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The IRTE’s (Institute of Road Transport Engineers) Transport Engineer magazine,
with its high-quality, incisive editorial content, has been synonymous with
transport engineering and fleet management in the commercial, freight,

passenger and specialist vehicles sectors since 1944. In its 70-year history, it has
constantly evolved to deliver to its readers and advertisers the market-leading,
professional engineering and transport management brand. 

Whichever format best suits your marketing ambitions, online or in-print, all advertisers
enjoy the same benefits. Benefits delivered by the combination of Transport Engineer’s
strong mix of editorial excellence, its powerful circulation database and its website,
which together deliver unique access to the industry’s transport engineers, and fleet
and workshop managers – known individuals with money to spend and the authority
to spend it. 

Please contact any member of the team to discuss how Transport Engineer can
support your marketing campaigns through 2014. 

Peter Knutton
Publisher, Transport Engineer
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Driving innovation and growth 
for future business success
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Dual fuel has more than merely caught the

attention of the big boys. Brian Tinham talks

to DHL, TNT and Sainsbury’s about their

major truck conversion programmes 

ollowing last month’s second feature

on dual-fuel technologies, big names

have announced large numbers of

truck conversions, all for mainstream

transport. And not only do all of them

claim to be saving on fuel costs –

generating respectable returns on

their investments, while helping to save the planet –

but they also shed useful light on what makes sense. 

DHL Supply Chain now has a total of 101 LNG

(liquefied natural gas) and diesel tractor units in the

UK, and another 51 on order, making its by far the

largest publicly-declared dual-fuel HGV fleet in the

UK. All are Volvo 6x2 mid-lifts – a mix of FM 460s

(specified with the GTXL cabs) with Volvo’s factory-fit

version of Clean Air Power’s dual-fuel system, but

also DHL’s preferred Volvo FH 460s equipped with

CAP’s own aftermarket conversions. 

But this logistics giant is far from alone. TNT Post

has converted 80 of its 120-strong fleet – all Renault

Premium 460 Euro 5 6x2 mid-lift tractor units – to

LPG (liquefied petroleum gas) and diesel, using Prins

Autogas UK. Meanwhile, Sainsbury’s has extended

its dual-fuel fleet (also Euro 5 Volvo FMs, with CAP

conversions) to 58 trucks, in its case running on

diesel and LNG – as a 50/50 mix of regular and

biomethane, for improved green credentials. 

DHL passed its century with the conversion of 63

new trucks at its flagship consumer and life sciences

distribution hub, in Bawtry, Yorkshire, which went live

in September. These added to an existing dual-fuel

fleet comprising 27 in Scunthorpe, two operating out

of Crick (Dirft) and three on temperature-control duty

from Wisbech. DHL is also running a further six Volvo

dual-fuel tractor units into Europe. 

Ian MacAulay, innovation and business

development manager with DHL, says the newly

converted tractors are hauling semi-trailers in the

40–44 tonne range, double-shifted and averaging

180,000km per year. He also explains that the project

was part of DHL’s GoGreen agenda, which aims to

reduce carbon emissions company-wide by 30% for

2020, against 2007’s figures. Most important, he

estimates payback within three years. 

“Diesel is a huge focus for DHL globally, but the

UK has our largest diesel commercial vehicle fleet –

4,500 tractor units, 3,000 rigids, including tippers,

and 10,000 trailers – which contribute 87% of our

carbon footprint,” he asserts. “And diesel also

represents about 75% of the whole life cost of our

trucks. The expectation is 10–14% carbon saving

running on fossil energy. So that’s an annual saving of

1,200 tonnes of CO2 across the 63 units at Bawtry,

equivalent to 5,933 semi-trailers,” he adds. 

Why LNG, not CNG (compressed natural gas)?

MacAulay says it’s simply a matter of fuel tank

capacity that can feasibly be packaged on a 6x2 mid-

lift. “LNG gives us the energy density for a 650km

range on dual fuel, and we have 150–200km diesel

fall-back,” he states. As for why not DHL’s other

mainline tractor suppliers – DAF and Scania –

MacAulay says that when they offer OEM dual-fuel

solutions, he will be interested. 

As for the mix of Volvo factory-fit and CAP

aftermarket conversions, he states: “We need to

understand both technologies, in terms of longevity
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and cost. So we’re putting them in the business to

get the right balance.” 

Christina Eriksson, Volvo’s business manager for

alternative drivelines, explains the main differences:

“We doubled the number of gas injectors, from six in

the CAP retrofit to 12 in our version, to improve the

precision of gas injection control. That allows an

increase in the methane substitution rate, so a more

efficient solution.” And she adds that Volvo has

integrated the system fully with its truck’s ECU –

communicating two-way, rather than read-only off the

CANbus – so enabling better dynamic optimisation. 

What of experience to date? MacAulay says that

torque and power are very well mapped to the

original diesel trucks, with an efficiency slip of only 3%

on LNG. Overall, he states that performance is

comparable, with only a slight drop in power noted

on the aftermarket fitment. “Nothing that would cause

us any issues,” he comments. As for maintenance,

he says that, apart from replacing gas injectors every

300,000km, there are no issues. “It’s all factored into

Volvo maintenance and handled through the

network.” 
Also crucial to the Bawtry project, which cost DHL

around £8.1 million, is a state-of-the-art, ‘zero-loss’

LNG refuelling station, built and operated by BOC.

Mark Low, BOC business manager for LNG, explains

that it’s an automated fast-fill operation, with refuelling

taking “less than two minutes from coupling up to

completion”, driven by differential pressure (no pumps

from the dispenser to the vehicle). He also says that,

with telemetry on the LNG vessels, BOC can monitor

performance remotely and provide 24/7 support. And

he adds that, this being one of BOC’s most recent

LNG stations, it has full vapour recovery, so that –

unlike some older plants that are decidedly un-green

– none is vented to atmosphere. 

Horses for courses 

So, how about TNT Post and its choices? The

business case for this massive dual-fuel project was

best served by LPG, according to transport director

Dean Hulse. “In an ideal would we would have gone

for LNG or CNG [since LPG isn’t as environmentally

friendly], but the infrastructure just isn’t there yet and

our fleet operates up and down the country,” he says. 

That said, he points to the much lower capital cost

for his conversions, at around £5,500 apiece.

“Admittedly, the fuel savings aren’t as great with LPG,

but the investment is around a quarter of that for

LNG. So it nets off quickly [and] it was easy to get up

and running, from the depot and gas supply

perspectives, too.” Indeed, Hulse expects payback

well within the year – an estimate backed not only by

data from tests at the Millbrook proving ground

(which suggested up to 15.5% net on trunking), but

DHL’s £8.1 million major dual-fuel HGV fleet investment, with its zero-loss LNG refuelling station, will pay for itself within three years – and save carbon
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Clockwise from top:
Fontaine’s green
LED safety clip
sensor; VBG’s MFC
drawbar coupling
system; Jost’s fifth
wheel Lubtronic
equipment; and
Jost’s in-cab KKS
automated coupling
system, due for
launch soon

Combination lockCouplings for drawbars and semi-trailers tend to be out of sight and out of mind. Robin Dickeson reviews

these lowly devices and suggests that new technology is set to improve safety and operations  I
t’s a full year since Transport Engineerhighlighted what some see as safety lapseswith both drawbar and fifth wheel couplings(January 2013, page 23). Problems identifiedincluded inadequate inspection andmaintenance by operators, workshops and,perhaps most worryingly, even VOSA (the Vehicleand Operator Services Agency) itself. Drawbar couplings manufacturer VBG firstflagged worries five years ago and it seems thatcustom and practice have changed little since.However, there are signs that technology is nowintervening and ready to dramatically reduce therisks around both drawbar and fifth wheelcouplings. 

Looking at the former, VBG already offers itsMFC (multi-function coupling) to enable trailerconnection and confirmation by the driver directly
from the cab – including air, electrics and, in thefuture, also hydraulics. Its system employsremote sensors around the couplingconnected to dash-mounted drivercontrols that manage picking up anddropping drawbar trailers. Howard Ostle,UK sales manager for VBG, points outthat this brings both safety and efficiencybenefits. Not only are accidental damageand personal injury claims likely to bereduced, but so are turnaround times. 

Safety systemsConnecting a semi-trailer is mostly still somewhat
different. Notwithstanding ground-level trailercoupling developments – by Don-Bur and Lafarge,
for example (and the back-of-cab camera systemby the latter, working with Brigade Electronics) – for
the vast majority it’s still a matter of scrabblingaround the mucky bits of tractor and trailer. Onpromotional videos it all looks fine, but on a wet,windy winter’s night, the reality of fighting air andelectric lines is often uncomfortably different – and

potentially unsafe. 
Hence these articulating Suzie arms, whichrotate vertically or horizontally, with or withoutpower assistance, to bring the connections down

to the side. Users state that safety is significantly

improved and that, while there is a cost to theadditional fitment, for most the financial saving – in
terms of tractor catwalks and ladders, payload and
maintenance – is a strong net positive. Beyond these, low- or no-lube fifth wheel plates
cut or even eliminate the grease that seems to be
everywhere except where you want it. And fifthwheel makers have also now added correct closure
sensors and warning lights. These safety systems
tap into the tractor unit’s electronics to confirm that
the trailer is properly connected or warn ifsomething is amiss. The only snag: operators need
to specify such goodies and most don’t. All that may change, however, with theculmination of years of work behind the scenes.The International Standards Organisation recently
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Historical perspective 
We’ve towed trailers for years and hitching a normal trailer to its wagon
used to be simple – using just a drawbar, towing eye and pin. Then came
semi-trailers, with one end resting on the back of the wagon, and coupling
became more complicated, leading over time to the precursor of today’s fifth wheel. 

For the UK, Scammell set a milestone in 1922, with its articulated six-wheeler.

The six-wheel rig had much lower axle weights than a comparable rigid. That

mattered: the traffic regulations of the time meant the higher the axle weight, the

lower the speed limit. As early Scammell publicity boasted, with its new artic a

haulier could carry ‘7.5 tons at 3 tonne speed and cost’. Artics had arrived and

semi-trailer usage started to grow – to the point where, now, semi-trailers
represent 80% of all European trailer registrations. Fifth wheels, as we know them, arrived in the 1930s. In 1934, Scammell

launched its Mechanical Horse, a three-wheeled tractor unit offering automatic

coupling to a matched single-axle semi-trailer. The tractor’s front wheel could steer

through 360 degrees, turning the little artic virtually in its own length. More
importantly, the coupling gear allowed a driver to reverse the rear of the tractor unit

under the front of a semi-trailer, then couple and release the trailer brake, before

driving off safely. 
For an urban delivery vehicle, manoeuvrability and automatic coupling were

huge advantages and the Mechanical Horse, its trailers and coupling system sold

in record numbers. In the late 1960s, UK Construction and Use legislation killed the

Mechanical Horse’s three-wheeled successors, the Scarab and Townsman. The

front wheel had no brakes and Scammell failed to find an efficient solution. 
But the automatic coupling system was a more lasting success and the firm

sold kits to several other truck makers. They fitted them to a wide range of light,

two-axle tractors around the world and many were in regular use until the 1970s.

Although Scammell tried and failed to develop a heavy-duty automatic coupling in

the 1950s, its earlier development set standards of convenience and safety that we

look likely to see again in the not too distant future. 

COUPLING DEVELOPMENTS

published the new ISO 13044 standard, whichcovers a fully automated fifth wheel couplingsystem for articulated vehicles, with integratedelectrical and pneumatic connections. That will give
added impetus to developers already conscious of
the potentially serious advantages – and not just in
terms of safety – in the increasingly competitiveroad transport industry. 

Automatic coupling And it’s happening. Jost’s website shows videoclips of the firm’s KKS (Komfort Kupplungs System)
automated coupling system working on a five-axle,
40-tonne artic. These demonstrate that a drivercan pick up or drop a semi-trailer without leavingthe cab for anything more taxing than dealing with

the chocks on a trailer’s rear axle. Word is that the
firm may launch the system at the Hannover IIA2014 commercial vehicle show this autumn. Next up will be coupling sensor arrays that also

pick up wear on kingpin, damaged jaws andlocking mechanisms – delivering status reports and
helping operators to keep safely on top of the job.
While the first question may be around price, ifsuch systems live up to their promises, the second
may be can you afford not to use them. Automatic coupling was a game changer in1934 (see panel) and it could be again. At thesame time, automation may give these Cinderellacomponents a chance to come out of theshadows. TE
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M ost fleet engineers send their used cases away

for retreading, but where do they go? How

efficient is the process? Third party providers

may be feeling the pinch as tyre manufacturers

increasingly take the task in house in an effort

to improve control and offer a product that’s as good as new. 

Continental is no exception. Indeed, the manufacturer has

just opened a combined hot and cold retreading plant in

Hannover-Stöcken, which claims a world first, by being a ‘green’

rubber recycling operation to boot. It’s the end of a role for

Conti’s third party provider, not due to quality issues but simply

the company’s drive to harvest its economies of scale. So, as of

this spring, all Conti retreads will be supplied direct. Herbert

Mensching, Continental’s managing director for CV tyres,

reckons the Stöcken plant will recycle 4,000 tonnes of reclaimed

rubber and produce 180,000 retreaded tyres annually. 

Good as new Further, as well as pulling tyre remanufacturing in house,

Continental has expanded its facilities at Hannover with a €15

million investment, including a new R&D centre. And the firm is

also pushing the limits of rubber recycling technology –

notoriously difficult to achieve. Apart from the steel cord that

must be separated, vulcanisation puts a large proportion of the

rubber beyond retrieval. “We introduced conventional recycling in

serial production in 2009, but we felt there were opportunities for

increasing the 3% [recycling] that was then possible,” states Dr

Boris Mergell, head of product development for truck tyres. That

sounds like a low figure, but it’s a battle with the mechanics of

locked-in rubber and chemistry. 
“In launching the ContiLifeCycle plant, we have doubled that

figure,” states Mergell, adding that the improvement is largely

due to using a devulcanising agent, lower temperatures and

reduced shear forces. That must be regarded as a good result,

not just for the economics of recycling, but the environment, too.

Fleets keen to be green, may take note. Whether it is Euro 6

engines or a retreaded tyre that uses double the recycled rubber,

it all helps to change the sadly grubby image of truck fleets. 

Different European markets have different attitudes to hot or

cold retreaded tyres. Europe is evenly split, with 51% taking cold

retreads and 49% going for the hot option in 2012. The UK is

over 60% biased towards hot and Germany almost the

opposite. Whatever your preference, Mensching says that

retreads should be a vital part of cost efficiency for transport

fleets, through casing management, buy-back and exchange,

supported by a reliable identity-tracking database. 

“In terms of mileage, reliability, fuel efficiency and comfort, a

retread offers full performance as a second-life tyre. It’s not a

compromise,” claims Mensching. “The direct cost of tyres is

around 5% for a transport operation, but they influence up to

45% of costs, with fuel economy by far the biggest. When a fleet

operator sees the same performance from a retread as from his

new tyres, it makes him think.” Conti claims a retread can offer a

22% saving over new tyre costs. TE

Case to answer

RETREAD TECHNOLOGY

Tyres make a big impact on fuel
economy and maintenance bills.

Stretching the life of rubber is the

aim of the new ContiLifeCycle
plant in Hannover, as Ian Norwell

discovers   

Production processThe retreading process feels very like that of a new tyre

production line. Initial shearography is followed by

electronic speckle pattern shearing interferometry of the

cases, to check for defects. 
Significant repairs can be accommodated. A nail

puncture in the face of the tread, for example, can be

safely repaired by drilling and filling, which ensures that no

corrosion remains in the steel cord. 

The overall process – from inspection to casing buffing,

repair, tread application, curing and final inspection – is

impressive. Shaking off an outdated reputation may be

difficult, but the image of the retread as a poor relation is

seriously long overdue for recycling itself. 



EDITORIAL

Knowledge and
experience 
Market- leading content
Every issue of Transport Engineer includes a mix of
regular sections. It provides qualified transport
engineers and fleet managers with practical, up-to-
date information in a professional and
compelling format to support them in
their daily activities and decision-
making.

It talks their language. 
Transport Engineer’s highly-skilled pool
of technical journalists includes qualified
and experienced engineers and
specialists with in-depth expertise and a
passion for their subjects. The scope of
content is set out in an annual editorial
programme to ensure that all core topics
are covered, with high-value content
throughout the year. But there’s more to
each issue in print and online, with news,
views, product and people updates… 

Regular sections 

Comment: the editor’s opinion of key legislative,
political, business and technology developments
affecting freight and passenger transport. 

News and analysis: the stories behind the
headlines – explaining their significance to transport
engineers, fleet and workshop managers, and senior
technicians. 

Technology features: these one-, two- and three-
page features cover key engineering topics and
innovations, providing inside views and tips on
subjects ranging from trucks and equipment to
technical developments with engines, drivelines,
suspensions, braking systems, stability systems,
aerodynamics, telematics, tachographs and more. 

Management features: again, one-, two- and
three-page features, focusing on operating costs,
legislation, training, health and safety, and
compliance in driver and fleet management. 

Cover stories: typically three-page features on
topical issues with broad appeal across Transport
Engineer’s entire readership – such as fuel-reducing
aids, dual-fuel and hybrid vehicles, type approval,
diagnostics, the traffic commissioners, garage
equipment and operations, and the aftermarket. 

Interviews: two-page interviews with senior industry
figures with something serious to say. 

Engineer-to engineer: two pages helping our
readers to learn from their peers’ choices and
experience across the full spectrum of transport
engineering issues. 

Regulation updates: impending and existing
legislation, as well as cases likely to set precedents. 

Technology updates: what’s new for practicing
engineers and fleet managers. 
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M ileages might be fewer andjourneys more sporadic than thoseundertaken by heavy-duty trucks,but emergency vehicles must still atleast match their reliability andperformance. Frequently required to move from cold
start to high speed and full load in a moment, thegoal is ensuring that they are fit for purpose andready to respond first time, every time. MAN is one of the main suppliers of fire engines in

the UK and in many ways the vehicles it deliversmight be viewed as over-specified. But as AndrewYoung, MAN’s general manager for special products,
puts it: “MAN makes the truck to the specificationthat the brigade requires. We don’t offer an off-the-
shelf option. Many fleets insist on features such as a
£10,000 hydraulic retarder, a control system toensure it is permanently on and a boost function togive them extra horsepower for a few minutes.” Interestingly, one feature that many drivers don’t

want is advanced safety systems, such as ESP(electronic stability programme). “Drivers see thesetechnologies as intrusive and find it difficult to adapt,”

explains Young, acknowledging that rebuffing suchtechnologies goes against the grain of the rest of the
commercial vehicle sector. “I have to tell them to write
to me, saying they don’t want such systems on the
truck, because MAN’s position is that we havedeveloped the technology because it is needed. By
telling us directly, that mitigates our responsibility.” 
Flexible specs  
Young believes that much of the time, fire engines’duty cycles mean that maintenance is more akin toan inspection than a service. “Brakes often last for a

few years before being changed, because fireengines don’t do the mileage to warrant it,” heagrees. “But MAN does have a regime that, if thetruck doesn’t get used for 12 months, operatorsshould change the oil and replace the filters –because of condensation, as opposed to usage.” David Hopkins, fleet group manager atLincolnshire Fire and Rescue, now runs 56 fireengines, which have recently been the subject of amajor investment programme. Retained on the fleet
are 33 engines based on MAN 18-tonne chassis,

DUTY OF CAREMostly sharing the same chassis as their commercial counterparts, emergency vehicles

have to deal with some very different duty cycles. John Challen talks to the specialists 

FINANCE AND LEASING

S
ome transport operators are

understandably still reluctant to purchase

new trucks and vans. Others, however,

are investing in replacements, gaining all

the benefits of fuel and cost saving, not

to mention improved reliability. Many also stick with

their favourite marques – and many others may steer

towards their favoured means of finance. But the

recession has driven a change in the provision of

funding, with finance providers clamouring for your

business, so it could be time for a rethink. 

Arguably, some of the best deals to be had are

with the manufacturers’ in-house finance divisions.

After all, their primary aim is to help shift as many

vehicles as possible for their parent company. Their

USP, they say, is that they not only know the vehicles

inside out, but they also understand the challenges

faced by fleet operators. 

“The banks have dipped in and out of this market,

and they can’t tailor their products as easily as we

can to fit the needs of the customer,” says Alex

Matthews, who heads up Mercedes-Benz Financial

Services (MBFS). So it’s not the banks that like to say

yes, he’d claim, but businesses such as his. 

As well as sector and vehicle knowledge, he

highlights the benefits of the one-stop shop

approach: “If you buy from us and finance through

us, there’s only one set of documents to sign when

you pick up the keys. Our package is competitive,

not only in terms of finance, but also the residual

value, and the repair and maintenance element...

We’ve had to get competitive on finance because we

want to help sell more vehicles.” 

Terms typically range from two to seven years,

either underpinned by residual values or fully

amortising deals. Contract hire remains popular – at

Mercedes-Benz, it’s also promoted under the

Charterway brand – but providers have also come up

with bespoke products to meet market demand. 

The MBFS version is called Agility. It’s been around

for a while, but business uncertainty during the

economic downturn has seen operators seeking a

more flexible solution. Agility now accounts for around

20% of MBFS’s business – up from a single-digit

share pre-recession. In essence, it’s a contract

purchase deal, with bells on: “At the outset, we

guarantee the future value of the vehicle and, when

the contract finishes, the customer has several

options,” Matthews explains. “If you want to keep the

vehicle, you pay us that guaranteed value and you

own it outright. But if you want to hand it back,

there’s nothing extra to pay. Or you can trade it in for

another vehicle and use the equity as part-exchange

on the new one.” 

Sounds appealing? And if you have to take on

new vehicles to service a contract that you’re unsure

There’s money to be saved and deals to be struck on

new commercial vehicle purchases. Laura Cork

checks out the bottom line on fleet finance 
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Funding the
driving force

32

August 2013  Transport Engineer

T he experts agree, the diesel engine will

continue to reign supreme for the
foreseeable future. Yet, with a brake
thermal efficiency (BTE) currently stalled at

around 45%, it’s sobering to think just how

much of the energy in the fuel fed into today’s

advanced diesel engines is still being wasted.

Aside from frictional losses within the engine itself,

and parasitic losses from various ancillaries, the

biggest loss by far is in the form of heat. As

Professor Doctor Franz Moser, diesel engine guru

and executive delegate of the CEO for AVL, the

world’s largest independent company developing

powertrain systems, explains: “We feed the fuel

energy into the engine and the outcome is

mechanical power. Unfortunately, there are huge

losses – 48% of the fuel energy is lost. Engineers

working on combustion systems want to make

something out of this energy… We’re now dealing

with how to use [it].” One way of clawing it back is
through waste heat recovery
(WHR) – only, until now, the

technologies haven’t been
viable. “In the past, they’ve not

looked economically attractive,”
admits Moser, “But with oil

resources shrinking and fuel
prices dramatically increasing,

even expensive technologies will make sense and

pay back within a rather short time.” 
Leading the WHR charge are systems based on

the Rankine Cycle, whereby waste heat is used to

create supplementary mechanical or electrical power.

Ironically, though, while diesel engines generate

masses of heat, Moser says: “Unfortunately, only the

exhaust gases and the EGR (exhaust gas

recirculation) cooling contain sufficiently high energy

to be used in the Rankine Cycle. These two energy

sources are used to heat up a medium, such as

water or ethanol, which is then evaporated and

expanded in a secondary process, in an expander or

turbine. The power can be directly coupled to the

crankshaft, adding to the mechanical power on the

flywheel, or it can drive an electric generator. The

electrical energy can be used to drive auxiliaries, like

the fan, water pumps etc.” Rankine benefitsAdding a Rankine process like this to a conventional

heavy-duty diesel would offer significant benefits,

reckons Moser. “For example, according to our

investigations, an engine with 250kW [335bhp]

would get about 12kW [16bhp], just from the

exhaust gases, and another 8kW [11bhp] from the

EGR cooler. In total, that’s a saving of 20kW [27bhp],

which relates to 8% of the brake power of the

engine.” 

Above: DAF has usedthermal encapsulationon both its ATe Euro-5MX engine (shown)and its Euro 6 MX-13and MX-11 diesels
Below: exhaust gasheat recovery onIveco’s Glider concepttruck produceselectricity to powerelectrical auxiliaries,improving fuelefficiency by up to 10%(source: Iveco)

Despite the impressive levels of efficiency from today’s diesel engines, far too much fuel energy is simply

being wasted. Brian Weatherley looks at how it could soon be put back to work 

War on waste ?



CIRCULATION

Qualifications and budgets
Reaching more readers with real influence:
ABC 2012. 14,231 monthly
Transport Engineer’s circulation is audited by ABC every year. As the journal of the Institute of Road
Transport Engineers (IRTE), copies are delivered each month to individual institute members. 

An additional 5,000 controlled circulation copies are distributed each month to a highly targeted
database of influential fleet managers, transport engineers and transport engineering managers at their
place of work. This validated database is regularly updated by Findlay Media’s industry-leading database
research team – to identify fleet sizes, types and all-important purchasing authority. 

Research confirms Transport Engineer’s coverage of all sectors of the commercial vehicle market,
providing a qualified audience of professional engineers and managers who between them control the
majority of transport engineering budgets and influence most purchasing decisions.

Transport Engineer reaches influencers,
specifiers and buyers in every sector

Source: Percentage of readers by site from TE’s circulation database
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Computer software
Load handling equipment

Fuel/fuel cards
Trailers

Used commercial vehicles
Other
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Specialist Recruitment 
If you’re looking to recruit skilled and qualified transport engineers or fleet managers, there’s no better
place than Transport Engineer to advertise your vacancies. The highly qualified nature of Transport
Engineer’s readers means it delivers high quality applicants.
Premium position display rates apply.

MULTI-MEDIA MARKETING OPTIONS

Multi-media marketing options 
Transport Engineer is the first choice route to marketing the complete range of products and services
essential for managing today’s commercial vehicle fleets – both large and small, HGVs, LCVs, coaches or
buses. 

Transport Engineer offers a multi-platform routes to market, combining the best of print, online and e-zines.

Print advertising
Double page spread £4,000
Full page £2,200
Half page £1,200
Quarter page £655
Eighth page £360

Cover positions
Outside back +20%
Inside front cover

Volume discounts
6 advertisements 15%
9 advertisements 25% 
Agency bookings 10%

Inserts
Transport Engineer’s circulation allows your event
mailer, new product line brochure or general
marketing messages to be delivered cost
effectively.

Cost for full circulation up to 10g is £1,500.
Additional charges of £1.50 per gm per 1,000
inserts for heavier items.

With our comprehensive reach into the market and
the accuracy of our database, an insert can save
you both the time and cost of sourcing and
cleaning the data.

Advertorial
If you have a special story to tell or a message that
simply cannot be put across effectively in
conventional advertising format, advertorial pages
are a powerful option. A combination of editorial
and PR, they give you an opportunity to present
your case in full. Advertorial pages are reproduced
online with links from the Advertiser Spotlight Ezine
to boost reader interest and lead potential.
Low resolution PDF supplied 

Advertorial
Double page spread £4,400
Single page £2,200

No resources to write it? No problem!
For an additional £500/page we can provide one of
our staff writers to produce the content and our
in-house studio can design the layout, working to
your specification brief. 

Special advertising options
Alternatives to on the page advertising – such as
belly bands, barn doors or gatefolds – are
available. Specifications and rates are bespoke.
Please talk to us about your requirements.



ONLINE

Transport Engineer’s NEW website www.transportengineer.org.uk
Transport Engineer’s new website includes high quality editorial, a comprehensive supplier database and a
searchable summary archive of every article published over the last five years, linking direct to the SOE’s IRTE
main website. It hosts white papers, updates on legislative issues, VOSA vehicle recall data, general news as
well as the latest on trade shows and other relevant industry events. It is highly optimised to improve search
engine results and to widen its appeal and traffic from the UK and overseas. 

For online campaigns, a host of conventional and rich media advertising options is available, ranging from
traditional banners, buttons and skyscrapers through to more eye catching options, such as dynamic page
peels, expandable banners and video.  

Online advertising
Banners £500 per month
Skyscrapers £750 per month
Panels/Buttons £250 per month
White papers £750 per month

Advertiser spotlight e-zine
To maximise reader interest in your advertised
products and services, a monthly push e-zine
is sent to all opted-in email addresses on the
circulation database (circa. 60% of circulation). 

Supplier directory
The Transport Engineer Supplier Directory is a
detailed database of suppliers and service
providers, including heavy goods vehicles, buses
and coaches, trailers, exhaust systems, vehicle
safety and security systems, fuel management
systems, garage equipment, training
services and maintenance 

Basic supplier information is included
in the directory free of charge.

Enhanced listings provide the supplier with a 100
word sales description or company profile, company
logo, product links to supplier website and full
contact details.

Preferred Supplier Status
Suppliers spending more than £2,000 per annum
with Transport Engineer, enjoy the real
benefits of Preferred Supplier Status which are:
• Preferential positioning and highlighted entries in
all Supplier Directory search results
• Up to 24 product/service press releases posted
into the Product News Section of the web site
(subject to meeting editorial approval criteria)

E-zine>

Home page

Enhanced supplier record card
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