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Dear Reader,

Human beings are “creatures of habit”. We find it difficult  
to accept change. But we now know that nothing is safe – 
particularly with regard to economic developments. We are 
forced to adapt faster than ever to changing requirements. 

So we have to make it our task to try and make difficult things 
easy – just like the heavy good specialists in this issue of 
trailer world.

And with these changes we must also see opportunities, like 
our Danish subsidiary HBN Teknik did at the beginning of 
the 1980’s, when the company decided to produce car wings 
made of plastic instead of steel. With pioneering spirit and pas-
sion, our Danish colleagues have committed themselves com-
pletely to the new material and are now sought-after specialists 
worldwide for airbag pistons and air tanks (page 20). 

BPW is profiting from this expertise, and with the aid of  
our Danish colleagues is developing new suspension  
components. In a new and unique system approach, the  
concept “ECO Air COMPACT” air suspension includes the 
GFK ECO Air composite tank.

We have also broadened our base in the area of chassis  
electronics with the shareholding in idem GmbH (page 6). 
And so we are working on further new product developments 
to make your trailers more economic, intelligent and useful.

We hope you enjoy reading trailer world.

Sincerely yours,

Dr. Bert Brauers, Member of the Management Board/Sales

E-Mail: brauersb@bpw.de

Editorial

picture gallery linkvideo/audio
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An oak tree 
goes on tour

Its roots measure almost 13 metres in diameter. A wide circle 
was dug around them, some of them were cut, and then they were 
tied together with cables and packed. Then the giant tree, dubbed 
„Big Al“ by curious onlookers, was placed on cross-beams and 
lifted using a special hoist. 

Two self-propelled heavy load transporters were provided by 
the specialist company Goldhofer, who normally use them to 
transport ships or oil platforms. The transporters were coupled 
together side-by-side and conveyed the giant tree around two 
kilometres, close to the small town (pop. 33,000) of New Liberia 
in Louisiana. It took around one-and-a-half hours to transport the 
tree, and the road was closed to facilitate the move. All in all, the 
„Tour de Nature“ lasted more than six hours. 

Originally the plan had been to cut down the tree, but thanks to 
a petition organised by a local resident, it was decided to carry 
out the major replanting operation instead. For heavy transport 
specialists Berard, this was a Herculean logistical undertaking 
that was certainly not an everyday task.

For 150 years, an oak tree in the US state of 
Louisiana was left to grow in peace. But now this 
20-metre high, 400-tonne tree is being forced to 

make way for a service road.

The Photo

P
ho

to
: G

ol
dh

of
er

/B
er

ar
d



6      Issue One 2012

 BPW has broadened its exper-
tise in the area of the chassis elec-
tronics: It has founded a joint co-
operation with idem GmbH and 
acquired shares in the 
Munich-based company.
idem is a leading European pro-
vider of flexible solutions which 
can reliably monitor towed units 
such as trailers or swap bodies. The 
telematics applications of idem offer 
a comprehensive portfolio of tem-
perature control and positioning, to 
the documentation of driven routes 
and driving and parking time. 
As part of the cooperation, idem 
as the youngest member of the 
BPW Group will retain its well-
known telematics range. It will 
extend its product portfolio by 
intelligent electronic solutions 
which are based on the BPW chas-

sis know-how and which are very 
user-friendly. The BPW Group will 
therefore be able to provide the trail-
er market with even more electronic 
functionality in the future, further 
increasing the benefits for hauliers 

and fleet operators in the area of 
fleet management.
The first results of the cooperation 
will be presented at “IAA Nutz-
fahrzeuge” in Hanover in Septem-
ber. 

Subsidiary with 
flexible solutions

The planet Earth 
weighs almost 
sexillion tonnes –  
81 times as much 
as the Moon. But in 
relation to the whole 
universe, the Earth is 
no more than a tiny 
speck of dust.

 

 In trailer world Issue 2/2010, we reported on the use of the dump truck (“Agroliner”) on the construction site of Berlin Airport. Now Berlin 
Brandenburg Willy Brandt Airport is almost ready for its opening. Europe’s most modern airport will commence operations on 3rd June. The airport 
management is currently putting the facilities through practical tests, so that Berliners do not experience the same chaos as followed the 2008 opening of 
the new terminal at Heathrow Airport. “10,000 airport testers will act as test passengers until May and help us to simulate the processes at Berlin Brandenburg 
Airport as realistically as possible”, explains Prof. Dr. Rainer Schwarz, management spokesman of Flughafen Berlin Brandenburg GmbH.

Panorama

Berlin Airport: Final spurt on the construction site
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BPW and idem agree cooperation: Michael Pfeiffer, Personally Liable Partner of BPW Ber-
gische Achsen Kommanditgesellschaft (l.) and Pete Jendras, Partner and Managing Director 
of idem GmbH (r.)
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 Royal meeting in Glasgow: 
At the presentation of the 
Transport News Awards Steve 
Turton, Managing Director of 
BPW Limited, met Princess 
Anne. BPW sponsors the “Scot-
tish Fleet of the Year Award”, 
which this year went to Caledo-
nian Logistics. At a fundraising 
event, over £ 5,500 was col-
lected for projects of the aid 
organisation Transaid: amongst 
other things for training for 
professional drivers, to improve 
safety on Africa’s roads.

Aid for Africa

 Twelve established heavy and 
special transport companies with 
branches in Germany and Aus-
tria have come together to form 
the “Big Move”, a European net-
work for special transport tasks. In 
October last year, the Technology 

Committee of the Big Move group 
visited BPW. The members took 
the opportunity for factory tours 
in Wiehl, Hunsheim and Brücher-
mühle, and got to know the trailer 
disc brake ECO Disc and the steer-
ing axle technology for trailers.

»Big Move« hosted in Wiehl
 BPW’s newest trading com-
pany BPW Trailer Systems India  
started off the year 2012 with a 
highlight: At the beginning of 
January, the 11th International 
AUTO EXPO 2012 took place in 
New Delhi. More than 1,100 ex-
hibitors from around the world 
presented their products here at 
the largest automotive exhibition 
in India. BPW India presented 
itself with several exhibits. The 
motto of the exhibition was “Mo-
bility for all” – no small challenge 
in India, with its population of 
over 1.2 billion people. 
 Agritechnica 2011 in Hanover 
drew attention to the global im-

portance of agriculture and ag-
ricultural technology. BPW also 
attended this major exhibition, 
presenting several new products.

New in New Delhi and Hanover

BPW wants to expand in the Indian market.

 Most German carriers can be satisfied with the 
current order situation. But the ongoing European 
financial crisis still gives many a rather insecure 
feeling. How will the economy develop in the fu-
ture? The 9th Wiehl Forum explored this question 
in autumn of last year under the main topic of “The 
complex world of logistics – With flexibility to suc-
cess”, and was attended by experts and 120 guests. 
Chairman Björn Helmke, editor in chief of the “DVZ 
Deutsche Logistik-Zeitung”, described the situation 
quite pithily with the words: “The industry stands 
with its feet in ice water, and its head in the oven.” 
Nobody wanted to venture a forecast as to ex-
actly where this journey will lead in the coming 
months and years. One thing is certain: Costs 
are increasing, amongst other things due to the 

Euro 6 truck standard and the shortage of drivers. 
The companies that show courage and respond 
counter-cyclically to market developments will be 
the ones that are viable for the future - this was the 
conclusion of the forum. 

Industry experts at the Wiehl Forum (top), BPW Sales Director Dr. 
Bert Brauers (bottom).

At the award ceremony: Her Royal Highness 
Princess Anne, Derek and Scott Mitchell (of 
Caledonian Logistics) and Steve Turton.

Flexibility and courage are needed

Wiehl Forum
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Fair wind,  
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Title

The future of electricity generation is grow-
ing in the North Sea: offshore wind farms are 
shooting up from the seabed, facing logistics 
with the challenge “huge, but accurate”.
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Waiting on weather” is displayed on the screen. Again. 
And the day before yesterday – 24 hour stoppage – and 

last week too. Storm and waves repeatedly cause involuntary 
breaks - employees must wait and bring forward other work. 
But the weather is exactly the reason why work is going on 
here, about 90 km northwest of Borkum: Giant wind turbines 
tower up into the sky out of the waters of the North Sea. An 
offshore wind farm, built by BARD Engineering GmbH of 
Emden, is converting moving air into electricity. The more 
the wind blows here the better. At the same time unusually 
strong waves and powerful gusts make work on the equipment 
dangerous for personnel and repeatedly cause interruptions 
in construction, maintenance and care. 

The weather is the engine and at the same time the un-
predictable opponent of the projects, which are regarded as 
genuine hopes of green energy production. The farms are not 
“on the high seas”, but far enough out that they can justly 
be called “offshore”. The high wind speeds and the power-
ful systems that can be installed here provide a significantly 
higher yield than wind turbines on land. These huge systems 
are largely out of sight. 

15% of German electricity consumption is to be covered 
by offshore wind power by 2030: this is the ambitious goal of 
the Federal Government following Fukushima. This is a huge 
driver of the industry. The first installations are already up and 
running. Several dozen parks with up to 5,000 turbines are 
being planned. In addition to “Baltic 1” in the Baltic and “Al-
pha ventus” and “BARD Offshore 1” in the North Sea, which 
are already generating electricity, the construction of an 
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installed output of about 2,000 additional megawatts can be started 
by the end of next year.

“Alpha ventus” is Germany’s pilot project in the German Bight, a 
cooperation between EWE AG, E.ON Climate & Renewables GmbH 
and Vattenfall Europe New Energy GmbH. It has been in operation 
since April 2010 – a test field, which is intended to show how, what is 
designed on paper, in computers and minds really works in practice. 
45 km off the coast of Lower Saxony, twelve 5-megawatt wind turbines 
stand in the North Sea. The towers rise up to the hub 94 metres high 
above the water and the rotors have a diameter of 116 metres. Offshore 

always means superlatives: Hundreds of metres, tonnes, megawatts. 
In addition to the financing and grid connection, it takes a lot of tech-
nology, know-how, planning, technical and human power and also a 
certain amount of luck to construct such a wind farm in the open sea. 
Sophisticated logistics, which can mobilise the areas of procurement, 
production, installation and service are also needed.

It is a tough workplace, and even getting here is difficult: the service 
technicians for “BARD Offshore 1” for example are lifted by helicop-
ter to the transformer platform 90 kilometres northwest of Borkum, 
because transfers by ship would take too long and much of the work 
would be lost due to seasickness. The weather is not the only problem. 
Almost everything here is of a pioneering nature – almost everyone 
involved has entered new territory and must still gain experience.

This transformer platform also serves as the landing pad for helicopters carrying personnel from the mainland to the construction site of 
BARD Offshore I.

Pilot project in the German Bight
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The wind farms are born on land, in warm offices where the desks 
do not rock and sway. But here it is exciting: a sort of gold rush has 
captured the planners’ imagination. There are even areas that are over-
planned - where several offices in parallel vie for the contract from 
the Federal Office for Maritime Transport. The process of regulatory 
approvals is extensive: amongst other things, studies of the seabed 
must show whether the installation of the systems is possible and 
environmentally friendly.

The individual elements of the wind power systems, such as foun-
dations and turbines, are also produced on land, increasingly in the 
immediate vicinity of the coast. Some parts still have to be bought in, 
and companies from all over Europe are involved: For “Alpha ventus” 
for example, steel sheets from Germany were bent into tubes in the 
Netherlands and welded into the tripod foundations in Norway. The 
result is 50 metres high and weighs hundreds of tonnes. It was there-
fore assembled right on the coast and transport vessels carried the 
parts to the destination.

Road transport plays only a miniscule role in the logistics of “Off-
shore” due to the size and weight of the components. It is an excep-
tional situation when, for example, a vehicle of the TII group from 
Baden-Wurttemberg transports a tower segment for an offshore farm 
over 200 km on public roads – including many detours, to avoid hav-
ing to pass under bridges. As a rule, works near the coast are the most 
common work location, and require only short distances by road. Un-
der the brand names of Scheuerle and Kamag, TII builds vehicles that 
are just as robust as they are manoeuvrable, and can position the com-
ponents with an accuracy of millimetres in the warehouse or where 
they are to be assembled. On the road, the company uses InterCombi 
chassis, which can be moved by one tractor – either as trailers or 

semi-trailer combination, to achieve higher speeds. On the works sites 
module transports are used which can handle up to 16,000 tonnes. 

The rotor blades, for example, represent a special challenge, and 
need particularly long vehicles. Scheuerle has developed a blade adapt-
er which can raise, lower and swivel the parts. This means that the 
blade can be moved while driving to negotiate obstacles such 

The tripod foundation is moved with the aid of three flexible modu-
le transporters.

»Where else do they  
make ten centimetre  

thick weld seams?« 
Andreas Kölling, BARD

Most manufacturing takes place on the coast
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as buildings, walls or trees. It can also be rotated 
around its own longitudinal axis to minimise wind 
resistance. The adapter is mounted on platform 
wagons, which can be coupled together in series.

Each system stands on a foundation which is 
fixed to the seabed. There are different variants: 
“BARD Offshore I” uses three-legged, so-called tri-
piles, which the company assembles in Cuxhaven. 
Three tubes are rammed 40 metres deep into the 
seabed. A 450-tonne support joint is then “thread-
ed” into the tubes from above – 100 kilometres off 
the coast and still in the face of strong winds. The 
coordination of such operations requires highly 
experienced personnel, and a crane which is able 
to move heavy parts quickly. Transport over long 
distances is less of a challenge for offshore work, 
says Kölling. More important are efficient solutions 
when it comes to such things as attachments: “The 
support joint is brought to the site on a pontoon, 
and it must be securely fastened so that it does not 
fall overboard, but must also be released quickly.”

Many of the personnel were formerly employed 
in shipyards and are used to the handling of heavy 
materials with large dimensions. “Most of them 
still say however that offshore is a completely dif-
ferent matter”, says Andreas Kölling, company 
spokesman for BARD Holding. “Where else do 
they make ten centimetre thick weld seams?” 
Again and again, the challenge lies in size: “Off-
shore means work accurate to the millimetre with 
large and difficult dimensions. We are dealing here 
with huge parts, which at the same time must be 

handled very accurately”, he explains. “Imagine, for 
example, that they must install the foundation into 
the seabed: three tubes each weighing 440 tonnes 
and 90 metres long, with a diameter of 3.40 metres, 
which are stored horizontally on a pontoon, which 
is also rising and falling with the waves, first have 
to be brought into a vertical position and then in-
serted into a driving template – with a tolerance of 
a hand’s width.”

The pontoon is custom-built, just like other, es-
pecially powerful and also particularly expensive 
ships which provide the farms with material. The 
“installation logistics” – the transport of personnel 
and material from the dockside – makes up the 
largest part of the costs. Offshore farms today still 
cost three to four times as much as a comparable 
coal-fired power plant – whilst over 20 years of op-
eration they save the climate 17 million tonnes of 
carbon dioxide. Further weak points are the many 
ports that are not yet adequately equipped; there is 
a shortage of storage space, access roads capable of 
handling heavy loads and dockside length. How-
ever, the port is perhaps the most important hub 
for the logistics of the projects, particularly in the 
future when more and more component manufac-
turers will move to the coast. A 250-megawatt farm 
with 50 5-megawatt individual systems means a vol-
ume of about 100,000 tonnes that has to be moved.

BARD buys in the tower segments and the so-
called foundation tubes. “We build the rest our-
selves”, says Kölling. These include components 
such as the generator nacelles, the rotors and also 
the support joints for the foundations. The com-
pany was founded in the year 2003, the first ap-
provals were received in 2007, and the company 
now manages 50 foundations as well as 30 systems 
in the North Sea – 19 of which are already con-
nected to the grid. The number of employees has 
increased during this period from eight to about 
1,000. “We started early and quickly. And that is 
why we ourselves had to build anything that we 
could not obtain on the market. The availability 
now looks completely different, everything is slow-
ly getting into the swing.”

At BARD, the largest part that has to be bought 
in is the machine bearer – the heart of the machine 
house and a massive cast iron part of 6.50 metres 
in diameter and 73 tonnes in weight. These come 
from an iron foundry in Torgelow in Mecklenburg 
near the Baltic coast or from a supplier near Stutt-
gart. The machine bearer must be laid on its head P
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A rotor blade is manoeuvred round a difficult curve on 
an adapter vehicle from Scheuerle.

Experienced personnel needed

Number of turbine types by 2015
in German projects*/**

The German 
Offshore-Market to 2015

*The difference between the total of the planned tur-
bines is due to turbines not yet ordered or known 
in individual projects. **The difference between the 
total megawatts of investors and the total megawatts 
of the turbines is due to turbines not yet ordered or 
known in individual projects.

Investors by 2015** 
Shares in megawatts (MW)

Siemens 2.3   21 
BARD 5M   160 
Vestas 3.0   176

Total: 

1,139

Siemens 3.6   430 
REpower   54

AREVA Wind   298

Vattenfall  154 
Windreich  660

Dong  288
E.ON   288

Various municipal works  1,496 
RWE Innogy   288
Various medium-sized
companies   413 
Private equity
companies   696
EnBW   1,228

Total: 

5,261
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for transport, so that it is slightly lower. A special route was worked 
out for the journey which offers as few hindrances as possible.

Bremerhaven has emerged as one of Germany’s offshore “hot spots”. 
“There is no other place in the world which has so much to offer in this 
respect as Bremerhaven”, says Andreas Wellbrock of the BLG Logistics 
Group Bremen. It is not only manufacturers who have moved to the 
port city of Bremerhaven, but also institutes which carry out research 
and development together with partners from the industry, including a 
Fraunhofer Institute. BLG Logistics has transformed itself from a local 
port handling firm into an international logistics service-provider. It 
had experience mainly with container and automobile handling before 
it expanded its portfolio to include offshore. 

Andreas Wellbrock compares the current boom here to the devel-
opment of the automotive industry: “in 1890, a car was considered 
as a high-tech product, but you still had to buy gasoline in the phar-
macy. One can say that we must come to terms with the advances we 
have made in this industry in terms of offshore within the next ten 
years.” At the same time, the industry is still very young and has a lot 
to learn. Wellbrock hopes for greater cooperation within the industry, 
especially to reduce costs. “The manufacturers in the industry need to 
work together to establish common standards.” 

A number of companies want to get aboard the good ship “off-
shore”, which will only pick up speed in the coming years. Almost the 
entire North Sea coast is in an optimistic mood: planning, construc-
tion and research on “offshore” is going on almost everywhere from 
Emden in East Friesia to Brande in Denmark. Denmark is regarded 
as one of the forerunners, and there were already pilot projects 

The machine bearer – diameter 6.5 metres, weight 73 tonnes – is 
the largest part bought in by BARD.

»Hot Spot« Bremerhaven

The foundations for the offshore farm north-west of Borkum are 
manufactured and loaded in Cuxhaven.
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here and in Sweden and the Netherlands be-
fore the turn of the century. There are several 
large farms along the Danish coast, including 
Nysted south of the island of Lolland. With 
72 wind turbines and an output of over 165 
megawatts, it generates more electricity every 
year than any other offshore wind farm in the 
world. The operator Dong energy is currently 
working on an even larger project near the 
island of Anholt, also in the Baltic Sea, with 
111 wind turbines, which will supply 400,000 

households with electricity. The wind farm is 
due to be completed in 2013, weather per-
mitting.

Why has the weather actually become the 
“great unknown” and thus the major risk to 
construction? It has long been known that a 
strong breeze blows at sea. “The influence of 

the weather was nevertheless underestimat-
ed”, admits Andreas Kölling. “At our site for 
example, wind measurements were made 
out to a distance of 50 km. But the assump-
tions that were then made were not correct. 
Out there the wind blows even more 
strongly and steadily.” This may be bad 
news for the construction of a wind farm, 
but very good news for its operation: 4,000 
full-load hours were estimated for “BARD 
Offshore 1”, but this has now been revised to 
a good 4,400 hours. Andreas Kölling stress-
es that the influences of wind and waves are 
really difficult to estimate, due to lack of 
experience with such construction sites. In 
addition, the weather far off the coast is un-
predictable in the truest sense of the word. 
“We have obtained weather records going 
back over the past 50 years to develop 
models. Nevertheless, we are sometimes 
still surprised.” Nature is unpredictable. 
In winter 2010/2011, there was a period 
with ideal conditions, when work could 
continue almost uninterrupted for a long 
time. In August 2011 however, we suddenly 
had waves almost ten metres high. There was 
little to be done, says Kölling, because in the 
end: “The life and the health of our employees 
have top priority.” (jg)       

Further information on the subject of offshore 
wind energy can be found on the Internet at: www.
offshore-wind.de or www.windenergie-agentur.de

»The industry is still very 
young and has a lot to learn.« 

Andreas Wellbrock, BLG Logistics

Wind farm   “BARD Offshore 1” in the North Sea

*Final status: 320 systems, 1600 MW nominal output

Wind turbine
BARD 5.0

Weight of
generator 
housing:
approx. 280 t

Blade weight:
approx. 28.5 t

Max.
blade width:
5.98 m

Rotor diameter:
122 m

Weight of
tower:
approx. 450 t

Wind farm
"BARD Offshore 1"
80 wind power 
systems over 
approx. 60 km2*
400 MW nominal output
Water depth approx. 40 m

DEN-
MARK

GERMANY

Büsum

Wilhelmshaven

Emden

12-mile 
zone

North Sea

NETHERLANDS

Offshore 
wind farms
planned
approved
under construction
in operation
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North Sea coast 
in optimistic mood
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Jobs and infrastructure 

  The wind farms also offer a ray of hope for the coastal regions, 
where many shipyards have been forced to close in the past. Up to 
25,000 jobs will be created in the coming years, says the Windener-
gieagentur Bremerhaven/Bremen (WAB) (Bremerhaven/Bremen 
Wind Energy Agency). The main demand will be for well-trained 
specialists with maritime experience from the fields of mechanical 
and electrical engineering. 

Offshore also calls for an extensive infrastructure: a port terminal is 
being built in Bremerhaven. The Husum-Schwesing Airport will serve 
as the service airport for the offshore wind farms off Helgoland and 
Sylt. Project companies take over the planning. Investment is also 
being made in training: There is a training centre for the offshore field 
in Bremen, and another is to be built in North Friesia. The universities 
of Oldenburg, Bremen and Hanover have founded “ForWind”, a re-
search centre for wind power, which offers the postgraduate course 
“Offshore wind power”.



Kita Logistics is one of the leading companies for heavy goods transport in Turkey. About one fifth of its 
turnover comes from project cargo and heavy goods. Imports of power plants and components into Turkey 
are an important business for Kita - today and in the future.

Heavy loads  
anywhere in the world

Under time pressure: Kita was 
allowed to drive the 289-tonne 
gas turbine through the city 
centre of Antalya only in the 
early morning hours.

Worldwide
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A 289-tonne gas turbine for a 775-mega-
watt power plant makes its way slowly 

on an 18-axle low-loader through the city 
centre of Antalya on the Turkish Mediter-
ranean coast. The police and technicians of 
the municipal electricity works accompany 
the transport, keeping the way clear, mov-
ing aside traffic lights and lifting power lines 
because this type of heavy goods transport 
cannot just move simply from A to B. 

“These were the largest individual piec-
es of equipment that were ever transported 
over a distance of more than 300 km in Tur-
key”, said Emre Eldener, General Manager 
of Kita Logistics. The order consisted of 39 
individual components, including gas tur-
bines, generators and transformers. Five 
weighed more than 300 tonnes, the rest at 
least 150 tonnes. The route led from Ger-
many via Rotterdam and the ports of Izmir 
and Antalya to the town of Denizli in south-
western Turkey. 

Kita Logistics specialises in the transport 
of oversize, bulky and heavy goods. The lo-
gistics specialists, a small team of three, of-
ten come up against their limits. They have 
to plan routes accurately and deal with the 
Turkish bureaucracy. They are guided in 
this by the slogan of Kita Logistics “moving 
ideas”. “The greatest problems with heavy 
goods transport are the roads and the strug-
gle with the authorities”, said Eldener. So far 
however, they have always managed to find 
a solution.

Feyza Ercengiz, Project Cargo Supervi-
sor, has much to tell about the transport 
from Antalya to Denizli. “First we had to 
produce a study on the exact route”, she 
said. She drove the complete route with a 

colleague, taking a close look 
at every possible obstacle. 
Some traffic lights and over-
head power lines in Antalya 
were hanging too low. At an-
other point, a metal bar was 
rammed into the ground in 
the middle of the road. This 
would have to be removed 
before the transportation. Fi-
nally she checked 15 bridges 

which might possibly not be able to with-
stand the weight. “For another project 
on the Black Sea, we once had to rebuild 
a bridge to carry out the transportation”, 
said Ercengiz.

Engineers, structural engineers and ar-
chitects were all involved in the study. The 
Middle East Technical University in Anka-
ra had to check it before submission to the 
Transport Ministry. After a further check, 
Kita Logistics was given the green light for 
the transport. “The journey took a total of 
3 days, because we were only able to drive 
through Antalya between four and half 
past six in the morning”, recounted Feyza 
Ergengiz. To make matters worse, the tur-
bine had to be transported in the summer. 
“The temperature during the daytime was 
up to 40°. The asphalt became soft in the 
heat, so we could only travel between eight 
in the evening and four in the morning”, 
said Ercengiz. Kita Logistics used a special 
hydraulic low-loader with 18 axles for the 
transport. This could be raised or lowered 
by 50 centimetres, depending on the road 
situation or height of the overhead lines.

“Turkey is our most important mar-
ket”, said General Manager Emre Eldener. 
His company had made a name for itself here. 
The best advertising was through word of 
mouth. Eldener is sure that the best sales-
men are those colleagues who know all 
about their projects. Kita Logistics had P
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»Syria was the best 
option for overland 

transport to the Mid-
dle East, but now the 

way is blocked.«
Emre Eldener,  

General Manager Kita Logistics

The logistics specialists first 
check every part of the route 
carefully

»Bureaucracy  
and bad roads pose 
the greatest  
problems for us in 
our projects.« 
Feyza Ercengiz, Project Cargo  
Supervisor Kita Logistics 
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a market share of something over 30% in the import of power plants.
However, the company is active not only in Turkey. Eldener and 

Ercengiz can also speak of many international projects. A partic-
ularly difficult project three years ago was the transport of 6,000 

tonnes of steel to Sudan for a bridge over the Nile. The planning of 
the entire project took four months, the transport itself only two 
weeks. “When things start to happen, it must all run smoothly”, said 
the General Manager. Because if something is delayed in the port, it be-

Moving traffic lights, holding up cables. The municipal electricity works accompanied the transport through the city centre of Antalya.

After unloading at the port of Antalya, the journey continued by 
hydraulic low-loader to Denizli over 300 km away.
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comes expensive due to longer waiting moor-
ing times of the vessel. “We sent our own peo-
ple out there to organise the unloading on the 
spot in Port Sudan”, said Eldener. There is hardly 
any infrastructure there. They also had to find 
some 240 trucks to cover the remaining 1,000 
kilometres by road.

Turkey repeatedly refers to its favourable 
location between the continents. Russia and 
the central Asian countries are becoming 
increasingly important for transport com-
panies. In 2005, for example, Kita Logistics 
organised the transport of a power plant to 
Turkmenistan. From the port of Derince in 
the Bay of Izmir, the route went via Russia 
through the Volga-Don Canal to the Cas-
pian Sea and on to the Turkmenistan port 
of Turkmenbaschi. Eldener again sent one 
of his team there in order to guarantee that 
operations went smoothly. “The number and 
quality of the trucks and trailers was insuf-
ficient. We therefore had to convert the trail-
ers for the job”, said Eldener.

The situation is less favourable at the mo-
ment in the south of Turkey. The flashpoints 
are Syria and Iraq. The routes for land trans-
port in the Middle East were cut off due to 
the unrest in Syria. “Syria was the best op-

tion for land transport in the Middle East”, 
said Eldener. There are no alternatives over 
land. Iran is under embargo and Iraq is 
currently too dangerous for transit. Heavy 
goods transport over land is out of the ques-
tion at the moment. In Iraq, Kita Logistics 
had completed 16 projects in recent years, 
including the transport of an oil supply sys-
tem, construction materials and power plant 
equipment.

Kita Logistics maintains an office in Er-
bil in northern Iraq with a 1,000 m2 ware-
house as a transhipment point, because Turk-
ish trucks do not drive into southern Iraq 
for safety reasons. “We work together with 
35 Iraqi drivers”, said Eldener. Before we 
employ them, we check their background, 
because it would not be a good idea to 
send a Shiite driver into the Sunni area 
around Baghdad.

Turkish transporters have found an al-
ternative for their way to the Arabian Gulf 
and Saudi Arabia, Doha and Qatar. “We use 
Ro-Ro or container ships via Egypt and the 
Red Sea”, said Eldener. Recently, the Turk-
ish shipping company U.N Ro-Ro has been 
operating a regular service between the 
Mediterranean port of Mersin and Alexan-
dria. From there, Ro-Ro ships also sail to 

the port of Jeddah in Saudi Arabia. “Tran-
sit times have however been significantly in-
creased as a result. The land route via Syria 
took nine days, now we need 12 to 13 days”, 
said Eldener. A container ship would need 
even longer, since there is no direct connec-
tion from Turkey to the Persian Gulf. The 
containers therefore had to be transhipped 
in the Egyptian port of Port Said. A ship to 
Jeddah in Saudi Arabia for example would 
therefore need 18 to 20 days. Despite the se-
curity situation in Iraq, Kita Logistics is or-
ganising further container transport by sea 
through the Persian Gulf to the southern 
Iraqi port of Umm Qasr.

Emre Eldener also sees that things are 
changing in some countries. More and more 
Turkish companies are doing business in 
Central Asia and positioning themselves there 
with trucks, including equipment for heavy 
goods transport. The same applies to the Mid-
dle East, for example, Basra in southern Iraq. 
In Turkey, Eldener sees plenty of business for 
Kita Logistics. The Turkish Government is 
working towards greater independence in 
energy supply. It does not want to be too de-
pendent on Russian energy imports and 
wants to gradually reduce the large trade 
deficit with Russia. So there is still much to 
do for Kita Logistics in the face of Turkey's  
great need for energy. (sl)          

Alternatives to the route 
through Syria or Iraq 

Low-hanging overhead lines also caused problems for the logis-
tics specialists with their 5,000 m2 project between Turkey and the 
South American Trinidad and Tobago.

Turkey - Algeria: A special ship with handling gear lifted 300-tonne 
transformers on board in the port of Derince.

Ideal location for business with 
the West and the Middle East

Further information can be found on the Internet  
site of Kita Logistics at www.kita.com.tr

Worldwide
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A light Danish touch 
for heavy goods
The Danish fairy tale author Hans Christian Andersen could hardly have come up with a better story: 
a small smithy founded by Heine B. Nielsen in 1974 in the Danish provincial town of Ringsted has now 
become HBN-Teknik and a major supplier to the global commercial vehicle industry. 

HBN-Teknik is not planning to sit 
back and enjoy its large share of the 
air bag piston market.

Innovative
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N  ot long ago, Heine B. Nielsen was supplying trailer and body-
work manufacturers with steel sheet parts and wings. But he 

was well aware that, in the long run, a small Danish company had 
no chance of competing with countries with cheap labour. So he 
began to experiment with the manufacture of thermoplastic wings. 

This development was given new impetus in 1982 when BPW 
took over HBN-Teknik from Heine B. Nielsen and a few years later 
decided to invest in new production methods. It became clear that 
80 percent of capacity was tied up in the steel business, whereas plas-
tic manufacturing was creating 80 percent of turnover. So from then on, 
HBN-Teknik concentrated solely on plastics – “the only plastics opera-
tion in the BPW Group“, explains Managing Director Kim Villadsen.“

New ideas   The takeover of Austi, a Danish manufacturer of anti-
spray mudflaps in the mid-1990s, provided new impetus for the fur-
ther development of the HBN wing. “The bolts and screws on nor-
mal wings soon rust and look terrible. And it used to take ages to fit 
the old wings and anti-spray mudflaps. That‘s why we have designed 
a whole new system where the components can quickly be clicked 
together“, says Kim Villadsen. Sales Manager Finn Sten Pedersen 
finds this is a good selling point: “Our thermoplastic wings may be 
a little more expensive than the steel ones, but once they have been 
fitted to the truck or trailer they work out cheaper“, he explains. 

Patent   HBN-Teknik have also revolutionised their production 
processes using a patented modular system for compression moulds.  
In Ringsted, wings can be manufactured to fit every type of truck 
or trailer, without having to make an individual, expensive pressing 
mould each time. “In this way, we can keep production costs under 
control – an absolute must if we want to continue manufacturing in 
Denmark“, says Kim Villadsen.

Just like the poet Hans Christian Andersen, HBN-Teknik set out 
into the wide world to seek their fortune, and today their Danish-
manufactured products are recognised around the world for their 
excellent design, longevity and simple mounting system. HBN-
Teknik supplies products to European truck and trailer manufac-
turers, and also exports to Japan, Taiwan, South Africa and South 
America. Wings such as the Istoflex or Greenflex are more than just 

well-known brand names in the industry. “In Sweden, people don‘t 
just order a wing, they order an Istoflex“, says Finn Sten Pedersen.

Excellence in innovation    HBN-Teknik‘s strength lies in its solu-
tions for innovation. Whenever the Danish specialists are kicking 
around new ideas, they immediately think about how to improve 
production methods. “We don‘t just change the material we use for 
a product or look for a quick way of cutting costs, we develop new, 
more efficient production processes and at the same time create a prod-
uct that has added value for our customer“, says Kim Villadsen.
In the mid-1990s, HBN-Teknik and BPW joined forces to develop a new 
thermoplastic air bag piston for axles with air suspension. In contrast 
to traditional pistons, this new product does not rust and has another 
significant benefit: ”We managed to reduce the weight of an air bag 
piston by 30 percent to just 2.9 kilos“, says Finn Sten Pedersen. 

Development   Now HBN-Teknik could focus on expanding its 
market share for lightweight air bag pistons for trucks and trail-
ers. But the Danes were not yet finished. Kim Villadsen is delighted 
with his company‘s talent for innovation: “Up to that point, it had 
not been possible to manufacture the new pistons in a compression 
mould. But now we’ve done it“. The secret is to mould the pistons in 
two separate pieces and then weld them together using a new tech-
nique. “It sounds simple, but in fact it has taken years to develop.“ 
In the end, HBN-Teknik managed to win over the Daimler group, 
and when the new Mercedes Actros was launched in the autumn of 
2011, this completely new truck design was fitted with air bag pis-
tons that had been “made in Denmark”. Mercedes needs to order 
350,000 pieces a year, all of which will be manufactured in the new 
HBN-Teknik factory. 

Ambitions   Kim Villadsen stresses that HBN-Teknik is not going to 
rest on its laurels. “We didn‘t do it all on our own. We have been work-
ing closely with our customers and company owners for many years, 
and of course they expect us and our products to continue to develop“, 
says the Managing Director. On this basis, the latest product in the HBN 
portfolio has emerged: the GFK air tank, which builds on the features of the 
air bag piston. It is 40 percent lighter than traditional steel tanks and does 
not shed rust particles which clog up the pneumatic brake system.P
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HBN-Teknik A/S

1974: Founded by Heine B. Nielsen to manufacture steel 
     sheet parts for the commercial vehicle sector.
1982: BPW takes over HBN-Teknik
1986: Installation of the largest injection moulding 
     machine in Northern Europe
1994/1995: Takeover of Austi A/S, based in Aarhus
1998: Groundbreaking ceremony for the new 
    administration building
2011: Opening of the new production plant for air bag 
    pistons and air tanks

»We‘re not finished yet 
– we want to make the 
impossible possible.«

Kim Villadsen,  
Managing Director of HBN-Teknik

Innovative
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Potential   These air tanks have also been 
produced in our new factory. “BPW quick-
ly saw the potential of these new products, 
so the whole decision-making process was 
very short. It took less than a year from the 
first calculations to the start of manufactur-
ing“, explains Kim Villadsen. ”We’ve opened 
up the floodgates. Now we have great potential 
for manufacturing all kinds of thermoplastic 
products – we are only limited by our imagi-
nation“, says Finn Sten Pedersen.

Enquiries   Even before the new produc-
tion started, HBN-Teknik found itself being 
flooded with enquiries. ”We have been getting 
enquiries every week from all kinds of differ-
ent industries that work with compressed air“, 
says Finn Sten Pedersen. These include bus 

manufacturers, the offshore industry and car 
manufacturers who believe that air suspen-
sion will move from the luxury end to become 
standard in small and medium-sized cars, as 
has happened with airbags and air condition-
ing. ”But we want them to be involved in each 
development phase so that we can find the 
very best solutions right from the start“, says 
Kim Villadsen.

From 50 to 200    Before the new produc-
tion facilities were built, HBN-Teknik had 
50 staffs, but this is likely to triple or quad-
ruple over the next two years. The new fac-
tory is ready to accommodate another pro-
duction line, and there are also other 
possibilities for expansion in Ringsted. ”We 
have to be very smart about the way we 

manufacture in Denmark, and we need 
to be highly-automated because we have 
the highest labour costs in the world“, 
says Kim Villadsen. But he is not afraid of 
the competition, because the compression 
moulds and machinery are expensive and 
the products are not easy to copy. So in 
tough times for the Danish manufacturing 
industry, the Ringsted fairy tale is still very 
much alive. (gn)             

Pushing the envelope and going beyond the system‘s limits: as sys-
tem manufacturers of running gear technology, this has always been a 
major focus for BPW. This is why the company set itself the challenge 
of creating a new, market-oriented, economical air suspension design.
The new system consists of “ECO Air COMPACT” air suspension and 
the  GFK  ECO  Air  composite  tank. 
This  ultra-lightweight  air  tank  is 
manufactured using a patented pro-
duction  process  by  BPW  subsidiary 
HBN-Teknik  in Denmark. The prod-
uct  portfolio  includes  all  standard 
sizes  40-120  liters.  Compared  to  a 
steel tank the fiberglass air tank has 
a weight advantage of more than 50 
%.  Even  to  the  aluminium  air  tank 
there  is  still  a  weight  advantage. 
It also does not corrode, so  it has a 
long life expectancy.
The  new  “ECO  Air  COMPACT“  air 
suspension is a logical development 
of  the  existing Airlight-II  series.  The  totally modular  construction 
has been retained, as this is what BPW is renowned for in the mar-
ket. It is a compact and easy-to-maintain unit. The trailing arm and 
connectors have been replaced by a two-part cast design. The com-

ponents are locked on diagonally – a difficult operation that reflects 
the skill and experience of the engineers at Wiehl. The cast member 
are supported solely by the reinforced radii of the axle beam. The 
screwed joint is maintenance-free for the whole of its lifecycle.
The design is high-quality and very robust. Fewer connectors mean 

there  is  optimum  power  trans-
mission during driving. The crux 
of  the  “ECO  Air  COMPACT“  air 
suspension  is  the  system-inte-
grated  steel  and  rubber  bush. 
This  is  an  innovative,  high-tech 
product  with  outstanding  shock 
absorption  and  it  guarantees 
the tyres of the trailer‘s running 
gear  will  have  perfect  tracking 
stability.  The  “ECO  Air  COM-
PACT” will  be  launched  in mid-
2012.
The  compact modular-designed 
air  suspension  reduces  the  

variances and thus the complexity for leaner production process at 
the vehicle manufacturer. And for the haulier, it means high quality, 
low lifecycle costs and an ease of maintenance that is both unique 
and unusual. 

Two-part design for good air

»We are only 
limited by our 
imagination« 
Finn Sten Pedersen, 

Sales Manager

To find out more about HBN-Teknik products, go 
to www.hbn.dk

Innovative



    Issue One 2012 23

K

K

L

L

Fm

500 N

K=5cmL=30cm

Fm

K=5cmL=20cm

500 N

Ratio K:L
Crane: 1:3
Man: 1:8

   Load:
3500 N

10
kg

10
kg

   Load:
2500 N

Knowledge

The two-arm lever
 What forces are at work 
when we lift something? 
This is answered by the lever 
rule: Force (Fm) x Force arm 
(K) = Load x Load arm. The 
lifting system of the spine 
corresponds to a two-arm 
lever: the human spine with 
its only five centimetres long 
spinous process - the force 
lever arm - is greatly inferior 
to a construction crane.

Healthy lifting
 Bent knees and a straight back: this is the 
golden rule for healthy lifting. A torque equa-
tion explains why: Fm x K = Last x L. The load 
on the intervertebral disc is calculated as Fm 
+ load. With a weight of 10 kg, the load in this 
example is 500 Newtons (object: 100 Newtons, 
weight of the upper body: 400 Newtons).

The EcoPick System
 80 to 90 % of the lifting work is ta-
ken over by a system called EcoPick –  
a packing aid designed by Messrs.  
Gebhardt. An electrically operated 
lifting arm is connected by cables to 
cuffs on the wrists of the packer, relie-
ving the burden when lifting weights of 
up to 25 kg.

The ergonomic workplace
 A flexibly adjustable working area offers many 
options for relieving the physical stresses when 
the picking or assembling parts. It depends 
mainly on the right working height, the optimal 
delivery of the packing or assembly pieces and 
the orientation in the grip area of the employee. 
This should be carefully trained to be able to 
operate the settings independently.

The exoskeleton
 Electro-mechanical exoskeletons are armour-like harnesses, which fit 
around the body and can amplify the muscle power of a person and at the 
same time relieve the stress on the bones. The first models were develo-
ped in the USA for military and medical applications, and there are also 
prototypes for use in production and logistics, although these are still very 
expensive at the moment.
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Packing bulky goods safely for transport to faraway countries –  
this is the challenge that faces the Hamburg company of Securitas every day.  
Every order is handled individually. 

Tailor-made  
for heavy freight

Reportage
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The orders handled by Hans-Georg Milschus 
are above all large. Large, heavy and al-

ways different. “No one job is like any other in 
our company”, says the head of technology at 
“Securitas – Gesellschaft für Seeverpackung”. 

The subsidiary of the Hamburg Buss group 
packages items of plant and machinery for 
sea transport. Sometimes it is equipment for a 
chipboard plant, a core press of a metalworking 
group, or even a complete railway or a whole car 
factory destined for Chile, Thailand or China. 
And even now the 5,000 m2 hall is crammed 
with bulky goods, some shrinkwrapped or 
already stowed away in crates. “Orders from 
automotive manufacturers in particular are 
booming”, says Frank Freyer, responsible for 
sales at Buss Ports. Many companies are cur-
rently building their own plants in emerging 
countries such as China or Brazil. The steel 
and wood-processing industry is also ship-
ping more equipment and machinery to other 
continents.  

Accurate work to the last centimetre. At the 
moment a low-loader carrying an industrial 
furnace, covered with tarpaulin, is carefully 
entering the hall. The furnace is dismantled 
into four large parts. “Each of the four parts 
weighs around 20 tonnes and has a length 
of 10 metres”, says Milschus, as he checks 
the load. The four parts of the furnace are 
manoeuvred accurately onto prefabricated 
wooden bases by indoor crane, and the bolt-
ing points marked. Later, workers drill holes 
at these points to fix the feet of furnace with 
bolts. Meanwhile Milschus continually checks 
the alignment with a yardstick.

His work however begins long before this 
stage. In order to do the quote, he and Freyer 
visit the customer. They assess and measure 
the load on site to estimate the material and 
effort required for the packaging. Whether by 
break-bulk or container, in crates or squared 

timber packing, and of course special solu-
tions – for transport by land, sea or air. “The 
packaging depends not only on the size and 
weight of the contents”, explains Milschus. 
Special sensitivity, customer specifications, 
the transport route and the regulations of the 
importing country also play an important 
role. One thing always remains the same how-
ever: the customer gets individually tailored 
packaging for his freight. 

Specific  solutions.  For the industrial fur-
nace for example, four special crates with 
transport bases were constructed by the 
Grabow box factory in Mecklenburg, which 
also belongs to the company. “Since other car-
go will be placed on the crate later on the ship, 
the cover must be able to withstand a stack 
crushing pressure of one tonne per square me-
tre”, explains Milschus. The cross-sections of 
the construction timbers in the upper panel-
ling were therefore increased. The wood is also 
heat-treated to kill off woodworm and para-
sites in the crate – as required by the wood im-
port regulations in China, the destination of 
the industrial furnace.
Special steel constructions are produced if 
necessary for other goods, such as the eight 
locomotives, each weighing 130 tonnes and 
bound for Chile. For the self-supporting 
crates, 2.50 metre wide steel beams were pro-
duced and anchored to the bottom of the 
crate, in order to be able to lift them by crane. 
For eight 230 tonne rollers for a steel mill in 
Russia however, a metal framework was con-
structed, which was even certified by Germa-
nischer Lloyd. The most difficult requirement: 
It could not weigh more than seven tonne and 
the rollers could only be in contact at four 
points. “The packaging must always be as light 
as possible and accurately dimensioned”, says 
Milschus because it further increases the vol-
ume and weight of the freight, and thus 

The industrial furnace is packed in custom-
made wooden crates with transport base.

»No one job is like any  
other in our company.«

Hans-Georg Milschus,  
Technical Manager at Securitas 
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tas quam, con plique dolo officillaut volendem nobita vent, none volores sequae eos et, occat mi, cus.

the transport costs. At the same time however, 
it must also protect the massive load. In the 
case of highly sensitive computer equipment 
or switch cabinets on the other hand, these 
valuable goods are protected by floating pack-
aging with vibration dampers in the base.  

Changing climate.  The Securitas workers 
now prepare the industrial furnace for ship-
ment to China. The furnace parts are first 
welded into polyurethane film in the hall 
along with a drying agent, which absorbs the 
residual moisture and prevents corrosion. The 
fluctuating humidity during transport, de-
pending on the climate zone, may otherwise 
damage the goods. The workers then nail to-
gether the kit from the box factory wall by 
wall to the upright timbers. Every operation 
is quick and practiced, the packers work for 
eight hours, and then the industrial furnace is 
ready for the journey.

After packing, heavy goods continue on 
their way either by road or the Moorfleet Ca-
nal, which flows just behind the hall, usually 
to the port of Hamburg. Everything of exces-
sive width or height is loaded by crane directly 
out of the hall onto the barges and goes by wa-
ter along the canal – as in the case of the in-
dustrial furnace. “This avoids escorted truck 
transport by night”, explains Freyer.

Space-saving stowage.  Arrival at the 
Hamburg Travehafen, Buss Hansa Terminal. 
A crane first hauls the crates off the barge 
onto land. The stowage company Gerd Buss 
Stevedoring, also a subsidiary of the Buss 
Group, later ensures that the crates are cor-
rectly stowed on the ship to China. Here 
everything is loaded which is too large and 
too heavy for containers. “We have to load 
the crates onto the ship in the most eco-
nomical way in terms of space”, says In-

spector Frank Schüssler of the stowage 
company, who checks the loading. In addi-
tion the freight must be able to survive 
rough sea voyages undamaged. He there-
fore produces a stowage plan indicating the 
exact position of each crate. His work re-
sembles the classic puzzle Tetris - just on a 
much larger scale. A total of 233 wooden 
crates have to be loaded on board this 
time within two days, amongst them the 
industrial furnace. Two stevedores first pull 
heavy chains under the wooden crates with 
iron bars and attach them to the 50m long 
crane boom. “Such 20 tonne weights as the 
industrial furnace parts are almost light-
weights for us”, says Schüssler and laughs. 
Then one crate after another swings slowly 
from the crane hook over the edge of the quay 
onto the ship to China. (bb)        

At the Buss Hansa Terminal in the Hamburg Travehafen, a crane hauls the 20-tonne crates containing the industrial furnace parts onto 
the ship to China.
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More information about the Hamburg packaging  
professionals can be found at www.securitas-gmbh.de

Reportage



    Ausgabe Eins 2012 27

Knowledge

Oats for fuel  
 Elephants were used in India 
even in ancient times as helpers 
in heavy work. Today they are 
still used in Asia especially in the 
forestry industry. The animals 
can work very well even in inac-
cessible forest areas and they 
carry loads weighing tonnes. To 
do this, they use their trunks and 
tusks. Because hooves are gen-
tler on the ground in contrast to 
large machines, horses are still 
used today in Europe in the for-
estry industry. The four-legged 
friend also save energy: their 
fuel consists of oats and hay.

Leg power and wheels     “Chukudu” – this is the sound made 
by a wooden trolley used in Africa to transport loads, so this is also what 
it is called. The cycle rickshaw drivers in China also rely on wheels and 
leg power to carry seemingly impossible loads. Even in Europe, people 
are rediscovering such two or three-wheeled vehicles as a means of 
transport: they are used by courier and parcel services, which can avoid 
traffic jams and move quickly through the inner city, and can also deliver 
more than a courier rider in his rucksack.

Hardy companions    
Mules and donkeys are 
patient companions when it 
comes to carrying baggage–  
whether with German moun-
tain troops (far left) or after 
an earthquake in Pakistan, 
where they deliver relief 
supplies (left). The animals 
are easy to tame, very un-
demanding and considered 
to be especially tough: heat 
and dryness hardly bother 
them, and they can get by 
much longer without food 
and water than a horse.
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27.42 metres long,     3.60 metres wide,   
4.10 metres high,        101 tonnes in weight
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Heavy transport: This does not mean dismantled traffic signs, major detours or road closures in every case. 
Despite impressive dimensions and two and a half the times the normal tonnage, heavy transport can be-
come almost a matter of routing for real professionals.

27.42 metres long,     3.60 metres wide,   
4.10 metres high,        101 tonnes in weight

A livid green excavator without shovel - a Volvo tractor unit with 
incomplete trailer - a low-bed trailer - a blue tractor unit - a 

Mercedes van; spread out like chess pieces on a board, these vehi-
cles stand at the end of an inhospitable winter night on the square 
parking lot behind the factory buildings of Sennebogen Maschi-
nentechnik GmbH & Co. KG in Wackersdorf. Who will make the 
next move? Hans Krallinger pulls on oil-stained work overalls and 
climbs up into the driver’s cab of the excavator. As if born to the 
task, the driver of the heavy haulage company of Schwandner from 
Pfreimd operates the buttons and levers in the 53-tonne monster, 
which gets around on eight wheels and at the end of a long journey 
will work on another continent.

Oberpfalz  meets  East  Germany   Krallinger is really a truck 
driver, but the loads of Sennebogen are part of the “daily bread” of 
the heavy haulage company - and for truck drivers to load their own 
trucks is no longer the exception, but rather the rule. If only that 
was always so quick and easy as with an excavator. Slowly the truck 
driver manoeuvres his precious cargo onto the low-bed trailer, as-
sisted by Markus Büngener. The two men make an interesting con-
trast. Krallinger comes from the area and speaks the broadest Ober-
pfalz dialect – Büngener, the driver of the escort vehicle, comes from 
Leipzig and therefore communicates with Saxon accent. “That’s al-
right,” laughs the trucker. “Markus is still young and learning, but 
we get along fine.” They have to, because the 53-tonne load has to be 

positioned for transport almost to the last millimetre in the centre 
of the low-bed trailer. After a few hand signals, the heavy machine 
is precisely positioned within a few minutes. Finally, the sometime 
excavator driver lowers the claw arm into the recess between the 
wheel housings of the Goldhofer semi-trailer. This part, which itself 
weighs tonnes, rests on huge wooden blocks, and does not have to be 
secured separately: “When the hydraulics are switched off, nothing 
can happen,” knows Hans Krallinger.
The next to move is the Volvo, and the manoeuvring skills of the 
Schwandner driver are once again required. He must reverse up to 
the low-bed trailer in order to connect the head section of the trailer 
with the rest. Seven axles are on the move. The truck driver has now 
been doing this job for some years, and could probably even manage 
the manoeuvre with his eyes closed. So he needs no more than one 
precise move, and the heavy transport is complete: four, three and 
five axles, ten, twelve and twenty wheels on the road, with the eight 
wheels of the excavator about half a metre above them.

The struggle with the chains   So far everything looked quite easy, 
but when it comes to securing the load, the mixed pair from Leipzig 
and the Oberpfalz soon break into a sweat. “If only they were not so 
heavy,” groans Krallinger, after wrestling for minutes on end with the 
massive chains, which ensure that the work machine stays where it is 
positioned during the journey. Four 16-tonne and two 13-tonne chains 
are required to secure the load. In the meantime daylight has P
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broken and the figures on the chessboard changed around: The blue 
tractor unit is needed, and still stands motionless at the edge, the driv-
er is probably sleeping and will load later. The green figures have 
merged into a single unit, a heavy transport with impressive dimen-
sions: 27.42 metres long, 3.60 metres wide, 4.10 metres high, 101 
tonnes overall weight. The white Mercedes van as the escort vehicle 
(BF 3) is an integral part of the heavy transport. Markus Büngener has 
also shed his overalls, set up the signalling system on the roof of the BF 
3 high and is ready to roll next to the twelve-axle combination. Now the 
pair are only waiting for the shipping documents which will soon be 
brought to them by a Senne-bogen employee. Hans Krallinger is obvi-
ously a PR professional, and has arranged it this way for a photoshoot. 
Later he reports that the drivers usually pick up the papers from a 
simple portacabin.
Despite the weight and the wide load, this is a routine job for the expe-
rienced driver. Loads of this size are nothing unusual for his company. 
Schwandner specialises in the transport of large work machines, but 
also transports other oversized loads such as transformers or parts of 
wind power systems. Two years ago, the trucker worked for months in 
Romania, where it was again a matter of wind turbines and achieved a 
personal record, which he will probably never beat in Germany: “Here 
the limit is 131 tonnes overall weight. In Romania, I carried a compo-

nent which weighed 104 tonne with my vehicle.” So almost double the 
weight of the excavator which Krallinger will quickly be finished 
with this Friday: He only has to drive the 31 kilometres route to the 
yard of his company, and his long “working week” will be at an end; 
he has spent the past two weeks on the road so to speak.  

Mercedes escort van   The Sennebogen machine is not a load for 
which traffic signs or traffic lights have to be dismantled or roads closed. 
On the way to the motorway junction 33 Schwandorf-Mitte/Wack-
ersdorf, the Gigaliner must negotiate two roundabouts, which would 
constitute an insurmountable obstacle for a normal truck-trailer com-
bination with comparable dimensions. But since all the trailer axles are 
steerable, Hans Krallinger manoeuvres the vehicle around the rounda-
bout without any problem. Problems only arise when other trucks ap-
proach on the narrow district roads. They have to give way onto the 
hard shoulder in order to leave enough room for this meeting between 
40 and 100-tonners. 
Krallinger makes the turn-off from the district road SAD 18 onto the 
four-lane trunk road 85 on the oncoming lane, while his escort in 
the Mercedes van stops oncoming vehicles in good time. During the 
journey, the two are in radio contact almost constantly, and if this 
breaks down, they communicate by mobile phone. On the Autobahn, 

The truck driver and his escort in the BF 3 must be an experienced 
team to get the transport smoothly to its destination.

Hans Krallinger casually steers his Volvo along the narrow highways. 
He knows his way well in the area around the Sennebogen works.
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Krallinger sees a breakdown truck some distance away on the hard shoul-
der, and decides to keep his distance just in case. So Markus Büngener 
switches on the “No overtaking” sign on his display system and pulls out 
into the overtaking lane. The Volvo also pulls over to the left, now driv-
ing in the middle of the two carriageways past the obstacle, before moving 
back to the right-hand lane. This all happens quite calmly; what might be a 
spectacular sight to other road users is everyday routine for the two heavy 
transport professionals. Shortly afterwards, the convoy has reached the 
Pfreimd exit. Two tight corners, a kilometre on the narrow road leading to 
the industrial estate, which is almost completely filled by the overwide vehi-
cle, and Krallinger and Büngener have then reached the destination of this 
short day’s route, and park their vehicles in the spacious yard.  

The next excavator is already waiting    On the following Sun-
day evening shortly before 7 p.m. the trucker climbs into his Volvo 
again. “It drives just like a coach,” says the 43-year old admiringly 
of his tractor unit, which is notable short of frills. A down-to-earth, 
powerful working machine with an automatic gearbox and a coffee 
machine as the only modern convenience. Büngener is ready with 
the escort vehicle. The yellow warning lights and beacons light up 
the night. The destination: Bremerhaven, where the excavator is to 
be loaded onto a transport ship. The combination of topography and 

weight poses no problem for the 660 HP truck, “it’s only the dis-
tance”, nearly 680 km in total. A transport without any special inci-
dents, with two 45-minute breaks (as planned at the service areas of 
Osterfeld and Börde) and a little blue light at the end: a police escort 
is required for going through Bremerhaven. 
Because the guardians of public order have no time in the morning 
hours, Krallinger and his companion park in a motorway parking 
area on the outskirts of the port city. The break begins shortly 
after 4.30 a.m., nine hours as per regulations. The police arrive as 
agreed at 1.30 p.m. and escort the heavy transport on the remain-
ing nine kilometres of the journey. Krallinger, Büngener and their 
green Sennebogen excavator are then at their destination. They slip 
into their overalls again to remove the securing chains. The truck 
driver carefully manoeuvres the excavator off the uncoupled trail-
er, connects up again and then takes a look at the display of the 
telematics system to see what job the dispatch department has 
planned for him for the coming days. There is no return load, so 
he travels empty back to Pfreimd, for the brakes to be relined. 
Then the next Sennebogen excavator will be ready for collection in 
Wackersdorf.  (rk)                 

Even longer than a Gigaliner: The heavy transport with the Senne-
bogen excavator has impressive dimensions.

Oversized loads are the daily bread of Hans Krallinger.  
The experienced truck driver works for the Schwandner heavy 
haulage company of Pfreimd. He initially thinks that the excava-
tor will be picked up from the firm of Sennebogen in Wackersdorf 
and transported to Bremerhaven for shipping, as a “lightweight”. 
Only when looking at the papers however does it emerge that the 
machine weighs more than 50 tonnes, driving the overall weight 
up to 101 tonnes. No problem for Krallinger and his Volvo – it can 
handle the weight easily. It only becomes tricky on trunk roads 
when other truckers meet the heavy transport.

The documents are brought to the truck for the photographer. 
Otherwise the paperwork is handled in the portacabin.

More information on the transports of P. Schwandner Logistik + Transport GmbH can 
be found at www.schwandner-logistik.de



There is big, there is huge, and then there is enormous. When you have a load such as a gas turbine or a
railway locomotive that absolutely has to be on the other side of the world in double quick time, your only
option is to use an Antonov aircraft.

The one and only Mriya
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The Antonov-124 – known as the Rus-
lan – has in the past twenty years 

become a familiar workhorse in the air 
cargo industry, carrying loads of up to 
120 tonnes or 36 metres long.

But there are some loads that are too 
big even for the AN-124 – giant wind 
turbine blades, gas generators – and for 
these only the AN-124’s big brother, the 
AN-225 will do. Longer than AN-124 
(with a cargo compartment of 43 metres 
versus 36 metres) and able to carry up to 
250 tonnes, the AN-225 Mriya -which 
means “Dream” in Ukranian - is the 
largest aircraft in operation in the world. 

The one and only   The word “unique” 
is one that is over-used these days, but 
in the AN-225’s case it is literally true. 
The aircraft was commissioned from the 

Antonov Design Bureau in the Ukraine 
in the 1980s to carry Buran, the Soviet 
space shuttle, and related rocket boost-
ers and space station components for the 
Energia space programme.

Two aircraft were planned, but only 
one had been completed before the En-
ergia programme was cancelled due to 
the collapse of the Soviet Union. That 
aircraft first f lew on 21 December 1988, 
and - with the Buran space shuttle on its 
back – appeared at the Paris Air Show in 
1989. But by 1994 it had been mothballed, 
with its engines and other parts cannibal-
ised for use on AN-124s.

The commercial success of the AN-124 
made Antonov realise the potential of the 
AN-225, however, and with funding de-
rived from the AN-124 business, the air-
craft was brought back into service. It flew 

again on 7 May 2001, and received its cer-
tification at the Paris Air Show the same 
year.

The first commercial flight of the AN-
225 was in December 2001 from Stuttgart 
to Oman. Apart from breaks for planned 
maintenance, it has remained in service ever 
since, and has brought the benefits of air car-
go to a whole new category of shippers.

Expensive flight, but helps save costs
Valery Kulbaka, commercial director for 
Antonov Airlines, says customers have 
various different reasons for using the 
AN-225. Sometimes it is because they 
are moving one single large item that is 
too big for other aircraft, but sometimes 
the AN-225 is preferred because it can 
move several smaller items in one load, 
rather than requiring several char-

Despite the aircraft’s immense size, this oversize load only fitted with 30 milimetres clearance.
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ters with a smaller aircraft. Sometimes the driving force behind a 
charter is urgency, and sometimes it is a desire to have close con-
trol over the whole shipment process. Illustrating the latter case, 
he cites a customer that was shipping power transformers by sea 
and road from Europe to the US.

They were finding that some arrived damaged, which created 
expensive delays and sparked compensation claims,” he says. “Us-
ing the AN-225, the transformers arrived in California in perfect 
condition three days after leaving the factory. So yes, the charter 
was expensive, but not in comparison to delays and claims caused 
by the traditional method of shipping.”

Some AN-225 loads are not heavy, just awkwardly shaped. In 
June 2010, the aircraft set a record for the longest ever piece of 
air cargo – two 42 metre wind turbine blades, moved from Tian-
jin in China to Denmark. Sometimes, the aircraft carries two 
large items – such as two laser welding machines moved from 
Shijiazhuang in China to Hamburg in April 2010, weighing 150 
tonnes in total.

The record single item – a world record for air cargo – was a 
187.6 tonne electromagnet core for a power station, moved from 
Hahn to Armenia on 11 August 2009. The AN-225 then returned 
to Hahn to collect another load of related equipment.

Aid transporter   The AN-225 is sometimes also used for bulk 
loads of smaller items. Its first ever commercial load in December 
2010 was 187.5 tonnes of ready meals, shipped from Stuttgart to 
Oman for US forces on exercise there. It has been used in human-
itarian crises too. In February 2010, in the aftermath of the Haiti 
earthquake, the plane rushed 108 tonnes of earth moving equip-
ment and construction machinery from Japan to Santo Domingo.

As with the AN-124, any such equipment can simply be driven 
onto the AN-225. It “kneels” (that is it lowers itself towards the 
ground) during loading to allow easy access up its loading ramp. 

It also has its own internal 20 tonne crane. 
Its interior is a 43 metres long, 6.4 metres wide and 4.4 metres 

high, and it has six engines (compared to four on the AN-124), 
two massive downward-sweeping wings, and 32 wheels on its un-
dercarriage. Its ability to carry loads attached to its roof – a capa-
bility developed for the space programme – has never been used 
for commercial cargo, however.

As the f lagship of the Antonov f leet, the aircraft is kept in tip-
top condition. Kulbaka compares it to a Formula 1 race car. “An-
tonov really look after it,” he says. “Last time I saw it, it looked as 
if it has just come out of the showroom.”

Nurtured and cherished    Like a Formula 1 car, it also comes 
with an entire team of specialists attached. In addition to six 
f light crew on shorter f lights and eight longhaul, it carries a load-
master and ten specialist engineers, one for each of the aircraft’s 
key systems – the hydraulics, the undercarriage, and so on. These 
deal with any mechanical glitches, and carry out preventative 
maintenance after every f light.

This matters, because – as Kulbaka admits – one worry for 
a potential customer is that they are very reliant on that single 
aircraft to perform on the day. If the aircraft was ever unable to 

» Yes, the charter was expen-
sive, but not in comparison to 

delays caused by traditional 
methods of shipping.«

Valery Kulbaka, Commercial Director
for Antonov Airlines

The Antonov AN-225 “Mriya“

It is the largest aircraft ever, apart from the famous
‘Spruce Goose’ built by Hughes Aircraft during the
Second World War. That had a greater wingspan and
height, but was 20 percent shorter and only made one
short test flight.
The Wright Brothers’ first flight could have taken
place within its cargo bay.
It has 32 wheels and travels with a crew of 17 – six
flight crew (eight on longhaul flights), a loadmaster,
and ten specialist engineers, one for each of the
aircraft’s systems.
Fully loaded it is twice as heavy as a C5-Galaxy, the
largest cargo aircraft of the US military.
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By-crew-cabin

Volume 1300 m3

Floor area 280 m2
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take off as planned, the customer could be landed with hefty 
expenses and delays.

But he says that in practice the AN-225 has proved ultra-
reliable. “Of course there are minor problems – all mechani-
cal things have them – but 99 percent of shipments have been 
delivered on time. It takes courage for a company to book it, 
but there is no doubt that all who have done so have seen a big 
benefit to their business.”

By ordinary airline standards, utilisation of the AN-225 is low. 
It flies some 4-500 hours a year – a figure an ordinary commercial 
freighter might clock up in a month. On average that works out at 
twelve missions a year, but Kulbaka says demand is very hard to 
predict. “Sometimes you get four or five trips in a row,” he says.

And maybe low utilisation is not such a bad thing given that 
there is only one AN-225 in service. The second AN-225 en-
visaged by the Energia programme was part built by the time 
funding dried up, and Antonov have at times considered fin-
ishing it. But the most recent estimate was that this would cost 
$300 million, finance that is not currently available.

So the AN-225 will remain a special case – a thoroughbred, 
an eye-turning wonder at every airport it visits. And for par-
ticular infrastructure, oil exploration and humanitarian 
projects around the world, it will continue to be an aircraft the 
world just can’t do without. (pc)                     

Delivering relief aid to Japan after the 2011 earthquake (left) and a 135 tonne casting machine to Kazakhstan (right).

www.antonov.com – Fascinating images of the visit of the to Hamburg in 2010 can be 
found at www.krandienstschulz.de/LTM1160Antonov/LTM1160Anton.pdf
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»The market has picked up.«
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Interview

In his office at GE Equipment Services Europe BV, David Coupar 
presents us with a chart showing the market trend for used trailers 

over the last five years. „We all have a tendency to look at the market 
from the beginning of the credit crunch, so from 2008 to now. But I 
prefer to look a couple of years further back.“ 

Coupar shows us how resale values have gradually recovered and 
how investment in new trailers has risen since the second half of 
2008. „If we look a little further back, we can see that resale values 
have once again reached the healthy level that they were at in 2006. 
A couple of years before that, it was obvious that the rouble crisis of 
1998 had an impact on the Russian trailer market and led to a very 
tight market in Europe. It was only from 2002 to 2007 that the situ-
ation began to improve year-on-year.“ 

During the credit crisis, the market for used trailers shrank, as did 
European trailer production. „On the German internet exchanges 
for used vehicles there were normally no more than a thousand cur-
tainsiders for sale at any one time. But since the second half of 2008 
and through 2009 this figure has multiplied five times. During the 
same period, the prices fell by up to 40 percent.“

The way that Coupar and his colleagues operated during the crisis 
shows how the used trailer market works. “During the crisis, we 
didn’t try to sell any mint condition trailers.  It didn’t make any 
sense in view of the collapse in the used trailer market. But we man-
aged to tap into Middle Eastern markets where there was an upturn 
in demand for used trailers. So we managed to get rid of our oldest 
vehicles at a reasonable price and reduce our over-capacity. During 
the crisis, the used trailer market shrank overall by 14 percent. But 
there were massive regional differences.” The Russian market – one 
of the most important export markets for used trailers – shrank by 
more than 60 percent. But Coupar explained that at the same 

In Amsterdam, trailer world talks to David Coupar, 
European Remarketing Manager of TIP Services/GE 
Equipment Services, about the trend in resale values 
for used trailers.
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time, the Middle Eastern market grew by 
more than 200 percent. 

The used trailer market reacts in a cyclical 
way to the new equipment market. “Now it 
appears that the weakness in the market 
does not lead to increased stocks of used 
equipment. Instead, it seems to me that the 
offer is shrinking. This is as a result of low 
production volumes following the credit 
crisis. This has led to there no longer being 
a logical connection between the new and 
used trailer markets”, says Coupar.

The market has stabilised over the last 18 
months, but now Coupar is observing a 
slowdown. “There’s no reason to panic or 
anything, but at the moment volumes are 
falling. There are a lot of factors causing un-
certainty for 2012, so it’s difficult to make 
any forecasts. Is the euro going to survive? 
What is going to happen on the stock mar-
kets? What about the oil price? The situa-
tion in the major export markets also has 
an impact on resale values. I’m also expect-
ing the Russian market to have a shortage 
of relatively new equipment on offer. 

At GE Equipment Services, we normally keep 
trailers for no longer than seven years but 
there are of course many factors that affect 
how long we keep them in the fleet. The type of 
trailer, mileage, geography and usage are all 
factors that influence our selling decisions.”

According to Coupar, conservative parame-
ters are used to set resale values.  “We always 
keep on top of what the market is prepared 
to pay for a particular type of trailer. And 
every six months we check the prices and 
values on every market where we operate. 
So, for example, a refrigerated trailer costs 
about three times more than a curtainsid-
er, and its depreciation is much lower. This 
is partly due to the fact that food transpor-
tation is a sector that is relatively crisis-
proof. The market for refrigerated trailers 
is much more stable and, it appears, much 
less cyclical”, says Coupar. This also applies 
to the export markets for these trailers. 

On paper, there are many factors that can 
influence the resale value of a used trailer. 
But according to David Coupar, the main 

ones are demand and the regional market. 
“The trailer manufacturer is also impor-
tant, along with specific equipment, for 
example a Krone or Schmitz refrigerated 
trailer or a Thermo King refrigeration unit 
on BPW axles. BPW components are well-
received across many regions and spare 
parts are available just about everywhere. 
This in turn gives us the access to more mar-
kets to sell equipment that is reaching the 
end of its useful life. This is why our remar-
keting activities at GE Equipment Services 
cover a wide geographical area and a vari-
ety of sales channels.”

For Coupar, it goes without saying that trail-
ers made by the big manufacturers are the 
most popular, but there are also regional 
preferences. In Spain, there is as much 
demand for a Lecitrailer as for a trailer 
made by a well-known German manufac-
turer. The British often go for Montracon, 
SDC or Gray & Adams. “The same is true 
of axles and other parts”, says Coupar. 
“In a strong market, it’s possible to earn 
more with a trailer with first-class equip-
ment, while it’s easier to sell it in a weak 
market. And of course the BPW logo on 
the axle stub has a positive effect. BPW is 

David Coupar

David Coupar is a veteran of the in-
dustry with over 35 years‘ experience 
in road haulage. In the course of his 
career, he has worked in almost every 
corner of the globe. In 1994, after many 
years in the truck sector, he moved 
over to trailers. Five years later he 
took up his current position. „At that 
time, the market in Europe was very 
healthy, but Eastern Europe and Russia 
were suffering the effects of the rouble 
crisis.“ This gave Coupar plenty of op-
portunity to get to know the used trailer 
market both inside and outside of 
Europe. Since coming to GE Equipment 
Services, sales volumes of trailers have 
more than doubled from around 3,000 
p.a. to almost 7,000 at present. Coupar 
is British and lives in the Netherlands.

Cyclical reaction

Influences
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the main supplier of our trailer axles and 
the undisputed number one. But if I want  
to sell a trailer in France, I have to be  
able to supply a model that runs on differ-
ent axles.”

GE Equipment Services only deals in  
first-class equipment, “of course in con-
junction with the servicing that is stip-
ulated by the manufacturer or by law in 
some countries. Sometimes customers have 
special maintenance requirements, and we 
naturally make the necessary adjustments. 
During my career, I have seen disc brakes be-
ing used first of all on tractor units and later 
on trailers. It took five or six years of use on 
tractor units before everyone got to know 
them and realised that they were reliable. 
It was even harder when they were intro-
duced on trailers because of the need to ad-
just them to the tractor unit’s braking system. 
That also took some time, but now there are 
hardly ever any problems.”

GE Equipment Services uses exclusively 
original components that comply with OEM 

specifications. “This means that I never 
hear of any problems with axles or bear-
ings. Absolutely never.”
At the moment, there is a great deal of dis-
cussion about trailer dimensions in Europe. 
The Germans are testing a EuroCombi vehi-
cle, and the British have started field testing 
longer trailers. In Scandinavia, long vehicles 
with additional axles have already been on 
the road for some years. “This discussion 
will keep rolling on”, says Coupar. “I re-
member when the trailer industry had to 
change from a total length of 12.50 me-
tres to 13.60 metres. It took six or seven 
years for the market to adapt. It was only 
after five years, when a higher volume 
of longer trailers started coming on the 
market, that the resale value of the short-

er trailers began to drop. We’re ready for 
whatever Europe decides and will have al-
ready assessed the impact of a new trailer 
size. As we’ve seen in the past, the effects on 
resale value will only start to show after a 
few years.”

Coupar is impressed by the number of  
long, heavy vehicles that are now on the 
roads in Holland. “These vehicles sell like 
hot cakes in the Netherlands. There are  
no resale problems because they are a com-
bination of parts and vehicles that are 
standard everywhere. There is no negative 
impact on the resale value. This is the way 
things are going, but in many countries  
people don’t always understand how things 
are changing in the area of road haulage. I 
would say to them: welcome the new develop-
ments, accept them and adjust your business 
accordingly.” (tdj)         

»In a strong market, it‘s pos-
sible to earn more with a 

trailer with first-class equip-
ment, while it‘s easier to sell 

it in a weak market. «

For more information on GE Equipment Services go 
to www.tip.ge.com

Sizes and dimensions
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As a joint venture between Rio Tinto, 
the Marubeni Corporation and Sojitz, 

Dampier Salt Limited has three operations 
located in Western Australia. One each at 
Port Hedland, Lake MacLeod and Dampier, 
another major industrial Port in the north 
west of the State. The company’s headquar-
ter is in Perth.

The approach to their salt production in-
volves extracting seawater at the Dampier 
and Port Hedland sites and by harvesting 
naturally occurring underground brines at 
Lake MacLeod, and then using the evapora-
tive powers of the sun and wind to crystal-
lise sodium chloride salt in a series of bund-
ed ponds called crystallisers.

Sun and wind energy comprise around 
99 percent of the total energy required to 
grow, process and ship the salt. That being 
the case, Dampier Salts sustainability strat-
egy is founded on the concepts of long-term 
operational viability and maximising the 
use of renewable energy sources.

Collectively all three sites produce 
around 10 million tonnes of salt each year, 
a sustainable harvesting process that, due to 

the well executed stock management policy 
and the freight management and environ-
mental practices, operations are predicted 
to continue well beyond the next 40 years.

So respectful is Dampier Salt Limited 
towards their environmental protection re-
sponsibilities at all three production sites, 
that the company would stop production 
rather than harm the environment.

The majority of the salt produced is used 
by the chemical industry for processing and 
manufacturing products for the automo-
tive, construction and electronic sectors. 
Such products include plastics, glass, deter-
gents and soaps, textiles, industrial chemi-
cals and for food processing. The salt is even 
used to de-ice roads.

Dampier Salt works with many suppli-
ers to source a range of goods and services, 
none more important than the transport of 
the salt from the massive stock piles to the 
various ports for shipment worldwide.

Support Vehicles Australia (SVA) has 

been producing highly innovative bottom 
dump trailers for Dampier Salt’s three op-
erations since 2005. So far over one third 
of Dampier Salt’s fleet of fifty cubic metre 
trailers have been supplied by SVA. All are 
currently employed as triple road-train con-
figurations, each capable of delivering up to 
210 tonnes per train.

Each trailer is built using high grade 
stainless steel sections designed to with-
stand continuous and maximum capacity 
loads. The bottom dumping process features 
a single ‘full length door’ which produces a 
fast and expedient discharge action.

To assist in the on-site servicing of the 
bottom-dump trailers, and other mobile 
equipment, SVA has taken a Dampier Salt 
prime-mover and turned it into a service 
vehicle consisting of specialised spill con-
tainment hydrocarbon tanks to adhere with 
DSL’s strict environmental policies, and so-
phisticated pumping equipment to get the 
service work done as quickly and efficiently 
as possible. To also keep the trailers in serv-
ice to deliver their cargo on-time, 27 tonne, 
150 mm solid beam BPW axles are P
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In Australia, everything is bigger: the 
salt is “harvested” from the crystal-
lisation basins by huge pieces of 
machinery.

Salt of the Sun
Since establishing its operation in 1967, Dampier Salt Limited (DSL) has 
become the world leader in the reliable supply of quality solar salt.
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used in conjunction with SVA engineered 
walking-beam suspensions. In order to 
achieve the maximum amount of reliability 
and value money, these axles have been the 
‘first choice’ for DSL since 1995 for the de-
sign of their new trailers and the upgrading 
of the existing fleet. Of the many key factors 
for Dampier Salts’ choice of SVA transport 
equipment, safety and reliability were para-
mount.

As a core value, Dampier Salt Limited 
seeks to achieve a sustainable injury-free 
workplace by recognising their employees’ 
health and safety. Having a state-of-the-art 
and proven road transport operation is a 
key part of being able to realistically deliver 
that policy. 

In addition, Boomerang Engineering 
and Howard Porter have supplied bottom 
dump trailers to Dampier Salt Limited. 
These trailers have been in operation in 
excess of 15 years and also operate on BPW 
heavy duty axles. (ap)         

Safety and reliability 
take priority

The hopper trailers of SVA must be extremely tough as the salt attacks the material from underneath.
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 The Baltic Sea has an average content of 1.2% sea salt, the North Sea 3.0%, the 
Mediterranean 3.8% and the Dead Sea 28%. A litre of sea water can therefore produce 
an average of up to 35 grams of salt. About 30% of salt produced worldwide is crys-
tallised from sea water. In France, Spain, Portugal, Italy and Africa, and traditionally 
also in China, sea water is channelled into artificial shallow basins or lakes, where the 
water evaporates and the salt gradually crystallises on the bottom of the basin. These 
basins often take on an intense red to violet colouring created by salt-loving, halophile 
bacteria. After removal of the remaining water, salt layers form, which are then “har-
vested” mechanically or manually by the salt farmers.

The largest salt supplier in the world, capacity in million metric tons (solid salt and salt in brine; without captive use) Source: Roskill, K + S

Salt deposits and suppliers

Worldwide
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Preview

THE FACEBOOK 
PHENOMENON
Over 845 million active users use the largest 
social network Facebook – and the number is growing every day. 
More and more  smaller and larger companies are discovering the enormous 
possibilities offered by this platform. We want to learn the importance of Facebook to you. As a 
thank you, all replies will go into a draw for three metal models of the BPW truck with a trailing steering 
axle to a scale of 1: 50.

■ I only use Facebook privately.  ■ I also use Facebook professionally. 
■ I do not use Facebook at all.

Your opinion on Facebook:

Company:

First name and surname:

Position:

Address, town and postal code and country:

E-mail:

Please return this coupon by 31st August 2012 by post to BPW Bergische Achsen KG, 
PO Box 1280, D-51656 Wiehl, or by fax to +49 2262 78-4909 or complete it online at  
www.trailerworld.de

The winner of the draw in December was Mr. Frank Emde, Wickede (Ruhr). 
His main topics for 2012 are: The Euro 6 emissions standard, driving assistance and possibilities of 
fuel saving.

Swarm-intelligence
From a mere “appendage” to a 
smart object. Telematics solutions 
and other electronic functions in 
the trailer help with fleet manage-
ment and the control of complex 
logistics processes, provided you 
know how to handle the flood of 
information correctly.
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Id-No. 1218808

www.bvdm-online.de
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