottle, you’re 

only supposed to take two!’ No wonder I 

foamed!”

Sir Ranulph’s second attempt 

on Everest resulted in a turn around just 

400-metres short of the summit from the 

‘easier’ Nepalese side, with success finally 

coming a year later in 2009 on his third 

attempt, which made him the oldest Briton 

to conquer the mountain and realised his 

goal of being the first to achieve the two 

ice-caps and Everest Grand Slam.

Before his successful summit 

attempt, Sir Ranulph spent time perfecting 

his mountaineering technique by climbing, 

amongst others, the North Face of the Eiger. 

“That was worse than Everest,” he recalls. 

“Three days on a vertical face for a vertigo 

sufferer. The key was not to look, or think, 

down. The problem was, when we got to the 

section known as the Traverse of the Gods, 

I had to look down for my footholds, which 

“I’D PREVIOUSLY 

BEEN THROWN OUT 

OF THE SAS FOR 

UNAUTHORISED USE 

OF EXPLOSIVES TO 

BLOW UP CIVILIAN 

PROPERTY, SO I 

BECAME A CAPTAIN 

IN THE TERRITORIAL 

ARMY INSTEAD”

29



30



“What does 
it say on my 
business 
card?  Well, 
I’ve never had 
a business 
card, but my 
passport has 
me down as a 
travel writer”

bought on the vertigo – you can hear it 
coming like a rush.

“I barked ‘slack’ to my guide, 
desperately asking for more rope so I could 
go back. But he misheard me and thought 
I had uttered a profanity, so he responded 
with a barrage of expletives of his own! 
Remarkably, listening to him stopped the 
vertigo and I got over the worst moment.”

In addition to ongoing efforts to 
become the first to accomplish the new 
Grand Slam, consisting of both ice-caps 
and the highest mountain on each of the 
seven continents, Sir Ranulph’s most recent 
achievement has been the completion of 
the Marathon des Sables. Described as the 
world’s toughest footrace, this gruelling 
event involves running approximately 

six marathons in six days through the 
Sahara Desert. “It certainly was hard,” he 
confirms. “Especially for an old guy being 
out there among all those young Lycra-
clad athletes!”

So, we ask once again, why does 
he do it?

“Well, it all comes down to 
money,” comes the reply. “I’ve raised a fair 
bit for the Marie Curie cancer charity over 
the years. So far, it’s £18.3 million in total. 
But I’d like to see £20 million written on 
my tombstone; that’s motivation enough, 
isn’t it?”

In unabashed admiration, we 
have to agree it is: Sir Ranulph Fiennes, 
unquestionably the world’s greatest 
living explorer.

Published in October 2016, Sir Ranulph 
Fiennes latest book FEAR is available at 
good booksellers everywhere.
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The news from under the 

cab floor in Scania’s new 

truck range is as impressive 

as that above it.  Innovative 

powertrain improvements 

have resulted in fuel 

consumption being further 

reduced by three percent, 

significantly contributing 

to the overall savings of five 

percent achievable in new 

long haul models

32Premium redefined



Powertrain changes have included reworked engine combustion 

chambers and new injectors. A generally higher working 

temperature and the fact that the oil cooling is thermostatic 

contribute to additional savings. The cooling fans – which in some 

cases have a greater diameter than those used previously – are now 

directly driven without energy wasting up-shifting. Thermostatic 

oil cooling saves fuel since the oil is maintained at its optimum 

temperature, even at a lower power outputs and in low temperatures.

A layshaft brake system has also been introduced as standard 

in automated Scania Opticruise gearboxes. Instead of using 

conventional synchro rings to synchronise the different speeds of 

the layshaft and main shaft in the gearbox during gearshifts, new 

models use a layshaft brake when up-shifting. This is possible 

thanks to Scania’s fully integrated powertrain philosophy and 

means the shafts synchronise with each other significantly faster so 

the next gear engages almost immediately. 

Thanks to the layshaft brake, Scania’s most popular long-

haul truck gearbox shifts up a gear in 0.4 seconds, nearly halving 

gearshift time. Not only is the actual gearshift time shorter but this 

also helps maintain turbo pressure. Therefore, the vehicle will up-

shift into the next gear with greater power, while feeling smoother 

than before. This feature will lead to both better handling when 

driving under tough conditions, better performance in all types of 

road driving, and improved starting torque when pulling away.

Minute news is big news
Imagine forcing a miniscule drop of 0.0004 litres of diesel with a 

pressure of 2,100-bar through ten holes of a fuel injector nozzle, 

each hole with a diameter of two-tenths of a millimetre or roughly 

2–3 strands of human hair. That is precisely what the high pressure 

fuel injection system in Scania’s new trucks does some 500 to 1,000 

times per minute.

Increasing the injection rate, combined with a greater flow, 

helps to optimise combustion and thereby reduce fuel consumption. 

Despite the minute dimensions, the system has been further 

improved to allow a greater amount and more evenly distributed 

fuel spray into the cylinder.

“To reach optimal engine efficiency while considering fuel 

consumption, our primary objective when designing the new fuel 

injector was to be able to provide the exact amount of injected 

fuel at a faster rate, whilst maintaining exceptional reliability and 

durability,” says Stephen Conway, Scania’s Head of Fuel Injector 

Performance.
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THE 
GREATEST
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Where do you start with a tribute 

to arguably the greatest 

sportsman the world has 

ever seen? The man whose skills, power, 

precision, elegance and dancing feet 

graced boxing’s stage for more than 

two decades; the man who captured the 

public’s imagination in so many ways; the 

man whose legacy will surely live forever. 

Perhaps the end is a fitting place 

to begin, for when asked if he would be a 

pall bearer at the funeral of Muhammad 

Ali, Lennox Lewis, another of boxing’s 

heavyweight greats, was moved to say: “I 

am humbled, honoured, beyond words to 

help see my hero, Muhammad Ali, off to 

his final resting place. His journey began 

74 years ago, and in that time, he not only 

transformed the world of sport, he used 

sport to transform the world.”

As Lewis recalled, the life of the man 

variously known as Cassius Clay, the Louisville 

Lip, Muhammad Ali and The Greatest – call 

him what you will – began back in 1942 when 

Odessa Clay, wife of Cassius Snr, gave birth 

to a baby boy they named Cassius Marcellus. 

Twelve years later, the die was cast when 

the youngster’s bicycle was snatched and 

he vowed to “whup whoever stole it”. The 

police officer filing the theft report took a 

shine to young Cassius and introduced him 

to boxing trainer Fred Stoner. Within the 

space of six years, Clay’s immense dedication 

to the sport saw him win no fewer than ten 

tournaments, including two USA national 

Golden Gloves titles.

In 1960 racism reared its ugly head 

as Clay returned to his home town, Louisville. 

By now an Olympic gold medallist he was 

HEAVYWEIGHT CHAMPION OF THE 

WORLD, CIVIL RIGHTS ACTIVIST, ROLE 

MODEL, POET, CELEBRITY, HERO, 

LEGEND; IT COULD ONLY BE ONE MAN
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horrified to be refused service in a ‘whites 

only’ restaurant. A scrap with an all-white 

gang followed after which Clay, disgusted 

by the entire episode, flung his gold medal 

into the Ohio River. 

He decided to take on the world 

as a professional. His first opponent was 

Tunney Hunsaker, a wily fighter with eight 

years experience and 16 wins under his belt. 

Hunsaker was blown away in a unanimous 

six round decision. By the end, through 

two badly swollen eyes, he simply couldn’t 

see the punches coming. “Clay was fast as 

lightning,” he said afterwards. “I tried every 

trick I knew to throw him off balance, but he 

was just too good.” 

Over the following decade, a 

further 30 defeated opponents would 

express similar sentiments. Among those 

early contests were several of Ali’s defining 

moments. His 1964 title-winning fight ended 

with Sonny Liston, (the ‘big ugly bear’ as 

Clay goaded him), refusing to come out for 

the seventh round. This inspired a delighted 

Clay to announce that Sonny had told his 

trainer, “My mother didn’t raise no fool, I’m 

gonna stay on my stool!” The poetry – in the 

ring and out of it – had begun.

The rematch with Liston a year 

later – by which time Clay had become 

Muhammad Ali – was one of boxing’s most 

controversial. Midway through the first 

round, Liston succumbed to the ‘phantom 

punch’, an innocuous looking overhand 

right which floored the former champion. 

To this day, many claim Liston took a dive, 

possibly under pressure from the Mob.

Ali’s notorious ban from boxing 

came when he refused to join the US 

Army due to his religious convictions and 

because: “I ain’t got no quarrel with those 

Vietcong”. By then, his stellar record was 

littered with famous scalps; Floyd Patterson, 

Henry Cooper (twice), Archie Moore, Brian 

London, Karl Mildenberger and Jerry Quarry 

had all felt the force of Ali’s fists. What’s 

more, not one of them went the distance.

It would not be until 3 March 1971 

that Muhammad Ali would meet his first 

nemesis, in the brooding form of Joe Frazier. 

Ali’s two heavyweight titles – World Boxing 

Council (WBC) and World Boxing Association 

(WBA) – were on the line at boxing’s spiritual 

home, Madison Square Garden, New York 

that chill winter’s night. Smokin’ Joe knew the 

fight would be tough and so it was, all the 

way through to the 15th round, in which he 

succeeded in taking away his opponents legs. 

Ali managed to beat the count, but when the 

bell sounded to end the contest Frazier was 

crowned king by unanimous decision.

Revenge came three years later. 

Pure grit and determination saw Ali win 

his 1974 rematch with Frazier, but he didn’t 

reclaim his titles until later that year when 

he faced George Foreman in Zaire for the 

Rumble in the Jungle. Today that fight has 

moved into boxing folklore; still the most 

talked about fight of all time, it was the stuff 

of legends.

“I TRIED EVERY TRICK I KNEW  

TO THROW HIM OFF BALANCE, 

BUT HE WAS JUST TOO GOOD” 
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‘Rope-a-dope’ – Ali’s bold, brave 

and extreme tactic of laying back on the 

ropes and taking his opponent’s punches for 

seven rounds before knocking an exhausted 

Foreman out cold in the eighth – was born 

that night. According to Norman Mailer in 

his book The Fight, rather than take the full 

force of the blows, laying back on the ropes 

dissipated the power of George’s punches 

into the sagging cords themselves. It was 

widely reported that Ali’s trainer, Angelo 

Dundee, had ordered a member of his team 

to slacken the ropes before the contest…

Ali continued to forge his way into 

the record books over the coming years with 

notable second victories against Joe Frazier 

and Ken Norton. Joe Bugner and seven 

others also fell to Ali’s sword until in 1978 

Leon Spinks, a 19-year-old contender from 

St Louis, Missouri, succeeded where so many 

others had failed. But Spinks’ joy was short 

lived, for just seven months later in a rematch 

staged at the New Orleans Superdome a 

determined Ali reclaimed his WBA title for a 

third time by way of a split decision.

But Ali’s earlier defeat by Spinks – his 

first loss for five years and only the third of his 

career to that point – marked the beginning of 

the end. Two further distressing losses, one to 

Larry Holmes (who pleaded with the referee to 

stop the fight) the other to Trevor Berbick (who 

himself would later be pounded into oblivion 

by a young Mike Tyson), confirmed what the 

watching world suspected; Muhammad Ali 

was no longer the fighting force he once was. 

With the famous Ali Shuffle reduced to a crawl 

he was damaged goods, a victim partly of age 

and partly of the thousands of heavy blows he 

had taken to the head.

Ali retired in December 1981, aged 

39 and a month short of his 40th birthday. 

Three years later the news broke that he had 
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been diagnosed with Parkinson’s disease. 

Had 61 hard professional fights contributed 

to his condition? The debate rages to this 

day. In June of this year, the Daily Telegraph’s 

Sports Writer of the Year, Paul Hayward, 

called for the world to be honest about Ali’s 

death and to agree that the sport must be 

made as safe as possible for its practitioners. 

Part of that, Hayward stated, is knowing when 

to stop. He went on to say that even before 

the Holmes fight (a year before Ali finally 

retired) a specialist had noted, ‘on finger-

to-nose testing, there is a slight degree of 

missing the target.’ Ali also had tingling in his 

hands, but the evidence was ignored. 

Although Parkinson’s diminished 

Ali physically, he continued to win love and 

affection around the world. From myriad 

book signings to his many TV appearances 

to lighting the Olympic flame in Atlanta, 

Georgia in 1996, Ali remained in the public 

eye for decades. Up until his last year he was 

still active; visiting sick children, disabled 

children and making guest appearances 

whenever he could. 

He came to Britain – a country with 

which he had a 50 year love affair – many 

times, the last occasion being four years 

ago when he once again helped carry the 

Olympic torch, this time for London 2012.

Ali will be remembered for many 

things; his skills in the ring, his forthright 

stance on race and religion, his fortitude 

and his beliefs. Those he fought remember 

him fondly; George Foreman simply says he 

was a beautiful man. Those whose lives he 

touched will never forget the day they met 

Muhammad Ali. For the rest of us, he will live 

on through videotape and his gift for rhyme.

Here’s an early one from the man 

who floated like a butterfly and stung like 

a bee:

THIS IS THE LEGEND OF CASSIUS CLAY,

THE MOST BEAUTIFUL FIGHTER IN THE WORLD TODAY.

HE TALKS A GREAT DEAL, AND BRAGS INDEED-Y,

OF A MUSCULAR PUNCH THAT’S INCREDIBLY SPEED-Y.

THE FISTIC WORLD WAS DULL AND WEARY,

BUT WITH A CHAMP LIKE LISTON, THINGS HAD TO BE DREARY.

THEN SOMEONE WITH COLOR AND SOMEONE WITH DASH,

BROUGHT FIGHT FANS A RUNNIN’ WITH CASH.

THIS BRASH YOUNG BOXER IS SOMETHING TO SEE

AND THE HEAVYWEIGHT CHAMPIONSHIP IS HIS DESTINY.

RIP The Greatest
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AERODYNAMIC CHARACTERISTICS 

WERE A KEY FOCUS FOR SCANIA 

AS IT DEVELOPED ITS NEW 

GENERATION OF TRUCKS.  THE 

RECORD-LOW LEVELS OF AIR DRAG 

IN THE RANGE SIGNIFICANTLY 

REDUCES FUEL CONSUMPTION 

AND ENVIRONMENTAL IMPACTS

Vehicles with an aerodynamic shape use less fuel.  That’s because 

air flows more easily over them and less energy is required to 

propel them forward.  Even small changes in design and shape can 

make a big difference. 

In 1991, the original 

Scania Streamline was 

launched, a truck and 

cab that set new industry 

standards for both design and fuel consumption.  The concept 

was further refined in 2013 with the release of a completely new 

Streamline, which has been the reference vehicle against which 

the aerodynamics in Scania’s latest generation of trucks have 

been tested.

In Europe’s biggest wind tunnel – located north of Amsterdam, 

among the cows and wind farms on the coast of the Netherlands – a 

Scania team has been working against the clock.  For time in this 

high-tech facility, the only one in Europe where it is possible to test 

the aerodynamic performance of full-sized trucks with trailers, is 

strictly limited.  Conducting as many tests as possible in the time 

available has therefore been crucial in order to maximise fuel 

savings and environmental gains.

Per Elofsson is Senior Technical Manager Aerodynamics and 

the man responsible for the aerodynamic characteristics of the new 

Wind cheater

Premium redefined 40



41



generation of trucks. He explains that as early as 2006 a basic study 

was conducted, which was then followed by styling proposals, pre-

studies, testing, revisions and refinements.  Now, ten years on, the 

results have been incorporated into the design of the new cabs.

“Numerous aerodynamic improvements work together to 

provide significant fuel savings,” he says.  “A key factor is the new 

optimised corners of the cab.  We have also modified the roof and 

increased the number of performance steps for things like air 

deflectors, the shape of the bumper, and wheel arches.  We’ve also 

done a lot of work on the underside of the vehicle.  We have more 

panels and inner seals, and side air deflectors with a lengthened 

lower edge to reduce the gap between the side skirts and the air 

deflector.  It all combines to produce what we believe is the most 

aerodynamic truck on the market.”

Good aerodynamics also contribute to reducing the noise 

level, both inside and outside the truck.  The wind tunnel has 

allowed the Scania’s acoustics team, led by Technical Manager – 

Acoustics, Ragnar Glav, to conduct aero-acoustic measurements 

in a controlled and quiet environment.  

“I work with the sound environment within the cab,  

partly to ensure a good working environment but also to 

communicate Scania’s character,” he says. “To evaluate the acoustic 

characteristics of the vehicle we conduct measurements both  

on the road and in wind tunnels.  Our goal is always that the driver 

should feel he or she is driving a premium product.  This should 

also be reflected in the sound quality they hear.”
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Reduced air drag  
saves fuel 

The new generation of Scania trucks 

has been designed to provide the best 

aerodynamic performance ever, and the 

trucks include a range of new, innovative 

features for reducing drag. 

Three adjustable air deflectors to 

enhance alignment between the cab 

and the roofs of trailers are now offered, 

and operators can adjust the alignment 

themselves to meet their precise needs.

Other drag-reducing 
features on the cab are: 

l Integrated auxiliary lights and end-

marker lamps placed just under the 

roof and windscreen

l Smaller gaps and tolerances between 

all components and lights, with the 

windscreen mounted flush to the cab

l Optimally-shaped rear view mirrors
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Scania has significantly 
enhanced the active 
and passive safety 
features of its vehicles 
as part of the new 
truck range, and in an 
industry-first the option 
of rollover curtain 
side airbags has been 
introduced to protect 
drivers in the event of 
rollover accidents

The most serious types of accidents for 

modern truck drivers tend to occur when 

their trucks roll over, either at high speed, 

on corners, in conjunction with running 

off the road, or in collisions with vehicles 

ahead.  To help combat the risk, Scania 

has enhanced active and passive safety 

throughout its new truck generation with 

a series of measures aimed at protecting 

cab occupants and other road users.

As part of this, Scania’s new 

generation of cabs can be equipped with 

rollover curtain side airbags, a security 

system integrated into the cab and never 

before used in trucks. Together with 

seatbelt use, rollover curtain airbags are 

a crucial safety feature in preventing one 

of the most common 

types of accidents 

with serious 

consequences: the driver being trapped 

beneath the cab if the truck overturns. 

“Belt-use and the new rollover 

curtain side airbags reduce the risk of 

injury significantly for passengers in 

case of a rollover accident,” says Dan 

Loftén, Team Leader of Scania’s Accident 

Investigation team. “Rollover accidents 

correspond to 45 percent of all accidents 

with severe and fatal injuries. The 

potential to come out well 

from such an accident has 

never been better.”
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A total of some 40 trucks had to give up 

their lives during the development phase 

of Scania’s new truck generation.  Every 

single crash test is planned for over a year, 

takes six to eight weeks to prepare for – 

and is over in half a second.

In planning for these brief but 

important moments, a large number of 

sensors and other test equipment is rigged 

in and around the test vehicle and its crash 

test dummy.  Because the crash event takes 

place so quickly, dozens of high-speed 

cameras are used so that the crash can be 

studied in detail from every angle.

“We test the truck’s crash safety in a 

number of different ways,” says Dan Loftén. 

“We drive it into different obstacles; 

poles, passenger cars, concrete railings 

and a variety of different barriers. The 

most advanced and risky crash tests are 

conducted outdoors with loaded semi 

trailers driven by a robot.  We use this 

method to conduct events such as rollover 

accidents.”

One of the tests was designed to 

calibrate the sensor that deploys the 

truck’s airbags. To do this, Scania’s test 

team organised a collision at a crash test 

facility at Helmond in the Netherlands 

where one corner of the new truck was 

driven straight into a trailer in front of it. 

“Driving into a trailer in front of 

you is one of the most serious accidents 

that you can encounter as a truck 

driver,” says Dan Loftén. “With our new 

generation of trucks we have made a 

major investment in improving safety in 

these types of accidents.  And to ensure 

the best results in our tests, we work with 

scenarios that are as much like real-life 

as possible and with data that’s of an 

extremely high quality.”

Safety has always been a part of Scania’s DNA and its 
new generation of trucks has undergone five years 
of advanced crash testing with technologies and 
equipment never before used for heavy vehicles

High-tech crash testing
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MEET THOR... 

     ...SAFETY SUPERHERO
HE IS AS UGLY AS HE IS EXPENSIVE. ‘THOR’ IS THE  

NEW-GENERATION CRASH TEST DUMMY WHO PLAYED A CRUCIAL 

ROLE IN THE DEVELOPMENT OF SCANIA’S NEW TRUCKS
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Each new Thor dummy costs as much as five new trucks, but his 

contribution to life saving is priceless.  Scania is the world’s first 

commercial vehicle manufacturer to use Thor in its safety work.

“One of the biggest advantages with Thor is that he’s built 

more like a human being than ordinary crash-test dummies,” says 

Dan Loftén of Scania’s crash test team.

“Thor has more sensors in his body than other dummies, a 

body that can be turned sideways, and a more human torso featuring 

the same number of ribs as a real person.  He also moves more like 

a human being during the crash, which is extremely important in 

our development work.  The more human-like movement pattern 

and the advanced measurement-capabilities give us a better basis 

for our analysis and evaluations, which contributes to an even 

higher level of safety in the truck.”

Another factor setting Thor aside is that no other crash test 

dummies can measure injuries to the upper body as well as Thor.  

That’s because his torso is constructed in a more human fashion 

and his array of sensors allow the force on each individual rib to 

be measured.

Thor also has a more human-like spine and pelvis, making 

it possible for him to adopt the most common seating positions 

during testing. The spinal column is filled with sensors, 

accelerometers and other devices to measure the event, forces, 

and acceleration that the back is exposed to during a crash.

“He may not be the best-looking guy in town, but he is 

extremely valuable,” says Dan Loftén. “Not only for us who are 

developing Scania’s new generation of trucks but also for all truck 

drivers and other road users.”
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“ALL IT NEEDS 

THE DEVELOPMENT OF SCANIA’S COMPLETELY NEW DASHBOARD SAW 

THE COMPANY’S DESIGNERS DRAW INSPIRATION FROM THE AVIATION 

INDUSTRY IN A BID TO IMPROVE FUNCTIONALITY AND USER-FRIENDLINESS 

FOR DRIVERS. SO WHO BETTER TO TAKE THE NEW ‘COCKPIT’ FOR A TEST 

FLIGHT THAN COMMERCIAL AIRLINE PILOT JOAKIM HELLSTIG?

IS WINGS!”
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“ALL IT NEEDS 
The dashboard in Scania’s new generation 

of trucks provides drivers with a whole new 

level of functionality and user-friendliness. 

Developments in the aviation industry 

were studied as part of the process of 

further improving the interaction between 

the driver and the truck.

“The guiding principle of our work 

with the new trucks has been that Scania 

drivers should always be able to say they 

perform best because they have vehicles 

which support them in the best and most 

efficient way,” says Anna Selmarker, who 

leads Scania’s team working within the 

area of Human Machine Interfaces (HMI) – 

the digital interaction between the driver 

and the truck.

The aviation industry is home to 

significant HMI expertise, something that 

Anna Selmarker and her colleagues at 

Scania closely monitor to find the right 

design expression to help truck drivers 

in their daily work. The design of the new 

dashboard is characterised by accessibility 

and functionality which, in combination 

with the sweeping lines, guides the eye and 

the hand to the right place.

Joakim Hellstig has worked as a 

commercial airline pilot for ten years. 

As a pilot with ultimate responsibility 

for thousands of passengers’ lives, he 

is very accustomed to continuous HMI 

development.

“One of the most important things when 

working with HMI is to create simplicity,” 

he says. “Pilots must not misinterpret 

information as doing so can have devastating 

consequences. So it’s important to be able to 

work with the machine – the aeroplane in my 

case – in a way that’s so simple that it’s not 

possible to make wrong decisions. And, of 

course, the same principle should apply for 

commercial vehicle drivers.

“I’ve never driven a truck before, but 

was immediately struck by how spacious 

and simple the driver’s workplace is. 

The dashboard feels really clean and 

functional. The instrument lighting is clear, 

but also subtle, which is important when 

you’re spending long periods of time 

behind the wheel.”

The dashboard in Scania’s new cab is 

modularised, meaning it is easy to adapt 

to the needs of customers and drivers in 

terms of everything from ergonomics to 

buttons, controls and storage. All materials 

and gaps have been executed with a fit and 

finish rivalling premium-class passenger 

cars.

“I like the logic behind how the 

functions are clustered on the dashboard,” 

says Joakim Hellstig. “You quickly know 

where all the most important controls are. 

I recognise that; it’s a similar experience in 

the cockpits of the passenger planes I fly.”

He is also impressed by the range of 

options for positioning the driver’s seat: 

“From a safety perspective, it’s incredibly 

important to be able to create a completely 

individual and optimally restful driver 

position. Nowadays, we talk a lot within 

aviation about fatigue, which can affect our 

ability to interact with the aircraft – and it 

must be just as important for truck drivers 

to not lose focus.

“In summary, to me this feels like 

the perfect working environment for 

a professional driver – and from my 

perspective, the only thing missing is a 

pair of wings!”

IS WINGS!”
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FROM EXTREME HEAT AND HIGH ALTITUDES IN SPAIN TO DRAMATIC WINTER 

CONDITIONS IN SWEDISH LAPLAND, YEARS OF TOUGH SUMMER AND WINTER 

TESTS HAVE HELPED SHAPE SCANIA’S NEW GENERATION OF TRUCKS

Secret tests  
        in sun  
          and snow 
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Ideal extremes
It’s a tradition for Scania to carry out its summer vehicle tests in Spain’s 

Sierra Nevada mountains. Temperatures range between 40ºC on the 

Mediterranean coast to as little as 12ºC at a height of 2,500 metres, 

providing an ideal temperature range for developing new vehicles. 

“The conditions in southern Spain are ideal for us,” says Bertil 

Olsson, a veteran of Scania’s summer and winter testing. “Down on the 

coast, we’re able to test vehicles in both extreme warmth and humidity, 

while up in the drier mountain air we can run trials on steep hills.”

Reality check
Almost at the top of the Sierra Nevada range, Magnus Skjutar, 

who works with Engine Development within Scania’s research 

and development facility, has stopped one of the test trucks to go 

through the latest measurements.

“Because we’re currently working with engine calibration, the 

high temperatures and the temperature differences are extremely 

valuable,” he says. “In just a few intensive weeks, we can check 

that everything is OK with the development work we did back at 

home in Sweden and also that the trucks meet all the requirements 

placed upon them by us and also by the various authorities.”

30 test trucks
Testing covers everything from the powertrain to the cabs and 

the electrical system, with a focus on the interaction between all 

the different parts of the truck. Thirty or so test trucks, tonnes of 

spare parts and some 300 engineers, designers, test drivers and 

mechanics are involved in activities on-site. 

“Once we’re in place, we follow a well-established schedule 

under which we generally begin with the high-altitude calibration 

of the engines,” says test engineer Johan Skynäs. “Then the various 

experts come one after another: the cooling team, then the retarder 

team, the durability team, the cab climate team, and so on.”

Minus 30
Winter testing in northern Sweden’s Arvidsjaur municipality 

is almost as much of a tradition as the summer tests, although 

here there are more journalists observing and more competitors 

carrying out testing. In this part of Lapland temperatures often 

fall below minus 30 degrees Celsius, and metre-deep snow, 

wind, darkness and wandering reindeer challenge the skills of 

Scania’s test drivers.
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It’s one of  most the iconic, powerful 

and romantic expressions of  

engineering excellence of  all time, 

and more than 90 years on from its birth 

the Flying Scotsman – the most famous 

steam locomotive of  them all – continues 

to thrill. Why?

As anyone who has heard the 

whistle, seen the steam and smelled the 

smoke will tell you, a glimpse of  the 

Flying Scotsman roaring by is one of  

those rare sights that make the hairs on 

the back of  your neck stand up. Whether 

that’s because of  the overwhelming 

rush of  speed, best-of-British pride 

or the pure excitement of  a gleaming 

behemoth thundering past who can say? 

But whatever it is, there’s something very 

special going on here. 

According to Anthony Coulls, 

Senior Curator of  Rail Transport and 

Technology at the National Railway 

Museum in York (the loco’s current day 

custodian) the Flying Scotsman evokes 

emotions on a number of  levels:

“First and foremost, Flying 

Scotsman is a celebration of  our 

engineering heritage,” he says. “It also 

Passion and
Preservation
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symbolises what the publicity called the 
Golden Age of  travel between the wars. 
Today it encapsulates the joy people feel 
when they see a steam train, and you 
don’t have to be a steam buff to experience 
that. When the loco ran out of  London 
in February of  this year – its first trip in  
almost ten years – it was incredible. 
Thousands turned out to watch. School 
children were waving flags and everyone 
was straining for a glimpse. The appeal was 

tangible; Flying Scotsman makes us proud.”
But it all could have been so 

different; for without the intervention of  
a dedicated band of  enthusiasts, our best-
loved loco would have ended up on the 
scrapheap…

Slated for withdrawal from 
service in 1962, Flying Scotsman’s fate 
marked the end of  an era. Steam, in all its 
glory, had been a feature of  the railways 
since Stevenson invented the Rocket way 

back in 1829. Although steam-powered 
travel had been perfected into something 
of  an art form in the intervening years, 
British Rail decided diesel-electric power 
represented the way forward.

On hearing the announcement a 
group of  enthusiasts hastily formed to save 
Flying Scotsman from the scrap man. But 
that on its own wasn’t enough, and it was 
the bank rolling by wealthy industrialist 
and rail buff Alan Pegler which ultimately 
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made the rescue possible.
While the apple green steam 

giant originally numbered 1472 (later 
revised to 4472) is the locomotive which 
once again hit the headlines this year, it 
is but one of  many engines to have run 
the daily 10:00am service out of  Kings 
Cross bound for Edinburgh. Moreover, 
the Flying Scotsman name had been in 
use for many years before its signature 
locomotive rolled out of  the London 
and North Eastern Railway’s (LNER) 
Doncaster works in 1923. That’s because 
Flying Scotsman was the title of  the 
10:00am service itself  rather than the 
loco which ran the route.

“In fact, before they settled on 
Flying Scotsman, the run was known as 
the Flying Scot or the Flying Scotchman,” 
adds Anthony Coulls. “What’s more, 
the original route wasn’t the most 
prestigious, nor was it the fastest. So why 
did it capture the public imagination? 
Because with First, Second and Third 
class compartments it was a long distance 
service for everyone.”

With an initial journey time of  ten 
and a half  hours, moving 350 passengers 
between the capital cities of  England and 
Scotland presented practical as well as 
engineering challenges.

“People needed to be fed and 
watered,” explains Anthony Coulls. “So 
the early services included a 45 minute 
refreshment stop at York and a ten minute 
comfort break at Newcastle. This was OK 
until the fierce rivalry between the Great 
Northern & North Eastern Railways and 
its west coast counterpart, the London & 
North Western Railway, fuelled the ‘Races 
to the North’. Suddenly, speed and journey 
times became all important; who could 
get there quickest?”

The competition drove 
development. The advent of  carriages 
with corridors facilitated the introduction 
of  buffet cars and toilets, cutting almost 

an hour off the journey at a stroke. But 
longer, heavier trains also meant more 
motive force was required and the quest 
for power led to bigger and better engines.

Nigel Gresley, Chief  Mechanical 
Engineer for LNER reviewed the situation. 
Contrary to popular belief, British 
engineers were not as parochial as we 
might think. Gresley conferred with 

colleagues in the USA and Europe, looking 
at innovations they had introduced and 
building the best of  them into his A1 Class 
locomotives. 

The result was impressive and in 
1923 the publicity conscious LNER decided 
that naming their latest engine after the 
run itself  would be the right thing to do. 
And so the Flying Scotsman locomotive 
was born.

But that’s not the end of  the story. 
Flying Scotsman was not the only engine to 

operate between London and Edinburgh, 
nor did it only run the service it was named 
after. This led to the bizarre situation that 
sometimes the Flying Scotsman locomotive 
would pass the Flying Scotsman service 
going the other way!

As locomotive development 
continued, Gresley began to feel that his 
A1s were not quite as good as he would 
like them to be. He compared their 
performance to the GWR’s Castle Class 
and concluded the latter was better. His 
findings led him back to his international 
colleagues, including Frenchman André 
Chapelon, a leading expert in steam 
engine efficiency, for further inspiration. 
Ultimately a new class of  locomotive, the 
A3, was born.

Gresley set about converting his 
existing A1s to the new A3 standard, a 
move which saw Flying Scotsman become 
the first locomotive to be authenticated at 
100 miles per hour. 

Even so, this wasn’t enough. Steam 
engines need water and coal to function. If  
you could do away with the need to stop to 
pick them up, more vital minutes could be 
shaved off the journey time. The problem 
of  picking up water on the move was 
solved by placing troughs in the track and 
gathering it by way of  on-board scoops 
operated by the fireman. Larger tenders 
capable of  carrying the required nine 
tons of  coal could be built, but non-stop 
operation – the railway companies’ Holy 
Grail – led to another issue: crew fatigue.

The LNER looked to Gresley for 
a solution. As Anthony Coulls explains, 
it was a problem the Chief  Mechanical 
Engineer took home with him: “Gresley 
came up with the idea of  corridor tenders, 
which would allow a relief  crew to access 
the footplate from within the train. 
He famously used his dining chairs to 
determine just how narrow a gap the crew 
could pass through with only minimal 
compromise to the tenders’ coal carrying 
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capacity. The idea worked, and when put 
into practice allowed the train’s two crews 
to swap places just north of  York at 75 
miles per hour!”

By the time the Flying Scotsman 
was superseded by streamline locomotives 
in the mid-1930s, journey times from 
London to Edinburgh had reduced from 
the original ten-and-a-half  hours of  
1862 to just seven hours, a remarkable 
achievement by any measure.

Today, while a Virgin locomotive 
bearing the Flying Scotsman name 
continues to run the inter-capital service, 
the engine we know and love as the 
Flying Scotsman has undergone another 
renaissance. “After Alan Pegler almost 
bankrupted himself  by taking the engine 
to the United States, Sir Bill McAlpine 

stepped in as the new owner,” Anthony 
Coulls reports. “He brought it back from 
the USA, took it to Australia and then sold 
it on to businessman Tony Marchington, 
who overhauled it but was unable to keep 
it going. He sold it to the National Railway 
Museum in 2004, and with the help of  the 
National Lottery, Richard Branson and 
many others, we have restored the engine 
back to its former glory.

“It’s been a major task. The 
firebox has been replaced, the equivalent 
of  open-heart surgery for a steam 
locomotive, and the front part of  the frame 
has been replaced. But the work we have 
carried out means the Flying Scotsman is 
now once again mobile and accessible to 
everyone. Our view is that this is the best 
way to preserve this national treasure. By 

“PEOPLE 

EVERYWHERE HAVE A 

CHANCE TO SEE THE 

FLYING SCOTSMAN 

IN FULL STEAM, 

WHICH IS THE FINEST 

EXPERIENCE TO HAVE”
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sending it on a UK tour, as we have in 2016, 
people everywhere have a chance to see 
the Flying Scotsman in full steam, which 
is the finest experience to have.”

While the public can now enjoy 
the Flying Scotsman in its full pomp, what 
about those who drove it – what is it like to 
pilot the most famous steam locomotive 
in the world? To find out we asked Dave 
Court, who worked as fireman on the 
engine’s Stateside tour.

Dave’s role was to keep the loco 
in steam at all times, shovelling coal 
into the firebox and managing the water 
supply to the boiler. And exhausting 
work it was too: “We had two drivers, 
but only one fireman,” recalls Dave. 
“The train was a mobile trade exhibition 
promoting the best of  British, and over 

the course of  two months we travelled 
from Boston on the Northeast Seaboard 
to Houston, Texas. One day we did over 
700 miles in the Atlanta area – that’s 
not far off London to Edinburgh and 
back again. You can imagine how I felt 
at the end of  it. When I got home I was 
completely exhausted and had to stay in 
bed for a week to recover!”

The Flying Scotsman attracted 
tremendous attention in the States. As 
the driver pulled away from each of  
its station stops, Dave would share the 
crowd’s excitement. “It felt great to be 
aboard, to be a part of  it,” he says. “We 
were relatively lightly loaded, so you could 
really sense the engine’s power.”

Despite that, life on the footplate 
doesn’t exactly fit the romanticised picture 

that many draw of  it: “It was a harsh 
environment,” recalls Dave. “First of  all, 
you’ve got 2,500 degrees of  heat coming at 
you all the time from the firebox. You’re 
working hard and only get a few minutes 
to sit in your seat. Mine was on the right 
hand side, so the right side of  my body 
would get cooled by the wind while my left 
side stayed hot. It was dirty work too. All 
the time there was an invisible film of  oil 
swirling around the cab. That, mixed with 
your sweat, meant the coal dust would 
stick to you. You’d end up covered, and 
tired out too.

“But that said, it was the 
experience of  a lifetime – like so 
many others, I’m immensely proud to 
have played a part in the story of  the  
Flying Scotsman.”
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Scania’s new generation of vehicles herald a completely new 

OnBoard fleet management system, with a new look and feel that 

is more intuitive, has clearer menu structure and real two way 

communication between office and vehicle.  Mobile apps for drivers 

and transport managers and new performance monitoring features 

are in the mix too.  The user friendly layout enables customers to 

get to grips with the system quicker so they can realise the benefits 

of improved efficiency and safety from the off.

There is a fundamental change in the measurement of driver 

performance with the addition of a Performance Evaluation Module 

(PEM).  The PEM replaces the traffic light reporting system and 

automatically compares an individual driver’s performance against 

the Scania driver population in the UK.  Each driver is given a 

rating, similar to energy ratings you see on electrical appliances, 

and drivers are only compared against those doing similar work 

to ensure consistency and fairness.  This encourages drivers to 

continually improve, bringing value to the customer and saving 

time as there is no need to add targets or review their operation 

prior to implementation.

OnBoard can communicate directly with the in-cab infotainment 

system, (depending on infotainment system specification), allowing 

direct messaging to and from the cab, with messages shown on 

the infotainment display.  Drivers can respond directly from the 

infotainment system, but only when the vehicle is stationary.  

As well as messaging the transport team can identify the route 

being taken by the driver and then alter it remotely without any 

driver input.

Two way communication allows new functionality such as 

‘remote cab heater control’, allowing system users to start the truck 

cab heater remotely without the need to enter the vehicle. A useful 

feature for driver comfort and safety on cold winter mornings.

OnBoard customers now receive support from a team of 

specialist regional Business Development Managers.  The use of 

concise webinars can be incorporated in the OnBoard package 

allowing customers to be switched on and trained, potentially 

within a day.

A new suite of updated apps for both Android and Apple 

devices allow customers to stay connected with their operation on 

the move.  Drivers are able to download an app and monitor their 

own performance.

Customers continue to benefit from Scania’s free weekly Monitor 

reports detailing vehicle performance and driving behaviour.
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DNA OF A 
CHAMPION
Sir Clive Woodward, the man who steered the 

England Rugby Union team to World Cup glory, 

delivers a masterclass on perfection, elite level 

performance and how to achieve them in this 

Scene Scania exclusive
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DATELINE:  22 NOVEMBER 2003, TELSTRA STADIUM, 

SYDNEY. THE RUGBY UNION WORLD CUP FINAL.   

AUSTRALIA V. ENGLAND.  

WITH JUST 26 SECONDS OF EXTRA TIME LEFT 

ON THE CLOCK, FLY HALF JONNY WILKINSON – 

THE MAN CAPABLE OF KICKING GOALS WITH THE 

SAME METRONOMIC REGULARITY THAT ENGLAND 

FOOTBALLERS MISS PENALTIES – DROPS INTO THE 

POCKET TO RECEIVE A PASS FROM SCRUM HALF  

MATT DAWSON.  STRIKING THE BALL WITH HIS WEAKER 

RIGHT FOOT FROM WELL BEYOND THE 22-METRE 

LINE, THE 82,957 SPECTATORS IN ATTENDANCE – AND 

MILLIONS MORE AROUND THE WORLD – WITNESS THE 

MOMENT AUSTRALIA’S HEART WAS BROKEN.
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Creating champions is what Sir Clive Woodward is all 
about. A former England international rugby player in 
the amateur era, he was offered the job of  England coach 

when the game turned professional. What followed is history, his 
place in the sporting pantheon assured by the moment described 
on the left; an England team’s greatest success on the pitch since 
Bobby Moore hoisted the Jules Rimet trophy in 1966. 

So how did he do it?
“When I took the England job in September 1997, there 

was no template,” Sir Clive says. “As the team’s first professional 
coach, I was given a blank canvas and decided to throw the kitchen 
sink at it – I didn’t go in with a great plan, but I did give it every 
ounce of  effort and energy. I was determined that in my time no 
player would be able to say that we didn’t give everything humanly 
possible.

“When building a team, whether in sport or in business, 
the starting point is talent. But you have to understand the talent 
you have, and the talent of  those you are competing with. 

“Take golf, for example. If  I’m a five or six handicap 
golfer, I’m never ever, ever going to beat the likes of  Rory McIlroy 
or Dustin Johnson; I’m just not going to do it. But the people I can 
beat are those who are on five or six handicaps as well. So the most 
important thing is to be realistic about what your talent is. And 
once you’ve got that, and are competing like for like, it’s a case 
of  saying, OK, what am I going to do now – how am I going to 
leverage that talent? 

“That’s because I’m not going to win just because I have 
talent: I’m not going to become a better golfer, or beat a guy off five 
or six, just because I play off five or six and have the talent to play 
golf. You have to look at the other things you’ve got to do on top of  
having your talent to succeed – talent alone is not enough, that’s 
my big headline news. 

“What’s more, you’ve always got to assume the people 
you’re competing against have also got talent. And if  they’re doing 

stuff you’ve not thought about, or if  they’re working harder than 
you, they are going to beat you. 

“So my team-building mindset is always that we’re in 
second place, and the people in the other dressing rooms – the All 
Blacks, the Australians and the South Africans in the case of  the 
England rugby team – are all better than us and have got more 
talent than us. But we’ve got enough talent to compete, so we’ve 
now got to be brighter and smarter to get ahead of  them.

“The way you do that is by focusing on every single 
individual. I believe great teams are made of  great individuals. 
The secret is making each individual really compete with the 
person they are competing with and getting the very best out of  
that individual. If  you get every individual really pumped up, 
the ‘team’ thing becomes fairly simple and straightforward. And 
that’s when a team that’s not as good as another on paper can win. 

“But if  you have someone in your team who’s not really 
going for it in terms of  making sure they’re individually prepared, 
then that’s a weakness. For if  the team isn’t quite there, that’s when 
upsets happen. Definitely. We saw that in the Euros earlier this 
year with the England football team, they were a prime example.

“So what do you do? Well, when building a team I’m not a 
great believer in team bonding sessions. I’ve seen some I’ve cringed 
at, and which I wouldn’t personally care to do. The problem with 
these away-days is that you are putting people in false positions, 
and I don’t believe in putting people in false positions, I really don’t. 
The way I would spend a team building budget is by bringing even 
more expertise into the team to help each individual to become 
even better. It’s about investing in people. You don’t have to be 
best mates with everyone in the room to create a great team. I’ve 
known teams where some people genuinely don’t like each other – 
but they can still work as a team. 

“Great teams are made of  great individuals and teams 
are built by getting every individual to perform at their best. 
Everyone has to contribute and you all share in each other’s 
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success. Sometimes when you win, people look in and say, ‘they’ve 
got a great team spirit.’ That may well be true, but team spirit is 
the end result. How do you get there? By every individual person 
delivering, and really delivering. If  you’re in a team and you’re 
looking around the changing room and you know that every player 
has put in all the hard work, that creates amazing team spirit – and 
then you win.

“Developing a team of  talented individuals is not about 
big things; it’s the detail that counts. But you don’t make it up on 
the hoof  as you go along, you have to plan, plan, plan and your 

team has to be drilled, drilled, drilled in how to think correctly 
under pressure. TCUP – Thinking Correctly Under Pressure – 
is a key part of  my winning team strategy. And to get there, the 
players have to be sponges, soaking up every bit of  information 
and knowledge you share with them.

“I think with the England rugby team, what we were very 
good at was studying what we were doing; why we won, why we 
lost and so on. Between them, the players had so much knowledge 
and experience. That meant we were able to have open and frank 
discussions about how we were approaching things as well as 
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getting their ideas about what they did in their clubs. My job was 
to get all this information in, disseminate it and come out the 
other end with ‘This is what we’re going to do and this is how it’s 
going to work for us’.

“You have to get the players fully involved in what you’re 
doing, otherwise it simply will not work. You know, during my 
time in football (Sir Clive moved into the world of  football after 
his World Cup rugby success) I sat in so many meetings where the 
players hardly said a word. They didn’t get asked to contribute. 
The coaching in football, and I’m being very general here, but what 

I saw was very one way. It was just, ‘This is how we’re going to do 
it’, that kind of  thing. To even discuss it with players was actually 
seen as a sign of  weakness, which is nonsense. It would have been 
like me speaking to Martin Johnson, Laurence Dallaglio and Jason 
Leonard and then not listening to what they had to say. 

“The players have huge knowledge and experience and 
you have to respect that – it’s the same in business – team leaders 
should always listen to what their people, even the youngest or 
newest member of  the team, has to say. Because sometimes they 
have more thought processes than you.
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“As we started to build the rugby team, we called it doing 
100 things one percent better – we looked out all the one percenters 
which would give us improvement and worked on them. Everything 
we did, we tried to do better and better and better. Take defence, 
that was one of  seven focus areas where we broke things down into 
the smallest detail; tackling techniques in different situations, for 
example – how could we do it better in each and every case.

“We also used technology to our advantage. We were the 
first to use Prozone (a matrix of  overhead cameras which gives a 
bird’s eye view of  players’ movements on the field and provides 
detailed performance analysis) and that really helped me and the 
players to study what was going on. But let’s be very clear, you 
don’t win games because of  technology. All you’re doing here is 
leveraging your talent by allowing players to understand what 
they’re doing, why they’re doing it and how to do it better.

“Teachability – the ability to be taught – is what takes you 
to the TCUP level. You start with talent and leverage it through 
learning. That’s the way to being able to think correctly under 
pressure and win. But if  you’ve not got the ability to become 
passionate about what you do, really learn, really contribute and 
really go away and study, then you’re not going to make it at the 
top level, or any level in fact. 

“The last part of  the equation for me is attitude, which 
fundamentally comes down to hard work. To be a winner, you’ve 
got to have the talent; you’ve got to have the ability to learn and 
study, and I mean really study, like a university degree; you’ve got 
to have the ability to actually think about every scenario, which I 
call TCUP; and then it’s about how hard you work. I’ve never seen 
anyone become a champion without working extremely hard at 
what they do.

“Winners perform at their best when the pressure is at 
its greatest. Take the Royal Marines, for example. I’ve done some 
work with them down at their training centre in Lympstone. They 
unequivocally think they are the best in the word, which I fully 
endorse. They’re a small, elite fighting unit and the average age 
of  a Royal Marine officer is 21. So they’ve got no experience. But 
they spend hours after hours after hours going through scenario 
after scenario, asking what could happen and looking at possible 
outcomes. You can’t have experience because in war, more than 
any other business, things don’t happen as they are supposed to 
happen. There’s some serious people out there and they’re playing 
for keeps. So the Marine’s training is all about developing their 
TCUP skills: Thinking Correctly Under Pressure.”

And nowhere was Sir Clive’s TCUP concept more in 
evidence than on that World Cup evening in Australia back in 
November 2003. As Jonny Wilkinson would remember ten years on 
in an interview with the Independent newspaper, his winning kick 
was no accident, no stroke of  luck: 

“We spent years and years with that team working on a 
framework to manufacture three points when needed,” he said. 
“We demanded that people knew their roles and also everyone 
else’s roles so that it was as professional and ruthless a manoeuvre 
as it could possibly be.”

For those viewing, it was the culmination of  a defining 
passage of  play where Sir Clive’s four key attributes of  Talent, 
Teachability, TCUP and Attitude were rolled into a split-second 
of  sporting perfection; the moment the DNA of  a Champion was 
revealed, laid bare for all to see at the point of  maximum pressure. 

It was also something, we are sure, that the millions who 
witnessed it will never forget.
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SCANIA’S REMODELLED 

CAB FACTORY, ITS LARGEST 

INDUSTRIAL INVESTMENT IN 20 

YEARS, IS NOW MANNED BY 283 

HIGH-TECH ROBOTS WHICH LOOK 

TO HAVE BEEN PLUCKED OUT OF A 

SCIENCE FICTION FILM

THE CAB    
FACTORY  

OF THE  
FUTURE

Extending and renovating Scania’s cab factory in Oskarshamn, 

Sweden, has been a multi-million pound investment aimed at 

doubling production capacity and increasing quality over the 

coming years.  But the technology used is also taking a major step 

into the future. Intelligent robots and their operators are now part 

of the team in the bodyworks line and a new base-painting facility.
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The light grey robots are highly 

articulated and dexterous, but also smart, 

and can learn to execute just about any 

operation asked of them. When viewed 

in action, the overall impression is of a 

giant, futuristic ballet performance.

“It’s completely clear to me that a 

premium product needs to be built in a 

premium plant,” says Marcus Holm, Site 

Manager within Cab Body Production.  

So, we have built the most modern cab 

factory in the world.  We have used all 

the latest technologies and brought in a 

high degree of automation with the aim 

of obtaining a high degree of quality, 

but also to create the best conceivable 

working environment for our operators 

– if you go around the factory you can 

see everything is world class, from the 

ergonomics to the level of quality.”

Robots have long been used to 

carry out what are known as 3D-tasks, 

work that is dirty, dull and potentially 

dangerous.  But in line with technological 

development, they are becoming 

increasingly advanced and interactive 

with help from sensors, and can now be 

used for more advanced tasks as well.

In the assembly workshop, Tom 

Petersson works together with two robots 

gluing and fastening windscreens to the 

cabs.  One of Tom’s two assistants picks 

up and moves around the heavy glass 

windscreens. The other fetches a camera, 

takes photographs and readings, and 

then says exactly where the windscreen 

should be glued, down to the millimetre.

“I sometimes think of them as smart, 

agile cats, because they are so flexible and 

nimble,” says Tom.  “At the same time, they 

feel almost human and always do whatever 

they’re asked to do. Then, I think of them as 

two brothers.  But mostly, I feel a big sense 

of pride at being able to be a part of this 

and at working in this futuristic plant.”

When you close the door on one 

of Scania’s new truck cabs, the sound is 

reminiscent of the elegant, bank vault-

like sound you get when the close the 

door on a premium-class passenger 

car.  This is a result of Scania becoming 

the first truck manufacturer to automate 

the application of the cab door linings.  

The new technique, once again 

carried out by robots, has also made it  

possible to further reduce noise levels 

inside the cab.
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l Scania Oskarshamn produces truck cabs for the whole of Scania’s 

European production output. The advanced process is divided 

up into five workshops: the press shop, the bodyworks shop, 

the base-painting workshop, the paint shop and the assembly 

workshop

l Every day some 160 tonnes of galvanised steel plate arrives at 

the press workshop on large, heavy rollers.  Here it is trimmed 

and pressed into around 200 different articles

l A cab consists of approximately 310 different metal plate items. 

The parts are welded together into sub-components which, in 

turn, are placed together to create the body of the cab

l The body of the cab is painted, after which the interior and 

exterior is assembled

l The completed and quality controlled cabs are delivered to 

Scania’s chassis workshops at Södertälje in Sweden, Zwolle in 

the Netherlands and Angers in France. There, the trucks undergo 

final assembly with engines, axles, gearboxes and other parts 

from Scania’s various component workshops

From sheet metal roll  
to finished cab
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STEVE POPE SPENT 20 YEARS DRIVING TRUCKS FOR 

THE BRITISH ARMY IN BOSNIA, IRAQ AND KUWAIT.  FOR 

THE PAST YEAR, HE HAS TESTED AND LIVED IN ONE OF 

SCANIA’S NEW GENERATION TRUCKS UNDER REAL LIFE 

CONDITIONS. “THIS REPRESENTS A COMPLETELY 

 NEW LEVEL OF HEAVY TRUCK,” HE SAYS

       SECOND     
   HOME
STEVE’S
       SECOND     
   HOME
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Field-test driver Steve Pope has used 

a masked vehicle from Scania’s new 

generation of trucks to conduct long-term 

testing along his regular transport runs 

across the United Kingdom.  He has spent 

four to five nights per week in the new cab 

and now calls it his second home.

“I work and sleep here, cook all 

my food here, and it’s also my office,” 

says Pope. “Even compared to the Scania 

R-series that I previously had, everything 

I’ve experienced represents a big boost.  

All the new technology makes life so much 

simpler for me as the truck does it all for 

me.  Sometimes it feels like all I need to 

do is push a button and point it in the right 

direction!”

Asked to rank the improvements in 

Scania’s new truck, Steve thinks for a second 

before listing the field of vision, the driving 

experience, the general level of comfort, 

and the bed.  Also, the forward and outward 

shifted driver position and narrower A-pillar 

have given Steve a whole new perspective of 

the area around the truck.

“The advantage with the narrower 

A-pillars is that you get a much wider view 

between the A-pillar and the rear view 

mirror,” he says. “Together with the new, 

lower dashboard, the slimmer door panels 

and this larger surface area of glass, you 

have a completely new experience in 

terms of passing pedestrians, cyclists and 

passenger cars in the roundabouts.  It’s a 

big boost for traffic safety.”

Steve describes the driving 

experience as being, ‘very much Scania’.

“It’s the same feeling that I had in my 

previous Scania, but with a much better 

field of vision.  I love the design of the new 

dashboard.  When you sit behind the wheel 

and drive the truck you have everything 

you might need around you. The level of 

comfort in the new cab in just wonderful. 

The seats are adjustable in every way and 

the spaciousness in the cab beats anything 

that I’ve seen or experienced.”

For Steve, who sleeps in the cab most 

nights, the bed is of utmost importance. 

“The mattress is much thicker and this has 

meant that I now sleep much better,” he 

says.  “And it’s a firmer mattress, which 

I find great.  For me personally, it’s like 

sleeping at home.”

Steve Pope sees his year as a field 

test driver for Scania as a high point in his 

action-packed life.  “It’s a fantastic feeling 

to be involved in developing tomorrow’s 

truck,” he says. “Sometimes when I’m 

drifting off to sleep in the cab, I think about 

how good it will feel a few years from now 

when I see this new truck out on the roads – 

I got to be involved in developing it!” 

Our man in the field
For field test drivers like Steve Pope, dealing  
with secrecy is a part of everyday life
The field tests for the new generation Scania truck represented a major challenge. 

Advanced masking techniques and far-reaching organisational preparations were 

required to keep the vehicle’s identity, styling and new features under wraps.

“We have used more heavy duty masking than with previous launches,” says Anders 

Karlqvist, who oversees Scania’s extensive field testing activities. “It should be possible to 

drive past one of our field-test trucks and, maybe, wonder what kind of truck it was.  But it 

shouldn’t immediately draw attention to itself.”

For Steve Pope, security around the vehicle was one of his most important day-to-day 

issues. The assignment was particularly sensitive, due to the United Kingdom’s large population, 

heavy traffic and numerous truck spotters constantly on the look-out for new trucks.

“I had to plan all my runs very thoroughly,” says Steve. “When I park for the night, the 

first thing I did was draw black curtains around the entire cab so that no-one could see in or 

take pictures of the new interior.  The same applied when I stopped to fill up or to eat.  I can’t 

stop all the curious people, but then the truck is quite ingeniously masked.”

Occasionally Steve got questions from other drivers about the strange truck he was 

driving. The masking apparently gave some people an impression of heavy ‘armour’.

“I tell some of them that I’m driving a special vehicle for the Royal Mint,” he says. “Others 

have been told the truck is equipped with radiation protection, or that it’s equipped with 

sensors for filming and digitising footage for use within different TV and computer games…”

75



The UK was not the only country to see Scania’s new 
generation of trucks trialled. Brazil and Italy were among 
several other nations which also got in on the act 

Taking it
to the limit
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Sweet success in Brazil
The sugar cane fields around the city of Araraquara in the interior of 

the Brazilian state of São Paulo span from horizon to horizon. These 

vast, rolling fields are crossed by thousands of red dirt roads that 

connect the fields with the sugar refineries and ethanol factories.

When the breeze blows and the sun beats down on Araraquara, 

a fine red dust settles on everything and everyone.  When it rains 

heavily, the roads turn to mud.  When conditions are at their worst, 

all activities on the sugar cane fields grind to a halt for safety’s sake.

“We have here the perfect conditions for testing the durability 

of the new trucks under extremely tough and specific conditions 

that can’t be simulated or experienced at the same time elsewhere: 

lots of dust, high humidity and high temperatures,” says Carlos 

Fernandez, Manager for Scania’s Field Test Vehicle Operations in 

Latin America.

The bumpy, poor quality roads create vibrations that, over 

time, shake every vehicle apart.  That’s if the heat and dust, or the 

torrential rain and mud don’t do the job first.

“The goal of these advanced field tests is to produce the best 

truck in the world,” continues Carlos Fernandez.   “This means we 

need to expose the vehicles to extreme stresses to understand 

where their limits lie.  Often the stresses are so off-the-scale that 

we drive the vehicle or component we are testing until it breaks.  

Once we know the limit for what a component can tolerate, we can 

develop it further to increase durability.”

Brazil is, by far, the world’s largest producer of sugar.  The 

harvest season runs uninterrupted from March to December.  At 

this time specially built harvest machines cut some 100 tonnes of 

cane per hour.  The pieces of chopped sugar cane must reach the 

sugar mills or ethanol factories within a few hours, as the sugar 

content falls rapidly as soon as the cane has been cut.

Each vehicle combination used in transport is 30 metres 

long. On public roads, the sugarcane combinations weigh up to 

74-tonnes, but on the plantations’ privately-owned dirt roads, there 

are no limits and most sugar and ethanol producers load as much 

cane as they can carry, often up to 120-tonnes.

“Just like our customers here, we create extremely heavy 

loads, but we sometimes also drive unloaded, at high speed on the 

poor quality roads,” says Carlos Fernandez.  “This creates major 

vibrations in the chassis and creates lots of problems – which is 

exactly what we want.”

Another goal of the field tests in Brazil is to examine how 

professional drivers experience the level of comfort in the new 

cab under extremely challenging circumstances.  One of the hired 

test drivers is Roberto Pereira da Silva. He was contracted across 

the two-year test period to test the comfort of the new cabs under 

tough conditions, providing a driver’s perspective.

“This new generation of vehicles provides an extremely 

good driving experience, even on these distressed roads,” he says. 

“This is something new for us test drivers. I get a very clear sense 

of how Scania has thought of professional drivers when this new 

generation of trucks was developed. It’s much simpler to find and 

set your working and driving position so that it’s perfect for you – I 

had no problem at all finding a driving position that makes my work 

easier and more relaxed.”
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The Italian job
Scania has always seen customer participation in the testing 

of its new products as an obvious and essential part of product 

development.  Field tests of the latest generation of trucks have 

involved a large number of customers and professional drivers 

who, under great secrecy, have tested the new vehicles in real-life 

operating conditions.  In total, Scania’s new trucks have been tested 

over more than ten million kilometres – the equivalent of 50 laps 

around the Earth.

“When you’re developing a new generation of trucks, 

it’s very important to get a grasp on the product’s quality early 

on,” says Anders Karlqvist.  “For this reason, our development 

engineers need to follow field test vehicles for as large a distance 

as possible, and under as realistic working environments as 

possible.”

In the city of Trento in northern Italy lies a very special service 

workshop. Just four people have keys to the premises, and for 

several years a number of undercover development vehicles have 

been serviced here. Apart from field test engineer Ines Kasumovic 

and three service technicians, only selected transport company 

owners and their designated drivers have been able to get close 

to these trucks.

Ines Kasumovic has followed and monitored the work of the 

service technicians, the drivers and the transport companies on an 

ongoing basis throughout the trials.

“Put simply, my job is to understand how the customer, 

driver and service technicians experience and work with the new 

truck,” he says.  “I report all this back in detail to our Research and 

Development centre in Sweden.”

Throughout the day and long into the evening, the 

camouflaged field test trucks transport parts for the automotive 

industry in northern Italy or bottles for the wine industry across 

the country.  But every night, the drivers and vehicles return 

to their respective transport companies so the trucks can be 

protected overnight.

When the vehicles come into the secret workshop, they are 

inspected by Ines Kasumovic, who extracts data from their onboard 

computers and carries out the necessary development updates as 

quicklty as possible to allow the vehicles to get out in service again. 

The trucks are camouflaged so that none of their new features 

are revealed.  Inside the cab, all new panel features are hidden 

behind black curtains which are drawn when the drivers stop to 

load and unload cargo or fill up with fuel.

On being involved in the trials, test driver Aris Esposito 

comments, “It’s very demanding to be a field test driver. You need 

to be constantly aware of your surroundings, check where you 

stop, and who might be approaching the truck. This is especially 

challenging when you’re loading and unloading.  At the same time 

as you’re supervising the loading, you need to have strict control 

over what’s going on in the vicinity.

“But it’s a big opportunity to be involved in testing and 

developing Scania’s new generation of trucks. For me it’s the 

crowning achievement of the 26 years that I have worked as a 

professional truck driver.”

RigottoTiziano, who together with his wife owns and operates 

Autotrasporti Rigotto Tiziano, says he felt honoured when he was 

asked to take part in a field test for Scania’s new trucks.

“I thought only big international transport companies were 

trusted in this way,” he says.  “When I was first asked, I started 

planning immediately and chose my best driver for the field test 

truck. I wanted to give as much as possible so that Scania could 

complete the project in the best possible way.

“Now I just feel proud – we’re only a small company, but we must 

be doing a project right to be considered for a project like this!”
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Colombian rider Nairo Quintana leads the pack on their way to 
Alpe d’Huez during the 20th stage of the 2015 Tour de France 80



Sinews strained to breaking point, pain 
barriers shattered, contorted grimaces, 
excruciating agony. Welcome to the 
Alpe d’Huez.  Phil Liggett, ‘The Voice of 
Cycling’, gives us his personal take on 
cycling’s ultimate 21 hairpin challenge
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“Alpe d’Huez is the most world’s iconic climb, the Mecca of cycling,” 

says Phil Liggett, who this year completed his 44th Tour de France 

commentary. “Talk to anyone about the Tours of France, Italy, Spain or 

wherever and ask them what is the most famous climb of them all and 

they’ll say Alpe d’Huez. It’s a gruelling 14.5 kilometres long which takes 

you to 1,800 metres, a height gain of 1,150 metres with an average 

gradient of eight percent with a maximum gradient of 13 percent.

“I’ve attempted it once (Phil is a former leading amateur 

rider who ultimately chose journalism over a professional career in 

the saddle) and failed miserably five kilometres from the summit; I 

got off my bike.” 

At the time, Phil was riding with a group of top riders, who 

he’d been invited to join by 1987 Tour de France winner Stephen 

Roche. It was a rest day on the Tour and the riders were off for a short 

run down in the valley.

“Then Stephen had this brilliant idea to ride back up the 

Alpe,” recalls Phil. “I said ‘Crikey Stephen, I can’t ride up there’. He 

said ‘Yes you can, it’s only hard for the first ten kilometres!’ I tried to 

take the car but he wouldn’t let me. ‘No, you’re not insured’, he said. 

“I was dropped within 50 metres. As you get to the climb, you 

go straight into it, the road hits you in the face. Then you hairpin up. 

Each of the 21 bends is named after famous cyclists who’ve achieved 

on the Alpe. We zig-zagged up it and by the second zig-zag they 

were not even in sight.

“The record for the climb, set by Marco Pantani in 1997, is 37 

minutes 35 seconds. Well, I rode for over an hour and I was nowhere near 

the top. Then I got to a corner and saw this old guy looking exhausted 

and peering down into the valley. I thought I can’t stop, so I just rode past 

him. Two corners later he came up on me. He turned and said, ‘This is 

the worst road in France’. I replied: ‘I don’t need to know that right now!’

“I got to the turn known as Dutch Corner, made famous 

by all the Dutch victories on that Stage, and saw a girl we’d met in 

the Pyrenees. She was a cyclist on holiday with her mother, and she 

saw me and said, ‘Hello Phil, you look tired’. I said, ‘Wow, where did 

you come from?’ She replied, ‘Oh, we’re just doing the Alpe today – 

would you like a drink?’. I replied, ‘I’d love a drink.’ Then she said, ‘Are 

you hungry?’, I said, ‘Aye’, so she gave me a peach. I said, ‘How did 

you get up here?’ ‘In the car’ she replied. I said ‘I’ll take that as well,’ 

and put my bike in the car!”

“The Alpe is full of heroic stories. I was there when Pantani 

did his record. I know he had a sad ending, (Pantani died from acute 

cocaine poisoning in 2004), but put him on a bike and he knew his 

ability to climb mountains. He was able to accelerate and just when 

you think he can’t do it again and you catch him, he just kicks again and 

takes it up two more kilometres an hour, and then you crack. He could 

do it for ever, a magical climber, probably the best I’ve ever seen. 

“The Alpe is a fearsome climb, but when you come out of Le 

Bourg d’Oisans you’re in a valley. The mountains are slapping you in 

the ears, but you’re on a flat road. Only a kilometre or less down that 

road you turn left and within 500 metres the climb starts. You can’t 

see the top at that point, because you climb like spaghetti over the 

mountain.

“On the Tour, the crowd are demanding blood. They are 

there to see their cycling icons literally sprint up this mountain in half 

an hour when the average man will take an hour-and-a-half at least. 

The first two or three corners are very steep. You can’t go round the 

inside, you need to ride wide. They say the steepest part of the climb 

is 13 percent, but it’s much steeper than that if you’re on the inside of 

the hairpin bend. It must be 20 percent. 

“The guys who are going to win the Tour know this is an iconic 

Stage where they can’t afford to lose time to the big men, so they all 

race towards this mountain with their teams. And those teams are 
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riding so fast because the pacemakers know 

that as soon as they hit the bottom of Alpe 

d’Huez their day is done. They still have to 

beat the time limit which I always muse at, 

because when you’ve gone as hard as you 

can go and given it 100 percent to launch 

your team leader into orbit you’ve still got 

to climb that mountain. And that’s a horrible 

situation to be in. 

“Remember, these guys will already 

have come over at least two other mountains, 

which are usually used as stepping stones as 

the Alpe is a road to nowhere – you climb 

the Alpe, the finish line’s on the top. And it’s 

an unusual mountain in that you race uphill 

all the way to the line, after which the road 

continues towards the glaciers then stops. 

“When the Tour first came to Alpe 

d’Huez in 1952, the road wasn’t surfaced. 

Fausto Coppi won on his own on a road that 

was all crumbs and bumps and stones. For 

some reason, the Tour didn’t return until 

1976. Then everyone was talking about this 

mountain with a road which went nowhere, 

where all the hotels and chalets were only 

open during the ski season; they never 

opened in the summer, it was a ghost town. 

Now, it’s become such a touristic centre – 

created entirely by the Tour de France – and 

is open all year round. 

“All the famous riders who have 

won the Tour have won on the Alpe. In the 

case of Lance Armstrong, he won the time 

trial there, the only time we’ve had a time 

trial on the Alpe. One million spectators 

in 14 kilometres. They had to barrier the 

complete route to keep the road clear for 

the riders. Spectators were camping for four 

days before the riders came. Every year the 

police walk up and down reminding you 

that you can’t leave until the morning after 

the race has left – but no-one cares; they’re 

self-sufficient and nobody worries about 

drinking in the streets of Alpe d’Huez!

“Due to the way it’s climbed and 

the way it zig-zags they’ve given the Alpe 

an ‘Hors catégorie’ (beyond categorisation) 

rating, which is the highest rating you can 

give a mountain in the Tour de France. 

There’s fourth, third, second, first category 

climbs (which according to cycling folklore 

were determined by the gear a Citroen 2CV 

needed to climb them) but the outstanders 

are Hors catégorie, and they carry the most 

points for the King of the Mountains title.

“Because Alpe d’Huez finishes on 

the top there’s no run off, so they have guys 

there waiting to catch the riders. Literally, 

as the riders are about to fall off, they are 

held in their catcher’s arms. Even the best 

climbers push themselves to their limits. 

And even though their limits are better than 

the other riders, they all finish in the same 

state. Completely shattered.

“However, they all know what’s 

coming and they know they’re going to 

collapse at the end of it. 

“But that’s Alpe d’Huez for you – 

there’s no cheating gravity.”

 “THAT’S ALPE D’HUEZ 

FOR YOU  

– THERE’S NO 

CHEATING GRAVITY”
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From localised producer of railway rolling stock to global 

leader in transport solutions, Scania’s 125 year history is 

one of the world’s great automotive success stories. 

Throughout its journey, the company’s travelling partner 

has been innovation; from Sweden’s first car to the new Scania 

truck generation of 2016 its products have consistently taken 

centre stage in terms of their advanced design, leading-edge 

performance and operational efficiency.

Today, Scania concentrates on delivering total 

operating economy, serving the needs of transport operators 

worldwide with high quality, high performance vehicles 

which are safe, productive, profitable and second-to-none.

This then is the story of Scania: 125 years of customer-

focused success.

 
Sweden’s first car, the 1897 Erikson Car
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1891: A company is born
The development of Sweden’s railways led to Philip Wersén, a 

member of a leading industrialist family in the town of Södertälje, 

some 20 miles south west of Stockholm, to contact local iron 

foundry Surahammars Bruk with a proposal to form a wagon 

building company. The idea was agreed, leading to the creation 

of Vagnfabriksaktiebolaget i Södertälje, (Swedish for Wagon 

Factory Limited in Södertälje), a name which eventually became 

abbreviated to Vabis.

While railway carriage production would last until 1911, Vabis 

also focused on developing its product portfolio, leading to the 

introduction of a pioneering motor vehicle in 1897. Known as the 

Erikson Car, this was Sweden’s first automobile.

Around the turn of the century a leading, albeit short-sighted, 

Swedish motoring journalist commented: “The design of the car 

has reached a stage where it is difficult to conceive of further 

development.” 

Vabis, it seems, were also considering the future and was 

hard at work applying its knowledge and skills in a new area: the 

commercial vehicle. Sweden’s first trucks arrived in 1902. In fact, 

two trucks appeared that year; one built by Vabis, the other by a 

company called Scania. 

Founded in 1900 in Malmö, southern Sweden, Scania began 

life assembling Humber bicycles imported from Great Britain 

under licence. In common with Vabis, Scania was keen to expand 

and was soon producing cars, after which trucks were added to 

its range.

While the two companies co-existed in the market place for 

the remainder of the decade, increasing competition from around 

Europe rapidly began to threaten their long-term viability.

By 1910, Vabis and Scania recognised there was only one 

way forward if they were to survive; the challenge of European 

competition had to be met head on, something which could only be 

achieved if the two organisations pooled their resources. 

The merger took place in 1911 with the formation of Scania-

Vabis. At that time, the total production of the two companies 
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An overhead tramway cable repair truck destined for St Petersburg. 

Built circa 1910, this vehicle is believed to be Scania’s first export truck
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amounted to just 100 cars and 65 trucks. As a combined force, 

production of ever-more sophisticated cars and trucks would 

increase, the company’s first bus would be built, but the manufacture 

of bicycles and railway rolling stock would cease. 

By this time, Vabis had already dabbled with foreign markets; 

its first export sale being a truck for repairing overhead tramway 

cables in St Petersburg, Russia.

The newly-formed Scania-Vabis elected to actively pursue 

this policy in addition to satisfying the needs and demands of its 

home market.

The company quickly developed, its products finding favour 

in several international market places. Assembly operations 

started in Denmark in 1913, workshop operations in Russia in 1914 

and assembly in Norway in 1917. The range also expanded with, for 

example, fire engines appearing for the first time during the 1910s.

However, the effects of the Russian Revolution and the Great 

War would inevitably come to have a bearing on the organisation’s 

fortunes…

The turbulent ’20s
The economic turmoil following a decade largely defined by war 

saw Scania-Vabis run into financial difficulties. Cash was badly 

needed and salvation came in the form of an injection of capital 

from Stockholms Enskilda Bank. Owned by the Wallenberg family, 

one of the world’s great business dynasties, the decision was taken 

to follow a new strategy for success. 

This involved shifting from standardised vehicle production 

to developing trucks and buses individually tailored to meet 

customers’ needs. So began the customer-focus which endures to 

this day.

While Scania-Vabis worked tirelessly to fulfil the demands of 

its customers, the company’s woes were far from over and the 1920s 

saw losses recorded in six out of its ten years.

But the Wallenbergs kept the faith and the company 

restructured, resulting in a significant shift towards the bus market. 

Product development continued too with an innovative multi-

fuel engine, a four-cylinder overhead valve unit delivering 50-60 

horsepower, introduced in 1923.

With more buses being built alongside trucks, it was 

decided that car production should cease, and the last Scania-

Vabis car rolled off the line in 1929. Two years earlier, the Malmö 

plant had been closed down in order to concentrate production 

at the company’s principal and more advanced Södertälje plant.

The 1930s was the decade in which Scania-Vabis emerged 

from the financial woods; while the company posted a loss in 1934, 

this is something which has never since been repeated. Buses 

were the key product throughout the ‘30s, while the company also 

redoubled its development of diesel engines, producing its first 

own-design in 1936.

This led to the introduction three years later of one of the 

A 1923 half-track post bus 
designed for the Swedish winter 
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company’s most important all-time 

innovations: The modularised engine 

range.

Known as the ‘unitary’ engine, 

standardised componentry was employed 

to create an entire range. The series 

consisted of four-, six- and eight-cylinder 

variants with outputs of 80, 120 and 160 

horsepower respectively. With each 

engine comprising largely of identical 

items, the management of parts supply 

became a far easier matter and availability 

increased accordingly. The rationalisation 

of componentry meant maintenance and 

training became simpler too.

With the overall result being great 

uptime, the unitary engine rapidly became a 

popular choice among transport operators. 

More than that, it sowed the seeds for an 

even more important development which 

would soon follow: the advent of Scania-

Vabis’ modular production system.

The 1940s was a decade of change 

and unrest. Under the guidance of newly 

appointed Managing Director Carl-Bertel 

Nathhorst, Scania-Vabis embarked upon 

a journey of that would see premises 

modernised, machinery updated and 

management and administration practices 

and procedures refined.

Driven by the demands of wartime 

Europe, Scania began the decade with 

large orders from the Swedish military for 

trucks and industrial engines. Included 

here were vehicles powered by gas, each of 

which carried an onboard gas-production 

unit fuelled by charcoal. Orders also came 

in for tanks; 116 tanks in 1941 with a further 

140 commissioned a year later.

In 1944, Scania-Vabis introduced 

the L10 model, its first truck to feature the 

steering wheel on the left hand side. This 

move was in line with widely adopted 

standards in countries Nathhorst was 

looking to do business with after the war 

– an expansion of export activities being 

very much part of his plan.

As the war came to an end, Scania-

Vabis signed an agreement with US 

company Willys Overland to import its 

popular ‘peace jeep’, an arrangement 

which would continue until 1964.

Scania-Vabis signed another 

importer agreement in 1948, this time to 

become the general agent in Sweden for 

Volkswagen, a relationship which endured 

until 2002, by which time 1.7 million 

Volkswagen cars had been sold in Sweden.

Modular design 
concept extended 

The 1950s was the decade in which Scania-

Vabis’ modular design concept, first seen 

in the unitary engine of the 1930s, was 

taken to a new level. A young engineer 

named Sverker Sjöström had been tasked 

with conducting a series of tests to review 

the stresses experienced by trucks in 

normal operation. His research turned 

conventional wisdom – which was to 

have one axle gear for each engine size 

– upside down when he concluded that 

gross vehicle weight and route topography 

were the main dimensioning factors rather 

than engine power.

Sjöström also realised that a wide 

variety of customer needs could be satisfied 

by a limited number of components with 

balanced strength steps. Over time, these 

findings would be progressively applied 

to many components as Scania-Vabis’ 

 
Trial run of a Scania-Vabis carburettor engine in 1944

The Scania L75, a popular model 
produced between 1958 and 1968
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modular design concept was further developed and refined.

The 1950s also saw Scania-Vabis’ export activities increase 

exponentially as the company strived to develop its presence 

around the world, and in 1957 the organisation delivered its 

10,000th post-war export truck.

Another major expression global ambition came about 

during the ’50s with the inauguration of Scania-Vabis’ first foreign 

assembly plant, in São Paulo, Brazil.

The Swinging ’60s marked Scania-Vabis’ entry into the UK 

with the opening of a small engine sales office near Heathrow 

Airport. The European Free Trade Agreement was opening up 

Europe’s market places and Scania was keen to seize the moment. 

With its UK base established the first Scania-Vabis truck, an LB76 

4x2 tractor unit, was imported in 1966 to serve as a demonstrator, 

with the first operator vehicles following in 1967. 

Two years later saw two more important milestones in the 

company’s history, for in 1969 Scania (which had dropped the Vabis 

name a year earlier) and Saab merged to become the Saab-Scania 

Group, and the company’s V8 engine made its debut with the launch 

of the LB140 truck.

The LB140 captured the imagination of operators and drivers 

worldwide. High power, high torque, high performance and a 

distinctive engine note unmatched by any other; this was the truck 

that had it all. And so the legend of the Scania V8 – the King of the 

Road – was born.

The 1960s also saw the opening of a new assembly plant 

in Zwolle, Holland, where many vehicles destined for the UK are 

built today.

A 1950s Scania tourist coach
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The UK’s first Scania buses
As the UK’s first Scania buses entered service in the 1970s, Scania’s 

engineers in Sweden were busy readying a new truck range for 

the market; the 1-series. The LB81, LB111 and LB141 would all go 

on to prove themselves in service as reliable workhorses with high 

levels of driver comfort, safety and performance. Accordingly, 

Scania’s share in markets around the world continued to rise.

Firmly established as a major global player, Scania took 

the decision to continue its programme of global investment. 

Accordingly, a new plant in Tucumán, Argentina was developed, 

bringing a much needed economic boost to the area.

The oil crisis of the 1970s focused minds on efficiency in 

operation, a challenge to which Scania rose with the introduction in 

1976 of its ‘low-revs’ philosophy. Here, peak torque was realised at 

lower cruising revs than in previous engine generations. The result 

was lower fuel consumption and fewer gear changes, hallmarks of 

Scania engines to this day.

Nineteen-eighty was the year in which Scania’s modular 

system came of age with the introduction of the company’s first 

modularised truck programme, the GPRT range. From low-roof 

G-cab models to bonneted T-trucks, the GPRT range provided 

a comprehensive selection of model types from a small set of 

standard components. With maintenance and training requirements 

simplified, the GPRT found immediate favour with operators and 

technicians. And with excellent driving characteristics and second-

to-none ergonomics, Scania GPRT trucks became the first choice of 

drivers too.

Seven years on, and the GPRT range was superseded by 

the Scania 3-series, one of the company’s most successful truck 

ranges ever. In the same year, Scania inaugurated its Technical 

Centre, located on a hill overlooking the company’s manufacturing 

centre in Södertälje. Many innovations developed here would be 

incorporated into the new 3-series, and two years later the range 

was named as the International Truck of the Year.

The ’90s was the decade in which Scania marked its centenary 

– 1991 – while looking ahead to an even more successful future.

‘Blueprint for the Future’ was the internal name of a major 

project undertaken by Scania (Great Britain) Limited during the 

1990s which would see its dealer network expanded three-fold to 

its present-day level of 90 UK service centres. With trucks growing 

in sophistication and selling in ever-greater numbers, the company 

appreciated the need for nationwide support and its blueprint set 

the target that no operator should be more than 30 minutes from 

their nearest Scania dealer. 

London’s first Scania double deck bus. 
A total of 164 Scania Metropolitan 

double deckers were delivered to 
London Transport during the 1970s
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A 1984 P112M six-wheel tractor unit from the Scania 2-series range

The Master Centurion, a one-off ultra-high specification truck from a limited 
edition of 100 Centurions produced to celebrate Scania’s centenary in 1991
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In 1995, Scania took its modular 

concept a stage further with the launch of the 

4-series, whereby the number of components 

used across not only its truck range but also 

its bus and coach and industrial/marine 

engine ranges were further reduced. This in 

turn allowed for greater integration between 

the various products, resulting in a more 

rationalised and efficient global production 

system than ever.

The Scania PRT range (now PGR 

range) launched in 2004 forms the basis 

of the majority of the Scania trucks on 

Britain’s roads today. Such was its success 

that within months of its launch the range 

was winning plaudits around the world, 

including once again securing the title of 

International Truck of the Year.

The decade also marked the 

introduction of a new top-of-the-range 

model, the R 730. With its 730 horsepower 

engine the world’s most powerful at the 

time of its launch, this vehicle emphatically 

reinforced Scania’s King of the Road status. 

Chosen by proud owner-operators and 

fleets alike, R 730s are the flagships of 

many a fleet today. 

In 2009 Scania announced the new 

R-series. Characterised by a new look 

exterior and revised interior, this vehicle 

incorporated a host of innovations and as 

such marked an important development 

step. It also laid the ground for the 

introduction of Scania’s Euro 6 engine 

platform, a highly productive range which 

would soon be rewriting the fuel efficiency 

book:

“We have a new winner…The 

Swedes have set the bar very high for the 

competition!” 

These words are taken from an article 

in Traktuell, a leading Austrian transport 

magazine. Published in 2014, the journal’s 

road tester had just driven a Scania Euro 

6 truck which shattered all previous fuel 

consumption records. This story was 

repeated across the continent, with Scania’s 

six-cylinder 410, 450 and 490 horsepower 

engines all proving themselves time and 

again to be Europe’s most fuel efficient.

In fact, by 2014 Scania was producing 

its third generation Euro 6 engines. By 

introducing Euro 6 in 2011, a full three 

years ahead of the standard becoming 

mandatory the company had been able 

to gain unrivalled real-life operating 

experience of the new technology, a lead 

it has maintained to this day.

The Scania T-series was a model popular with 
owners, drivers and enthusiasts alike

Racing driver and Formula One commentator 
Allan McNish test drives the  Scania R 730
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On 23 August 2016, Scania’s new truck generation made its debut at a 

spectacular event staged inside the magnificent Grand Palais in Paris. 

Streamed live to a global audience, the first two members of the new 

range were presented; the brand new S-series, which has a completely 

flat cab-floor, and an all-new version of Scania’s R-series truck.  

The result of a ten year, two billion Euro investment project, the 

new range promises fuel savings of up to five percent in long haul 

applications. Other key features include improved aerodynamics, 

advanced connectivity and an array of productivity-enhancing, 

sustainable transport solutions – all of which have been developed 

without compromise to the highest possible quality standards. 

Scania’s new truck generation: Premium redefined. 

Scania’s new truck generation arrives
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