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		  Groupe Charles André

Roll-out of BBS Training in Scandinavian Countries� [ 19 ]

	 Sven-Ake Sleth
		  Managing Director, ADR-Transport 
		  Member of Management Group of ADR-Haanpåå     

Cathy Demeestere has before her current position as Secretary General 
of EPCA and of ECTA, been active at management level in the PetroFina 
Group (now Total). She holds a law degree, with further specialisation 
in International Law and is a Harvard MBA Alumna. Cathy Demeestere 
also seats as judge at the Commercial Court in Brussels.     

Zoltán Kazatsay Deputy Director-General of Directorate-General Energy 
and Transport since end 2004 Mr. Kazatsay has previous extensive 
transport policy experience as Deputy State Secretary at Ministry of 
Economy and Transport. He is Hungarian and holds a Civil Engineering 
Degree (Msc) of the Technical University of Budapest.     

Ulrich Schnoor Sales and Commercial Director of Chemical Logistics  
at HOYER Group has more than �fteen years of experience in global 
logistics. His expertise in International sales was gained in global 
groups such as VTG (now VOTG Tanktainer GmbH) where he held 
positions in North America and Asia and in TankShare GmbH of 
which he was managing partner. He joined HOYER group in 2001.     

Klaus Wessing Chief Operating Of�cer at Alfred Talke GmbH & Co KG 
Logistic Services, Mr. Wessing is responsible for European transport, 
warehousing and on-site logistics, technical services and SHEQ 
management of the group. He is also a director of BULK FORMULA 
and managing director of Farwick Logistik GmbH. His background 
included planning, customer management and many logistics 
projects mostly for chemical and petrochemical industry when he 
joined the Alfred Talke Group in 2000.      

Danny De Cock with a professional background in Logistics, Performance 
Fluids Sales, Transport and Product Safety, Mr. De Cock is seconded 
as expert to Ce�c from his company ExxonMobil Chemical.  
At Ce�c, the European Chemical Industry Council, he manages the 
SQAS scheme for all land-based logistic modes and for chemical 
distributors (ESAD).

Philippe Suchet Quality and HSE manager of Groupe Charles AndrØ or 
GCA, Mr. Suchet started his career as a chemical engineer in Exxon 
Chemical where he held several positions in operations, logistics and 
procurement. In 1999 he joined GCA as the responsible for the 
procurement department and has held operational management 
positions for two road transport subsidiaries active in transports of 
bulk powder and hazardous goods.

Sven-Åke Sleth as former Managing Director of the Swedish division of 
ADR-Transport AB, Mr. Sleth is now member of the Management 
group of ADR-Haanpää and joined in 2000 the Board of Directors of 
ECTA as a Board Member. His extensive experience with tank 
transports and chemical logistics in Scandinavian countries combine 
legal, human and environmental aspects of liquid hazardous transports 
and he is a well known lecturer on hazardous cargo issues.

ECTA comprises more than 80 members  

in 14 countries.

ECTA members are companies that are 

active in the chemical transport industry. 

ECTA members organize the land transpor-

tation of  chemical goods irrespective of  the 

transport mode used: road, rail, barge, short 

sea shipping, air. Membership includes road 

transport companies, commercial sections 

of  rail transport companies, intermodal 

transport companies, barging and short sea 

shipping companies.

ECTA members control and influence the  

Safety, Health, Environment (SHE) and 

quality aspects of  the transport that they 

organise and endeavour to implement the 

ECTA guidelines in these areas.

ECTA members are service providers to  

the chemical industry and are proactive 

towards their customers’ needs and their 

stakeholders’ interests.

European representation
ECTA provides the chemical transport and 

logistics providers with an authoritative and 

independent voice at European level. Within 

that scope it ensures that the industry’s 

views are effectively communicated to key 

audiences, authorities and institutions within 

Europe at regional, national, international 

and European level.

ECTA elaborates in close co-operation with 

the European Chemical Industry Council  

(Cefic) guidelines on best practices in  

chemical logistics and invests in the  

European Safety and Quality Assessment 

System.
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Zoltàn Kazatsay
Deputy Director-General DG TREN European Commission

Co-Modality in Supply Chain  
and Logistics

Intelligent combination of different transport modes while reducing 
their negative impact is the new base line of European transport policy. 
In 2007, the Commission will launch an action plan to improve the 
ef�ciency of freight logistics in Europe.

The Deputy Director-General of  DG TREM at the 

European Commission, Zoltan Kazatsay gave a brief  

insight into the target of  the recent review of  the 

2001 Transport White Paper. “Our main focus remained 

valid: ensuring a proper level of mobility to both Euro-

pean citizens and the industry in an efficient, safe, secure,

reliable and environmentally friendly manner”, Kazatsay 

stated. Future European transport policy will focus on 

four major pillars: (a) ensure the free flow of  goods, 

passengers and services in the internal market; (b) 

protect citizens and the environment by reducing 

traffic’s negative impact; (c) foster new technologies 

and infrastructure solutions to improve its’ overall ef-

ficiency; and (d) clear obstacles and reduce conges-

tion by modernizing infrastructures. Last but not least, 

Kazatsay stressed a need for stronger common Euro-

pean inset for cooperation on an international level. 

“Surprisingly, the EU and the Commission are facing re-

sistance not only from international organisations, but 

also from some member states that are still recalcitrant 

about a common approach to international issues”.

Luc Haesaerts, opened the ECTA Conference on Co-modality as President of  ECTA and un-
derlined the sustainability aspects related to using different transport modes according to 
their own most efficient contribution in the supply chain. As President of  ECTA, Luc under-
lined the importance of  safety for all drivers involved and how this profession merits more 
respect! He announced that improving the image of  a driver’s job and increasing respect for 
their contribution would become major objectives for ECTA over the coming years.
Appointed as President of  ECTA by the Ordinary General Meeting of  ECTA in Amsterdam 
on 30 November 1999, Luc has been the second President of  the chemical transport as-
sociation. His educational background in Maritime Sciences, Finance and certifications as 
security advisor in rail and ADR made him extremely competent and particularly focused 
on intermodality as the CEO of  Haesaerts Intermodal NV in Breendonk, Belgium. His pro-
fessional experience of  more than 30 years in chemical transport, especially in transport 
of  dangerous chemical goods, has been validated by his election as President of  ECTA, but 
also by his functions in the ADR commission of  the Belgian Transport Federation and his 
contribution to the Social Economic Council of  Flanders.
Over the seven years Luc served his industry as ECTA President, many initiatives were 
spearheaded by him to the ECTA Board of  Directors and resulted in uniting the chemical 
transport industry into a pro-active industry, assuming its responsibility for the safe mana-
gement of  the cargo entrusted to them.
Luc Haesaerts has invested a lot of  his time and enthusiasm to reach very important indus-
try goals such as: the wide acceptance of  SQAS by the road transport sector, the support to 
the SQAS Tank cleaning module and the ECD, the collaboration of  ECTA with the chemical 
industry (Cefic) to define “Best Practices Guidelines for Chemical Transport” and especially 
the efforts to create from scratch a Euro wide training scheme called “BBS” or Behaviour 
Based Safety Training of  Drivers, now widely accepted by the chemical transport industry 
and their customers, the chemical industry. 
Guaranteeing workplace safety and driving safety to his workers and employees and assu-
ming wider responsibility for society and environment are key drivers to Luc Haesaerts and 
marked his period as President of  ECTA, culminating in the ECTA commitment to the EU 
Road Safety Charter. Luc championed the ECTA cause in innumerous speeches and presen-
tations, thus putting the chemical transport industry solidly on the map. Luc Haesaerts did 
not only preach safety but he also “walked the talk”: his company was rewarded with public 
recognition for this last year: both existing press prizes for transport companies excelling 
in safety in Belgium were awarded to Haesaerts Intermodal NV!
To gain due recognition of  the efforts of  chemical transport companies by their  customers 
and stakeholders for being “proud to carry the chemicals” has been the red thread of  his 
ECTA Presidency.
In Hamburg at the Ordinary General Meeting, Luc Haesaerts announced his intentions to 
hand over the association’s leadership to Antonio Montero of  Pañalon by mid 2007. After 
growing the young ECTA association to a well structured and well reputed association over 
the last seven years, Luc has opted to focus on his CEO tasks and to continue his ECTA 
efforts as a Board Member. In 2006, Luc was blessed with the birth of  his son, a new young 
life to accompany and focus on! All ECTA members are grateful for the many efforts Luc 
Haesaert has given to ECTA as President and for his continued support to ECTA in the fu-
ture as a Member of  the Board of  Directors and on special projects for ECTA!

Spotlights on Luc Haesaerts, CEO of  
Haesaerts Intermodal and President of ECTA

ECTA fully supports and welcomes the shift in European transport policy as presented 
by the European Commission in its 2006 midterm review of the 2001 Transport White 
Paper. In his opening address, Luc Haesaert, President of ECTA, expressed ECTA�s 
position in favour of the new concept of optimized co-modality in European logistics 
and transport. 
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Ulrich Schnoor
Manager Business Development, Business Unit Hoyer Chemilog

Global vision on Chemical Transport

Within ten years, China�s growing chemical industry will substantially 
modify transportation streams, from Asia to Europe. The key challenges 
are new equipment to increase shipping capacities and investment in 
infrastructure for inland transportation on both continents.

“Recent figures issued by the Deutsche Bank show that 

China’s turnover in the chemical industry will triple in 

the next ten years, while the volume of the US chemi-

cal industry will increase by only 50% and Germany’s 

industry will grow moderately”, Ulrich Schnoor explai-

ned. 

Today, China produces mainly polymers, pharma-

ceuticals and basis chemicals for industriel Pro-

duction industry (e.g. car and electronic industry), 

handling China’s domestic demand and, to a lesser 

extent, export markets.  

China already faces over-capacities and has set up 

market entry barriers for basic-chemical plants and 

petrochemical products. As for Speciality, China still 

faces a massive lack of  production and for the next 

decade at least needs to import those products, 

e.g. from Europe via bulk containers and flexitanks. 

Hoyer currently carries about 100 units per month 

from Europe to China. 

In the future, over-capacities for basic chemicals will 

increase exports, in particular to the EU. High-end 

production facilities for special chemical products 

and R&D plants are being built in China, driven by 

increasing domestic demand and low labour costs. 

“Already today, all the ‘Big Boys’ - BP, BASF, Bayer, De-

gussa, Huntsman, SUEZ, Vopak, AIR LIQUIDE, Praxair 

- are settled in the Shanghai Chemical Industry Park, 

with a total investment of approximately US$8.82 

billion.” Deep-sea and domestic transports, whether 

intermodal or on the road, will sharply increase as a 

result. Schnoor also listed possible risks for the che-

mical industry in China. The main problem might be 

the lack of  energy and certain base materials. Legis-

lation such as patent protection and FDIs only with 

joint ventures are another obstacle to overcome. As 

well, environmental issues urgently need to be ad-

dressed, since accidents in China, like the pollution 

of  drinking water in the Amur region in November 

2005, always have massive impact. 

New focus on co-modality and logistics

The new focus is based on the optimized combi-

nation of  all transport modes. “Modes should com-

plement each other and be used efficiently in logistics 

chains to make the best use of available resources”, the 

Deputy Director-General pointed out. Modal shift 

(rail/water) remains an attractive tool, in particular 

for long distance traffic and on congested corridors. 

This is the message that the EU Commission wants 

to communicate to the industry by creating the new 

term, “co-modality”. 

Given that logistics create about 14% of  global GDP, 

the EU Commission decided to put new emphasis on 

freight transport logistics policy, Kazatsay Explained. In 

June 2006, DG TREN presented a communication clear-

ly stating that logistics are “business and should 

be managed by the industry”. The Commission will 

support the industry by an appropriate framework 

policy and has identified several areas of  action. A 

first step was taken in December 2006 by launching 

a European-wide process to identify and solve ad-

ministrative and organisational obstacles to fluid 

transport logistics. A “group of  focal points” will 

be in charge of  analysing bottlenecks and solutions 

suggested by member states, industry and social 

partners. Also, ICT effectiveness and interoperability 

have to increase in order to provide better value-

added services, such as tracking and tracing.

The European Commission will also aim at improving 

education and training and will promote mutual re-

cognition of  certification for freight transport logisti-

cians, on a voluntary basis. Kazatsay announced that 

the EU Commission will put forward a detailed action 

plan in autumn 2007, including proposals on stan-

dardization of  vehicle dimensions and loading units.

Safety high on the EU Commission’s agenda

Kazatsay recalled the Commission’s priority of  dras-

tically reducing fatalities in road traffic. According to 

the European Road Safety plan 2001-2012, Europe 

is not yet on track with the initial target of  redu-

cing road fatalities by 50% over the given period, but 

substantial progress has been achieved, with a drop 

of  14-16% in 2006. 

The Commission contributed in 2006 by initiating the 

retrofitting of  lorries with blind-sport mirrors and by 

launching an infrastructure safety management di-

rective inviting member states to identify and elimi-

nate black spots. To ensure that rules apply equally 

to all drivers in all countries, the Commission will 

initiate cross-border enforcement for traffic offences 

in 2007, overcoming a series of  legal and political 

obstacles. “This is no easy task!” Kazatsay warned. 

The same applies to daytime running lights, another 

field where EU action is needed to harmonize diver-

gent national legislation. An international “Road Sa-

fety Day” will be launched on April 27, from 2007 on. 

Kazatsay pointed out that ECTA signed the European 

Road Safety Charter last year and has undertaken 

action to promote better training, ESP implementation 

and increased visibility. He invites everyone to reconsider 

the current debate on introducing 25,25 m/60 t vehicles 

on a broader safety basis.

The DDG also emphasized the need for better overall 

cooperation in the field of  rail safety and security 

management. Europe’s railway interoperability suf-

fers from a myriad of  national security measures, 

he said, that hinder the evolution of  a single railway 

market. The Commission’s objectives are to trans-

fer some of  the national rail safety competences to-

wards an EU level, to set common safety targets and 

to harmonize the safety certifications of  rail opera-

tors (Directive 2004/49/EC). 

“We highly appreciate the proactive and practical ap-

proach of the chemical Transport industry regarding 

dangerous goods and the industry’s significant contribu-

tion to the guidelines set up to meet ADR 2005 provi-

sions”, Kazatsay recalled at the end of  his presentation. 

The European chemical transport industry, he indi-

cated, has proven its capability to build success on 

reliability, effectiveness and safety.
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Challenges of domestic transport in China

From his experience at Hoyer’s, Schnoor knows the 

main difficulties of  domestic transport in China today: 

excessive road tolls as on the Beijing/Shanghai hi-

ghway (US$400 per bulk container) on the one hand, 

and a poor railway system on the other, with only 

25,000 km of  double track out of  a total of  85,000. 

Added to that are delays and persistent inflexibility, 

poor industry safety and environmental standards, 

as well as the overall lack of  transport capacities. 

Asia badly needs private investment in equipment 

by freight forwarders, as well as public investments 

in infrastructure such as roads and railways. In addi-

tion, Safety, Health, Environment and Quality (SHEQ) 

standards, Schnoor explained, should be introduced 

to Asia in cooperation with large chemical produ-

cers. In his view, it would be helpful to define clear 

requirements by setting up a “SQAS Asia”. Better 

training of  management in the chemical industry, 

LSPs and auditors could help to set up an action 

plan to close the gap between requirements and the 

actual situation in China, he believes. 

Future global transport challenges

With increasing exports of  chemicals and finished 

products from Asia to Europe, the burden of  time-

consuming and expensive customs control will in-

crease accordingly. 

Only legislative changes on an international level in 

cooperation with the WTO and gradual implementa-

tion of  SHEQ standards can help reduce those bar-

riers. In order to increase shipping capacity, avoid 

equipment bottlenecks and cope with the future 

overhang of  transports from Asia to EU, investments 

in equipment and transportation capacities will be 

needed. 

Transit time of  about 30 days will furthermore com-

plicate production planning in Europe. As a conse-

quence, sufficient storage capacity has to be created 

in European harbours and hinterland connections 

have to improve to quickly move goods from har-

bours to capital-intensive production facilities.

Turnover of the Chemical Industry - present and future

Klaus Wessing
C.O.O. Alfred Talke Group

Co-Modal Trends in  
Chemical Land Logistics

The implementation of the �Co-Modality� concept will undoubtedly lead 
to a more effective use of resources in the transport business. But in 
order to �nd optimal new solutions, each company needs to analyse 
its operations, mode per mode, customer by customer. Mode-speci�c 
bottlenecks are more than ever subject to action by the European 
authorities, Klaus Wessing argues.

“The efficient use of different modes on their own and 

in combination will result in an optimal and sustaina-

ble utilisation of resources“. In light of  this somewhat 

intriguing definition of  the Co-Modality concept by 

the European Commission (2006 mid-term review 

of  the 2001 white paper on transport policy), Klaus 

Wessing began by analysing the pros and cons of  

different transport options to determine how to 

achieve optimal efficiency in land transport.

Road transport offers undeniable advantages. It is 

fast, flexible and moves goods from door-to-door 

under the responsibility of  a single driver. However, 

Wessing had to admit that “These drivers tend to be 

hard to find”. In addition,  recent European legislation, 

he said, “will have a massive impact on working hours“ 

and will further reduce road transport efficiency by 

15 to 20%. Today, no standardisation is better, but 



European harmonisation of  weights and dimensions 

might also help increase efficiency. Road transport 

is the optimal mode for rush orders, late orders or 

in case of  unreliable forecasts and can move goods 

to places where no other transport infrastructure 

exists. This makes it the ideal front and back leg to 

other transport modes.

Intermodal transport enables higher payloads and 

de-links production from customer’s demands, with 

containers being used as stock devices for emer-

gency or floating stocks. Drivers are more readily 

available for short distance front and back leg on 

the road. Locald rivers are more easily available 

and have less problems communicating at loading/

unloading sites. Also, fleet expansion is easier to 

achieve. However, lead times are longer and the in-

creased amount of  handling results in higher costs. 

“We need handbooks with clear rules for loading and 

unloading”, Wessing claimed. On main routes, flexi-

bility and capacities are limited, particularly by rail, 

he protested. Also to be considered is a heightened 

need for interfaces when switching modes since 

different responsibilities are engaged. Partners, he 

warned, need to be chosen carefully. Overall, inter-

modal transport seems optimal on long distances 

and when safety stocks are needed. It offers more 

flexibility when production and customer demands 

do not match.

Sustainable utilisation of resources

To illustrate the above, Wessing gave examples on 

how Talke combines different transport modes and 

depot usage to meet the objective of  sustainable uti-

lisation of  resources. 

At the Container Depot in Moerdijk, dry bulk contai-

ners filled at the production site are used as stock 

devices following a “load and hold concept”. The de-

pot has direct access to the Moerdijk harbour, shutt-

ling to and from Antwerp and Rotterdam by barges 

on waterways.
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For the container transport of  Polyolefins from the 

Benelux to Kiev/Urkraine, Talke keeps the ”load and 

hold” site close to the end-customer’s site in order 

to ensure safety stocks for production peaks and in 

case of  delays in the transport chain. 

Recently, Talke also started switching from road trans-

port to intermodal transport in Germany. According 

to Wessing, “it is important to look for sustainable solu-

tions.” Intermodal container transport is particularly 

interesting on long distances in areas with a high im-

balance of  transport flows on the domestic market, 

as well as for certain destinations in France and the 

Benelux. Road transport becomes more of  a “back-

up mode”. According to Wessing, the time is ripe 

for LSPs to investigate new solutions and transport 

options in close collaboration with customers. 

Need for European action

According to the European Commission’s definition, 

co-modality also means optimization and greater in-

teroperability within each individual transport mode, 

and certain issues rank highly on Wessing’s “2007 

Wish List” for the EU. 

In order to achieve optimization for road transport, 

the driver’s job in general needs to be valued more, 

Wessing insisted. On a European level, he would like 

to see harmonisation of  weekend bans and of  social 

regulations for drivers with equal reinforcement in all 

countries. Also, the EU should provide unified rules 

for truck weights and dimensions. But he mainly 

fears that the working hours directive will lead to 

higher costs and turn transport planning “into 

a nightmare”. “Congestion at loading/unloading sites 

will lead to stand still. Because once the lorry is loaded, 

the working time is gone!” This could be one of  the 

important messages for the industry, Luc Haesaerts, 

ECTA president  added: “It’s not the number of lorries, 

but the drivers who will be our ‘bottlenecks’. Therefore, 

they can’t queue up for hours at customers’ sites.”

The industry can help promote intermodal trans-

port by ensuring correct stock calculations and fore-

casting skills, as well as by offering more flexibility 

on opening hours, Wessing explained. There is an 

obvious need for investment in terminal space and 

container depots since most terminals and harbours 

are now overcrowded. And last but not least, Europe 

badly needs common rail-standards in order to fos-

ter competition on the rail – unless it wants France 

to remain Europe’s bottleneck for intermodal trans-

port forever. So far, train operators show sharply va-

rying service levels; only 50 to 75% are on time, and 

those for a few destinations only.

To increase efficiency in short sea shipping, intra-

EU custom declarations and control costs between 

ports need to be eliminated. The compatibility of  

equipment has to be increased, since it is still diffi-

cult to ship 30 ft equipment or swap bodies on ves-

sels.
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Danny De Cock
SQAS Manager Ce� c

Future Development on Safety and 
Quality Assessment System (SQAS)

Set up and run by Ce� c, SQAS will undergo major improvements in 
2007 for both logistic service providers and shippers. Coverage will 
stay the same, with road transport now integrated in the overall trans-
port service module. Further changes and questionnaire updates will 
facilitate processing and offer increased transparency, better compari-
son and broader access. 

SQAS principles and coverage will stay the same, 

confirmed Danny De Cock, SQAS manager at Cefic. 

SQAS, he recalled, is “a system to collect information 

on the quality, safety, security and the environmental 

performance of logistic service providers in a uniform 

manner by single standardised assessments carried out 

by independent inspectors.” Its central management 

is based on four pillars to ensure its integrity and 

sustainability: a common industry questionnaire, an 

accreditation system of  assessors, a transparent 

electronic database of  assessment reports, and a 

service group providing financial resources. 

De Cock made it clear once more that SQAS is not a 

“pass or fail” certification system – it is about fact 

finding in the logistics industry, covering the com-

plete land logistics chain through the following mo-

dules: transport, tank cleaning, packaged warehou-

sing, rail business and chemical distribution (ESAD 

II). The scope remains unchanged, but the former 

SQAS module on road transport and the module on 

freight integrators were phased out by January 1, 

2007 to be integrated into a single “Transport Ser-

vice” module. 

Working groups from the industry are currently pre-

paring updates for the questionnaires on tank clea-

ning and on packaged warehousing, in close coope-

ration with the representative organisations of  the 

service providers concerned, and efforts are plan-

ned to update the module on SQAS Rail to become 

semi-electronic (Excel sheets to download). The 

work in progress should be ready for implementa-

tion during the spring of  2007. 

Transparency and cross-reports analysis

In addition, changes will be brought to the system 

process to reduce bureaucracy and paperwork. Noti-

fications and authorisations on planned assess-

ments, including the electronic signature for accep-

tance by the company, will soon be done by internet 

directly on the SQAS site. The process is already 

part of  the new transport service module and will 

soon be introduced to other modules. Future plan-

ned assessments will be listed on the site, visible for 

everyone. This procedure will be implemented into 

all modules.

Regarding report analyses, Danny De Cock an-

nounced further improvements for users of  the da-

tabase. They will be able to select questions and 

criteria they are particularly interested in to narrow 

the window and compare reports on different com-

panies by criteria through a template function.

Phase over SQAS ROAD + FI to SQAS Transport Service

Past   >>>    June 2006   >>>    January 2007Past   >>>    June 2006   >>>    January 2007
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The access to the database will be re-engineered as 

well. “We need to make more intelligent and flexible 

use of the database holding about 2,000 reports”, De 

Cock explained. Due to the growing complexity of  

SQAS covering the full supply chain, more transpa-

rency is needed, allowing everyone in the broader 

“Logistics and Distributors“ user group (replacing 

the former ECTA user group) to evaluate their res-

pective business partners. Industry associations like 

ECTA also show a growing need for privileged access 

to selected statistical trend data cross-reports in or-

der to view the progress of  implementation of  cer-

tain measures in their sector.

The central user administration for the “Logistics and 

Distributors” group will be in Cefic’s hands. Cefic char-

ges a reasonable fee of  250  year per company, with 

nominal access for one “central member” who nomi-

nates other employees as authorised users within the 

company. Current members of  the ECTA user group 

will be transferred automatically to the new group. 

Other companies, already assessed under one of  the 

schemes, are candidate members to obtain access to 

reports of  their business partners and will be invited 

to join the “Logistics & Distributors” user group. Cefic 

will organise a SQAS seminar on November 27, 2007, 

De Cock announced.  

Asked whether SQAS will go global, De Cock explained 

that the concept naturally works worldwide and that 

there is no reason not to step up to a global level. It 

should be possible for countries like China to set up 

their own SQAS database by “cloning” and deve-

loping the Cefic system and creating their own ser-

vice group. 

Transperanto

To make communication more effective between 

truck drivers and staff  at the loading/unloading 

sites, Cefic has created a database of  about 140 

phrases and expressions in 26 languages, accessible 

at www.transperanto.org. The database will remain 

highly limited in number of  phrases and expressions 

in order to remain functional, but plans are to make 

it more user-friendly with easier access for new users, 

better research tools, “tailor-made” downloads and 

the possibility of  printing by selected areas and lan-

guages. Transperanto is not intended to become a 

technical encyclopaedia or a dictionary since its 

main objective remains facilitating communication 

on safety issues at loading/unloading sites. 

A Transperanto training booklet with multiple-lan-

guage combinations will be issued in the first quar-

ter of  2007.

 

Checking SQAS reports of partners 

and sub-contractors 

The overall basis for access will be broadened in or-

der to allow transport companies to view reports of  

their sub-contractors and supply chain partners, as 

well as of  cleaning companies, third-party warehou-

sing and railway carriers. For example, a distributor 

company will have access to third-party warehou-

sing and partner transport reports. “But never forget 

that it is always the assessed company itself that ‘owns’ 

the data and determines who has access to the reports”, 

De Cock pointed out.
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Philippe Suchet
Group SHEQ Manager Groupe Charles AndrØ.

SQAS Database Usage   
by Transport Companies 

Using the SQAS reports offers considerable bene�ts to Logistic Ser-
vice Providers (LSP). Philippe Suchet, SHEQ manager at the French 
Groupe Charles AndrØ, gave a detailed insight into how LSPs can use 
SQAS as a communication tool with customers and as a management 
support tool with sub-contractors and third parties. A tool, he thinks, 
that could be further improved.

Companies need to bear in mind that SQAS is diffe-

rent from certification. It has to be understood that 

it is an assessment, i.e. a picture at a given time: 

“There is no fail or pass as there is for ISO-certification”. 

Based on its SQAS report, each company is able to 

decide in which relevant areas it wants to improve 

its score with an improvement plan. For the Charles 

André group, Suchet explained, SQAS is including 

an improvement action plan “that we consider our 

management choice to for implementation in the near 

future”. 

While more than 80% of  shippers refer to SQAS in 

their LSP selection, Suchet has found that “we rarely 

see a mandatory score requested in a bid”. Indeed each 

customer determines his own selection criteria from 

the SQAS reports, and a preliminary selection based 

on different criteria from the SQAS report ensures a 

company that its own requirements will be met.

Overall, SQAS helps communication with chemical 

industry customers respecting their specific requi-

rements for services. The system creates common 

ground between the industry and LSPs and impro-

ves understanding of  quality, health, safety, security 

and environment-related issues. It certainly helps im-

prove discussions between LPSs and their customers 

and promotes greater consistency of  LSPs safety and 

quality policy in chemical logistics with the require-

ments of  the majority of  their customers. “We expect 

that SQAS will furthermore avoid multiple auditing”, Su-

chet explained. “The complete supply chain isn’t yet 

covered, but as we heard before, this is to come. It will 

also help us to select subcontractors, communicate with 

operators of cleaning stations, and so on”.

SQAS to cover the entire logistic supply chain

“Sometimes it’s still hard to find SQAS-assessed sub-

contractors for the back/front leg of our transports”, 

Suchet continued. “SQAS allows us to check if their 

management level regarding SHEQ meets the expecta-

tions of our Group and of our customers”. 

Groupe Charles André has therefore developed its 

own quality and safety template with selected crite-

ria drawn from the SQAS questionnaire and listing 

critical items. It is co-signed by subcontractors and 

Suchet’s company. In this context, discussions on 

SHEQ matters are facilitated and consistent with all 

parties concerned because shippers, LSP’s and sub-

contractors all speak the same language referring 

to SQAS.

“SQAS Tank Cleaning is an efficient tool for our group 

as we operate both road transport and cleaning activi-

ties”, Suchet added. “An important part of our policy is 

to stay focused to deliver the same quality level in our 

different sites. We use our own SQAS reports to evaluate 

and ensure our quality levels are at the Group’s stan-

dard”. 

When choosing an external tank cleaning station, 

those partners whose SQAS reports indicate  the 

same quality and safety level are “first choice” at 

Charles André’s. This helps maintain a comparable 

quality and safety level in cleaning and in transport: 

“Ideally, the complete logistics supply chain has to 

meet the same level of requirements”.

Continuous improvement

“SQAS is clearly perceived as a promoting factor for 

continuous improvement in our operations and at our 

facilities, gradually including all parts and sectors”, 

Suchet stated.“” For example, SQAS also supports 

the correct BBS implementation in different coun-

tries. 

Nevertheless, SQAS use could be much more 

widespread and there is still room for improvement 

Suchet believes. “Customer feedback is very important 

and helpful to us. We often discuss our SQAS reports 

with our customers to find out whether it really meets 

their expectations and needs as a source of valuable in-

formation.” In his opinion, the SQAS questionnaire 

should be “lean and mean”, and avoid superfluous 

and purely administrative processes. 

A substantial improvement would be the wider and 

more effective use of  SQAS reports by the chemical 

industry. Very often, this could help avoid multiple 

audits and questionnaires that are repetitiously ap-

plied by different customers, but answers for which 

are already available through the SQAS assessment 

reports: “Procurement departments, for instance, use 

their own – different – questionnaires instead of turning 

to SQAS”, he states. “We prefer to point out that our 

SQAS reports contain all the desired information!”. 

Alignment between our customers’ quality and the 

procurement departments would increase the value 

of  the SQAS reports tremendously.

In addition, transport companies should  use SQAS 

more often themselves to manage their sub-contrac-

tors and third parties. 

“SHEQ management of our own suppliers nowadays has 

to be considered a ‘must’, not a commodity!”
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Sven-¯ke Sleth
Managing Director ADR-Haanpää, Sweden

Behaviour Based Safety (BBS) Training 
Programme for Scandinavian Drivers

ADR-Haanpää started implementing Behaviour Based Safety (BBS) 
training for drivers last year. The training�s success in improving  
safety awareness is undeniable. According to Sven-Ake Sleth, the BBS 
training scheme is acceptable as a standardised training programme, 
thus avoiding multiple and diverging training requirements.

Given Scandinavia’s geography and low population 

density, a relatively small amount of  cargo has to be 

moved over vast distances. “This always forced us to 

find cost effective keys to shipment, especially for the 

domestic transport of small parcels”, said Sven-Ake 

Sleth, explaining  the picture for Northern Europe. 

To a large extent, domestic shipments of  small pac-

kages and pallets run through a network of  sorting 

hubs tied to a system of  long-haul transport, often 

carried out by 24-m trucks. The domestic network is 

dominated by three main companies: DHL, Schen-

ker and DSV Road (DFDS). For import and export, 

other vehicle combinations are used, such as regular 

16.5-metre tractor-semi-trailer combinations. Also, 

a huge amount of  unaccompanied semi-trailers are 

shipped on large ferries crossing the Baltic Sea, from 

Germany and Poland to ports in southern Sweden 

like Trelleborg. Traffic to and from the UK  mainly 

operates through the port of  Gothenburg.

The intra-nordic traffic of  tank vehicles is performed 

by a few small hauliers and by one large company, 

ADR-Haanpää. Until recently, shipments of  petrol 

products were handled by a number of  local hau-

liers contracted by the large oil companies. “But no-

wadays global operators are entering the market and are 

increasingly contracted by the oil companies”, Sleth 

continued. Nevertheless, domestic tank vehicles, 

mainly between destinations in northern Europe, 

operate part of  the border-crossing traffic of  che-

micals, “either for global companies with high safety 

requirements or smaller companies that value the de-

pendability that a driver-accompanied vehicle gives”.

Some customers in the chemical industry have 

prompted the need for a specific quality/safety trai-

ning and look for drivers trained in accordance with 

the BBS scheme. While security aspects are usually 

assured at loading and shipping, “Some small Scan-

dinavian hauliers aren’t keeping the same  human re-

sources (HR) documentation levels  as in continental 

Europe”, Sleth stated. “This does not mean that they 

are unsafe or perform substandard services – there is 

just a lack of formal documentation on their training 

efforts of drivers.” ADR-Haanpää is the only big ope-

rator serving numerous global or at-least trans-

European customers. These customers have high 

requirements regarding the formal driver training 

process – something that’s a novelty in the North: 

“Often, local managers in the chemical industry hear of 

this methodology for the first time when we come to in-

form them about BBS.”
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The ECTA-Cefic’s Guideline describing the BBS trai-

ning programme is intended to change the way dri-

vers think and behave in daily traffic and at loading/

unloading sites and to make sure drivers put safety 

first. The BBS Training of  drivers not only increases 

safety and meeting customer requirements, but it 

also reduces fuel consumption and costly mishaps, 

Sleth discovered. Procedures and improved equip-

ment can only increase safety to a certain maximum 

level, the rest relys on the human factor: “The dri-

ver is still the one who has the most influence over the 

transport”, Sleth recalled.

BBS training conducted in Sweden

“We have chosen two experienced senior drivers 

from the company to become tutors for the prac-

tical training and sent them to several theoretical 

training sessions at TYA (Vocational Training and 

Working Environment Council of  Transport Trades 

in Sweden). The practical BBS training started in 

early 2006. As the company’s drivers are scattered 

all over the country, the tutors travel far to meet 

them in their natural daily environment since road 

and traffic conditions considerably vary from one 

area to the next. A similar strategy was used a few 

years ago, when ADR-Haanpää conducted a “gentle 

driving” project. The BBS tutors spend at least half  

a day with the driver on the road, watching how he 

normally addresses various situations and providing 

him with immediate feedback, advice and instruc-

tions. The attitude is one of  respect and support 

towards the driver, confirming and reinforcing his 

positive safe behaviour patterns, as much as intro-

ducing safer conduct.

Swedish and Finnish traffic regulations allow usage 

of  train weights up to 60 tons, while Norway set the 

limit at 50 tons and Denmark at 48. The higher 

weight limit places specific requirements on driving, 

considering the centrifugal power in traffic circles 

and the impact of  side winds. TYA has built a spe-

cial “flipping truck” for training purposes with extra 

support wheels. It can simulate a roll-over situation 

without damage and allows specific training on this 

safety aspect that would not be possible otherwise. 

Feedback from drivers and drivers’ organisations, 

as well as from customers, has been positive ove-

rall, Sleth pointed out. Nevertheless, some drivers 

had the feeling that their years of  professional dri-

ving and previous schooling were being questioned. 

“That’s why  it is tremendously important to present the 

training programme in the right way. The training would 

be a waste of money unless the driver absorbs the thin-

king and meaning into higher awareness of safety. For 

one, we make BBS training compulsory for drivers who 

drive for several specific customers. But even more im-

portantly, we consistently highlight the positive aspects 

like increased worker safety”. 

BBS training of drivers has potential as European 

unique standard

Sleth recommended that “BBS must reach more peo-

ple and deeper into our organisations, but also at loa-

ding and delivery sites.” Above all, BBS has to make its 

way onto the executive level of chemical manufacturers. 

In his view,” the chemical industry could benefit greatly 

from accepting BBS as the standard for certified driver 

training instead of setting up their own customer-spe-

cific and sometimes contradictory requirements on dri-

ver’s training.” 

His experience has convinced him that BBS has the 

potential to become a European standardised trai-

ning programme and should be the ideal instrument 

to move safety thinking from the conference table 

into the driver’s cab.




