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Making its debut in 2017 is the 
newly released Scania G-series.  As 
the latest addition to the company’s 
Next Generation truck range, the 
G-series compliments the recently 
launched R- and S-series models. 
G-series cabs are available in low, 
normal and high roof format, initially 
focusing on sleeper variants.

While sharing many of the 
innovative features of R- and S-series 
vehicles, the new G-series has a 
lower seating position making it 
ideally suited for regional operations.  
Equally at home on both motorway 
and urban environments, the positive 
benefits of the forward-positioned 
driver’s seat combined with a lower 
cab height offer excellent visibility 
whilst maintaining a large sleeper 
cab to maximise both storage and 
sleeping comfort.

The cab has three entry steps 
and the driver’s station follows 
Scania’s modular concept utilising 
the familiar wing style dash board 
sloping away to maximise forward 
visibility, whilst switches and 
infotainment systems are logically 
and intuitively positioned to ensure 
ease of operation.

Your local Scania dealer will 
be pleased to provide further 
information on the new G-series 
and all other models in the Next 
Generation Scania truck range.

New G-series added to  
Scania’s Next Generation range
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Wickenby, Lincolnshire-based Rase 
Distribution Limited is celebrating 50 years 
in business with an investment in eight 
Scania trucks.  Supplied by Scania (Great 
Britain) Limited’s Lincoln branch, four of the 
vehicles are 44-tonne gross train weight Next 
Generation Scania R 450 A6x2/2NA mid-lift 
tractor units and four are 26-tonne gross 
vehicle weight G 280 DB6x2HNA curtainsider 
rigids with Scania Highline cabs.  All eight 
trucks have been supplied on a five year 
Scania contract hire agreement including all 
servicing, repair and maintenance, which will 
be carried out by Scania Lincoln.

Commenting on the acquisition, Rase 
Distribution Managing Director Geoff Hill 
says, “There were several key factors behind 
our decision to once again opt for Scania.  
Prior operating experience played a major 
part, as did the expectation of enhanced fuel 
efficiency with the Next Generation models 
on long haul operations.”

A new 650 horsepower variant has been 
added to Scania’s V8 engine range.  At the 
same time, developments to the unique 
Scania V8 platform have resulted in a number 
of engineering changes to existing models.

The 520, 580 and new 650 
horsepower options now all benefit 

from the same technology utilised in 
Scania’s 13-litre engines and use SCR-only 
technology. Complimented by improved 
thermal management, combustion and 
injection systems, the engines will offer 
improvements in fuel consumption.  
Combined with the class leading 

aerodynamics of new R- and S-cabs, the 
benefits are further enhanced.

The entry level 520 horsepower variant 
sees the most significant technical changes.  
Management of the induction phase of 
the combustion cycle has allowed Scania’s 
engineers to deliver the V8 performance 
operators demand whilst delivering class-
leading fuel consumption.

The 730hp engine remains the top 
power option and continues to use both 
EGR and SCR technology to meet the  
Euro 6 emission standard.

Finally, the 650 horsepower pure SCR 
variant will offer a torque rating of 3,300Nm, 
giving enhanced drivability for heavy haulage 
and time-pressured operations. This new 
model provides a balanced step between 
the 580 and 730 horsepower options.

New V8 model announced

Eight new Scania 
trucks for Rase 
Distribution Limited
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Scania (Great Britain) Limited 
is continuing its programme of 
UK network investment with a 
comprehensive redevelopment of 
its Milton Keynes headquarters and 
support centre.  Planned to open 
in late 2018, the new premises 
will include state-of-the-art open 
plan office accommodation with 
a dedicated conference suite, 
restaurant and feature break-out 
spaces within a three storey open 
atrium space. 

From the outside, the 
building design concept has been 
to create a bold, impressive visual 

impact but at the same time, hold 
onto the Scania corporate identity.

The building will also 
incorporate sustainable features 
from high thermal value 
construction and photovoltaic 
energy panels on the roof to low 
energy fittings using light and 
water saving technology.

“Our present premises 
were opened in 1981, at which 
time Scania held around eight 
percent of the UK truck market,” 
comments Managing Director 
Claes Jacobsson.  “Since then, 
our share has risen two-and-a-
half times to its current level of 
20 percent.  Naturally, our staff 
complement has also increased to 
ensure we continue to serve the 
needs of our growing customer 
base and network as well as we 
possibly can, and the time has 
come for us to move into new and 
improved facilities.  The plans for 
the new building are tremendously 
exciting and will enable us to 
further improve our service levels 
for many years to come.”

Elsewhere within the Scania 
network, work is progressing on 
a new 3.25-acre development for 
Haydock Commercial Vehicles 
which is scheduled for completion 

in early 2018.  Located adjacent to 
the M62 in Warrington, the new 
site will host a cutting-edge LGV 
service centre with vehicle servicing 
and repair facilities and MOT bays. 
The external areas will have secure 
parking for 70 LGV tractor units 
with additional space for complete 
tractor and trailer units.

Simon Dykes, Dealer 
Principal at Haydock Commercial 

Vehicles comments, “This 
development represents one of 
the most exciting developments 
in the long and successful history 
of Haydock Commercial Vehicles.  
‘Customer first’ has always been 
our mantra, and we are now 
looking forward to delivering to 
the area’s transport operators a 
commercial vehicle facility that is 
truly second-to-none.”

Building for the future 
Scania and its dealers invest

Simon Dykes cuts the first turf at Haydock 
Commercial Vehicles’ new Warrington site.  
Alongside him is Colin Carefoot, Managing 
Director of the site’s developer and transport 
operator, Walter Carefoot & Sons

The planned new headquarters and support centre for Scania (Great Britain) Limited, Milton Keynes 

An artist’s impression of the new Haydock Commercial Vehicles premises

Our thanks go to Scottish haulage specialist D. Steven & Son for this 
great photograph of what has to be Britain’s most northerly fleet of 
Next Generation Scania trucks – the operator is based in Wick, just 16 
miles south of John O’Groats.

Established in 1920, D. Steven & Son has a long and proven 
track within the industry.  Starting off with a single horse and cart, the 
company has enjoyed sustained growth over the years and describes 
its fleet today as one of the most efficient, eco-friendly and modern 
you will find anywhere.

Certainly the addition of 11 S 580 and one R 580 Next 
Generation Scania six-wheel tractor units will do nothing to harm 
that reputation.  The vehicles all feature Scania’s 580 horsepower V8 
engine and are equipped with Driver Package, Comfort Package and 
Infotainment Package plus a range of other high quality fitments as 
part of their high specification.

Northern stars
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Scania (Great Britain) Limited has 
completed a £100,000 upgrade to 
its UK Technical Centre in a major 
investment designed to provide 
the highest levels of support for 
the Scania UK service network and 
operators of existing and Next 
Generation Scania products long 
into the future.  

“The developments we 
have witnessed in automotive 
technology in recent years, 
such as connectivity and remote 
diagnostic capabilities, have 
made it essential for service-
providers to reinvest in their 
facilities if they are to move 

with the industry, stay abreast 
of the changes, and provide 
the best possible customer 
service,” comments Mark Grant, 
Aftersales Director for Scania 
(Great Britain) Limited. 

The Technical Centre shares 
premises with the Scania UK 
Training Centre, which is centrally 
located at Copt Oak, near 
Loughborough.  Its upgraded 
equipment includes the latest 
automotive diagnostic systems 
and software, and embraces 
efficiency-enhancing mobile 
technology such as toughbook 
laptops, iPads and smart phones.

Major upgrade for  
Scania UK Technical Centre

Scania (Great Britain) Limited has been shortlisted for two awards – 
‘Making the Most of Biogas’ and the ‘AD Team of the Year’ – at the 
Anaerobic Digestion (AD) and Bioresources Association’s  2017 AD & 
Biogas Industry Awards.  Now in its sixth year, these awards showcase the 
best of the best in innovation and achievement across all sectors of the 
AD and biogas industries both in the UK and globally.

Scania shortlisted for AD  
& Biogas Industry Awards

As the UK’s long-standing market leader in the eight-wheeler sector, 
Scania had a major presence at Tip-ex 2017 with a total of eight trucks 
on display in the indoor and outside exhibition areas.  Among them was 
one of 11 new Scanias supplied to Maidstone-based Ardula Limited.

 “They’re the ultimate vehicle for me,” says Ardula Managing 
Director Ricky Hemmings.  Solid, reliable and tough.  I can’t see a time 
when I would buy any other marque.  When people see that we invest in 
a top-of-the-range product, that confidence cascades down through the 
whole business.  We have a long term repair and maintenance contract 
and the service is just great.  I do a lot of analysis, and on whole life cost 
our Scanias easily outweigh the competitors.”

Ardula on show

Scania offers a range of dedicated gas-fuelled vehicles in the UK.  Shown here are examples in service with Reading Buses and Waitrose
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Scania’s Warrington Used Truck  

Sales Centre open for business

Six new engines added to Scania’s Euro 6 range

Scania’s new indoor Used Truck Sales Centre 
at Warrington opened its doors for business 
recently and secured its first sales within a 
week, with ten units taken by Rugby-based 
Warrens Warehousing & Distribution (Midlands) 
Limited.  The trucks, which are all 2015 Scania 
R 450 LA6x2/4MNA twinsteer tractor units, 
are now entering service with the 130-strong 
Warrens Warehousing fleet to work on the 
distribution of food products to supermarket 
retailers nationwide.

Commenting on his company’s purchasing 

decision, Warrens Warehousing Fleet Manager 
Steve Parker says, “The experience was brilliant; 
the Centre presents an extremely professional face 
and certainly enhances the purchasing process.  
In terms of the vehicles we have bought, they are 
low mileage, exceptionally well presented and 
competitively priced.  We will be looking to run 
them for up to eight years, with each unit covering 
around 240,000 km per annum.  The quality of 
used trucks from Scania gives us the assurance we 
need that they are more than up to the job; we are 
very satisfied with our purchase.”

The Scania UK Used Truck  
Sales Centre is located at:
Unit 15, Cheshford Grange, 
Warrington WA1 4RQ

Contacts:
Main telephone: 01925 595840
Paul Prewett: 07734 976370  |  paul.prewett@scania.com
James Pollock-Gore: 07469 085484  |  james.pollock@scania.com  

Ellesmere Port-based operator, Carvers 
Coaches has taken delivery of a new 
Scania Touring HD coach.  Based 
on Scania’s K 360 IB4x2 chassis, the 
vehicle’s 12.1-metre overall length body 
has 51 reclining seats with leather head 
pads and piping, three point seatbelts, 
a centre sunken toilet, DVD player and 
two monitors, extra dark tinted glass, 
USB charging points at each seat, 
Frenzel drinks machine and Alcoa Dura-
Bright alloy wheels.

Carvers Coaches Managing 
Director, Mark Carver, comments, 
“When you evaluate what is included 
with the Scania Touring, including the 
two years repair and maintenance 
package, it represents an excellent 
value for money vehicle.”  

Carvers Coaches  
go Touring

Scania is expanding the number of Euro 6  
engines available for its Next Truck 
Generation.  The company’s nine-litre engines 
now come in five different variants; 280, 320 
and 360 horsepower, plus variants of the 320 
and 360 horsepower units intended for use 
with FAME (fatty acid methyl ester) biodiesel.  
Also joining the line-up is the 13-litre  
DC13-149, which develops 370 horsepower 
and features a Miller camshaft. 

The Miller cycle is a technology 
patented in the United States in the 1950s. 
Using a special profile on the camshaft for 
the intake valves keeps them open a little 

longer than normal during the compression 
phase. That means less air is pumped 
through the engine, which contributes to 
keeping the temperature up and the SCR 
system running – all without the need to add 
diesel for the sake of heat alone. 

Scania now has 12 Euro 6 truck engines 
in production, all of which share a modular-
design approach and deliver exceptional 
fuel consumption figures. New stand-out 
features include new engine management 
software, upgraded combustion chambers and 
thermostat-controlled oil cooling, which delivers 
a one-percent fuel consumption saving.
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Back in 2002 Scene Scania carried a feature on Fagan & 
Whalley, which at the time was celebrating 75 years in 
business.  Fifteen years on, the corks are popping once 
again at the firm’s Padiham, Lancashire headquarters as 
the company passes its 90th year milestone.  

This time, the event has been marked by the 
addition of a striking new Next Generation Scania 
S 450 tractor unit to the Fagan & Whalley fleet.  
Supplied by Haydock Commercial Vehicles Limited, 

the new vehicle sports a custom livery which sees 
the company’s familiar green cab changed to grey, a 
colour employed by the firm back in the ‘60s and ‘70s.  
The truck also carries the name Doris in tribute to the 
mother of directors Stephen and Graham Fagan. Doris 
was the wife of Geoff Fagan, who still plays an active 
part in the business at age 85.

“Our anniversary vehicle had to be a Scania. 
There was no question about it,” says Stephen Fagan.

Fagan & Whalley celebrate again

Birmingham operator Attain 
Travel has purchased a  new 
Scania Interlink Finesse 
53-seater executive coach.  
Based on Scania’s K 410 EB4x2 
410 horsepower chassis with 
fully automated Opticruise 
gear-selection system, the 
vehicle is equipped with half-
leather reclining seats with 
USB charging points at each 
seat, a centre sunken toilet, a 
drinks machine, a DVD player 
with two monitors, extra dark 
tinted glass and Alcoa Dura-
Bright aluminium wheels. 

Managing Director David 
Costello comments, “We 
looked at various options 
when looking for a new touring 
coach and felt that with all 
the extras that are included in 
the Finesse specification the 
coach represents excellent 
value for money.”

Attain Travel 
chooses Scania 
Interlink

Scania presented its 13-litre DI13M IMO Tier III compliant marine 
engine at Seawork 2017, three years ahead of the standard becoming 
mandatory worldwide.  This marked the first showing of the engine, 
which is capable of running entirely on Hydrotreated Vegetable Oil 
(HVO) fuel resulting in emissions of carbon dioxide being reduced by up 
to 90 percent.  Additionally, IMO Tier III requires emissions of Nitrogen 
Oxides (NOx) to be cut by more than 70 percent, making the Scania 
DI13M one of the cleanest marine engine options available today.

“Available in a selection of power output steps from 257 kW (350 
hp) to 405 kW (550 hp), the IMO Tier III compliant Scania DI13M range 
provides an ideal solution for both propulsion and auxiliary power 
applications,” says David Bamber, General Manager – Scania Engines.  
“When used for propulsion, the engine continues our industry-leading 
tradition of delivering optimum fuel efficiency without compromising 
performance.  As an auxiliary power source, the compact design of the 
unit, its adaptability and standard interfaces make it ideally suited to a 
wide range of onboard applications.”

IMO Tier III compliant engine 
debuts at Seawork
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Ten 
days 

on 
the 

road

One of the most eagerly 

awaited truck launches 

of recent times was the 

introduction of the new Scania 

R- and S-series heavy range, 

replacements for the long 

servicing existing R-series, that 

in itself was a development of 

the 4-series range. The current 

range is highly regarded by 

both operators and drivers in 

virtually every market they are 

sold into, and replacing such a 

successful model range is a very 

big undertaking.

The current R-series was 

pretty much right from the 

start.  Regular upgrades to the 

interior and minor changes 

outside have kept it up to date, 

and continuous development of 

the drivelines and chassis layout 

have made it one of the very 

best trucks on the market – so, 

the Next Generation models 

have very big boots to fill.

I was keen to get behind 

the wheel of one for a week 

or more of proper work and 

jumped at the chance when 

a local operator was offered 

a new S 450 6x2 tractor unit 

and asked me to drive it.  We 

stayed in the UK for the ten day 

demonstration period, pulling 

fridge, curtainside and Euroliner 

trailers, and ventured as far 

afield as West Wales, Devon and 

Cornwall, northern England and 

central London. 

INDEPENDENT TRANSPORT 

JOURNALIST BOB BEECH 

RECENTLY SPENT TWO WEEKS 

PUTTING A NEXT GENERATION 

SCANIA S 450 TO THE TEST.   

HERE’S WHAT HE FOUND…

11



Chassis 
layout/vehicle 
specification
The Next Generation R and S 

models supersede the current 

R-series long haulage range and 

are firmly aimed at the upper 

end of the market.  The striking 

new cab carries on with Scania’s 

long established modular design 

concept, which will no doubt 

be extended down the range 

in due course. The new R-cab 

comes in standard height roof 

form or Highline with additional 

headroom.  For operators 

wanting more internal space the 

new S-series has an extra step 

and completely flat floor. Once 

again, there is a standard roof 

and taller Highline option.  Our 

truck had the latter option and 

was specified to a high level.

The three-axle mid-lift 

tractor, termed 6x2/2, had the 

new 4,050 mm wheelbase, 

slightly longer than the old 

model, with the front axle 

mounted 50 mm further 

forward.  The well proven 6x2/2 

layout is a popular option in 

many areas.  Often paired with 

higher power engines, the 

combination of traction and 

manoeuvrability make it ideal 

for heavier applications.

Our truck’s steel suspended 

front axle with longer two-

leaf springs was rated at eight 

tonnes.  Various steel or air 

options are available and front 

air suspension is becoming 

quite popular in a number of 

fleets.  The well tried two bag 

air system on the drive and 

pusher axle is retained and the 

front axle parking brake is now 

released automatically when 

the air suspension is raised 

or lowered, reducing stress 

and strain on all associated 

components. Various fuel tank 

options are offered; our truck 

had twin 250-litre alloy tanks 

and a 70-litre AdBlue tank 

tucked neatly under the centre 

of the chassis. 

The well proven DC13 

straight six engine has been 

carried over from the current 

range and retains Scania’s XPI 

ultra high pressure injection 

system with revised injectors. It 

continues to use SCR (Selective 

Catalytic Reduction) to achieve 

the latest revised Euro 6C 

emission regulations. 

There are now three 

power ratings; 301kW/410hp, 

331kW/450hp and the 

new 368kW/500hp option.  

Maximum torque ratings 

are 2,150Nm, 2,350Nm and 

12



2,550Nm respectively, produced 

between 1,000-1,350 rpm.

Both Opticruise automated 

transmission or a manual 

option are offered.  The base 

transmissions are either a 

straight 12-speed or 12 main 

gears and two crawlers, both 

with direct drive top gear for 

mainstream highway operation. 

There have been a number 

of changes to the Opticruise 

transmission, the principle 

difference being that the 

gearbox now has a layshaft 

brake to speed upchanges.  This 

works in conjunction with the 

engine exhaust brake to kill 

both engine revs and slow the 

transmission for faster, smoother 

changes.  The electronic control 

system has also been revised to 

give faster response and improve 

overall driveline management.

The proven single-reduction 

R780 drive axle has been 

retained, with a wide range of 

ratios.  Ours had the  highest 

2.59.1 option, which combined 

with the 70 series tyres, gave 56 

mph at a relaxed 1,210 rpm.   

Braking is via EBS controlled, 

air operated discs brakes with 

ABS and ASR.  The standard 

exhaust brake is linked with the 

Opticruise transmission to give 

best performance and has been 

uprated.  Our truck was equipped 

with the optional gearbox 

retarder which also works in 

conjunction with the exhaust 

brake and transmission.  Changes 

to the design allow the retarder 

to disengage completely when 

not in use to eliminate drag.

The S-series flat floor cab is 

a new departure for Scania, with 

four steps to aide access. The 

four-point air suspension system 

has been completely redesigned 

with bigger air bags, wider 

spaced mountings and a more 

effective self-levelling system. 

The rear cab wall has a slight 

outward curve to give increased 

internal space and the deep 

side deflector hinges out to gain 

access to the catwalk.  Our truck 

had the optional adjustment 

facility for the top section of 

the deflector, a permanently 

engaged hand crank allows 

the angle to be altered to suit 

different height trailers. 

The front grille is now in three 

parts.  The main centre section 

hinges upwards and the two side 

pieces hinge outwards, similar to 

the 4-series.  The bottom part of 

the grille still folds downwards, 

handy for reaching the screen and 

sitting on. There are up to four 

external lockers, which are deep 

and easy to access.

Our truck had the single bunk 

layout with additional overhead 

storage.  As well as the front 

mounted lockers, there is a 

pull-out drawer under the centre 

console, plus additional small 

storage areas dotted around the 

dash. The optional pull-out bed 

extends from 800 to 1,000mm.  

The optional full leather trim, 

combined with Premium driver’s 

seat and metal trim dash gave a 

touch of luxury.

“THE STRIKING NEW 

CAB CARRIES ON 

WITH SCANIA’S LONG 

ESTABLISHED MODULAR 

DESIGN CONCEPT”

13



Performance and 
Driveability
For most mainstream 44-tonne 

operations the 450hp engine 

with a healthy 2,350Nm torque 

will probably remain a popular 

choice.  I found the 450 performed 

very well over a wide range of 

routes and at a variety of weights.  

The engine will lug right down 

to 900 rpm on gentle gradients 

before changing gear and recovers 

well as the gradient eases. The 

relatively high overall gearing still 

gives good top gear gradeability 

on most motorway hills.

The new two pedal Opticruise 

12+2 transmission with layshaft 

brake plays a big part in getting 

the best performance from the 

450 engine.  The gear changes 

are very fast and super smooth. 

It block-shifts seamlessly.  

Starting at full weight on one 

gradient, it pulled off in crawler 

high and then shifted almost 

instantly into third gear; the 

engine had more than enough 

torque to keep pulling without 

hesitation.  

Gear selection at a standstill 

is now faultless.  Switching 

between forward and reverse 

is much faster and the low 

speed clutch control is better.  

The additional manoeuvring 

mode makes it very easy to 

control the truck in a tight spot.  

The transmission has three 

modes, standard, economy and 

power.  There is also a kickdown 

function, which is disabled in 

economy mode.

The cruise control has 

multiple settings including 

Adaptive Mode, which monitors 

the distance to the vehicle in 

front, can be adjusted and is 

linked to the standard emergency 

braking system and the Active 

Prediction system which reads 

the topography ahead and 

applies power or allows the 

vehicle to freewheel accordingly.  

At lighter weights on gentle 

slopes the freewheel system 

works very well, especially when 

driven via the throttle pedal, 

where the truck will coast for 

really long distances.

The brakes are smooth, 

easy to modulate and very 

effective, everything a modern 

EBS system should be, which 

inspires great confidence. 

The same applies to the ride 

and handling.  Often high 

mounted cabs can be a bit 

over-reactive; the driver is 

positioned a long way above 

the truck suspension, the 

corresponding movement 

of the tall cab on the cab 

suspension is exaggerated and 

the suspension seat makes 

things worse. Thankfully Scania 

have got their systems working 

in harmony.  The truck is 

smooth and sure footed, even 

on country roads. 

Traction was very good.  

Sometimes fixed pusher axles 

can cause wheelspin on sharp 

roundabouts and tight corners 

triggering the traction control, 

but the combination of a slightly 

longer wheelbase and reduced 

front overhang seems to reduce 

this effect.  Also, the air-dump 

facility worked very well and 

remained engaged even if the 

ignition has been turned off.  

It resets itself when the truck 

reaches 30 km/h. The two-bag 

“I FOUND THE S 450 

PERFORMED VERY WELL 

OVER A WIDE RANGE OF 

ROUTES AND AT A VARIETY 

OF WEIGHTS”
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rear air suspension still raises 

the rear of the chassis when the 

centre axle is lifted.  Care will 

need to be taken with height 

restrictions, although there 

is less chance of grounding 

the front end when climbing 

a slope with reduced front 

overhang. The steering is 

light and super smooth with a 

very good lock, and the truck 

corners superbly giving great 

confidence at all times.

       

Fuel 
Consumption
Scania has won a lot of 

business with the excellent 

fuel consumption with its SCR-

only models. My findings with 

the new S 450 indicate that 

operators can expect equally 

good returns with the new 

model.  Scania’s telemetry 

recorded an average of 9.6 mpg 

over a total of 3,230 miles, at 

an average speed of 38.5 mpg 

and an average gross weight 

of 29.9 tonnes. The best single 

daily figure was 10.54 mpg on a 

long run down to Cornwall fully 

loaded in one direction and part 

loaded for the return.

Cab comfort and 
living with the 
truck
For many this is the most 

interesting part of the test.  The 

tall cab has an extra step to gain 

access. Other manufacturer’s 

flat floor designs are slightly 

awkward to climb into, but 

straight away I found the Scania 

just that bit better. The steps are 

wide and the grab handles well 

placed.  But there is something 

else, and only after measuring 

the height of the bottom step 

and finding it an inch or two 

higher, I realised the difference: 

the starting point is better suited 

for most drivers and as a result 

the step spacing is ideal,

Once behind the wheel, the 

vision in all directions is superb.  

The careful design of the A-pillars 

and mirror layout work really 

well.  The mirrors themselves 

are excellent and although the 

seating position is high, the truck 

doesn’t feel big in a tight spot. 

The view at roundabouts and 

T-junctions is really good and this 

has a real impact upon both road 

safety and journey times – quite 

simply if the road is clear you 

don’t have to stop.

The dash layout and wide 

range of steering column 

adjustment is classic Scania. The 

controls are well laid out and 

logical and the dash itself carries 

a lot of information.  Many of the 

functions are controlled via the 

steering wheel buttons, while the 

window, mirror, central locking 

controls and light switches are on 

top of the door ledge. This works 

well in practice and adds to the 

cockpit feel behind the wheel.

The Premium driver’s seat 

with electric controls and leather 

trim is very comfortable. The 

interior lighting is very effective 

and easy to control.  There are 

plenty of power and USB points 

throughout the cab, the pull-out 

fridge and freezer are easy to use 

with good capacity and the pull-

out drawer and oddment storage 

around the dash is excellent. The 

overhead storage lockers front 

and rear offer plenty of space.

The single bunk is very 

comfortable and easy to extend.  

The bed is at the ideal height for 

sitting on and the black curtains 

keep the light out.  I slept very 

well in the new Scania and the 

flat floor makes moving around 

very easy. Heating and ventilation 

is first rate, with an even 

distribution of air and the night 

heater soon heats up the big cab.

Conclusion

I was very impressed with the new Scania.  It drives superbly, 

is really comfortable to live in and is very well put together.  

The quality of the interior has raised the bar.

From a driver’s perspective, it’s a superb truck, so relaxing 

to drive.  One day I loaded in deepest west Wales, intending to 

stop for a coffee when I got to the M4 just past Carmarthen.   

I eventually pulled over at Leigh Delamere services, three and 

a half hours later – I just didn’t feel inclined to stop!
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EVERY ELITE SPORTS MAN AND WOMAN DEPENDS UPON THEIR 

SUPPORT TEAM, NOWHERE MORE SO THAN IN THE HIGH 

SPEED WORLD OF ENDURANCE RACING. MOTORSPORT 

JOURNALIST GARY WATKINS REPORTS

HIGH OCTANE RELIANCE
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It is the drivers who pop the champagne corks in celebration of 

victory. They might even get a taste of the bubbly should any remain 

after it has been indiscriminately sprayed around the podium. There’s 

almost always someone from their race team up there with them to 

savour the moment, but they are probably just the man or woman 

at the top of the pyramid of the organisation that has made the win 

possible. It is true of any motor race, but none more so than the  

Le Mans 24 Hours. 

The infrastructure behind each and every one of the 60 

cars taking part in the famous endurance race held in France on 

the middle weekend of June is largely hidden from the fans in the 

grandstands and TV viewers sitting on their sofas at home. They get a 

glimpse of the mechanics who change the wheels and tyres and put 

in the fuel at each of the 30 or so pitstops a winning car will make 

over the course of the twice-around-the-clock marathon, but the 

majority of the team is largely unseen, lurking in the shadows of the 

pit garage or perhaps not even at the race track. 

Audi made a habit of winning at Le Mans. The German car maker 

first entered the race in 1999, claimed its maiden victory 12 months later 

and then went on an amazing winning run. By the time it was decided 

that Audi would no longer be represented at the great race from 2017, it 

had notched up a grand total of 13 victories, making it the second most 

successful manufacturer in the 90-plus year history of the event. 

That habit came about not just through its prowess in the 

design office that conceived a line of successful cars which employed 

a range of new technologies, from direct-injection petrol engines 

through the world’s first diesel racing powerplants and finally energy-

retrieval systems of its final machines built to the Le Mans Prototype 

regulations. Equally important was what it achieved in the pit garage 

with its long time team partner, Joest Racing. 

Audi changed the landscape of endurance racing together 

with Joest. “Preparation is everything in endurance racing,” says Joest 

Racing team boss Ralf Jüttner, and his crew brought a new standard of 

preparation to Le Mans. It wasn’t just the thousands of miles that its 

cars had completed in durability testing prior to the event, it was the 

detailed prep designed to enable the men and women in the garage 

to deal with every eventually the race could throw at them. 

Audi would go into each running of the 24-hour enduro at 

Le Mans with a set of spares on the shelf in the pits for each of the 

two or three cars – and on one occasion four – it had entered in the 

event. The Audi Sport Team Joest squad had a routine that effectively 

gave it a complete car – minus the engine and the central chassis or 

monocoque – in component form ready to be bolted in place.

Practice and qualifying for Le Mans takes place on the 

Wednesday and Thursday evenings ahead of the race. It would begin 

the sessions with one new car and then all but swap to another 

AUDI MADE A HABIT OF WINNING AT LE MANS.  

THE GERMAN CAR MAKER FIRST ENTERED THE RACE  

IN 1999, CLAIMED ITS MAIDEN VICTORY 12 MONTHS 

LATER AND THEN WENT ON AN AMAZING WINNING RUN
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19



new one – bar those major components that cannot be changed by 

regulation – for Thursday. 

“We would start on Wednesday with one new car and then we 

would rebuild the car completely and then continue on Thursday with 

what was effectively a new car,” explains Jüttner. “We would take the 

suspension off from each corner, the gearbox, the sidepod bodywork 

with the cooling radiators inside, the fuel cell, all what we call ‘lifed’ 

parts that can only do a certain mileage. 

“They would be replaced and then go on the shelf as our 

first set of spares. We knew the parts worked, fitted and had been 

properly adjusted, and we knew they hadn’t done too many miles. 

“In the old days the guys could start this process on the 

Thursday morning and still be ready by seven o’clock in the evening 

for the start of qualifying. As the cars have become more complex 

over the years, we’ve had to begin work straight after the first day’s 

sessions finish at midnight.”

What a team was able to do to the car – what parts it could 

replace – changed during Audi’s 18-year stint at Le Mans. And they 

changed courtesy of the marque’s proficiency in the pits. Joest wasn’t 

the first team to change the complete rear end – gearbox, suspension, 

brakes and driveshafts – in one go, but it turned it into an art form. 

Most significantly, the time it took tumbled. 

Audi would have its pre-assembled rear end hanging from a 

mobile crane at the back of garage. When it was needed, a second 

crane suspended from the roof would be used to hoist out the original.  

Then the replacement would be wheeled into position and lowered 

into place. And the time it took to complete this process? Perhaps six or 

seven minutes in the early days and then under five. And in practice – 
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and Audi did a lot of that – it is said that the whole procedure was once 

completed in under three minutes. 

Nothing was left to chance. Audi found that a cold gearbox was 

difficult if not impossible to fit to the back of a hot engine that had just 

come off the race track. The solution was employ tyre-heating blankets, 

the technology that can be readily seen on TV while the Formula 1 cars 

sit on the grid before the off at a grand prix. 

“We would wrap the gearbox and suspension in our old tyre 

blankets, the ones we didn’t use for tyres any more, and turn them 

up to 80 degrees C,” recalls Jüttner. “It was a simple thing, but one 

that was important because a cold gearbox didn’t like being bolted to 

the back of a hot engine.”

So proficient had Audi become at changing the complete rear 

end that the practice was eventually banned by the rule makers. It 

was subsequently mandated that the casing of the gearbox could not 

be changed during the race. It was perhaps the ultimate compliment 

to Audi, its designers and its mechanics. 

Practice makes perfect in the world of pitstops. It’s an 

important part of the game of endurance racing. Seconds lost in the 

pits are hard to gain back out on the race track where the differences 

between the lap times of the cars are more often measured in tenths. 

Joest have a routine of practising pitstops at its headquarters in 

Germany and there was a call to arms for its pitstop crews twice a 

day, every day.

“We have all the equipment set up in our workshops that we 

would have at a race,” explains Jüttner. “At the end we were using 
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an older version of our latest car, but we were continually having to 

update it with the latest wheels and wheel nuts.  

The specification of these components was always changing, so it was 

always important to do the practice with exactly the same things that 

you are going to be using in the race, whether its the wheels or the 

even the wheel nuts.”

New regulations governing pitstops were introduced in Le 

Mans-style sportscar racing at the beginning of the current decade. 

Only two mechanics are now allowed to be engaged in changing the 

wheels at any one time. It resulted in what Jüttner calls some “pretty 

heavy brainstorming” within Audi and the Joest team. 

Everyone has input
“There were lots of different ideas of how best to do it, some of them 

a little bit crazy actually,” he recalls. “Everyone involved had some 

kind of input and we used videos to watch what we were doing and 

to think how we could improve.”

Jüttner admits he hasn’t been averse to copying the pitstop 

routine of other teams. 

“Once we saw something someone else was doing and we 

changed our way of doing things during the meeting at Le Mans,” he 

recalls. “We were a bit nervous going into the race because we hadn’t 

practised it as much as we would have liked, but we had to do it 

because there was a gain to be made.”

It shouldn’t be forgotten that the strictly choreographed 

routine is being played out at the end of the race by mechanics 

whose heads haven’t touched a pillow for more than 30 hours.  

Le Mans is a marathon for man as well as machine. It doesn’t start 

with the beginning of the race on Saturday afternoon, nor even with 

the practice and qualifying sessions on Wednesday and Thursday. The 

pre-race technical checks known as scrutineering take on the Sunday 

and Monday at the beginning of race week downtown in the centre of 

the city of Le Mans. 

“The whole team is tired before the race even begins,” 

explains Jüttner. “It’s a long week and those night sessions mean 

everyone isn’t getting to bed until the small hours. They finish at 

midnight, but you have to wait to get the cars back from the ‘parc 

ferme’ after the officials have done all their tests. 

“The race doesn’t start until three o’clock – four in the old days 

– but the whole team has been at the track since early in the morning 

because we have the pre-race warm-up at nine. That means we have 

already done an eight-hour day before the race even begins.”

TV crews have a habit of playing their cameras on the 

mechanics, headphones on, dozing in camping chairs in the pits 

during the race. But their sleep can barely be described as even fitful. 

Jüttner remembers an occasion when the crew chief played a cruel 

joke on the mechanics. 

“I remember once, the call ‘car 7 into the pits’ came over the 

radio,” explains Jüttner. “All the guys jumped up in a split second: you 

think they are sleeping, but they were all on their feet immediately. 

It was cruel, but it was great to see.”

Jüttner has innumerable tales from the Le Mans pit lane that 

underline the dedication of the men behind the stars who climb the 

steps to the podium.

“Le Mans is a race where the guys come into their own,” he 

says. “The way they throw themselves onto a hot car if we have a 

problem is something special. You’ll be speaking to them after the 

race, and notice blisters on their hands. They say they didn’t even 

notice at the time. They are that pumped with adrenalin.”

The drivers quaffing – or rather spraying – the champagne in 

celebration of victory make the headlines, but every one of those 

sleep-deprived mechanics they rely and depend on should be 

regarded as a hero too.EVERY ONE OF THOSE SLEEP-DEPRIVED 

MECHANICS THEY RELY AND DEPEND ON 

SHOULD BE REGARDED AS A HERO TOO 
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The majority of new Scania trucks 

delivered today are sold complete with 

a full three year repair and maintenance 

contract.  Unrivalled within the 

transport industry, this all-inclusive 

service not only gives total peace of 

mind and maximises uptime, it also 

ensures vehicles are maintained by 

the people who know and understand 

them best; fully-trained, highly skilled 

Scania Technicians. However, for 

anyone who remains unconvinced that 

Scania provides the best repair and 

maintenance option once that three 

year period has expired, read on...

The level of technology within modern 

day commercial vehicles is nothing 

short of staggering.  Historically – say, 

up to around 35 years ago – onboard 

electronic devices were decidedly rare. In 

the mid-1980s, systems such as Scania’s 

Computer Assisted Gearshifting were 

beginning to find their way into vehicles.  

Rudimentary analogue/digital Electronic 

Control Units (ECUs), debuted around the 

same time.  Fast forward to the present 

day and state-of-the-art vehicles boast an  

array of sophisticated microcontrollers 

communicating with each other by way 

of the vehicle’s CAN-bus (Controller Area 

Network, a kind of in-built automotive 

nervous system).

But technology never sleeps, and 

while the current range of Scania trucks 

house as many as 24 ECUs each, Next 

Generation Scania models carry more 

than double that number.

As anyone with a computer knows, 

(and we trust there’s no-one out there 

without one...?) software updates are 

today part of our way of life.  Each of 

the ECUs on a modern Scania truck 

has its controlling software which 

from time to time may need updating 

as the product becomes more refined 

– Scania’s philosophy of seeking and 

implementing continuous improvement 

makes that a distinct possibility.

Sometimes, a product improvement 

or upgrade may mean that both software 

and hardware will change.  This would 

mean that when a vehicle is serviced, 

a Scania dealer would install the 

upgraded componentry and software in 

tandem.  No problem there, but it raises 

the spectre of what happens if one is 

fitted without the other?  

PROTECTING  
YOUR INVESTMENT

As each new generation of trucks sees technology 

move relentlessly forward, has third party vehicle 

repair and maintenance had its day?
26



27



Such a situation could potentially arise 

if maintenance is carried out by a third  

party workshop which does not have 

access to the necessary technology.  

While they may purchase the latest 

version of the component in question 

and subscribe to the manufacturers 

diagnostic portal to establish whether 

software updates are available, they 

would have to take the vehicle to a Scania 

franchised dealer to have the software 

updates applied. If they fail to do so, this, 

in turn, could have a detrimental affect 

on performance.

Another consideration here is 

flexible maintenance, a cornerstone 

of Scania’s Next Generation truck  

platform.  Flexible maintenance means 

that a vehicle’s maintenance is optimised 

to the transport task for which it is used.  

For example, let’s say two operators 

run similarly specified trucks hauling 

similar cargoes.  One, however, hauls 

in East Anglia while the other transits 

the Pennines.  Although both trucks do 

the same job, they run in very different 

operating environments.

It therefore follows that their 

servicing requirements will be different, 

which is where flexible maintenance 

comes in.  Flexible maintenance plans 

utilise the wealth of information Scania 

has at its fingertips (collected from 

onboard telematics systems worldwide 

over the course of many years) to 

determine the servicing regime a truck 

requires based upon the use to which 

it is put.  That means a truck gets the 

servicing it actually needs. Quite simply, 

there is no more effective way to 

maintain a vehicle to ensure it operates 

at its optimum level.

Flexible maintenance is an integral 

part of every maintenance contract 

written today for Next Generation 

Scania trucks.  This is a service which 

is simply beyond the reach of any third 

party workshop, as they will not have 

access to the data used to determine 

the optimised maintenance regime.

The Scania network offers a wide 

choice of service contract options 

with flexible maintenance plans 

specifically tailored to operators’ 

needs, all of which include O-licence 

inspections and document filing for 

compliance.  The range begins with  

an entry-level support programme, 

Service Only, which although based on 

servicing alone also features an optional 
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An additional contract service offered today is Fleet Care by Scania.  This all-

encompassing product is available for all makes and models of trucks, trailers, ancillary 

components and buses and coaches.  Available nationwide, Fleet Care contracts are 

ideal for customers with mixed fleets who are looking for a comprehensive, one-stop 

maintenance solution.

Fleet Care is a global Scania concept which provides day-to-day support 

coupled with tailored solutions.  These are developed by pro-actively analysing the data 

Scania holds on the customer’s operation to identify ways in which performance and 

reliability can be optimised.  The service offers all the benefits of a full Scania Repair 

and Maintenance programme for every item in the fleet and covers every aspect of 

operation, including preventative maintenance planning to damage management.

Fleet Care  
by Scania

MOT package.  Next up is Service Plus, 

where additional items can be added  

to the schedule.

A full Scania Repair and Maintenance 

programme delivers a complete 

service; MOT, full service schedule, the 

ability to add key components to the 

contract, Scania Assistance, MAX 24 

breakdown cover (whereby operators 

are compensated if a vehicle is off the 

road for more than 24-hours), and full 

repair cover, including wear and tear.

As Scania helps drive the shift 

towards sustainable transport solutions 

forward, contracts featuring flexible 

maintenance plans will become part 

of the routine in the same way as 

every other aspect of technology has 

integrated itself into our lives.  Properly 

maintained by the Scania network, 

Scania trucks will give many years of 

cost-effective service characterised by 

high uptime, low fuel consumption and 

excellent operating efficiency all-round.  

Why go anywhere else?
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COMMITTING 
TOGAS

Transport journalist John Challen reviews  

John Lewis Partnership’s investment in dedicated 

gas-powered Scania trucks

30



31



At the beginning of  2017, there was a lot 

of  coverage of  ten gas-fuelled Scania trucks 

entering service with John Lewis Partnership’s 

supermarket retailer, Waitrose.  The story was 

the culmination of  a seven-year journey, where 

the John Lewis Partnership had looked at 

alternative-fuelled vehicles and was now ready to 

proceed with a grand plan to progressively move 

to gas-powered operation.

So here’s the background: “In 2010 

we were using pure plant oil – virgin rapeseed 

oil that hadn’t been filtered or refined in any 

way – in some of  our vehicles,” explains Justin 

Laney, General Manager – Central Transport 

for John Lewis Partnership. “But then the fuel 

duty changed dramatically and, from a financial 

point of  view, the business case disappeared. We 

learned a lesson: to make sure the business case 

isn’t that fragile. But also we wanted to avoid the 

food vs fuel debate – growing crops for fuel when 

there are people starving in the world. We didn’t 

want to get drawn into that.” 

The company then started working 

with Imperial College’s biofuels department and 

looked at other options. From a list of  about 12 

different fuel combinations, the only one that 

ticked all the boxes was biomethane. “We started 

down that route and the plan was that when we 

couldn’t source biomethane we would use natural 

gas and use it as a pathway to using more and 

more biomethane,” explains Laney. “We then 

started using dual-fuel trucks and we still operate 

them as they are a stepping stone, partly because 

if  you can’t source the gas you can run them on 

diesel anyway and it was partly because that was 

what was available at the time.” 

Everything was fine up until the 

introduction of  Euro 6 led to a dearth of  dual 

fuel conversions and concerns about methane 

slip. “Around this time, Scania introduced its 

dedicated biomethane truck so we trialled one 

and then bought two at the beginning of  2016 

and put them in service,” recalls Justin Laney. 

“They did what they were supposed to do and 

the fuel economy was around where we expected 

it to be. The next step was to buy ten additional 

vehicles and we are now intending to buy more 
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this year for Waitrose and John Lewis – the majority being Waitrose.” 

The initial feedback on the new trucks is very positive. “They have 

gone better than expected,” says Justin Laney. “The business case is there 

and we have seen an 83% well-to-wheel reduction in annual carbon dioxide 

emissions.” Based on a typical John Lewis Partnership mileage of  170,000 

kilometres per annum, the carbon emissions go from 119 tonnes per truck per 

year to 20 tonnes, a saving of  99 tonnes.

Not only are management happy, but the drivers love them too.  I 

was expecting some negative driver feedback in terms of  a lack of  torque, 

but Scania has done a great job in 

matching the torque curve of  the 

gas truck to that of  a diesel truck. So 

there have been no complaints about it 

lacking power.”

In addition to these being 

cleaner vehicles, there are fuel cost 

savings to be factored in:  “The 

annual fuel savings will be in the 

region of  £15-20,000, based on the 

initial results,” says Justin Laney. 

“Where the vehicles have exceeded 

expectations is that there have been 

no surprises, which you normally expect in this kind of  project; everything 

has gone to plan.  One big milestone – and major advantage to us – was in 

the range. The standard Scania truck has a range of  350-380 miles, which 

meant we had to be quite selective on the routes that we went on. So we 

worked closely with Scania and Agility Fuels to develop the long-range 

version we have now. Our trucks now have a range of  around 500 miles, 

and are some half  a tonne lighter than the outgoing models.  Not only is 

this saving us money, but we can also operate the gas trucks on the same 

route as the standard diesel tractor units. So we don’t have to anticipate 

“SCANIA HAS DONE A GREAT JOB IN 

MATCHING THE TORQUE CURVE OF THE  

GAS TRUCK TO THAT OF A DIESEL TRUCK” 
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“THE BUSINESS CASE IS THERE AND WE HAVE SEEN 

AN 83% WELL-TO-WHEEL REDUCTION IN ANNUAL 

CARBON DIOXIDE EMISSIONS” 
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range when it comes to a route, we know they will complete any route we 

send them out on.”

Given the performance and savings detailed by Justin Laney, 

biomethane seems the way to go and John Lewis Partnership is certainly 

putting its money where the refueller is. “We’re considering moving to 

a policy of  when diesel trucks come up for replacement, we replace them 

with gas trucks,” he says.  “There is no point just dabbling with biomethane. 

You’d only do it if  it had the scope to roll it out to all or nearly all the heavy 

truck fleet,” says the John Lewis man, who maintains it will be a different 

experience to the last alternative-fuel initiative. “Compared with years ago, 

we’ve got some confidence because the difference in fuel duty between gas 

and diesel is fixed until 2024. The indication is that over time the trucks will 

become cheaper and the fuel duty cost is higher than the cost of  the gas itself, 

so there is more confidence there in the business case. 

“The only thing to be cautious of  is that we need to expand the fleet 

at a rate that doesn’t put us at risk, in the event of  problems with the gas filling 

station,” he reasons (the company is part of  a project to build a gas filling 

station in Milton Keynes). “The fleet we have now is based in Leyland and 

there are sufficient vehicles there that in the event of  the filling station going 

down, we could send the vehicles to other stations – such as Crewe – and we 

have spare diesel trucks that we could use. If  we expand the fleet we want to be 

confident that there are measures in place around it for other options.”

Overall Justin Laney is delighted with the product the company is 

running, but recognises there is room for improvement. “We now have a very 

quiet tractor – we’ve worked with Cambridge University on aerodynamics on 

our trailers – but the one issue is the ancillary engine that powers the fridge 

unit on the trailers because they are relatively dirty and noisy,” he says. “With 

the current urban air quality debates that isn’t very helpful, so we’ve got 

seven trucks where we’re driving the fridge with power from the truck and an 

ongoing project where we plan to have ten more of  those units powered by 

gas trucks. So, with a quiet and clean gas truck engine powering the fridge, 

we are suggesting to the Department for Transport that a standard is created 

for a clean, quiet truck for urban operation.”

Finally, after saying there have been no surprises with the trucks, 

maintenance is deemed ‘very good’, by Justin Laney. “There was a lot of  

training by Scania for our people and it has also been quite savvy that any 

workshop that has contact with a gas truck has technicians trained there with 

the ability to train them,” he says.  “Obviously, that’s the kind of  support we 

have to be able to rely upon if  our vision for extensive gas-powered operation 

is to become a reality.”

Shortly before Scene Scania went to press it was announced that 
John Lewis Partnership is adding another 36 gas-fuelled Scania 

trucks to its fleet.  Thirty-two of these – 30 tractor units and 
two 18-tonne rigids – will carry Waitrose branding, while 

the remaining four, all of which are tractor 
units, will feature the John Lewis livery.
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IN FOR THE   LONG RUN
TWO LEADING INDUSTRY JOURNALISTS 

PUT THREE FORMS OF SUSTAINABLE 

TRANSPORT TO A MARATHON TEST  

IN THIS SCENE SCANIA EXCLUSIVE

The London marathon: a gruelling 26 mile 
385 yards of urban terrain designed to 
eke out the fittest, strongest and most 
able among us.  Where better then, to 
compare the performance of three forms 
of sustainable transport – the runner, 
the cyclist and the UK’s first 26-tonne 
hybrid truck, now in service with the  
Co-op.  To do so, we invited Commercial 
Motor Editor Will Shiers, recently back 
from Transaid’s marathon cycle ride in 
South Africa, and Ian Norwell, freelance 
journalist, truck road tester and London 
Marathon runner, to put each to the test 
and report on their findings.  This is what 
they told us..
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IN FOR THE   LONG RUN
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The  
runner’s 
story
The unknown always presents a challenge. 

If you’ve never done something before, 

whether it’s running a marathon, or taking 

hybrid trucks on to your fleet, it will inevitably 

raise questions. The easy thing to do of 

course, is nothing. 

A casual comment to a fellow 

journalist at the 2016 CV show, about wishing 

I’d had a go at the marathon years ago, but, 

at 62, it was obviously too late, ended up 

with me on the stand of automotive industry 

charity Ben signing up for the 2017 event.  

My glittering sporting career consisted 

of avoiding double games at secondary 

school, and my running prowess since then 

had been confined to occasionally chasing 

our local fish-and-chip van.  

My daughter Lucie bravely agreed 

to run with me, and at 27 she was obviously 

running partly as my carer.  Launching from 

my ‘couch’ position in July 2016, I knew I 

had it all to do.  At 6’2” and 80kg, I gave 

onlookers the illusion of being relatively fit, 

which was certainly not the case.  Worryingly, 

the web seemed to be splattered with 

horrific training schedules that ground on 

for months, only serving to deepen my 

apprehension. After a compulsory visit to a 

sports shop for proper running shoes, and 

some early 4k practice runs from my home, 

I discovered the ‘parkrun’ network, active all 

over the UK, and it saved my bacon. 

With a supportive community feel, 

an eclectic mix of fun runners and serious 

athletes cover a 5,000m course in their local 

park.  I became a regular at the Buckingham 

parkrun every Saturday morning at 09:00, 

rain or shine.  Lucie and I started doing 

double runs, and then a few triples, to up 

the pace as the April 23 deadline loomed. 

The Silverstone half marathon on March 12 

was an encouraging event, where I posted 

a 2hr 52m finish. No records broken, but 

dignity intact and hope bolstered.  And so 

to London. 

With perfect weather conditions, 

we decided to take the train and meet 

our own family support team, post-run, 

in Trafalgar Square. The capital’s public 

transport network was firing on all cylinders 

and the display of a running number got 

you through the underground and down to 

Greenwich efficiently, and without charge. 

The organisation required to safely get 

40,000 runners through the 26-plus miles 

from Greenwich to the Mall, has to be seen 

to be believed. Stewards, police, St John 

Ambulance, and a raft of others all make it 

tick like clockwork. 

The great British public, particularly 

evident in the East End of London, were 

truly inspirational.  Shouting out support for 

the names on vests of hundreds of people 

as they schlepped past, hour after hour, they 

genuinely buoyed us up. From a huddled 

mass in Greenwich park, we crossed the 

start line 27 minutes after the official bell. 

Tags on our running shoes triggered our 

own personal timing, and we were clocked 

every 5km thereafter. This helped family and 

friends track us, and seeing my younger 

daughter Kitty, waving wildly roadside, was 

a great boost.  Another fellow journalist and 

runner managed to catch us three times, 

more uplifts. 

On the day, landmarks familiar from 

“THE GREAT 

BRITISH PUBLIC, 

PARTICULARLY 

EVIDENT IN THE EAST 

END OF LONDON, 

WERE TRULY 

INSPIRATIONAL” 
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TV coverage slowly hove into view. We shook 

off the half dozen rhino-costumed runners 

just after Cutty Sark, and on to Tower Bridge 

which was another big boost because it is 

the half way point. 

Now going further than either of 

us had every run before, we got to mile 

17 and then had to resort to our run-walk 

strategy. My right knee was complaining, 

and we reminded ourselves that the aim was 

to finish, without injury. The contrast of the 

old East End of Shadwell and Limehouse, 

with the glass canyons of Canary Wharf 

was striking, and we were soon back to the 

Tower of London, where we hit the home 

straight. Victoria Embankment, Westminster, 

Birdcage Walk, Buckingham Palace and turn 

right on to The Mall. To say that crossing 

the finish line, hand-in-hand with one of 

my lovely daughters, was an emotional 

moment, doesn’t even get close.      

The real point of this late-middle-

age folly was to raise cash for Ben, our chosen 

charity. If you’ve ever been to their annual 

ball, you will know that the money is well 

employed supporting people like you and I; 

those who work in the automotive industry, 

and are struck down by illness or incapacity. 

We finished in 6 hours, 13 minutes and we 

raised £4,741.49. Thanks must go to Scania, 

our most generous corporate sponsor, and 

to our family, friends and colleagues inside 

and outside the industry. Will I be running in 

2018? Come off it, I’ll be 63.T
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The  
cyclist’s 
story
Cycling 300 miles off-road in the dust and 

heat of South Africa, with a blister the size of 

a £5 note on my backside, was vastly more 

enjoyable than cycling 26 miles around 

London – I don’t think I’ve ever been so 

scared in all my life!

Out in South Africa I would 

pedal for hours at a time without seeing 

another vehicle, whereas in London I was 

surrounded by cars, buses, taxis and trucks, 

all competing for the same limited space 

on the same congested roads. What scared 

me the most was how little space passing 

vehicles gave me, leaving little room for 

error. If I veered around a pothole, manhole 

cover, discarded McDonald’s milkshake or 

kamikaze pedestrian, there was a serious 

risk I was about to end my days under the 

wheels of something. 

The heart of the problem is the 

simple fact that London was not designed 

for modern traffic. It’s a medieval city, and 

many of the streets are wide enough to 

accommodate two passing horses, not an 

eight-wheel tipper and a double-decker 

bus. Throw an infestation of cyclists into the 

equation, and you’re asking for trouble. 

Now don’t get me wrong. I 

wholeheartedly believe cycling to be a 

positive thing. It’s good for your health, 

improves congestion, and of course isn’t 

polluting.  But, and it’s a big but, I don’t think 

London is the place to do it, at least not yet.  
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Before we encourage more commuters to 

swap their cars and buses for pedal power, 

we need to ensure that there’s a proper, 

safe, cycling infrastructure in place – like in 

Amsterdam and some other European cities.

Bicycles need to be completely 

segregated from other road users. I know 

London does have some proper segregated 

lanes now, but they’re few and far between, 

and seem to disappear 

without any warning.  And as 

for the non-segregated lanes, 

they’re just dangerous.  In my 

opinion, painting blue cycle 

lanes across some of the 

world’s busiest junctions is 

no different to painting zebra 

crossings on the M6!

Instead of tackling the 

cause of the problem, the London mayor 

seems to be passing the buck to truck 

makers and hauliers, demanding that they 

produce and operate what he believes to 

be ‘safer’ vehicles. Consequently you have 

trucks like Scania’s urban tipper, which ticks 

all the right boxes in terms of what the mayor 

is demanding, going into production. The 

hybrid 26-tonner featured here has a host 

of vulnerable road user safety equipment, 

including a window set into the lower 

portion of the passenger door. 

Now I’m all for safer trucks, and 

I think what Scania is doing is admirable, 

but I don’t believe it’s up to Sadiq Khan to 

decide what constitutes a ‘safe’ truck.  By 

setting out his own rules and agenda, all 

he’s doing is causing confusion for the UK 

truck industry. Seeing as almost every city in 

Europe wants the same things (less fatalities 

and cleaner air), why aren’t they all talking 

together? Why don’t they decide exactly 

what they want, and then discuss it with 

ACEA, the manufacturer’s association? The 

truck manufacturers will be only too happy 

to listen, and then find a solution. That way a 

‘safe’ truck will have the same specifications 

everywhere in Europe, and we wont get 

the ridiculous situation that we currently 

have, whereby individual cities have their 

own truck specification wish lists. Truck 

manufacturers have shown time and time 

again that they’re eager to help, but they 

need some clarity.

At the risk of making myself 

unpopular with the various cycling lobbies, 

I also believe cyclists need to take more 

responsibility for their own safety. There, I’ve 

said it!  I’m bracing myself for the inevitable 

barrage of hate emails and aggressive 

tweets already heading my way.  During my 

day in London I was staggered by how many 

cyclists I saw not wearing helmets. What’s 

more, a frightening number jumped red 

lights and undertook vehicles. At one point 

I witnessed a couple of young women on 

Boris Bikes, who decided to ride down the 

inside of a left-turning tipper. They both had 

headphones in their ears, so were unable 

to hear the truck’s audible ‘this vehicle is 

turning left’ warning, or indeed my warning 

shouts.  Fortunately the truck driver was on 

the ball, even if they weren’t.

I’ve held a car licence for 28 years, an 

HGV licence for 24 years, and during the past 

12 months have cycled 1,800 miles. I reckon 

this makes me a relatively experienced road 

user.  But, as I said at the start, I was petrified 

while cycling in London. I can’t even imagine 

how frightening the experience would be for 

someone who doesn’t even hold a driver’s 

licence, so presumably has less experience 

of interacting with heavy 

traffic. With this in mind, I think 

there’s a reasonable argument 

for forcing people who don’t 

possess a motorised vehicle 

driving licence to undergo basic 

mandatory training before 

being allowed to cycle in the 

capital. In know this suggestion 

isn’t going to make me popular, 

but like everyone else in this equation, I just 

want to see less fatalities on our roads. 

I think the key thing to realise is that 

every one of us wants the same thing, less 

deaths on our roads. And to achieve this it’s 

vital that we all work together. There’s no 

them and us. 

“DURING MY DAY IN LONDON I WAS 

STAGGERED BY HOW MANY CYCLISTS 

I SAW NOT WEARING HELMETS”
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The  
hybrid’s 
story
Alternatively-fuelled vehicles, and the 

various ways they help the environment, 

don’t always make it into production. They 

often have supply infrastructure issues, are 

prohibitively expensive to acquire, or take 

a hit on residual value in a hesitant market. 

Scania’s record in the alternative fuels arena 

is a strong one, and they should certainly 

be credited with leaving no stone unturned, 

even experimenting with a pantograph-

equipped tractor. My various visits to their 

Södertälje test tracks over the years have 

demonstrated their commitment to finding 

‘another way’. 

Of course, they need willing 

partners in the operating industry to put 

their prototypes into service and see how 

they scrub up in the cut-and-thrust of real 

life distribution. One such company is the T
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Co-op, which has taken the first of Scania’s 

26-tonne diesel-electric hybrids into its 

Thurrock distribution centre. So, how does 

it cut the mustard in the urban environment 

that should be its natural habitat? 

We joined the truck at the Co-op’s 

Poplar store in London’s East End, a stone’s 

throw from the route of the London marathon. 

Before we got up behind the wheel, we took 

a few minutes to do a walk-round. This truck 

isn’t just a hybrid chassis with a pretty face, a 

bit of cerebral engineering has gone into the 

bodywork too. 

Noise, an underrated emission, but 

highly damaging to the quality of the lives 

of those who have to endure it, is often a 

bigger issue with the clattering ancillaries 

of multi-drop operations. The tail lifts and 

roll cages that shatter the peace of an early 

morning have been considered here too. 

A low-noise electric power-closure tail lift 

from Ratcliff, an electric roller-shutter door 

from JR Industries, and an aerodynamic 

body from Gray and Adams that features a 

low-noise floor surface, will all help drivers 

keep the noise down on early morning 

deliveries. The final hush-hush comes from 

an underslung Carrier 1150 fridge unit. 

The concept of diesel-electric is, of 

course, not new. But getting the operating 

industry to take the plunge hasn’t been 

easy.  Part of that resistance may come from 

drivers who might worry that they are driving 

a glorified milk float. Well, I have news for 

them, everything else has changed, and so 

has the idea of electric power in trucks. 

Not many years ago, the view 

was electric vans maybe, but surely not 

trucks? The truth is that battery power, be 

it in your mobile phone or in a vehicle, has 

moved faster than any other technology in 

our industry. Driving a short section of the 

marathon route through Poplar High Street, 

Limehouse and Shadwell (I didn’t want to re-

live it all!), the P 320 DB6x2*4 was as pleasant 

a drive as any other P-cab Scania distribution 

truck. The good news for drivers is that there 

isn’t a lot to report.  Operating mainly on 

the nine-litre five-cylinder 320 horsepower 

diesel, with the support of an electric motor, 

practice shows that with careful use of the 

throttle pedal the transition to electric mode 

can be anticipated and even induced.

Near-silent operation
It’s near-silent operation will be apparent 

primarily when the engine is not under 

load; the diesel engine stops, but you are 

still moving!  It also cuts in under braking. 

In extremes, the battery can carry the 

26-tonner two kilometres, but the switching 

is done intelligently, and at appropriate 

times, with no intervention from the driver. 

All the vehicle controls are as per standard 

P-cab distribution-spec Scania. 

The quiet running elements are 

actually pleasant for the driver too.  As 

a city-dweller, this truck comes with the 

usual CLOCS (Construction Logistics and 

Community Safety) elements like an audible 

alert for turning left, nearside door lower 

glazing, hi-vis side-guards, various cameras 

and extra LED lighting for reversing in 

confined spaces. I liked the look of it all, and 

with the standard Opticruise automated 

transmission, it was an easy drive. The 

rear overhang does need watching 

however, as the rear steering axle that aids 

manoeuvrability also moves the turning 

moment to the centre of the second axle, 

away from the middle of the rear bogie. 

Fore-warned is fore-armed. 

So where are the pluses for the  

Co-op, and the public? Starting with those 

who live in the locality of Co-op stores, they 

will certainly be hearing less noise from this 

truck bringing in their essential deliveries. As 

for the company’s bottom line, it should help 

here too. Fuel economy is predicted to be 18 

percent better than the regular diesel truck, 

and even although it’s early days, anywhere 

near that figure is a percentage that most 

fleet managers would snatch your arm off for.  

And, of course, less diesel used 

means less emissions. The route to the 

emission-free truck has to start somewhere, 

and this looks like a good place to me. 

“THE ROUTE TO THE 

EMISSION-FREE 

TRUCK HAS TO START 

SOMEWHERE, AND 

THIS LOOKS LIKE A 

GOOD PLACE TO ME”
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ELITE  
PERFORMER
IN A SCENE SCANIA EXCLUSIVE 

INTERVIEW, AND FOLLOWING 

ON FROM OUR MARATHON MEN 

FEATURE, WHO BETTER TO TALK 

ABOUT DISTANCE RUNNING IN 

GENERAL AND THE LONDON 

MARATHON IN PARTICULAR 

THAN SPORTING ICON PAULA 

RADCLIFFE?
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Scene Scania:  How did you become interested in distance running?

Paula Radcliffe:  I first became interested in running by joining in 

small amounts with my dad. He was running marathons at the time. I 

went to watch him take part in the London Marathon and was really 

inspired. I also loved running at school and begged my dad to take 

me down to the local athletics club as soon as I was old enough. I 

loved it there, I tried all athletics events but my favourite was always 

the distance events.

SS: What was your career path to the top?

PR: It was very gradual. When I was 11 I moved to Bedford and joined 

the group of my coach, Alex Stanton, there.  Alex was very keen for 

school studies always to be the priority and the focus to be on quality 

rather than quantity of training. He was a big believer that the main aim 

should be to be a successful senior. So throughout the junior ranks he 

was always careful to increase the training in only small amounts each 

year and for the focus to be on having fun and enjoying running. 

SS: What was your first success?

PR: I won my first National Cross Country title when I had just 

turned 17. My first national title on the track came in my lower 6th 

year, also aged 17. 

SS: When did you realise you had the potential to make it to the 

top, and how did you pursue your dream?

PR: In 1992 I arrived in Boston for the World Junior Cross Country 

and the day before the race it snowed heavily. I love running on the 

snow and I knew I was in good shape. I won the race and that was 

my first big success. 

I realised that day in Boston that if I trained and worked very 

hard I could have a chance of making it as an elite athlete. I made a 

pledge to myself to take my four years at university to work as hard 

as I could and try and progress enough to become a full time athlete 

by the time I left university. Luckily it worked out that way! 

I also used my year abroad to go and experiment with high 
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altitude training in the French Pyrenees. I found that for me this 

really worked well and continued to use it throughout the rest of my 

career. It was also here that I observed the top athletes and learned 

how it was a full time job to train, recover and be the best. So after 

university I concentrated fully on training and recovery in between 

and putting the right support crew around me in terms of massage, 

physio, nutrition and, of course, coaching and training partner.

SS: Tell us about the sacrifices, hard work and dedication it takes to 

become a champion.

PR: It takes a great deal of hard work and dedication but in truth it 

is also a privilege to be able to make your career doing something 

you love doing and to have a great team around you to help you get 

the best out of yourself. The biggest part is being prepared to focus 

fully on giving everything at each training session, even when you 

are really tired. Also to commit fully to the recovery process in terms 

of getting enough sleep, looking after your diet and doing all of 

the support exercises that take a lot of time, often this means being 

away from friends and family for long periods of time. 

SS: And how about the mental preparation, what’s involved there?

PR: The hardest mental preparation is done during training. It is 

the days when you are so fatigued that it is hard to keep working 

hard and to mentally get yourself ready for the training session. I 

focused a lot on goal setting, keep my season goals somewhere 

that I would be reminded of them frequently and rewarded myself 

also for reaching stepping stones to the goals as well as the goals 

“THE HARDEST MENTAL 

PREPARATION IS DONE  

DURING TRAINING”
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themselves. I concentrated 

on the fact that if you prepare 

as well as possible and give it 

your very best effort that there 

is nothing more you can do or 

expect of yourself. 

SS: You won the London and 

New York marathons three 

times each, but never an 

Olympic medal.  Do you have 

any Olympic regrets?

PR: I don’t really believe in 

regrets, I believe that you give 

everything your very best shot 

and if it doesn’t work out you 

can’t spend the rest of your life 

regretting it. I didn’t achieve an 

Olympic Medal (I was 4th and 

5th and then injury ruined my 

best two chances), however I 

did achieve a lot of other things 

in my career that are equally 

important to me. If I hadn’t set 

the goal of an Olympic medal 

I might never have achieved 

these other things, so I don’t 

regret at all setting the goal. I 

also know that I tried perhaps 

even too hard to achieve an 

Olympic medal (since I got 

injured) so I can’t regret that I 

didn’t try hard enough.

SS: Distance running is 

immensely popular today, why 

is that in your opinion?

PR: It is a great sport that 

pretty much anyone can do. 

All you really need is to enjoy 

it and have a decent pair of 

running shoes. People can 

tailor it to what they personally 

want to get  out of it, be it to 

run 5km or a marathon or just 

run for pleasure in the local 

park. You can do it socially 

or for private ‘alone’ time. 

The exercise endorphins also 

guarantee you will feel better 

afterwards!  It is a unique sport 

in terms of the camaraderie 

and atmosphere that you 

experience in a mass road 

race; every one shares in the 

experience together and helps 

each other along the way. You 

also learn a great deal about 

tuning into your body and how 

to get the best out of yourself.

SS: Do you feel athletes such 

as yourself have inspired others 

to participate/compete?

PR: I know that I was inspired 

to take up running because 

of inspirational role models 

such as Ingrid Kristianson 

(former world record holder 

of the women’s marathon) Liz 

McColgan, Steve Cram and 

other top athletes when I was 

growing up. I truly believe 

it is a wonderful sport and 

if I can encourage as many 

people as possible to try it 

and to experience how great 

it is for themselves then I 

would be very happy. I also 

think that for people lucky 

enough to have been watching 

the Olympic Games in the 

stadium in London and those 

who will watch the World 

Championships this summer, 

as well as those watching the 

London Marathon each year, it 
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is hugely inspiring to see the 
athletes get the best out of 
themselves and be touched by 
the inspirational atmosphere.
SS: To what do you attribute 
the growth and success of the 
London Marathon?
PR: It is an iconic event    
everyone can identify 
with. There is something 
unique about the marathon 
and the experience and 
camaraderie that comes with 
a big marathon like London. 
Everyone goes through 
challenges in preparation 
and during the race but they 
also grow and experience so 
much and genuinely reach 
the finish line a stronger 
person. During a marathon 
build up and race you learn 
so much about yourself and 
become a stronger person 
who learns their strengths and 
weaknesses and how to play 
to them.

It provides a challenge 
that requires work and 
commitment but also brings 
huge personal rewards when 
people accomplish their goals. 
I also believe the charity 
and human story element to 
London is one of the, if not 
the, greatest in the world. It is 
truly a race that makes a huge 
difference to and touches 
so many people, each year 
people watching cannot fail to 
be inspired to take part.
SS: How did it feel to win the 

London Marathon?
PR: It felt amazing and is so 
hard to convey into words. As 
I have explained, my original 
inspiration was witnessing 
Ingrid Kristianson set the 
world record there and then 

grow up watching amazing 
performances each year. To 
finally race it, experience the 
magic and win the race felt so 
so special and all of my runs 
there will always be treasured 
memories. My dad had warned 
me about quiet spots around 
the Isle of Dogs but I didn’t 

experience any quiet spots 
the whole way around.  It was 
magical and I am sure all of 
these factors, but especially 
the unique London crowd, 
helped me to win and run so 
fast.

SS: What would you say to 
anyone thinking of doing the 
London Marathon?
PR: I would advise anyone 
remotely tempted to sign up 
and give it a go. It will bring 
you a special and unique sense 
of achievement and enjoyment 
and I guarantee you will grow 

so much stronger though the 
experience in so many ways. 
Go and join the special and 
unique family of marathon 
runners!
SS: Finally, how would you 
sum up your career, and what 
was your greatest moment?
PR: My career aim was to be 
able to get the best out of 
myself and see just how good 
I could be and how fast I was 
capable of running.  

I would say that the 
best moments in my career 
were probably setting the 
marathon World Record in 
London in 2003, winning the 
world marathon title in 2005 
and also winning my first 
track championships, the 
Commonwealth Games 5,000 
metres in Manchester and 
the European Championship 
10,000 metres in 2002. In 
Manchester it was very special 
because it was my first title 
and in a packed home stadium 
with an amazing atmosphere 
that I will never forget. 

The London Marathon 
is always a very special 
experience, it is an event I 
grew up being inspired by 
and dreamed of winning 
so to one day win there 
and set a world record and 
experience a wall of support 
and encouragement and noise 
the whole way around was 
something that will stay with 
me forever.

“I WOULD ADVISE ANYONE 

REMOTELY TEMPTED BY THE 

LONDON MARATHON TO SIGN 

UP AND GIVE IT A GO”
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THE BEST TRUCK, BACKED UP BY THE BEST SERVICE.

It’s a very, very good product, with excellent residuals and fuel 
economy. But you don’t buy trucks like cars – the service is almost 
more important. And I know Scania will drop everything if we have 
a problem. The biggest compliment I can give them is that they 
look after me like I look after my customers.

LEE BAYNES   
Lee Baynes, Managing Director Baynes & Son Haulage Limited

“

”



KERSEY FREIGHT HAD EVERY CONFIDENCE WHEN 

IT PLACED THE UK’S VERY FIRST ORDER FOR A NEXT 

GENERATION SCANIA TRUCK.  HERE’S WHY

Operating in the 
VANGUARD

The launch of an entirely new truck 
generation occurs infrequently.  In the 
case of Scania, a full 20 years elapsed 
between the launch of the 4-series and 
the emergence of the new R- and S-series 
models in 2016, (the more recent P, G, R 
models being principally a development 
step of the 4-series range). 

Over the course of those two 
decades, in excess of 100,000 Scania trucks 

were produced for the UK market.  So to 
be the very first to order one of its next 
generation trucks, the pathfinder for the 
tens of thousands which will surely follow, 
unquestionably carries with it bucket loads 
of kudos.

However, as many a canny 
operator will point out, purchasing 
the first of a kind also involves taking 
a leap of faith, to a certain degree at 
least.  That’s because any entirely new 
product will contain hitherto unseen 

designs, technology and features, which 
by definition will be unfamiliar to the 
market place.  And in some cases, the 
commercial pressures heaped upon 
research and development teams to 
deliver quickly, and to budget, may mean 
that a new product is perhaps not quite 
as ready for the market as its maker – or, 
more importantly, its owner – would like 
it to be.
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But Kersey Freight, (actually based in Hadleigh, a stone’s 

throw from the village whose name it bears), showed no such 

hesitation.  For within a few short days of Scania’s new R- and S-series 

making their debut, the firm had sealed a deal with local Scania dealer, 

TruckEast Stowmarket, for a flagship V8 model S 580 A6x2/2NA mid-

lift tractor unit – the UK’s first order for a Next Generation Scania.

“Operators are always a bit hesitant about buying a newly 

launched vehicle, but the Next Generation Scania has been in 

development for so long, we can’t foresee any major issues,” says 

Fleet Manager Robert Steele.  “It’s been tested beyond belief, we 

don’t have reliability issues with Scania anyway, and we believe in 

the brand.  Once the new vehicle was available to make an order, 

we contacted our area sales representative, James Crouch.  He put 

a quote together based on previous models we have taken from 

TruckEast, and once we were happy 

we made the order.  

“It was only after this we 

learnt that we had placed the first UK 

order, and we are perfectly content 

to be leading the way here – we 

have every confidence in the Scania 

brand, they won’t let us down.”

“IT’S BEEN TESTED BEYOND BELIEF, WE DON’T  

HAVE RELIABILITY ISSUES WITH SCANIA ANYWAY, 

AND WE BELIEVE IN THE BRAND”
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A flagship for the fleet
Featuring the latest 580 hp incarnation of Scania’s V8 engine, Kersey 

Freight’s new S 580 A6x2/2NA mid-lift tractor unit is turning the heads 

of drivers and truck spotters wherever it goes.  Inside its Highline 

cab, (Scania’s largest option in its Next Generation trucks), are the 

full range of creature comforts expected of the marque: spacious 

accommodation, leather seats with V8 branding, a 7” infotainment 

system, mood lighting and so on.

As part of the Kersey Freight tramping fleet, the truck and 

its driver are touring the UK and will cover in the region of 130,000 

kilometres a year.  The vehicle is scheduled to remain in the fleet for 

five years.  

“To keep the fleet refreshed, we keep most of our trucks for 

three years, but have no hesitation in extending that to five for the V8s 

to give us the maximum return on our investment,” says Robert Steele.

From the heat and high altitudes of Spain to the dramatic winter 
conditions of Lapland, years of tough summer and winter tests 
have helped shape Scania’s latest generation of trucks.  

In Spain’s Sierra Nevada mountains, summer 
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.

At the other end of the spectrum, Winter testing in 
northern Sweden’s Arvidsjaur municipality regularly sees the 
temperature falling below minus 30 degrees Celsius.  This, 
together with metre-deep snow, wind and darkness (not to 
mention wandering reindeer), means the skills of Scania’s 
engineers and its test drivers, and the capabilities of its 
vehicles, are thoroughly put to the test.

Back at the company’s base in Södertälje, Sweden, 
a climate chamber enables another wide range of weather 
conditions to be simulated, thus adding to the extensive 
bank of data assembled by the company’s research and 
development specialists.  

Add to that, wind tunnel tests in the Netherlands 
to assure aerodynamic performance, and engine test cells in 
the Scania laboratory relentlessly putting the latest models 
through their paces.

Completing the picture are a plethora of safety tests, 
including cab-structure-integrity, braking performance and 
the evaluation of numerous active and passive safety systems.

Put together, the outcome is a range of trucks more 
economical, efficient and safer than any of their predecessors.  
Independently conducted press tests are already proving the 
point that the Next Generation of Scania vehicles is a breed 
apart, a new benchmark for the industry.  

In committing to the UK’s very first order, Kersey 
Freight was not just leading the way, but making a carefully 
calculated business decision to invest in the best by relying 
upon the expertise, knowledge and experience Scania’s 
development engineers bring to the table.

Testing times
As Kersey Freight appreciated, Scania’s Next 

Generation Trucks have undergone extreme 

and prolonged trials before being signed-off 

by the company’s engineers
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NOTTINGHAM   GREEN
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NOTTINGHAM   GREEN

ACCORDING TO TALES OF 

YORE, NOTTINGHAMSHIRE 

LEGEND ROBIN HOOD CLAD 

HIMSELF IN LINCOLN GREEN.  

THAT’S A DECISION HE 

MIGHT RECONSIDER TODAY 

AS NOTTINGHAM IS IN THE 

PROCESS OF INTRODUCING 

THE WORLD’S LARGEST FLEET 

OF DOUBLE-DECK DEDICATED 

GAS-POWERED SCANIA BUSES 

INTO SERVICE.  IN TERMS OF 

THEIR GREEN CREDENTIALS, 

THESE VEHICLES ARE SET 

TO DELIVER ENORMOUS 

BENEFITS TO THE CITIZENS  

OF THIS HISTORIC EAST 

MIDLANDS CITY AND  

FAR BEYOND!
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It’s a pleasant place, Nottingham.  Sited on 
the banks of  the River Trent, the city lists 
an ornate and architecturally-important 
centre, a pub which claims to be Britain’s 
oldest, (Ye Olde Trip To Jerusalem), two 
high profile football league teams and 
a world-class cricket venue amongst its 
many attributes.

While the three key industries 
of  textiles, tobacco and bicycle 
manufacturing (including Humber Cycles, 
early models of  which were assembled 
in Sweden under licence by the original 
Scania company) on which Nottingham’s 
fortune was built have now largely moved 
on, the city remains a vibrant centre 
of  commerce.  Myriad small firms are 
based in the area, and there is a thriving 
academic scene.  No wonder, then, that 
more than 300,000 people have chosen to 
make Nottingham their home, a figure 
which swells to in excess of  1.5 million in 
the wider metropolitan area.

But with success comes  
challenges, and in common with other 
leading towns and cities Nottingham has 
its fair share of  congestion and pollution.  
Helping to alleviate the problems is 
Nottingham City Transport, the local 
authority-owned bus company which fulfils 
a total of  50 million passenger journeys 
a year on its extensive network of  routes 
around the city and surrounding boroughs. 

Scania’s gas-fuelled buses share the overwhelming majority 
of their components with their diesel counterparts.  The twin 
250 bar gas tanks are mounted horizontally above the engine
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A sustainable solution
Led by Managing Director Mark Fowles, 

Nottingham City Transport has long enjoyed a 

reputation for innovation, including pioneering the 

use of  alternative fuels in urban bus operations, the 

latest incarnation of  which is dedicated gas power.

Representing an investment of  

£17m, including a £4.4m Low Emissions 

Vehicle grant from OLEV, the government-

funded Office for Low Emissions Vehicles, 

a total of  53 Scania/ADL double-deck 

buses will be introduced into service during 

2017/18.  Two million pounds of  the headline 

figure has been invested into an on-site gas 

refuelling station at the company’s Lower 

Parliament Street bus garage.  This facility 

will be used not only to refuel Nottingham 

City Transport’s vehicles but will also be open 

to third parties operating on gas. 

“By investing in this fleet of  gas-

fuelled double-deckers, we are looking to deliver 

substantial environmental benefits over the 

coming years,” says Mark Fowles.  “Compared 

to the Euro 3 vehicles they are replacing, we are 

expecting significant annual savings in three key 

areas; carbon dioxide emissions down by 3,500 

tonnes, NOx emissions reduced by 36 tonnes 

and a particulate matter reduction of  three 

quarters of  a tonne.  Independent tests have 

confirmed an 84 percent ‘well to wheel’ saving 

when comparing bio-gas operation to Euro 

5 diesel, so we are confident our anticipated 

returns will be turned into reality.

“We began this project back in 
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“The resulting Scania /ADL vehicle 

is an excellent, premium quality 

product of which we are all 

extremely proud”
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2012 and by 2014 had scoped out our 

requirements.  We conducted extensive 

research into alternative fuels and 

concluded that bio-gas offers an outstanding 

long-term sustainable solution.  We entered 

into discussions with Scania, our primary 

long-term heavy bus supply partner, 

saying that we wanted a gas-fuelled double 

decker; our fleet today is overwhelmingly 

double-deck, so that was a key requirement 

for us.  Scania came to the party, as did 

ADL, one of  our key bodywork providers,  

and the resulting Scania/ADL vehicle is 

an excellent, premium quality product of  

which we are all extremely proud.

“The refuelling station is an 

integral part of  the project.  The way it works 

is that for every kilogramme of  gas we take 

from the main, we fund the production of  

a kilogramme of  bio-gas in an anaerobic 

digester.  This model for biomethane 

replacement of  natural gas is agreed and 

accepted within the framework of  the EU’s 

Renewable Transport Fuels Obligation.  In 

terms of  bio-gas supply, we have no fears – 

the rise of  anaerobic digesters means there 

is plenty of  capacity.”

The man charged with overcoming 

the challenges of  introducing gas-power 

to the Nottingham fleet is Engineering 

Director Gary Mason.  

“We worked closely with Scania 

and ADL to develop a vehicle which would 

meet our operational requirements,” he 

says.  “We were looking for a range of  

250 miles to cover more than 95 percent 

of  our daily runs on a single fill.  To 

achieve this, Scania and ADL developed 

a 250 bar solution with the gas stored in 

two 520-litre tanks horizontally mounted 

at the rear above the engine.  This is an 

excellent arrangement, as although large 

the tanks do not unduly impact upon the 

passenger space – the resulting vehicles 

can accommodate 84 passengers, with 

72 seated.  Plus there is an area for 

wheelchairs and buggies.
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“In terms of  overall length, the vehicles 

are 11.5-metres long, which is midway between our 

existing 10.9-metre and 12-metre buses.  So our 

drivers have no problems with them in terms of  

their size.  In fact, driver acceptance is good in every 

respect; all our large bus fleet is Scania, so our drivers 

are already familiar with the layout in principle and 

the improvements made to the driver’s area in the 

new vehicles have gone down very well indeed.

“Operationally speaking, the vehicles 

will be running on varied terrain, ranging from 

flat to hilly.  At 280 horsepower, the gas-powered 

vehicles are more powerful than our Euro 5 

buses, so we are looking to see a performance 

improvement on our hilly route.

“Training has been straightforward and 

here we have carried out introductory awareness 

training, including the use of  controls and safety 

systems, which is little different to what we would 

do with any other type of  bus.  We carry out our 

own maintenance and training is being provided 

by Scania for our engineers.  Of  course, we 

also have Scania and Keltruck, our local Scania 

dealer, to provide additional assistance and back 

up whenever it may be required.

“The other consideration has been 

refuelling.  Here, we have a team within our 

Engineering Department who fuel up our 

vehicles.  To do this they have three dispensers 

inside the bus garage plus a fourth located outside 

at the fuel station which will be used to refuel 

third party vehicles.  The filling station itself  is a 

major investment which we have future-proofed; 

we’ve sized the infrastructure to be able to handle 

160 double-deck buses a day right now, with 

plenty of  scope built in for future expansion.”

Nottingham City Transport Managing Director Mark Fowles sports the launch event team T-shirt as he joins the Lord Mayor on the podium to present the new gas-powered double-deckers to the Nottingham public
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Painting the city green
Friday 19 March 2017 was an important day in Nottingham’s 

civic calendar, for this was the day on which the first of  the city’s 

new gas-fuelled double deckers were presented to the public.  

Five vehicles, in the colour-coded liveries of  the routes on which 

they are to run, took pride of  place 

in Old Market Square in a day-long 

celebration to which the citizens of  

Nottingham were invited.  

Starting off proceedings 

the city’s Lord Mayor declared 

his appreciation for the project:  

“Nottingham City Transport at the 

front again – how I love Nottingham 

City Transport!” he proclaimed 

to a round of  cheers and applause 

from the assembled crowd.  After 

pledging his support, the Lord Mayor passed the microphone to 

Mark Fowles who detailed the benefits the buses would bring.

Thereafter, it was open house for the day with members 

of  the public invited on board to experience the premium quality 

interiors and facilities for themselves.  We had planned a series 

of  vox pop interviews with the steady flow of  visitors to gauge 

their reactions, but everyone said the same:  “Fantastic!”

So for a final comment, we asked Mark Fowles to look to 

the future:  “The introduction of  these vehicles is an important 

move for us,” he said.  “The government is committed to seeing air 

quality improve, and Nottingham 

is one of  five locations which will 

have clean air legislation.  In order 

to meet our obligations it would 

not be possible to have a limited 

number of  low emission vehicles; 

we will need to move substantially, 

almost exclusively, to gas for our 

larger vehicles.

“Our intention is to have 

120-plus bio-gas-fuelled buses in 

service by 2020 out of  a heavy fleet 

of  300 buses.  That is a step-change in terms of  environmental 

performance.  As our ultimate aim is to deliver the same quality 

of  service throughout our area, you can expect to see more of  

the same in the future as we continue the transition to a more 

sustainable transport system for Nottingham.”

“Nottingham City 

Transport at the 

front again – how I 

love Nottingham  

City Transport!” 
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Nowhere within the British Isles do people rely more upon road 

transport than the Outer Hebrides.  Bringing in the daily bread  

– and much more too – is Stornoway-based haulier D. R. Macleod

HEBRIDEAN 
HAULIER
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HEBRIDEAN 
HAULIER

At the last count, there were 27,684 inhabitants of the Western Isles 

of Scotland, also known as the Outer Hebrides.  Over the course of 

every 12 month period, visitors swell that figure almost ten fold as 

they sail or fly in to avail themselves of the attractions one of Britain’s 

most remote and last unspoilt outposts; history, wildlife, dramatic 

scenery and endless wilderness, the 100 or so islands which make up 

the Hebridean chain offer each in droves.

Feeding these people, not to mention catering for every 

other need of those who live on the islands all year round, is a logistical 

challenge to say the least.  Separated from the Scottish mainland by 

the often stormy waters of the Minch, the Little Minch and the Sea of 

Hebrides, Stornoway – the principal town of the Isle of Lewis and main 

population centre of the Outer Hebrides – lies more than 50 miles 

north west of Ullapool, its nearest connected mainland neighbour.   

Making that connection with up to two return crossings a day is 

the Loch Seaforth, a latest-generation, high-speed Caledonian 

MacBrayne ferry. 

While the faces of the passengers aboard Loch Seaforth 

may change, one thing remains constant; on virtually every journey 

to and from the mainland the vessel will be carrying one, if not more, 

distinctive blue and yellow liveried trucks.  Owned and operated by 

Stornoway-based D. R. Macleod Limited, these vehicles demonstrate 

on a daily basis what every member of the transport industry knows full 

well (but detractors continue to deny); that trucks provide a lifeline for 

communities from Land’s End to John O’Groats – and everywhere else 

in the British Isles too.

The man at the helm of the transport operation which has 

been part of the Hebridean way of life since 1981 is owner, founder 

and Managing Director,  Donald Macleod.  “I’m generally known as  

D. R., though,” he says as we settle into the comfortable surroundings 

of the boardroom at his headquarters, a stone’s throw from the 

Stornoway quayside.  “That’s because if you call out for Donald 
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Macleod around here, seven or eight people 

might stand up – there are many Donald 

Macleods in the Western Isles!” 

This quirk is due to the Macleods 

being amongst the first to establish 

themselves on the Isle of Lewis – records 

of the clan go back at least as far as the 

15th century – and many remain to this day.  

Donald, of course, is a popular Hebridean 

name...Mary Anne MacLeod, whose famous 

son would go on to become known as ‘The 

Donald’, herself grew up on Lewis before 

emigrating to the USA at 18 years of age.   

D. R. would probably not thank us 

for pointing out that his surname is derived 

from an Old Norse nickname apparently 

meaning ‘ugly’, and that’s certainly not an 

adjective which could be applied to the 

transport business he has built up over the 

last 36 years.

“Like so many other operators, I 

started out as a one man band with a six-

wheel rigid Leyland Reiver,” he recalls.  

“My first job was for the Lewis Crofters, 

an agricultural cooperative set up in the 

late 1950s to supply animal feed and other 

farming materials to the island’s crofters.  

Funnily enough, the Lewis Crofters are now 

my next door neighbours here on Island 

Road where we are located today.”

When asked how he has succeeded 

in developing a 55-strong fleet from a more 

or less standing start, D. R. modestly replies: 

“There’s no special formula, it’s been organic 

growth; as the volumes have increased, 

we’ve expanded to meet the demand.”   

But surely there has to be more to 

it than that?  

“Presumably our customers are 

reasonably satisfied,” he concedes when 

pressed. “We have to be aware the islands 

are just one cake which is not getting any 

bigger, so in order to preserve our slice, we 

of course have to look after our customers.”

The undeniable truth of the matter, 

in fact, is that long-standing personal 

relationships backed by a wholly reliable 

and dependable service underpin the  

D. R. Macleod business model – this is an 

operator, we suspect, to whom the word ‘no’ 

is simply not in the vocabulary.

D. R. is also a highly pragmatic 

gentleman.  When asked why he chose 

to base his firm in Stornoway, the reply is 

simple: “Because I live here.”  And when 

asked how he settled on that stand-out 

yellow and blue livery, he confides, “I 

actually wanted silver.  But I didn’t have any 

silver paint.  I did have a pot of yellow and 

a pot of blue, though!”

Unpicking the Macleod winning 

formula comes back to understanding how 

island life works, as D. R. explains:  “In the 

scheme of things, the population density 

of the islands is not that high,” he says.  

“Nevertheless, many of the multiples – 

supermarkets, High Street names and so 

on – all want a presence here.  The problem 

they face is that they cannot justify running 

their own transport over to the islands; it’s 

simply not financially viable for them as the 

volumes aren’t there.

“So we provide a solution by 

offering a groupage service.  To do that, we 

run out of four locations in all; Stornoway, 

Inverness, Glasgow and Lochmaddy on the 

island of North Uist.  Inverness is effectively 

the hub of our operations, as most of what 

we do – which includes running throughout 

the United Kingdom and across to Ireland – 

revolves around Inverness.”

D. R. Macleod

“PERISHABLES DEMAND RELIABLE TRANSPORT. 

SO IN THE SAME WAY OUR CUSTOMERS RELY ON 

US TO DELIVER ON TIME, WE EXPECT THE SAME 

OF OUR TRUCKS AND THEIR SUPPLIERS”
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Postcards from the Outer Hebrides, a scenic delight. The vessel pictured en route to the islands is the high speed ferry, Loch Seaforth
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While Inverness, Stornoway 
and Glasgow are all natural choices for 
a transport base, Lochmaddy, with its 
population density of just 4.14 people 
per square kilometre, is perhaps not so 
obvious.  However, with a direct ferry 
link to Uig on the Isle of Skye, an island 
also serviced on a daily basis by the  
D. R. Macleod fleet, this picturesque port 
is both well served and centrally located 
within the Western Isles chain, making 
it an ideal location from which to serve 

the residents of North Uist, Benbecula 
and South Uist.  After all, as D. R. says, 
everyone has to eat...

As the Western Isles largest 
transport operator, we suggest to D. R. 
that his company effectively bears the 
responsibility of feeding the islands.  “No, 
that would be an overstatement as there 
are a number of other transport operators 
here too,” he replies.  “But what you could 
say, is that all of us here in the Western Isles 
depend on trucks to provide the essential 

service of bringing products over from the 
mainland.”

Proving the point, D. R. Macleod’s 
55-strong fleet is heavily engaged in the 
daily import of foodstuffs.  From milk from 
Aberdeen and bread from Inverness to fruit 
and vegetables from the Scottish wholesale 
markets, the firm brings them all in.  In 
return, fresh Hebridean salmon is regularly 
carried over to Scotland and beyond. 

“Perishables, of course, demand 
reliable transport,” says D. R.  “So in the 
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same way our customers rely on us to 
deliver on time every time, we expect the 
same of our trucks and their suppliers.”

Great Fuel
More than 50 percent of the D. R. Macleod 
fleet today is Scania, with a range of models 
from 4-series rigids through to three S 450 
Next Generation Scania tractor units.  “The 
older vehicles certainly deliver and we’re 
confident the new Scania will serve us well 
too,” says D. R.  “We had a Next Generation 

Scania demo, it returned great fuel figures, 
and even though the S-series is an all-new 
model I’m not expecting any gremlins!” 

As a general rule, all the company’s 
servicing, repair and maintenance is carried 
out by Scania Inverness.  “The complexity and 
technology of modern vehicles means it’s best 
left to the experts.  They have the sophisticated 
diagnostic equipment required to turn the job 
around quickly and efficiently,” says D. R.  

“That said, we do have local 
garages on the islands who work with us to 

carry out routine servicing and repairs.  They 
talk to Scania Inverness, who provide any 
technical assistance that may be needed.  
Providing we order parts by four o’clock 
in the afternoon, Scania Inverness ensures 
they will arrive aboard the early Stornoway 
or Lochmaddy ferry the following morning. 

“And we and our customers, 
the people of the Outer Hebrides, all 
depend on that service – it’s essential to 
us – anything less would be viewed as an 
unreasonable delay!”
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TO ENABLE MORE EFFICIENT COORDINATION AND 

COMMUNICATION BETWEEN THE EMERGENCY SERVICES, 

A NEW BREED OF COMMAND AND CONTROL VEHICLE IS 

BEING PIONEERED IN NORTHAMPTONSHIRE
73



Northamptonshire’s emergency services teams are spearheading 

a new initiative designed to facilitate on-site collaboration and 

enhance command and control for police and fire and rescue services 

attending major incidents.  The outcome of the £900,000 government-

funded development project – a new Joint Command Unit believed 

to be the first of its kind in the UK 

– has now entered service and is 

operating out of Northampton’s 

Mereway Fire Station.

“Three years ago, 

with our existing command 

unit approaching its end-of-

life, we applied to build a Joint 

Command Unit supported with a grant from DCLG, the Department 

for Communities and Local Government,” says Group Commander 

Philip Pells of the Joint Operations Team for Northamptonshire Police 

and Northamptonshire Fire & Rescue Service.  

“The resulting vehicle provides a unique command and control 

capability, enabling both fire and police officers to work together in 

a single vehicle. It also supports coordinated working with other 

agencies – the Environment Agency, local authorities, utility companies 

and so on – involved in an incident.  This, together with the integration 

of resilient communications platforms and other technologies, enables 

the Joint Command Unit to be the access point providing the highest 

level of situation awareness of an incident for all commanders and 

specialist responders, whether on scene or at a remote location.”

Central to the 

functionality of the Joint 

Command Unit is its unique 

bodywork.  Constructed by 

Spectra Specialist Engineering, 

it’s dimensions are 10.5-metres 

long, 3.85-metres high and 

2.5-metres wide in transit mode. 

When on-site, hydraulically-operated rams expand the body to 

double its width in order to accommodate up to 18 people.  

The interior houses a 12-person conference room plus a 

range of specialist equipment and advanced technology designed 

to enhance the situational awareness of commanders.  Included here 

are links to remote drones and the police helicopter, deployable 

cameras for use by officers, and specialist tablets for incoming video 

and data feeds.

“WE HAVE TAKEN EVERY STEP 

POSSIBLE TO ENSURE THE VEHICLE 

IS FULLY FUTURE-PROOFED “
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“A huge amount of work has gone into the on-board 

equipment,” says Philip Pells.  “In addition to a user-friendly, 

icon-based digital integrated management system, we have taken 

every step possible to ensure the vehicle is fully future-proofed 

and will remain fit-for-purpose throughout its projected 15-20 year 

service life.”

The Joint Control Unit is based on a Scania G 320 

DB6x2*4MLB rear-steer rigid chassis supplied by Wellingborough-

based Scania dealer TruckEast.  The vehicle features Scania’s nine-

litre, 320 horsepower engine, 12-speed GRS905R gearbox and fully 

automated Opticruise gear selection system.

“The choice of chassis was a relatively easy decision for us 

to make,” says Philip Pells. “The majority of Northamptonshire Fire 

& Rescue Service’s operational fleet are based on Scania chassis, and 

have been for many years.  Also, we have developed a strong working 

relationship with TruckEast, which not only supplies our chassis but 

also works closely with our own technicians to ensure our fleet is fully 

supported and ready to respond at all times.”

JESIP: The Joint Emergency Services Interoperability Programme
Established in 2012 in response to the recommendations of a number 

of major incident reports, JESIP initially focused on improving the 

ways in which police, fire and rescue and ambulance services work 

together.  The programme has since advanced and now concentrates 

on integrating its established procedures into the policies of the 

emergency services.

JESIP sets out a total of five principles for the emergency 

services to work to:

• Co-locate as soon as possible at a safe and easily accessible 

location near to the scene of an incident

• Communicate simply and clearly in plain English

• Co-ordinate by agreeing the lead service, indentifying priorities, 

resources and capabilities for an effective response

• Jointly understand risk by sharing information on potential 

threats and hazards

• Share situational awareness by using established emergency 

services models

Clockwise from top left: The Joint Command Unit is fully equipped with an array of state-of-the-art monitoring and communication equipment; The Unit utilises mood lighting, blue for police and red for fire 
officers, to help easily identify the areas being used by each service; The red lighting is also used after dark to assist night vision for officers entering and exiting the Unit;  Phillip Pells, Group Commander of 
Northamptonshire’s Joint Operations Team
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SIMPLY   SUSTAINABLE
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SIMPLY   SUSTAINABLE
SEVEN YEARS AGO, SIMPLY WASTE BECAME THE FIRST 

LONDON WASTE MANAGEMENT OPERATOR TO ACHIEVE 

ZERO TO LANDFILL STATUS.  MICHAEL PHILLIPS MEETS THE 

MAN AT THE HELM OF A GREAT BRITISH SUCCESS STORY
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Once in a while, you run into 

someone for whom success 

appears to come naturally.  

James Capel, Chief Executive 

Officer of Simply Waste Solutions, 

is one such individual.  From a 

standing start in 2006 he has 

built up a 50-strong truck fleet 

comprising 40 modern waste 

management and recycling 

heavy trucks and ten light 

commercials, moved into a 

prestigious 3.5 acre site adjacent 

to Heathrow Airport, and kept 

his accountant sweet with an 

ever-increasing turnover.  What’s 

more, he’s got no plans to stop 

growing anytime soon.  So how 

has all this come about?

“I don’t think business 

needs to be complicated,” 

explains James.  “It’s simply 

a matter of focusing on what 

you do, doing it well and 

staying on top of your game.  

For us, that means delivering 

a reliable service every single 

day.  Our customers rely on us 

to do exactly that.  Being in the 

London area means that many 

of our clients have extremely 

limited space for their waste, 

so they depend on us to take it 

away when we say we will, not 

some time later on.  Similarly, 

we have many customers in the 

hospitality sector who need food 

to be removed quickly and 

efficiently, otherwise they run 

into all sorts of environmental 

health issues.”

Waste management and 

recycling is a highly competitive 

arena and, as James Capel is well 

aware, there are plenty of others 

willing to pick up the ball should 

his firm drop it.  “That’s why 

service levels are so important to 

us,” he confirms.  “I’ve worked 

in the industry for many years, 

previously with a national 

operator, and I came to see there 

was an opportunity to deliver 

“BUSINESS IS A MATTER OF 

FOCUSING ON WHAT YOU DO, 

DOING IT WELL AND STAYING 

ON TOP OF YOUR GAME”
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a top quality customer service 

befitting of London customers.  

Here, reliable transport is key 

for if we do not have vehicles 

available to us, we cannot 

collect.  So I always say that 

one of the best decisions I ever 

made was to begin buying new, 

premium quality, trucks.”

Back in the early days, 

James worked with two used 

vehicles which certainly served 

him well in that they enabled 

him to establish himself within 

the industry.  A used truck 

purchasing policy continued until 

2011, at which point Simply 

Waste Solutions moved to new 

vehicles.

“It was really important 

for us to do that,” says James 

Capel.  “The business had 

grown and developed, our 

customers expected nothing 

less than the best service 

from us, and our brand image 

was becoming increasingly 

important.  So we began a 

trawl around all the major truck 

manufacturers to examine the 

options available to us.

“Scania came out 

head and shoulders above 

the competition.  We were a 

relatively new company, but 

they were very welcoming and 

accommodating.  Their regional 

sales manager had exceptional 

product knowledge, we talked 

to him about the output we 

expected from our trucks and he 

designed a specification to suit.  

And with regard to every truck 

we have purchased from Scania, 

this arrangement has worked 

perfectly from day one onwards.

“I knew Scania from 

my previous employer where 

the operating experience was 

extremely positive, as you would 

expect from a premium product. 

The image they project on the 

road is excellent too.  In terms 

of our fleet, the reliability is first 

class, as is the performance, and 

the fuel economy is exceptional – 

something like 40 percent better 

than our old trucks!

“Thirty-five of the 40 

heavy trucks in our fleet are 

Scania and today we only buy 

from other manufacturers under 

18-tonnes; that’s a sign of how 

highly we regard the Scania 

brand.  Fifty percent of our fleet 

are refuse collectors, and we 

have hookloaders, skiploaders, 

twin compartment toploaders 

and a rear-end loader too.  The 

latest addition to the fleet will be 

a flagship truck, which is coming 

soon.  It’s a Next Generation 

Scania S 500 six-wheel tractor 

unit, our first artic, which is 

going to haul a bulk recycling 

trailer.  It’s going to be carrying 

cardboard, mixed bales of 

plastic and we’re having a wet 

kit fitted to enable us to use a 

walking floor trailer.  This is a 

new departure for us and we’re 

extremely excited about it and 

looking forward to its arrival.

“We find the Scania 

chassis is versatile and works 

well in every situation.  For 
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peace of mind, and to ensure the 

best possible uptime, we have 

taken out seven year repair and 

maintenance contracts on every 

one of our current Scania trucks 

with Scania Heathrow.

“But perhaps the most 

important thing for us is that 

we can rely on Scania to deliver 

the same level of service our 

customers expect of us.  In fact, 

it really impresses me that 

Scania – a global player in its 

own right and part of one of 

the world’s largest companies 

– is able to deliver the type of 

service they do to customers 

such as us.  It’s a real personal 

touch thing, and it doesn’t go 

unnoticed.”

The pride James Capel 

justifiably displays for the business 

he has developed is reflected 

throughout his organisation.  

Smart offices, smart staff and an 

extremely smart and well ordered 

transport yard are all hallmarks of 

this burgeoning firm.  The industry 

has noticed them too; Simply 

Waste Solutions holds the unique 

accolade of appearing in the top 

ten of the Chartered Institute 

of Waste Management’s ‘Waste 

and Resources Fast 50’ for three 

years in a row, with a compound 

aggregate growth rate in excess of 

30 percent for each of those years.

With sustainability in 

focus today more than ever 

before, Simply Waste Solutions’ 

track record is impressive.  

The drive to achieve zero to 

landfill was accomplished early 

on, and today every item in 

the 100,000-tonnes-plus of 

waste picked up in the 50,000 

collections the firm makes every 

week is recycled or recovered for 

energy in one way or another.

James Capel explains 

how it works:  “The food 

waste we handle goes into 

anaerobic digesters to produce 

biomethane, which in turn 

produces green electricity and 

bio-fertilisers.” he says.  “Glass 

is recycled an indefinite number 

of times.  Our mixed recycling 

– cardboard, cans, plastics and 

so on – is taken to specialised 

reprocessors, and any residual 

waste which cannot be easily 

recycled is transported to a 

state-of-the-art energy-from-

waste plant.

With a rapidly expanding 

blue chip client base, the latest 

additions to which are some of 

London’s largest institutions, 

James Capel is busy developing 

his company’s five year business 

plan.  “We looking to stretch 

ourselves over the coming 

five years, but I think what we 

are seeking – growing to 225 

employees, building a 65-70 truck 

fleet and doubling our turnover 

– is all achievable.  To do so, we 

need to keep on doing what we 

do as well as we do it today.  

“And our suppliers 

have to continue matching our 

expectations as well.  That’s 

essential – for in our game it’s 

paramount to turn up on time, 

every time.”

“FOR PEACE OF MIND, WE HAVE 

TAKEN OUT SEVEN YEAR REPAIR 

AND MAINTENANCE CONTRACTS” 
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IT’S THE BACK UP – THE PEOPLE PART  

– WHERE SCANIA EXCEL.

Scanias are tough but it’s their people that make the 
difference. Our local depot is very flexible and work 
around what we need. Even those dealers further 
afield always go out of their way for us. It’s all about 
the back-up.
 
TERRY AXON 
Director, Allan Morris

“

”



What does Dumbarton-based specialist 

haulier Galt Transport Limited have 

in common with National Treasure 

Murray Walker?  Must be a Formula 

One connection, mustn’t it? – No.  OK, 

then how about Murray’s post-World 

War II role as a Technical Adjutant in the 

Royal Armoured Corps, where he was 

responsible for his Regiment’s vehicles – 

maybe that’s the link? Wrong again. The 

answer, in fact, is one you could not have 

dreamed up: budgerigars. 

Murray’s association with what 

was once the nation’s favourite feathered 

friend came from the time he worked 

as an adman for Masius, a firm whose 

accounts included the budgie food Trill.  

Tasked with increasing sales, Murray 

introduced a new slogan, ‘An only budgie 

is a lonely budgie’.  The strap line worked 

a treat as fretful owners rushed out 

and buy a companion for Joey, lest the 

sadness of his solitary plight should cause 

him to topple untimely from his perch!

From budgies  
to submarines,  

Galt Transport has  
carried them all

A LONG AND  
DIVERSE  
HISTORY
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For Galt Transport, the company 

started by Daniel Galt 70 years ago, the link 

goes back to the pre-Transport Bill 1968 

days, when Great Britain operated a system 

of A- and B-licences for road hauliers.  

While Daniel held both types, under his 

B-licence he was only allowed to carry 

goods and chattels within a 25 mile radius 

of Dumbarton.  However, there was one 

exception.  His association with the local 

Budgerigar and Pigeon Fanciers Societies 

meant his area of operation was doubled 

to 50 miles when carrying budgies to shows 

and pigeons to racing start points.

One day, Daniel was carrying a 

load of sheepskin jackets in one of his 

B-licence trucks to Prestwick Airport for 

export to the USA.  Pulled over at the 

roadside, he was found to be running 

outside his 25 mile limit, for which he was 

duly hauled up before the local Sherriff.  

To a no doubt hushed court, the Sherriff 

enquired: “So, Mr Galt, are you telling me 

that if you had a budgerigar in your cabin 

you would have been operating legally?”  

“Yes, Sir, that would have been so,” 

came the reply.  “Then case dismissed!” 

proclaimed the Sherriff, clearly aggravated 

by the nonsensical laws governing the 

transport industry at the time.

But life wasn’t all shifting 

budgerigars for Galt Transport.  Back in 

1947, the year in which he began to trade, 

Daniel’s son Allan was born.  Today, he is 

Managing Director, assisted by his son and 

Operations Director, Andrew.

Rather than join the business 

immediately, Allan pursued an 

Allan Galt at the wheel of his beautifully preserved Albion four-wheel rigid
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apprenticeship at the Albion works in 

nearby Scotstoun where he worked on 

the development of the firm’s trucks and 

buses.  “But I never escaped the family 

business,” he recalls.  “I was in and out 

all the time; driving at weekends and 

sometimes being pulled out of class to 

help my father out. ‘I’ve got an engine 

here for you to fix’, he would say!

“I joined the firm in 1968, the 

year of the Transport Bill which changed 

the old quantity-based A and B licensing 

arrangement to a better and free market 

system based on quality.  That opened 

the way for us to expand and build the 

business; from a four truck firm in 1968, 

today we run 60 trucks.  We also operate 

out of two sites in Dumbarton, plus one in 

Motherwell and another in Selkirk, where 

our trucks run in customer livery.”

A tour of the Galt Transport yard 

reveals a substantial number of trucks 

with onboard cranes.  “More than half of 

our trucks are fitted with lifting gear,” says 

Andrew Galt.  “I suppose we are a little 

unusual in that respect, but the nature of 

our work demands it.  One of the things 

we specialise in is what we call ‘ugly’ traffic; 

escalators, wind farm switchgear, that sort of 

thing; the kind of loads that are too big and 

ugly to fit on pallets.

“We also haul for a timber framed 

house manufacturer and carry a lot of 

portable buildings and generator sets 

to and from construction sites, festivals, 

sporting events and so on, so onboard 

lifting gear is essential for us.

“Transporting boats is another 

specialised part of our work.  Here we have 

a custom-built low loader trailer which 
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“WE TOOK OUR FIRST SCANIA, 

AN LB80, BACK IN 1974 AND 

HAVE RUN THEM EVER SINCE”

carries a military submarine.  This vessel is moved around the world 

aboard a C17 transport plane and our trailer is extremely low as 

there is restricted headroom when loading and offloading due to an 

auxiliary fuel tank in the roof of the cargo hold.

“We also move pleasure craft, primarily to and from Loch 

Lomond.  In fact we have a job coming up later this year with two 

large Sunseeker yachts.  They are too big to travel on the public 

highway so will be sailed to Rhu Marina at Gareloch, on the north 

side of the Firth of Clyde.  We will pick them up from there and take 

them to the Loch along one of Scotland’s old military roads.  This 

route has no bridges – although it does have some nasty hills!”

While the specialised aspects of Galt Transport’s work are 

Andrew Galt celebrates the family firm’s 70th anniversary in style!
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often long in the planning, much of the firm’s work is short notice.  

The ability to respond – often with a truck equipped with an onboard 

crane – is key to the company’s success, as Andrew Galt explains:  

“Our business is built on the service levels we provide,” he says.  “It’s 

all about capability and flexibility; we win business by simply being 

able to meet our customers’ demands time and time again.

“In addition to being available and capable, we also have 

to be reliable, and this is where our fleet comes in.  Today, more 

than 50 percent of our fleet is Scania, all of which are supplied by 

Scania Glasgow.  We took our first, an LB80, back in 1974 and have 

run them ever since.  Quite simply we know we can rely and depend 

upon them.  We have 11 eight-wheel rear-steer 

Scania drawbar rigids, which have excellent 

manoeuvrability, on a mix of G and 

R cabs with power outputs from 

420 to 450 horsepower.

“Among our artics are R 480 Toplines, plated up to 65 

tonnes gross train weights, and a 420 horsepower P cab which we 

use on the low loader with the submarine.”

Flagship of the fleet is the company’s Scania R 490 six-wheel, 

Highline cab tractor unit.  Sporting a custom designed, one-off 

platinum, blue and red livery in celebration of Galt Transport’s 70th 

anniversary and fitted with a 78 tonne-per-metre Palfinger crane, the 

vehicle certainly makes for an impressive sight out on the road.

“In creating this truck, we wanted something to reflect our 

long history as well as carrying our image forward,” says Andrew Galt.  

“It’s a far cry from our humble beginnings,” adds Allan.  

“But it’s been a great journey so far, and in our 

view, the future is looking bright – with great 

customers, great trucks and a great workforce 

with which to serve them, we’re now looking 

forward to the next 70 years!”
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IN A NEW SERIES FOR SCENE SCANIA WE MEET PEOPLE WHO, BY 

ANY MEASURE, HAVE LED AN EXTRAORDINARY LIFE.   

WHO BETTER, THEN, TO START WITH THAN BILL SPEAKMAN VC, 

THE VERY FIRST SERVICEMAN TO RECEIVE THE  

VICTORIA CROSS FROM HER MAJESTY THE QUEEN?

GALLANTRY 
AND  

COURAGE
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It was in defence of Hill 217 during the 

Korean War in November 1951 that Bill 

Speakman showed extraordinary gallantry 

in the face of the enemy when he and a 

handful of colleagues, vastly outnumbered, 

repelled a massed advance by Chinese 

soldiers fighting for North Korea.  Despite 

being wounded, Bill launched repeated 

grenade attacks in order to secure the safe 

withdrawal of his comrades.  Following a 

decorated military career, Bill Speakman is 

now a Chelsea Pensioner, residing at the 

Margaret Thatcher Infirmary of the Royal 

Hospital Chelsea, which is where Scene 

Scania travelled to meet him.

Scene Scania: You grew up between the 

Wars – what was life like back then?

Bill Speakman:  I was born in 1927 and 

grew up in Altringham in Cheshire.  It was a 

lovely place; a country place, a market town.   

I went to school in town and really enjoyed 

my time growing up there.

SS: Was yours a military family?

BS: My family were all in the First World War, 

but we weren’t what you would call a military 

family.  But I always had this thing to be a 

soldier.  My stepfather was in the Second 

Battalion of the Black Watch, so I suppose it 

must have just followed on from there.  

SS: When did you join the Army?

BS: When I was seventeen-and-a-half I 

applied to sign up.  But I had to give my age 

as 18 otherwise they wouldn’t have taken 

me!  Anyway, I got away with it and joined 

the Army in 1945, just after World War II.

Although I come from Cheshire, which has its 

own regiment, I followed in my stepfather’s 

footstep and joined the Black Watch.  To do 

that, you have to have a Scottish connection, 

or a family member who’s been in the Black 

Watch, so my stepfather was my way in.  The 

Black Watch is a Highland brigade, and later 

on I transferred to the King’s Own Scottish 

Borderers, which is a Lowland brigade.  

We wore the ‘trous’, not the kilt – the 

Highlanders wear the kilt!

SS: What was it like in the Army at that time?

BS: I was very lucky. I quickly got fed up 

with sitting on my backside in the UK, so 

went after what I wanted. I kept volunteering 

for overseas postings and was fortunate 

enough to be sent to Italy.  That’s where my 

career really started, and from there I went 

from country to country, all over the world.

SS: What was your role in Italy?

BS: We were in Rimini, where they had 

housed thousands of Italian and German 

prisoners of war.  But by then, the war was 

over.  So our job was to hold them there 

until they worked out who could be set free 

again. They all had to be vetted before they 

could be released and return to wherever 

they came from, be it Italy or Germany. 

SS: You went on to serve in Korea, a conflict 

sometimes described as the Forgotten War.  

How did you come to be there?

BS: By that time, I was sitting around a bit, 

which didn’t suit me, so I volunteered for 

Korea.  They put me in the First Battalion, 

the London Scottish, a Territorial Army 

battalion, and off I went. I was pleased; it 

was soldiering, proper soldiering.

SS: Was Korea the first place you saw active 

service in terms of fighting an enemy?

BS: Yes.  In Korea you took a hill, or a bit of 

enemy territory, and you fought to hold onto 

it.  Then you got counter-attacked because 

they wanted it back again.  And that’s how 

it went, you were defensive fighting most of 

the time.  To get to us – we were on Hill 217 

– you had to cross the Imjin River (the scene 

of one of the Korean War’s fiercest battles).  I 

was there when the peace talks started.  But 

as a soldier in the front line, you just do what 

you’re told to do, and we were there to make 

sure everything went well.  And it did, really.

SS: You say it went well, but you were 

involved in quite a battle…

BS: Well, yes…one night it was pretty 

hectic.  They’d been having a go at us, on 

and off, for a couple of weeks and we realised 

we had to reinforce the positions we were in.  

We did this by putting up barbed wire and 

by making sure we had ammunition, food 

and water.  Then on that night they came, 

and we didn’t know what had hit us.  But we 

had to hold on, as we were adamant they 

weren’t going to get Hill 217 back.  That’s 

what our job was, and that’s what we did.  All 

we did really was what we were taught to do 

when we joined up.  Fight, hold on…and do 

what you have to do… 

“THEN ON THAT NIGHT 

THEY CAME, AND WE 

DIDN’T KNOW WHAT 

HAD HIT US. BUT WE 

HAD TO HOLD ON...” 
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SS: In the event for which you actually won 
your VC, tell us in your own words what in 
fact happened.
BS: Well, we just fought and fought and 
that’s all there was to it.
SS: But you personally must have done 
something above and beyond, surely 
you’re being modest?
BS: No, no, I’m not being modest at 
all.  They attacked us, and by Christ they 
attacked us; you know, there was quite a 
lot of them.  But we managed to hold on to 
what we’d got, Hill 217.  
In fact, there was far more to the story than 

Bill was initially prepared to speak about.  

Facing overwhelming odds, he came up 

with a plan to repel the deadly onslaught 

confronting him and his comrades.  

Realising that rifle fire would be useless 

against the numbers pitched against 

them, he rapidly devised an alternative 

plan.  Later in our conversation, after 

considerable persuasion, he revealed the 

following:

“When I knew what was going to happen, 
I could see that while rifle fire was alright it 
wouldn’t be enough.  You see, there were 
so many of these guys, the Chinese.  And 
it was cold.  You had to cover your hands 
to work the bolt, automatic weapons were 
seizing up and this and that; it didn’t look 
good. 
“So I got a couple of guys and we quickly 
collected a load of grenades, the Mills 36; 
hand-held, beautiful little thing.  The ground 
was hard in November, and when you threw 
the grenades they bounced among the 
enemy and scattered.  Then they detonated 
and went off.  And when you’re fighting 

thousands of Chinese like that, it’s the only 
weapon you’ve got.  It not only slowed them 
down, it also gave us a breather to get our 
wits back and reorganise.
The grenades were ideal for throwing at 
masses of enemy as they came at you, and 
that’s exactly what they did on that night.  
In fact, it actually started in daylight, but 
went on into the night, about six hours in 
all, I believe – quite a long time!
“I found out later there had been something 
like 6,000 of them against us.  Grenades 
were the only way. We did what we had  
to do. 

“During the fight I got wounded, quite 
seriously actually, suffering a loss of blood 
through shrapnel wounds in my shoulder 
and right at the very top of my left leg – it 
was a good job I wasn’t standing six inches 
to the left…!  When it was all over I found 
myself in hospital in Japan.”  
SS: Was that the end of your war?
BS: No, when I recovered I went back 
to Korea.  I was in a transit camp and all 
of a sudden I was sent for by the camp 
commandant.  He said, ‘Are you 14471590 
Private Speakman?’  I’d just come out of the 

hospital then and he asked, ‘How are your 
wounds?’  I replied I’m OK Sir, and I want 
to go back to my regiment, that’s where I 
belong.  He said, ‘Well, I’ve got something 
here I’m very pleased and very proud to tell 
you; you’ve just been awarded the Victoria 
Cross,’ and he gave me a little box, the size 
of a matchbox, and in it was the ribbon of 
the VC.  He said, ‘When you go back, you’ll 
give that to General Campbell who will pin 
it on your chest in front of your battalion.  
SS: What was you reaction to that?
BS: I was quite surprised, actually, because 
all I was doing was what I’d been trained to 
do.  And don’t forget – ever, ever forget 
– there was a whole company, a whole 
battalion, fighting that night, not just me…I 
was just one of them.  But I did get quite a 
few grenades together as I realised this was 
the only weapon on that hard ground that 
was going to be effective.  And it worked, 
by God it worked.  And that was it.  There 
was no bravado, or anything like that, or 
being courageous, you just do what you 
have to.  I certainly wasn’t going to become 
a POW, and every one of us did what we 
had to do and fought, that was the way it 
went.  We just had to carry on, so we all 
mucked in and worked together.
SS: Did you see more action after returning 
to Korea?
BS: By that time in Korea it was pretty 
peaceful, with the peace talks going on.  I 
went back to Berwick-on-Tweed and was 
getting near to being demobbed.  So I re-
engaged and volunteered for the SAS.  I 
did my training in Wales, did my parachute 
course in Singapore and then we just fought 
in the jungles of Malaya and Borneo.

“WELL, WE JUST 

FOUGHT AND FOUGHT 

AND THAT’S ALL 

THERE WAS TO IT”
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SS: And after that?
BS: When I’d served my time I came home.  
Then I had to go and see the Queen, as 
I’d won this medal.  The King (George VI) 
awarded it, but the Queen gave me it (as by 
then the King had died).  Then I went back 
to Berwick and did a bit more time there.
SS: What did you do after you left the Army?
BS: I’m afraid I wasn’t very happy in the 
UK. My wife and I bought a cottage and 
renovated it.  We stayed there for a while 
and then I joined the Merchant Navy.  I was 
a Master-at-Arms with the Union Castle 
Line.  Then I got a divorce and went to live 
in South Africa.  It’s a beautiful place, I love 
South Africa.  I became chief security officer 
for a big Scottish company out there, so I 
didn’t do so bad!
SS: But you eventually came home to  
the UK?
BS: I did.  My knees were giving me 

problems.  If I’d stayed in South Africa it 
would have cost me all my savings, because 
they don’t have a National Health Service.  
So I came back to the UK, and they looked 
after me.  Now I’m here at the Royal Hospital 
Chelsea, which is a wonderful place.
SS: How would you sum up your 
experiences?
BS: My attitude to life is that you’ve got 
to struggle a bit, then come the good 
things, then you have the bad things.  But 
it’s through your own self that you decide 
what to do.  You know, you’ve got to use 
your head and you’ve got to use your 
heart.  After leaving the Army, I realised 
that I couldn’t live in the UK.  I didn’t want 
to join a bloody union.  I’d been a soldier 
for too long, so I knew how to work without 
anyone telling me to lay off, or anything 
like that.  So I said no, it’s South Africa for 
me.  I went there, they allowed me to work, 

there was no problem.
SS: Returning to Korea, how do you 
remember your time there?
BS:  With pride.  I’m very proud actually of 
the way we all fought together; the guys, 
the  officers and the South Korean people.
SS: But the North and South are still 
divided along the 38th Parallel to this day – 
does war achieve anything?
BS: Well, we had one bloody big glorious 
achievement.  We were on the line and we 
fought for South Korea. The North was 
working with the Communists and they 
were very tough guys to deal with.  But we 
held the line.  Had they broken through, 
who knows how far they would have gone.
And it’s wonderful today, as I talk to you, 
the times I’ve been back to South Korea, 
it’s a beautiful place, a lovely country.
It was worth fighting for, and that’s all I 
can say.
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The sight of  Chelsea Pensioners resplendent in their famous 

Scarlet colours is one of  London’s iconic images.  But when the 

parades are over, they return quietly to their home, the Royal 

Hospital Chelsea.

The Hospital is a magnificent place set within a 

magnificent space; the grounds are said to have been a haven for 

Baroness Margaret Thatcher, who would frequently visit to find a 

moment’s peace in her hectic schedule.  Today, a publicly funded 

infirmary inaugurated in 2009 bears her name and is where her 

ashes are interred.
To become a Chelsea Pensioner veterans have to fulfil a 

number of criteria.  They must be over 65 and a former soldier 

or non-commissioned officer of the British Army who served in 

the ranks for at least 12 years or was awarded a disablement 

pension while serving in the ranks.  They also have to be able to 

live in the Long Wards – sheltered accommodation – on arrival 

and be free of financial family obligations.

Once accepted, Chelsea Pensioners have a home for life.  

The cost is their Army pension (other pensions are theirs to keep) 

and should they reach a point where they are unable to live in the 

Long Wards, they transfer to the Margaret Thatcher Infirmary, 

where care is always at hand.  Funding for the Hospital comes 

partly from the Ministry of  Defence, partly from donation and 

partly from the Hospital’s own activities, including the annual 

Chelsea Flower Show staged in its grounds.

For more information, visit www.chelsea-pensioners.co.uk

In the bustling heart of London 

sits the Royal Hospital Chelsea,  

an oasis of calm for old soldiers

Life as a  
CHELSEA  

PENSIONER
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