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Objective 

The road haulage sector in Europe is highly integrated but it is not harmonized. In Sweden, companies operating 

in the road haulage sector are under constant cost pressure. These companies are operating in an unfavorable region 

characterized by relatively high costs. This paper presents a review, classification and evaluation of operational 

efficiency techniques available to road haulage companies in Europe. In addition to that, the paper investigates the 

competitiveness enhancing tools used by a Swedish haulier.  

Methodology 

The paper uses an abductive approach. The research strategy used is a single embedded case study. The broad 

research subject is the Swedish road haulage company Widens Akeri but sub-subjects are examined within the 

company to allow for an in-depth investigation and achieve credibility of the results. The main data collection 

technique is semi-structured interviews. 

Findings and Conclusions 

The results show that Widens Akeri utilizes competitiveness enhancing tools such as bigger vehicles, truck 

aerodynamics, alternative fuel and eco-driving style. However, trailer aerodynamic equipment and low rolling 

resistance tires are not being fully utilized by the company. The research has also identified that Widens Akeri has 

solved the common problem of empty running through what they refer as “smarter transport strategy”. A 

legitimate scientific study, which addresses how a haulage company can solve the empty running problem, has not 

been conducted. Instead, the researchers have assumed that the problem cannot be solved by a haulage company. 

The research suggests that company reputation and direct contact with the customers are two of the major 

facilitators for executing the “smarter transport strategy”. 

Future Scope 

The analysis provides a roadmap to guide future research and facilitate knowledge accumulation and creation in 

regard to the optimization techniques available to companies in the Swedish road haulage sector. The addressed 

areas of operational improvements could be of potential value to future researchers investigating the 

competitiveness of Scandinavian road haulage companies. Moreover, this study can also provide a base for empty 

running conservation, energy efficiency and cost reduction in the road haulage sector. 

Keywords: Road freight sector, Long haulage, Heavy-duty vehicles, Sweden, Cost pressure, Cost optimization, Empty 

running, Fuel Consumption, Biodiesel, Modular system, Aerodynamics, Eco-driving, Modular vehicles, Low-rolling 

resistance tires, Haulage rates. 
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1  

Achieving operational efficiency is important in any business operating in a competitive business environment. 

There are different ways to achieve such operational efficiency but often the main driver for improving operational 

efficiency is reducing the costs (Wiersema, William & CPA, 2016).  

In the past most scholars have predominantly focused on operational efficiency and cost-cutting mechanisms in 

the manufacturing sectors. The conventional thinking has been to consider operational efficiency in the context of 

manufacturing industries. Yet, there are other important areas that have not attracted much academic research. One 

very important area that has often been under-investigated is achieving operational efficiency in the service sector. 

Figure 1 illustrates that the service sector contributes to a large part of the value creation in the post-industrialized 

developed economies (The World Bank, 2016).  In addition to that, the service sector has dominated the economic 

activity for the past 50 years. Besides these facts, the scientific understanding on services is rudimental 

(Chesbrough & Spohrer, 2006). 

 
Note. Retrieved from ”Services, etc., value added (% of GDP)” by The World Bank, 2016 
 

In the euro area market services, including wholesale and retail trade, financial services, information technology 
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and transport, account for 51% of the Gross Domestic Product of the area. Market services are the largest economic 

sector in the region. In addition to that, the economic importance of the market services is even greater because 

they also serve as competitiveness enhancing inputs and help facilitate the manufacturing exports (European 

Commission, 2015b). 

An integral part of the market services are the transport services. The value of the output created by the transport 

sector in EU 28 is high. In 2012 the Gross Value Added of the transport and storage services sector accounted to 

4.9% of total Gross Value Added in EU 28 (European Commission, 2015a). It is also important to note that the 

above estimation comprises only of companies whose main activity is provision of transport and excludes own 

transport activities. 

A transport activity of goods is carried out by a specialized vehicle. Since 20th century the flow of goods has kept 

intensifying across the globe stemming the development of different transport means. Nowadays, goods can be 

transported by air, rail, water and road at large distances.  

In the European Union, the road transport is the main mean of transportation of goods. In 2013 the share of road 

transport amounted to nearly half of all goods transported - 49.4% or 1720 billion tonne-kilometres (tkm). The 

total goods transport activities for that period amounted to 3481 billion tkm (European Commission, 2015a).  

The freight transport in the EU is not only growing and creating value but it is also estimated to continue to develop 

in future. OECD (2010) has estimated that between 2000 and 2030 the volume of road transport in the European 

Union is expected to rise by 78%. 

 

In the competitive transport market, it is extremely important for companies to pursue optimization of their 

operations. Optimization can be pursued in different ways but one common way of doing that is through cost 

awareness and being on the forefront of development and implementation of competitiveness enhancing methods 

and tools. Different methods exist that attempt to decrease costs. 

The purpose of the master thesis is to assess the different cost-cutting methods and techniques available to 

companies in the road freight sector. Some of these methods and techniques are new and innovative, while others 

have been existing for a long time. Some of these methods and techniques are easy to adopt and utilize, while 

others are a lot more difficult. Some of these cost-cutting strategies are difficult to monitor, thus, their usefulness 

might be difficult to be assessed and argued for.  
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The master thesis is going to group and carefully assess the cost-cutting methods suggested by researchers and is 

going to compare them with what a Swedish transport company is doing in order to enhance its competiveness. 

The thesis is going to suggest whether cost-cutting is an important consideration for an actual company in the 

region and it would show what cost-cutting techniques are used by an actual participant in the European transport 

market. The thesis can have several implications – including what techniques can be implemented in the 

Scandinavian transport region and what techniques are practically achievable. Additionally, given the close 

relationship between fuel consumption and environmental impact the findings might suggest what a local transport 

company is doing in order to decrease its negative impact on the environment. Contrary, if cost-cutting is not an 

important consideration the findings might suggest that even in a highly competitive market, improving the 

operational efficiency through cost reduction might not be a factor of vital importance for the long-term success 

of a company. 

The thesis is going to explore the topic of cost-cutting in road freight in the context of previous research and 

potentially uncover possibilities to optimize the cost structure of a company operating in the sector. The European 

road freight sector consists of mostly small enterprises. The costs these enterprises have are standardized and can 

be broadly divided on fuel, drivers and taxes (European Commission DG for Mobility and Transport, 2011).  

The current research was carried out in Sweden. Situated in Northern Europe, Sweden is an export-orientated 

economy. More specifically, Swedish economy is characterized by a large, knowledge-intensive export orientated 

manufacturing sector. The service sector in Sweden is also large and increasing. Large manufacturing and service 

organizations dominate the Swedish economy (OECD, 2005). In relation to supply chain and logistics, Sweden 

has a favorable geographic location. Sweden allows all major cities in Sweden, Denmark, Norway, Finland and 

the coastal regions of Poland and Germany to be served in less than 12 hours (The Swedish Trade & Invest Council, 

2016). In Sweden, the drivers’ wages are high compared to other EU countries. It is interesting to investigate what 

a company located in Sweden and operating in an integrated European competitive market is doing in order to 

enhance its position on the market. Sweden is also on the forefront in innovation. According to The Swedish 

Institute (2015), the country is a world leader in innovation. So, the research might also uncover new and 

innovative methods of improving operational efficiency and staying competitive that are not covered by literature. 

The research will add to the body of literature on operational efficiency and cost optimization within a service 

organization. Additionally, exploring the cost-cutting techniques available to companies within the road freight 

industry and comparing these techniques to what a company in the Scandinavian region is doing will create a 

platform allowing managers in the region to improve the operational efficiency of their companies. Moreover, this 

https://en.wikipedia.org/wiki/Swedish_economy
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platform would allow future researchers to further investigate some of the aspects which are important for 

companies in the region. Hence, the paper will seek to address the following research questions:  

How can a company operating in the European road freight industry enhance its competitive market 

position? 

What cost-savings methods and techniques are available to make the European road freight industry more 

efficient and sustainable? 

 

I chose the topic of operational efficiency in the road freight industry because of my personal interest in this 

industry. I believe that cost-cutting initiatives in a fuel reliant industry can not only enhance the competitiveness 

of the companies in the industry but can also generate a positive environmental impact. Like many others, I believe 

that the environment sustainability issue is pressing but often companies are not incentivized to generate a positive 

environmental impact. However, I believe that companies should not require incentives from other parties. Instead, 

companies should try generating their own incentives. The cost structure of companies in the EU road haulage 

sector, illustrated in Figure 2, shows that fuel is among the main cost drivers for companies in the region. 

 
Note. Retrieved from “Task A: Collection and Analysis of Data on the Structure of the Road Haulage Sector in the European 

Union” by AECOM and European Commission, 2014a. 

 

In such industry, companies can pursue own benefits by decreasing their fuel expenses. At the same time, they can 

decrease the negative impact on the environment by lowering the carbon dioxide emissions released into the 

atmosphere.  
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As seen from Figure 3 below, the road transport mode is the biggest contributor to negative emissions in the 

atmosphere. In addition to that, the OECD estimates that the released CO2 emissions from all transport modes are 

not going to decrease in future.  

 
Note. Retrieved from “Globalization, transport and the environment” by OECD, 2010. 

 

For these reasons, I believe action should be taken on a micro-level. In my opinion, macro-level strategies can 

impose change, but micro-level actions can initiate change in a highly competitive market like the road freight. 

 

This section would list and explain some of the concepts used but not defined in the master thesis in order to 

establish clarity.  

Service sector is another way of referring to the tertiary sector. A part of the service sector is transportation which 

is a market service. Operational efficiency improvement relates to optimization of the inputs to run a business, 

increasing the outputs generated from the business, or both. Transportation of goods or products is done by 

different transport modes. One way products and goods can be transported is through road. Transporting goods in 

this way is referred to as road freight transport. Road freight transport is faster but more expensive than sea 

transport and it is slower but cheaper than air transport (OECD, 2010). The road freight market is served by 

different types of vehicles. Usually, when goods are transported at large distances heavy-duty vehicles (HDV) are 

used which are operated by long-haul drivers, whereas for inner city transport the market is mostly served by 

smaller vehicles or vans (AECOM & European Commission, 2014a). There are companies that own trucks and do 
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transport on their own but the market is mostly dominated by many small specialized companies – hauliers. The 

main activity of these companies is to transport goods and products on behalf of other companies. Sometimes these 

hauliers are also referred to as carriers, hire and reward companies or third-party haulage providers. There are 

also a number of independent drivers in the market. They serve a role similar to the haulage companies but the 

difference is that the driver owns the truck. In order to find loads for transport often these entities work with freight 

integrators, forwarding agents and 3PLs. These companies are intermediaries. Their main activity is to facilitate 

load finding and transport (AECOM & European Commission, 2014a). In long haulage transport the trucks usually 

pull a trailer. Transport of goods sensitive to high temperatures is done through refrigerated trucks and trailers. 

The standard measurement of transported freight is tonne-kilometer. It measures the service of moving one tonne 

of load to a distance of one kilometer. Once the freight is unloaded, trucks need to find another load which is 

referred to as backload. A scenario where a truck is travelling empty can occur and this is referred to as empty 

running. Sometimes the tires of a heavy-duty vehicle can be retreated. It means that old tire is used and only the 

top layer of the tire has been changed. PSI or pounds per square inch is a measurement of the inflation pressure in 

the tires. 

 

The research is organized into five major section: Introduction, Research Methods, Literature Review, Empirical 

Findings and Analysis. 

Introduction: The master thesis starts with an introductory chapter that provides the general overview of the 

problem. It shows why operational efficiency and cost-cutting is important in a competitive market like the road 

haulage. The chapter also provides arguments for the value of the research. In addition to that, the chapter presents 

the research questions to be investigated, a number of concepts, and personal and societal motivations in regard to 

the research. The chapter concludes by presenting an overview of the overall structure of the academic paper. 

Research Methods: The Research Methods section starts by outlining the research philosophy guiding this 

research. The section continues by clearly identifying the research purpose, the research approach and the research 

strategy used in the paper. Each of the respective subsections argues for the choices made. The remainder of the 

section discusses other important methodological consideration like primary data collection and analysis and type 

of secondary data used.  The section concludes by discussing validity and reliability concerns in the “Quality of 

Research” subsection. 

Literature Review: In this section important theoretical considerations are identified, discussed and critically 

evaluated. The section starts by providing structural information on the road haulage market and the haulage rates 
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underlying the market. Then, the author focuses on discussion and evaluation of cost-savings mechanisms and 

techniques that can be used by haulage companies. Finally, the section concludes with a brief summary.  

Empirical findings: The section describes, compares and summarizes the results of the empirical investigation. 

The section starts by describing the case study results. Then, the section presents the questionnaire results and the 

results from the Nordic Logistics Association interview. 

Analysis: The section discusses the results in the context of the theoretical framework previously identified. While 

doing that, the section draws important findings and conclusions. The discussion subsection then criticizes the 

work; identifies areas that are out of the scope of this research; and suggests specific areas of future research. The 

section concludes with a summary of the key findings. 

 

In order to acquire valuable findings and draw reliable conclusions a well-reasoned research methods are needed. 

This chapter will take a transparent approach in regard to the methods chosen which will assure the reliability and 

trustworthiness of the results. 

The chapter will unequivocally state what research approaches the author is adopting and why the author has 

chosen them. Figure 4 below, illustrates the overall structure of the chapter. 
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This subsection will discuss the research philosophy which guides the research and the findings.  

A research philosophy contains important assumptions about the way in which the author views the world. 

Research philosophy relates to the development of knowledge and the nature of that knowledge (Saunders, et al., 

2009). 

There are two widely discussed and debated research philosophies – positivism and interpretivism (Saunders, et 

al., 2009). Positivism has its roots in the modernistic view of the world whereas interpretivism is closely associated 

with post-modernistic view (Johnson & Christensen, 2005). 

Positivists researchers believe that reality is objective and independent of the observer. Researchers holding this 

view argue that reality can be measured and predicted (Orlikowski & Baroudi, 1991; Remenyi, Williams, Money 

& Swartz, 1998). 

Interpretative researchers, on the other hand, believe that the world is socially constructed and subjective. 

Researchers holding this view argue that there are many, equally valid, interpretations of reality and that these 

interpretations are dependent on the time and context (Saunders, et al., 2009). 

There is no correct answer about which philosophical position is better. Researchers have fiercely argued in favor 

of each one. However, one issue is clear - positivism and interpretivism are radical views. Researchers have 

discussed two other concepts that allow middle-ground positions – pragmatism and realism. 

Realism is a middle-ground view. It is separated on two distinct types: direct realism and critical realism. 

Researchers that possess direct realism views think that our senses portray the world accurately and that the world 

cannot be changed. Contrary, researchers possessing critical realism view think that what people experience and 

observe are sensations and often these senses are only representations of what is real. According to the critical 

realists, the world can be changed (Saunders, et al., 2009). 

Pragmatism is another flexible approach. It argues that interpretative and positivists way of thinking can coexist 

and that choosing one position is unrealistic. According to researchers, in pragmatism the research question is at 

central position and it determines the epistemology, ontology and axiology the researcher will adopt (Saunders, et 

al., 2009). Table 15 in Appendix A describes the basic notions of each of the four research philosophies. 

The next two paragraphs are going to explain ontology and epistemology in the context of the current research. 
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Ontology consists of two underlying concepts – objectivism and subjectivism. Objectivism perceives the world as 

external and objective, whereas subjectivity perceives the world as socially constructed and subjective.  In addition 

to that, objectivism argues that a statement is true if it agrees with the facts, whereas subjectivism argues that there 

are no facts and there are only beliefs (Diesing, 1966). 

As evident from Table 1 below, the research strategy used in this paper - case study - to be discussed later - allows 

for both objectivism and subjectivism. This would allow the researcher to design a flexible data collection 

technique and then use the most relevant information to analyze the topic, regardless whether the data is 

quantifiable or not. 

 

Research Approaches 

 

Objectivism 

 

Subjectivism 

 

Action Research  Strictly interpretivist 

   

Ethnographic  Strictly interpretivist 

Field Experiments Have scope to be either Have scope to be either 

Focus Groups  Mostly interpretivist 

Forecasting Research Strictly positivistic with some 

root for interpretation 

 

Futures Research Have scope to be either  

Game or Role Playing  Strictly interpretivist 

In-depth Surveys  Mostly interpretivist 

Large-scale Surveys Strictly positivistic with some 

root for interpretation 

 

Laboratory Experiments Strictly positivistic with some 

root for interpretation 

 

Participant-observer  Strictly interpretivist 

Scenario Research  Mostly interpretivist 

Simulation and Stochastic Modelling Strictly positivistic with some 

root for interpretation 

 

Note. Adapted from ”Doing Research in Business and Management. An Introduction to Process and Method” by D. Remenyi, 

B. Williams, A. Money, and E. Swartz, 1998. 
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In a task that is producing new knowledge such as academic research it is important to define what is acceptable 

knowledge. Epistemology is concerned with this question. I argue that given the complex nature of businesses in 

general it is extremely important to find out the meaning behind the competitiveness enhancing tools used by the 

researched haulage company. For that reason, I believe an acceptable knowledge in this case will consists of facts 

but also interpretations. 

For these reasons, the paper will put the research questions at a central place and adopt epistemological and 

ontological views that best allow to answer the research questions. So, it can be argued that the paper takes a 

pragmatic view. In other words, regardless of how I understand reality – ontology; and what I think constitutes 

acceptable knowledge – epistemology, I will adapt my views for the purpose of best addressing the researched 

topic. 

Finally, in Appendix A, the author argues why the Research Philosophy section should be treated with caution. 

 

This subsection will discuss the research approach used by the paper. Easterby-Smith, Thorpe, Jackson and Lowe 

(2008) provide three reasons for why research approach is important. First, it allows the researcher to take informed 

decision about the research design, including: the data collection and data analysis techniques. Second, it helps the 

researcher identify which research strategies are suitable for the specific project and which are not. Third, Easterby-

Smith et al. (2008) argue that knowing the research approaches enables the researcher to adapt the research design 

to deal with constraints like limited access to data or other constraints of similar nature. 

There are two basic research approaches used by researchers to draw scientific conclusions – deduction and 

induction.  

Deduction is the dominant research approach in natural sciences (Saunders et al., 2009). In addition to that, it is 

the most important approach for building theoretical knowledge base (Eriksson & Kovalaine, 2008). It takes theory 

as a starting point and builds a hypothesis which is subject to empirical research. This means that deduction is used 

for testing theory. 

Contrary, induction is utilized to build theory. It takes the empirical study as a starting point. When using such 

approach researchers first conduct empirical research to collect data. Then, they analyse the data and the result of 

this analysis would be a formulation of theory (Saunders, et al., 2009). 
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In reality, induction or deduction rarely exist in its pure forms. According to Eriksson and Kovalainen (2008), 

most research papers contain traces of both – deduction and induction. Combining both approaches is called 

abduction. Abductive approach allows the researcher to go back and forth between theory and empirical findings 

through the different phases of the research (Eriksson & Kovalainen, 2008). Abduction is an approach often used 

when researching a topic through a case study (Eriksson & Kovalainen, 2008). 

I believe the abductive approach best suits the overall nature of the topic given that cost optimization for haulage 

companies has been succinctly discussed and that the research has not been applied to a Scandinavian context. 

 

The three most commonly used research purposes are: descriptive, exploratory and explanatory (Saunders et al., 

2009) 

As argued, the purpose of this research is mostly to explore. Adams, Khan, Raeside, & White (2007) argue that 

exploratory study is often useful when there is a lack of sufficient information about a specific topic. This is the 

case with the current research. They argue that the value of such study lies into providing feasibility of certain 

approaches and instruments used and also in exploring whether certain areas of research are worthwhile. 

However, it is important to recognize that in trying to explore the research will also engage in a descriptive process 

in regard to the cost-cutting techniques and methods available to road haulage companies. According to Saunders 

et al. (2009), it is perfectly acceptable for a research to have more than one purpose. In addition to that, Robson 

(2002) argues that the purpose of the research may change over time. 

 

This subsection is not going to discuss research strategies in general but instead it will focus on the specific 

research strategy chosen for the project. The subsection will try to achieve three main objectives. First, it will 

identify the research strategy which will be used. Then, it will define and discuss the chosen research strategy. The 

section will conclude by arguing why the chosen research strategy is suitable for the project. 

The research strategy which will be used to implement the empirical work is case study. It is an existing and 

academically acknowledged research strategy commonly used by researchers. Other existing and commonly used 

research strategies include: survey, experimental, historical, action research, grounded theory and ethnographic 
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research (Biggam, 2008). Using an existing research strategy like case study will establish credibility of the 

research. 

The exact definition of a case study is debatable. Researchers do not agree on what constitutes a case study and 

provide different definitions.  

According to the notorious contributor on this topic Robert Yin a case study is an empirical inquiry which:  

“investigates a contemporary phenomenon within its real-life context, when  

the boundaries between phenomenon and context are not clearly evident; and in which 

multiple sources of evidence are used” (Yin, 1984, p.13) 

Contrary, other notorious contributors - Louis Cohen and Lawrence Manion - describe a case study in the following 

way: 

“The case study researcher typically observes the characteristics of an individual unit – a child, a class, a school or a 

community. The purpose of such observation is to probe deeply and to analyse intensely the multifarious phenomena 

that constitute the life cycle of the unit.” (Cohen & Manion, 1995, p.106) 

Even though researchers disagree on the exact definition of a case study, from their works it is evident that they 

seem to coalescence their opinions on one issue - a case study is an in-depth, investigative study (Biggam, 2008; 

Cohen & Manion, 1995; Stake, 1995; Yin, 1984). In addition to that, the above mentioned contributors agree that 

a case study is often used when the researchers want to probe deeply and analyze intensely an underlying issue. 

A case study research strategy has a number of variations. Yin (2003) distinguishes between four case study 

designs based upon two discrete dimensions. First, according to him, a case study strategy can use multiple or 

single case studies. Second, a case study research strategy can be holistic or embedded. Table 2 below explains 

each variation and identifies the strategy used in this paper. 
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 Single 

 

The research is based on a 

single case (Yin, 2003). 

Provides an opportunity to analyze 

and observe a phenomenon that a 

few have considered before (Yin, 

2003) 

Lack of possibility to 

generalize the findings 

(Long & Holling, 1995) 

 

 Multiple 

The case study strategy 

incorporates multiple cases 

(Yin, 2003). 

To establish whether the findings in 

the first case occur in other cases;  

and ability to generalize to some 

extend (Yin, 2003) 

Risky to generalize because 

of small sample size 

(Saunders, Lewis, & 

Thornhill, 2009). 

    

 

 Holistic 

The case organization is 

treated and examined as a 

whole unit (Yin, 2003) 

 

 

It is advantegous to use when no 

logical sub-units within the 

organization can be identified (Yin, 

2003). 

More difficult to gain 

detailed insights (Scholz & 

Binder, 2011).  

 

 Embeded 

Different units 

(departments) within the 

organization are examined 

(Yin, 2003) 

 

 

The use of sub-units allows for a 

more detailed level of inquiry 

(Scholz & Binder, 2011).  

Often there is too much 

focus on a single unit and 

failure to return to the 

larger unit of analysis 

(Saunders et al., 2009). 

 

 

 

First, even though Yin (2003) considers multiple case study as a better strategy, I will use a single case study 

because I would like to be loyal to the company that has first agreed to collaborate with me. Alternatively, I can 

interview other competing firms on the same market but if I do that I will most likely encounter unwillingness by 

both companies to share vital competitiveness enhancing information. 

Second, I will examine three units in the case organization for the purpose of gaining rich insights. However, in 

doing that I will be careful not to focus too much on a single unit and will return to the larger unit of analysis by 

discussing the findings in a combined manner. 
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The following four paragraphs will list some of the common critique for case study research approach and will 

argue why they are not going to influence negatively the current research. 

Some proponents of the case study research strategy like Miles (1979) downplay part of the benefits of the 

approach and suggest that its usefulness is limited to an exploratory phase in a hierarchically arranged research 

programme. Even if this is the case, this should not be a problem for the current research. The undertaken research 

is aimed to explore. Furhermore, it is hierarchically arranged. In other words, even if the usefulness of the case 

study is limited, as Miles (1979) suggests, the strategy will suffice the scope of this project. 

As evident from the table above, another common critique for case study research strategy is that such strategy 

does not allow generalization on the basis of an individual case (Flyvberg, 2006; Schell 1992). Researchers backing 

this view argue that because of that lack of generalization the approach cannot contribute to the scientific 

development. However, similarly to Miles (1979), these researchers agree that case study research strategy can 

explore and find issues that need further investigation. In my opinion, this itself is a contribution to the scientific 

community and can initiate very important research activity. 

Other researchers argue that a case study is more time consuming than other strategies. They argue that often it is 

difficult to complete it in a short-time frame because it is not easy to code and analyze the gathered data (Flyvberg, 

2006). I do not fully agree with this critique because of the fact that the case study questions are generated from 

the literature research. A carefully designed data collection technique should not allow for this to happen. 

Additionally, some researchers including Flyvberg (2006) argue that a case study research strategy can lead to 

bias. In particular, Flyvberg (2006) argues that when implementing case studies there is more risk of researcher 

bias compared to when using other research strategies. To some extend I agree with this critique and that is why I 

will try to be as objective as possible and will provide full transcript of the data collection results. 

It is not enough only to be aware of the common pitfalls of the case study research strategy and to argue why they 

will not affect the current research. It is also important to argue why the chosen research strategy will fulfil the 

objectives of the specific research. 

However, before discussing why the chosen research strategy is suitable for fulfilling the objectives of the research, 

it is important first to clarify and clearly list the research objectives. They are presented in the Table 3 below. 
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RESEARCH OBJECTIVES

 

Objectives one and two will be covered in the literature review. Objective three and four will be covered by the 

empirical findings section. And objective five and six will be covered in the analytical parts of the thesis. 

I believe the case study research design best allows to fulfil objective three and four because of its in-depth 

investigation opportunities. As mentioned earlier, the purpose of the case study is to probe deeply and analyse 

intensely an underlying issue. For the specific project such deep analysis can be useful for two main reasons: 

First, such approach would offer a possibility to compare the cost reduction techniques used by the case company 

to the methods and techniques suggested by literature. One implication of such comparison is identifying what 

methods are practically achievable in the specific context and region.  

Second and more importantly, such approach also opens up the possibility to unveil academically unknown 

measures utilized by the studied company. As mentioned earlier, the choice of country is interesting because the 

EU transport market is highly integrated and Sweden is considered to be in disadvantageous position because of 

the high drivers’ wages. It is interesting to find what the company is doing – are they competing on a local level; 

how do they enhance their competitiveness; are they afraid of international hauliers going to Sweden and 

competing with them; what are they planning to do if this happens. More generally, it is interesting to find out the 

perspective of a company operating in a country with disadvantageous market position but notoriously innovative 

spirit.  



Sulev  May 17 2016 

Copenhagen Business School  Page 22 of 133 

For these two reasons I believe that the chosen research strategy is most suitable for the specific research. In 

addition to that, practical considerations including time-frame of the research and access to research subjects has 

also influenced the chosen research strategy. 

 

Once the research strategy has been selected it is necessary to clarify what the data collection techniques will be. 

This subsection will identify the selected primary data collection techniques. The subsection will pursue 

transparency in order to allow the readers to replicate the research if they would like to. 

The current research will use a mixture of data collection techniques. This is referred as methodological 

triangulation (Denzin, 1978). Triangulation is time consuming but has two important benefits. First, triangulation 

can allow to capture different dimensions of the same phenomenon. In other words, triangulation can provide a 

richer output (Saunders, et al., 2009). Second, triangulation can also help cross-validate the data (Saunders, et al., 

2009) meaning that triangulation can help achieve credibility of the gained evidence. 

Most case studies use interviews as their main data collection technique (Saunders, et al., 2009). No exception will 

be made and this case study will also use interviews as its main data collection technique.  

The type of interviews will be semi-structured in order to allow for flexibility. A semi-structured interview is 

characterized by openness which allows new ideas to be brought up (Saunders, et al., 2009). Such approach will 

allow the researcher to follow leads and discuss new relevant issues as they arise (Saunders, et al., 2009). Semi-

structured interview will align with the exploratory objective of the paper. 

In addition to that, the type of interview questions within the semi-structured interview will be mostly open-ended 

meaning that the respondent is not confined to a limited number of answers. Such open-ended questions would 

encourage meaningful responses (Patton, 1990).  The open-ended nature of the questions aligns with the in-depth 

investigation objective of the paper.  

A common problem with open-ended questions is that they might be difficult for the respondents to answer and 

the respondents might provide quick answers that do not provide the intended insights (Saunders, et al., 2009). In 

addition to that, the answers to the open ended questions might be biased because the respondents might want to 

show themselves in a good light or they might want to please the researcher (Saunders, et al., 2009). That is why 

the researcher will be moderating the interview in a balanced way. The researcher will try to guide the interviewee 

by following predetermined general themes and asking clarifying questions but at the same time will be careful 
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not to steer the conversation too much because this can lead to interviewer bias. Interviewer bias occurs when the 

researcher frames the questions or interprets the responds in a way that confirms his/her views (Easterby-Smith et 

al., 2008). Thus, balanced approach for moderating the interviews is very important in order to minimize bias. 

The researcher will interview two research subjects within a single Swedish company. The researcher will 

interview the owner of the company Widens Akeri. In addition to that, a fuel controller at the company will also 

be interviewed. Both interviews will be recorded on tape and transcribed in order to enhance transparency. 

The company was chosen based on the region where it operates. As noted earlier, Sweden is in a disadvantageous 

position in the integrated road haulage market and it is interesting to find out how such company optimizes its 

operations. The interview subjects are chosen because of their ability to talk in English and mainly because of their 

extensive knowledge and expertise within the road-haulage sector. This would allow the researcher to probe deeply 

the underlying research questions and potentially gain useful insights. The number of research subjects was chosen 

in order to allow for cross-validation of the findings but taking into account the company size and other practical 

considerations. 

In addition to the semi-structured interviews with open-ended questions, the researcher will also utilize another 

data collection technique - a questionnaire. The questionnaire will be distributed to the truck drivers working 

within the case company. The truck drivers can provide another interesting perspective on cost-cutting techniques. 

Also, the data collected using the questionnaire can be another valuable way of triangulating the data collected by 

the semi-structured interviews. 

There are two main types of questionnaires – questionnaires that measure separate variables and questionnaires 

that are aggregated into a scale or an index (Mellenbergh, 2008). This paper will use a questionnaire that measures 

separate variables. Furthermore, the questionnaire will be web-based using “Qualtrics” software and will 

incorporate an open-ended question. According to Reja, Manfreda, Hlebec and Vehovar (2003), the advantages of 

using open-ended questions in a web-based questionnaire is that the bias which can arise by suggesting specific 

answers is avoided. In addition to that, they argue that web questionnaire with open questions is a technique which 

allows to discover the responses that individuals give spontaneously. 

The critique of questionnaire with open questions is that often it is difficult to achieve a high response rate (Reja 

et al., 2003). The author will try to deal with this problem by incorporating only one open-ended question and by 

asking the owner of the company to distribute the questionnaire to the truck drivers. However, this poses another 
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potential problem - the answers which the truck drivers provide might not be spontaneous and might be influenced 

by job considerations. That is why the questionnaire will be completely anonymous. 

Another critique of questionnaire with open questions is that often it is difficult to code the responses (Reja et al., 

2003). This can occur. However, even if this is the case and the answers are difficult to code, they will still align 

with the explorative purpose of the paper. 

 

After the data is collected the next step is to describe it (Biggam, 2008). The collected primary data will be grouped 

and incorporated in the empirical findings section under appropriate subheadings related to the investigated 

themes. However, the structure will also allow for incorporation of new ideas which corresponds to the overall 

explorative aim of the paper. 

After the data is described it must be analyzed (Biggam, 2008). The data will be compared and contrasted at a 

number of levels. On one hand, the data analysis process will compare and contrast the case study results to the 

findings in the literature review. On the other hand, the data analysis process will compare and contrast the findings 

from the different data collection techniques and research subjects. Figure 5 below illustrates how the data will be 

collected, described and analyzed. 
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Sometimes the analysis of data can be influenced by its quantitative or qualitative composition. As mentioned 

earlier, this paper uses two data collection techniques - semi-structured interviews and questionnaires. Saunders, 

et al., (2009) refers to this combination of data collection techniques as “multiple methods”. He argues that in this 

case there are four possibilities to analyze the collected data based to its qualitative or quantitative nature – “multi-

method quantitative study”; “multi-method qualitative study”; “mixed-method research” and “mixed-modal 

research”. Figure 6 illustrates them in a diagram. 

 

Note. Adapted from ”Research Methods for Business Students” by M. Saunders, P. Lewis, and A. Thornhill, 2009. 

Biggam (2008) believes that specifying the use of quantitative or qualitative data is not appropriate because social 

research often contains both. I agree with this view and I think given the open nature of the questions which will 

be used it is impossible to predict the composition of the data. When using the semi-structured interviews and the 

questionnaire with open question, it is more likely that qualitative data will be obtained, but respondents might 

also provide quantitative data. 

For this reason, the author will use a “mixed-modal research” when processing the data. Mixed-modal research 

means that quantitative and qualitative data analysis procedures can be combined (Saunders, et al., 2009). The 

advantage of such approach is that it does not restrict the researcher into using only a specific type of data and the 

respective analyzing techniques. Instead, it allows the researcher to use both qualitative and quantitative data and 

analyze it using the most appropriate technique. 
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When using case study strategy, secondary data is also valuable (Saunders et al., 2009). The secondary data will 

create a framework that will help analyze the primary data. The research will gather the secondary data through 

internal reports; industry studies; industry organizations and associations; government agencies; libraries; journals; 

statistics agencies; newspaper articles; websites of stakeholders; and other public sources. 

In fact, the report will first study the literature in order to find the newest insights and prevailing views about 

competitiveness enhancing strategies and mechanisms available to hauliers. This will provide useful framework 

and will allow to collect and analyse the primary data in an appropriate manner. 

 

Besides choosing the most appropriate research techniques for the investigation, it is also important to make sure 

that these techniques are valid and reliable (Biggam, 2008; Oppenheim, 1992). 

According to Biggam (2008) research is valid when it is acceptable to the research community. According to him 

a research is acceptable to the research community if: 

- it is “based on tried and tested research strategies and data collection techniques” (Biggam, 2008, p.99). 

- uses “data collection techniques that are relevant to your research” (Biggam, 2008, p.99). 

- “uses data analysis techniques (…) that are deemed appropriate to your research” (Biggam, 2008, p.99). 

As identified earlier, this research uses a case study research strategy which is an established strategy within the 

research community. Similarly, to the most case studies, the paper uses semi-structured interviews as its main data 

collection technique. The data analysis technique used allows for incorporation of new ideas and of both qualitative 

and quantitative data.  

Also, it is important to mention that external validity or generalization is beyond the scope of this paper and will 

not be pursued. Nevertheless, the author will conduct an interview with a representative of Nordic Logistics 

Association in order to partly address the problematic issue of external validity of case study research. 

Besides being valid, Biggam (2008) also argues that a research must be reliable. In his opinion a work must be 

trustworthy so that the results can be trusted. He believes that a work can be trustworthy if 1) the research methods 

are made transparent and 2) bias is minimized. 
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First, as indicated in the beginning of the section, one of the objectives is to present the research methods used as 

transparent as possible. This will not only make the research reliable but will also allow for replication of the study. 

Moreover, full transcript of the interviews and the questionnaire results will be made available in Appendix C. 

Second, Section 2.5 partly addressed the issue of bias. The section identified some of the common critique of semi-

structured interviews and questionnaire with open questions. Then, the author argued how he will take the common 

critique into consideration while collecting the data and stated that a balanced moderation of the interviews would 

be pursued. However, the section did not address how the author will achieve a “balanced moderation of the 

interviews”. The author will pursue such balanced moderation by minimizing the biases that can occur. However, 

biases can only be minimized if the author is aware of what to look for and how to manage it (Sarniak, 2015). For 

this reason, Table 4 and Table 5 below summarize some of the most common types of biases that can occur during 

an interview and strategies of how to minimize them. 

RESPONDENT BIAS Description How to minimize it? 

Acquaintance bias The respondents show a tendency to agree with 

and be positive about whatever the moderator 

says (Sarniak, 2015). 

Use questions that focus on the 

respondent point of view instead of 

using questions that imply there is a 

right answer (Sarniak, 2015). 

Social desirability bias Respondents answer questions in a way that 

makes them likeable. They might report 

inaccurately on sensitive issues (Sarniak, 2015). 

1.Phrase questions in a way that shows 

that it is OK to give a response that is 

not socially desirable (Sarniak, 2015). 

2.Ask indirect questions - what a third 

party thinks about an underlying issue 

can allow respondents to project their 

feelings on another party and answer 

truthfully (Sarniak, 2015). 

Habitation bias Respondents provide the same answer to 

questions that are phrased or worded in a similar 

way (Sarniak, 2015). 

Moderators must keep the interview 

conversational and vary question 

wording (Sarniak, 2015). 

Sponsor bias 

(not relevant for current 

research) 

The respondents’ feelings about the sponsor of 

the research might bias their responses (Sarniak, 

2015). 

Moderators should maintain a neutral 

stance (Sarniak, 2015). 

 

 

 

 



Sulev  May 17 2016 

Copenhagen Business School  Page 28 of 133 

RESEARCHER BIAS Description How to minimize it? 

Confirmation bias Researcher forms a hypothesis or belief and 

uses the respondent’s information to confirm 

this belief. It is extremely common (Sarniak, 

2015). 

Continuously reevaluate impressions of 

respondents and challenge pre-existing 

assumptions (Sarniak, 2015). 

Culture bias The cultural lenses of the researcher might bias 

its assumptions and views (Sarniak, 2015). 

Move toward cultural relativism. In 

other words, try to understand the 

respondents’ beliefs and activities in 

terms of their own culture. Extremely 

difficult to achieve in practice (Sarniak, 

2015). 

Question-order bias One question can influence the answers to 

subsequent questions (Sarniak, 2015). 

Unavoidable. Can be minimized by 

asking general questions before specific, 

positive before negative and unaided 

before aided can minimize it (Sarniak, 

2015). 

Leading questions and 

wording bias 

If the researcher elaborates on respondents 

answers this can put words in their mouth 

(Sarniak, 2015). 

Avoid summarizing the answer of the 

respondents (Sarniak, 2015). 

The halo effect See something or someone at a certain light 

because of a single attribute or answer 

(Sarniak, 2015). 

Avoid making assumptions about the 

respondents views based on a single 

answer (Sarniak, 2015). 

And lastly, besides the methodological triangulation discussed in Section 2.5, the research also uses partial theory 

triangulation which can help cross-validate the secondary data and establish credibility or trustworthiness of the 

findings (Denzin, 1978). 
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The theoretical framework will focus on the first part of Table 3, viz: 

RESEARCH OBJECTIVES LITERATURE REVIEW

 
During the course of collecting information for the paper more than 150 sources have been reviewed. Section 2.7 

listed the different type of sources which have been identified to be relevant and utilized to construct the literature 

review. 

The author will start the chapter by providing background information on the road haulage market and the 

participants in it. Then, the author will move on and discuss the cost savings mechanisms and techniques that can 

be utilized by haulage companies. While discussing these techniques and mechanisms the author will also critically 

evaluate them. The chapter will be concluded by briefly summarizing key issues that has emerged from the 

literature review. 

 

In order to identify and evaluate the cost savings mechanisms and techniques that can be used by a haulage 

company it is first important to discuss the important regulatory developments in the European market. 

Historically, the road haulage market in Europe has been strictly regulated. The heavy regulations have been 

mostly imposed in the period between 1928 and 1938 (OECD, 1997). The official reason for the imposition of 

strict regulations was to prevent undesirable effects from free competition. However, according to OECD (1997) 

the real reason was to protect the railways and transfer money in the public budgets. Some of the major regulations 

included, quantitative restrictions regarding market entry (the number of companies allowed to enter the market 

was limited) and strict price controls (predominantly in the form of minimum prices). 

After World War II the road freight market began to expand rapidly. Purchasing a truck and entering the road 

haulage market was a chance for many people to deal with unemployment (OECD, 1997). In 1970s and 1980s the 

EU countries started realizing that there is a need for liberalizing the EU transport market. In 1985 a substantial 

progress was made and the Council of Transport Ministers decided on guidelines toward a common transport 

policy. 
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Nowadays, the EU road haulage market is considerably liberalized. However, there are still important areas that 

are still regulated. More specifically, market entry is still controlled but not so heavily. Instead of quantitative 

restrictions, companies need to meet a minimum standard and have licenses which can be referred to as qualitative 

restrictions. In addition to that, cabotage is still not fully allowed because many believe it has negative effects on 

the profit margins of the companies in the industry. Moreover, some social and safety conditions like drivers’ 

hours and vehicle dimensions are also regulated. Regulations will continue to change in future affecting the players 

in the market. I believe that cabotage will not be universally allowed given its debatable nature. In addition to that, 

drivers’ hours are still going to be heavily regulated for safety reasons. However, I believe some vehicle 

dimensional restrictions are not directly related to safety and will be relaxed in the near future. Mr. Ole Jørgensen 

– Produktchef at Scania Danmark A/S also shares this view and believes some of the EU dimensional restrictions 

will be relaxed in the near future: “My estimation is 2018-2020” (O., Jørgensen, personal communication, June 

29, 2015) 

Also, it is evident that there are challenges in terms of harmonizing the market. For example, enforcement 

practices, sanctions, fuel prices differ across the EU countries. In addition to that, drivers’ wages vary substantially 

and affect the competitiveness of companies and regions (AECOM & European Commission, 2014b). 

The regulatory overview suggests that the regulatory developments played an important role in the development 

of the market. A common road transport policy helped establish the road freight transport as the dominant transport 

mode. Other transport modes like inland water and rail has not focused on developing common transport policies 

and have struggled to achieve such growth (OECD, 1997). However, there are still challenges related to 

harmonization which remain. 

The current regulatory framework and harmonization efforts affect the companies in the market. AECOM and 

European Commission (2014b) argue that differences in regulatory regimes continue to exist and that the 

implications of these differences are that they affect the cost of hauliers based in different Member States in 

different ways. 

 

The liberalization efforts discussed in the previous subsection has led to a tremendous growth of the road haulage 

market (Ecorys & Ernst & Young, 2004). In 1994, the market in Europe generated 1061 billion tkm (OECD, 1997), 

whereas in 2013, it generated 1720 billion tkm (European Commission, 2015a). Currently, the road haulage sector 

in Europe accounts for more than 70% of all inland freight transport activity (excluding maritime transport). As 
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illustrated in Figure 7 below, Sweden makes no exception and the road freight transport dominates the local 

market. 

 
Note. Adapted from “Freight Transport Statistics” by Eurostat, 2016. 

 

Road freight transport is broadly separated on two parts – own account; and hire and reward. Own account 

transport is transport activity performed by different departments of the same company, whereas hire and reward 

is a transport activity performed by one company for another company (Boylaud & Nicoletti, 2001).  Hire and 

reward transport dominates the market in Europe and accounts for 95% of the goods moved in the region (AECOM 

& European Commission, 2014a). Sweden does not make an exception and, in fact, has one of the smallest own 

account activity as evident from Figure 8. 
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Note. Retrieved from “Task A: Collection and Analysis of Data on the Structure of the Road Haulage Sector in the European 

Union” by AECOM and European Commission, 2014a. 

 

The implications of the high hire and reward operations in Sweden are that it is extremely unlikely that a company 

willing to transport goods will purchase its own vehicles and use them for the transport. Instead, in Europe and 

Sweden specifically companies prefer to use the services of specialized companies. This can suggest that there is 

market demand for such services.  

Hire and reward companies perform both domestic transport and international transport. Domestic transport is an 

activity that is carried out in the country where the vehicle is registered. International transport, on the other hand, 

can take two forms. European Commission DG for Mobility and Transport (2011) provides definitions of both 

forms of international transport which are grouped in Table 6 below. 
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Bilateral international transport -  where either the loading or unloading activity takes place in the country where 

the vehicle is registered 

Crosstrade - where loading and unloading take place in two different countries none of which is the country where 

the vehicle is registered 

Note. Adapted from “Market Trends and structure of the road haulage sector in the EU in 2010” by European Commission 

DG for Mobility and Transport, 2010. 

In addition to domestic and international transport, there is another type of transport which is conducted in 

international context but is not part of crosstrade transport or bilateral international transport. It is called cabotage 

and is similar to crosstrade. The difference is that while in crosstrade the transport of goods is done between two 

countries none of which is the country where the vehicle is registered, in cabotage the transport of goods is done 

between two places in a single country by a foreign operator. Cabotage has been widely debated and is not well 

accepted by the haulage community (AECOM & European Commission, 2014a). In addition to that, as evident 

from Section 3.1 cabotage has been forbidden in the past. Nowadays, it is only partly allowed. Specifically, a 

foreign operator has to go out of the country seven days after the truck is unloaded and the loading document is 

signed; or immediately after three domestic operations are performed. Cabotage rules are strict and penalties are 

heavy – 50 000 SEK. Cabotage is extremely debatable. It is good because it allows companies to find loads and 

partly solve empty running. However, it is bad for local companies because it drives haulage rates and profit 

margins of these haulage companies down. 

The share of domestic vs. international road freight transport varies greatly between the different Member 

countries. As evident from Figure 9 below, Sweden is heavily focused on domestic transport. That is logical given 

that the high costs characterizing the market does not provide the Swedish hauliers with competitive advantage in 

an international context. 
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Note. Adapted from “Freight Transport Statistics” by Eurostat, 2016. 

 

In Sweden, the road freight transport generated 27.5 billion tkm in 1994 (European Commission, 1997). In 2014 

it generated 42 billion tkm in total (Eurostat, 2016). Three billion tkm were contributed by bilateral international 

transport and 39 billion tkm were contributed by domestic transport (Eurostat, 2016). This fact also shows that 

Swedish hauliers focus heavily on domestic transport. As suggested earlier, this can be a result of difficulty to 

compete in an international context. However, this does not mean that Sweden is not competing with international 

hauliers. Since the market is integrated and considerably liberalized, international hauliers are allowed to go to 

Sweden and conduct cross-trade and partial cabotage operations in Sweden. This can negatively affect the 

competitiveness of the companies based in Sweden.  

As evident from Table 8 below, cabotage activity and cross trade for 2014 were negligible. However, given that 

there is a wide European problem with the enforcement of regulations which among other things include cabotage 

limitations, statistics cannot be blindly trusted and it is likely that cabotage and cross-trade activities are higher. 
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On the question “Are the cabotage rules followed in Sweden?” Mr. Ulric Langberg, “Branchchef” at “Sveriges 

Åkeriföretag”, stated “you wish” (U., Langberg, personal communication, April 20, 2016). He continued by saying 

that there is a joke in the field that from March 2015 to March 2016 – 86 trucks breaking the cabotage rules have 

been caught in Sweden simply because 86 checks have been made. He mentioned that a big problem in Sweden is 

that there are practically no traffic controls and checks. The implications of this is that a Swedish company has to 

compete with foreign companies on a much larger scale than what the statistics are suggesting. Mr. Langberg also 

discussed haulage rates and mentioned that a typical rate for domestic long haulage performed by a Swedish truck 

is 95-100 SEK whereas the rate for similar trip performed by a Bulgarian or Romanian truck is 35-70 SEK. This 

further highlights the disadvantageous position of the Swedish hauliers. 

 
Note. Retrieved from “Trafik Analysis. Vehicles 2015” by SCB, 2016. 

 

The typical margins for both domestic and international haulage are extremely small. They usually range between 

0% and 10% (AECOM & European Commission, 2014a).  Also, evidence of negative margins is not uncommon 

in the industry (AECOM & European Commission, 2014a). In terms of haulage rates, there are a few important 
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relationships that can be identified. First, usually the rates for international haulage are lower than domestic 

haulage. The reason for this is that often it is difficult for hauliers to find backloads after a domestic haulage trip 

is finished and empty running has to occur. Second, usually an international haulier operating in a foreign market 

transports the goods cheaper than a domestic haulier. The reason for this is that usually such international haulage 

companies have lower operating expenses than their domestic competitors. Third, the size of the supply chain also 

affects the haulage rates. The shorter the supply chain is – the lower the haulage rates are (AECOM & European 

Commission, 2014a).  

 

The European road haulage market is complex but a few major stakeholders can be identified. First, there are the 

shippers/customers who are willing to pay for a transport service. In a small proportion of the cases, these 

shippers/customers work directly with the hire and reward companies which transport their goods. However, more 

commonly the shippers do not work directly with the hauliers but outsource their transport requirements to 

intermediaries instead. These intermediaries can be 3PL companies, 4PL companies or freight forwarders. In other 

words, these logistic companies control the contracts with the end-customers and then subcontract them to the road 

haulage companies (AECOM & European Commission, 2014a). Sometimes big hire and reward companies might 

also provide value-added services and be vertically integrated, thus act as both hauliers and intermediaries. But 

more often the companies are separated. 

In Europe, the number of haulage companies is large and the competition among them is fierce. The haulage 

companies are mostly small enterprises (AECOM & European Commission, 2014a). Figure 10 below shows that 

only Luxembourg, Netherlands and Lithuania have an average company size of more than 10 employees. The 

average haulage company size in Sweden is 4 employees. It is important to note that the statistics was done in 

2010 and following the financial crisis some downsizing might have taken place. However, even if the average 

company size has grown since 2010, AECOM and European Commission (2014a) asserts that small enterprises 

still dominate the market. AECOM and European Commission (2014a) also argues that only 2% of the haulage 

companies have more than 20 employees. 
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Note. Retrieved from “Task A: Collection and Analysis of Data on the Structure of the Road Haulage Sector in the European 

Union” by AECOM and European Commission, 2014a. 

 

As a result of the issues discussed above, the haulage companies are price takers. So, costs are extremely important 

for these companies. European Commission (2014a) adduces that: “Cost levels are one of the key factors 

determining competitiveness in the road haulage sector.” (European Commission, 2014a, p.10). European 

Commission also indicates that companies are under a continuous cost pressure. This can suggest that the problems 

with the enforcement of rules discussed earlier are most likely also partly related to the high cost pressure the 

companies are under. In addition to that, this fact suggests that cost optimization is extremely important for 

companies competing on this market. According to European Commission (2006) companies have undertaken 

measures in an attempt to reduce the operational costs. These efforts have been directed to reduce empty running, 

outsource unprofitable work and source cheaper fuel. Clearly, there are other opportunities to reduce operational 

costs but before analyzing them it is important to break down the typical costs a haulage company has. 

The costs of a haulage company can be broadly separated on three categories: fuel (consumption, duties and taxes); 

drivers (wages, training and social charges); and other (maintenance, tires, financing, etc.) (AECOM & European 

Commission, 2014a). 
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According to AECOM and European Commission (2014a) in Europe fuel costs usually represent from 26% to 

38% of the overall costs a haulier has. The fuel costs vary depending on the haulage distance. In Sweden, for long 

haulage as of 2016 these costs represent an average of 25%-26% of the overall expenses of a typical haulage 

company (U., Langberg, personal communication, April 20, 2016). 

In their research AECOM & European Commission (2014a) argue that rising fuel costs are not always possible to 

pass to the intermediary or the customers and that such scenario negatively affects the hauliers’ margins. According 

to them, large hauliers are twice more likely to recover fuel costs than small hauliers but it is not common. In 

addition to that, they state that a commonly held view across the shippers is that hauliers should not be compensated 

for such fuel price increase because that will induce them to innovate, decrease fuel consumption and positively 

affect the environment. This is understandable but it is a strange view given the extremely low margins the hauliers 

earn. However, in Sweden, according to Mr. Langberg, usually the contracts incorporate a fuel clause connected 

to an index (U., Langberg, personal communication, April 20, 2016). The implications of this is that the risk of 

fuel price increase is not carried by the Swedish haulage companies. If AECOM and European Commission 

(2014a) have correctly analyzed the different contracts in their study which do not include Sweden, this might 

suggest that in terms of contract structure Swedish hauliers are in an advantageous position over most of their 

foreign competitors because of the fact they do not carry the risk of fuel price increase. 

In Sweden, most heavy-duty vehicles operate on diesel fuel. Table 8 lists the number of vehicles in Sweden 

according to type of power. 
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Note. Retrieved from “Trafik Analysis. Vehicles 2015” by SCB, 2016. 

 

It illustrates that in 2015, 97% of all heavy-duty vehicles in use in Sweden are equipped with diesel internal 

combustion engines. When comparing diesel with gasoline this is logical given the efficiency benefits of diesel. 

Diesel engines can convert around 45% of the fuel energy into a mechanical energy, whereas gasoline engines are 

only about 30% efficient (National Academy of Sciences, 2010). However, it is interesting that newer types of 

power are not being utilized. There might be a lack of offering of such types of vehicles on the market or barriers 

in terms of high cost associated with such technology, lack of incentives, etc. 

The price of diesel varies across Europe and has decreased in the last year (European Commission, 2016). The 

current price per liter of diesel in euro across Europe is illustrated in the Figure 11 below. 
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Note. Retrieved from “Weekly Oil Bulletin” by European Commission, 2016. 

 

As evident from the figure, Sweden has the highest diesel fuel price in Europe along with UK. This is partly a 

result of the high taxes and duties imposed by the government on diesel fuel. 

The taxes and duties imposed on diesel fuel in Sweden are VAT, energy tax and carbon tax. According to Rac 

foundation (2014), Sweden ranks second in Europe only after UK by percentage of pump price that is tax. Rac 

Foundation has also estimated that in Sweden the total diesel tax and duties amount to 56% (31% fuel duty and 

25% VAT). This means that with a pump price of 1.32 euro, the pre-tax price per liter is 0.58 euro cents. It is also 

important to note that 25% of the fuel price (or the VAT) can be claimed back as a business expense. 

Given the high fuel price in Sweden, it is interesting that the fuel costs have much lower share in the overall 

expenses in Sweden than the fuel costs in other EU countries like Poland for example. AECOM and European 

Commission (2014a) study provides an argumentation for why this is the case: “In Eastern European countries, 
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where labour is a lower cost, fuel costs have a larger share in overall operating costs. The fuel costs can still be 

lower than those in Western Europe though.” (AECOM & European Commission, 2014a, p. 72) However, it is 

important not to undermine the possibility that there might be differences in types of trucks and/or drivers’ training. 

In Sweden, more economical trucks might be utilized and/or drivers might drive in a more economical way through 

using some techniques that are going to be discussed later. 

 

In 2014, the transport and logistics sector in EU-28 employed 4.5% or 10million of all people employed in the 

European Union (European Commission, 2014b). In 2012 it employed approximately the same number of people 

– 10,5milliion. (European Commission 2015a). In 2012, the EU-28 road freight sector alone employed 2.95 million 

people (European Commission 2015a). This amounted to 27.9% of the employment in all transport modes in EU-

28. 

Along with fuel, drivers’ wages are one of the biggest expenses a typical haulage company has. According to 

AECOM and European Commission “the typical proportion of driver costs as a proportion of overall operating 

costs is around 33%.” (AECOM & European Commission, 2014a, p.64).  

Figure 2 in the Introduction illustrated this fact. However, it is important to note that the driver costs also include 

training and social contribution and the numbers are not entirely composed by drivers’ wages. 

Nevertheless, the figure suggests that driver expenses vary substantially across different regions in Europe. For 

example, for a Scandinavian country, Denmark in this case, driver expenses are one of the biggest costs a haulage 

company has. They represent more than half of the overall expenses of haulage companies. In Poland, on the other 

hand, these costs are substantially lower representing only 20% of the overall expenses of haulage companies. 

However, it is important to note that the data is from 2011 and since then changes might have occurred. Even, if 

this is the case, AECOM and European Commission (2014a) assert that wages are not harmonized across Europe. 

In addition to that they they argue that the discrepancy is big and warn that this can lead to the so called “race to 

the bottom” resulting in lower profit margins for all companies in the industry (AECOM & European Commission, 

2014a). Section 3.1 similarly identified that one of the big problems in the industry is lack of harmonization in 

driver wages. More specifically, this means that companies operating in countries with higher standard of living 

characterized by high wages are in disadvantageous position because of the fact they have to pay higher 

remunerations than their international competitors. Similar statement is made by AECOM and European 

Commission (2014a). They argue that “Hauliers from countries with high labour costs are at a competitive 

disadvantage in this market” (AECOM & European Commission, 2014a, p.71) 
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Besides, the differences in driver wages across the EU Member countries, another important issue is that there is 

a driver shortage in the European market. According to AECOM and European Commission (2014a) the driver 

shortage is as result of strong demand and negative image of employment in the sector. Also, European Agency 

for Safety and Health at Work (2014) has estimated that Europe’s transport workforce is ageing at a faster rate 

than the general working population suggesting that the driver shortage might get even worse in future. The 

implications of this is that in future companies might have to pay more to drivers in order to attract them or retain 

them in the company. 

In the next four paragraphs, the author is going to discuss the specific Swedish drivers market.  

Sweden is a country characterized by high labour costs and 3 653 000 people are working in the service industry 

(Global Employment Trends, 2014). This represents approximately half of the Swedish population. In 2014, the 

transport and logistics sector in Sweden employed 272 000 people (European Commission 2015a). The road 

freight sector alone employed 78 000 people in Sweden (European Commission 2015a). So, similarly to the 

broader European market the road freight transport employment in Sweden accounted for around 30% of the 

employment in all transport modes. 

In Sweden, typically long haulage driver costs represent 41%-43% from all expenses a Swedish haulier has (U., 

Langberg, personal communication, April 20, 2016). There is no minimum wage set by law but there is an 

agreement for a typical yearly wage in the industry which was reworked on 15.04.2016 (U., Langberg, personal 

communication, April 20, 2016). A typical driver yearly wage in Sweden is SEK 311 832 without tax. The tax a 

company has to pay on this amount is SEK 114 566 or 36.7%. 

It is difficult to compare a typical Swedish salary with a salary in other parts of Europe for two reasons. First, such 

information is not easily accessible and often confidential. And second, many haulage companies tend to pay the 

minimum allowed salary in order to pay less in social charges (AECOM & European Commission, 2014a). 

Nevertheless, as indicated earlier, according to AECOM and European Commission (2014a) the wages in Easter 

Europe are much lower than these in Western. The implication of this for companies is that it is not uncommon 

for Western European hauliers to employ Eastern European drivers who have lower salary demands (AECOM & 

European Commission, 2014a). This practice is known as social dumping. In the road freight industry, social 

dumping is described as the practice of employing cheaper labor in the form of foreign drivers or flagging out the 

operations to another country. European Commission is aware that social dumping exists but do not know its exact 

proportions. 
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In Sweden if drivers’ shortage exists it is safe to assume that it is not due to the lack of licensed drivers. Table 9 

below indicates that in 2015 there are 26 573 number of semi-trailers. Each of these semi-trailers is pulled by a 

tractor unit. In order to operate such composition a person has to possess driving license C+D. Table 10 illustrates 

that as of 2015, a total number of 532 221 people in Sweden have such driving license. The implications of this is 

that there is no shortage of lack of expertise in the area. So, if a shortage exists in the Swedish market it is likely 

not a result of a big demand for drivers as argued by AECOM and European Commission (2014a) but of other 

factors such as image of the job or better opportunities for the people possessing such licenses.  

 
Note. Retrieved from “Trafik Analysis. Vehicles 2015” by SCB, 2016. 

 

Also, similarly to what the European Agency for Safety and Health at Work (2014) has estimated, Table 10 also 

shows that in Sweden 54% of the people possessing license for driving heavy duty vehicle plus trailer are between 

45 and 64 years of age. 
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Note. Retrieved from “Trafik Analysis. Vehicles 2015” by SCB, 2016. 

 

As indicated earlier, fuel and driver costs are the major costs a haulage company has. Other costs are related to 

taxation, vehicles and maintenance but do not represent a major cost category for a typical haulage company in 

Sweden. In Sweden, the taxation regarding fuel and driver costs was discussed in the respective fuel and driver 

costs sections. In addition to that, there is a taxation for the vehicles and for using the road infrastructure. The road 

tax in Sweden for a heavy-duty vehicle is approximately SEK 11 000 per year. Also, a haulage company has to 

pay SEK 27 000 vehicle tax per year (U., Langberg, personal communication, April 20, 2016). There might be 

other minor tax expenses but it is evident that this is negligible amount compared to the fact that a typical long 

haulage truck usually generates SEK 2.5 million in revenue per year (U., Langberg, personal communication, 

April 20, 2016).  

The author has already discussed, fuel costs, driver costs and taxation. In addition to that, there are other costs 

such as financing, maintenance and tires. These costs also represent a small percentage of the overall costs a 

haulage company has. However, it is important to identify that some of these costs are related to other aspects and 

should not be neglected. For example, through utilizing low rolling resistance tires, which is going to be discussed 
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later, companies might significantly decrease their fuel costs. In addition to that, AECOM and European 

Commission (2014a) argue that the costs of spare parts are fairly similar across Europe but they ascertain that the 

cost of maintenance might vary across Europe.  

The next subsections will discuss how some of the major costs haulage companies have can be minimized. 

 

One of the ways a haulage company can address its costs is to minimize its fuel consumption.  

The amount of fuel a heavy-duty vehicle consumes is determined by a number of factors. Some of these factors 

include: engine parameters, average speed, weight of the load, type of tires, driver’s behavior, design of the cabin 

and trailer design (National Academy of Sciences, 2010). 

Figure 12 below illustrates the different areas in a heavy-duty truck where energy losses occur. 

 
Note. Retrieved from “Technologies and approaches to reducing the fuel consumption of medium- and heavy-duty vehicles.” 

by National Academy of Sciences, 2010. 

 

It shows that there is a difference between energy losses in urban driving and energy losses in highway driving. 

As the author has mentioned earlier, long haulage is mostly associated with highway driving. The speed limit in 

Sweden is 80km/h for a heavy-duty vehicle with attached trailer (Swedish Transport Agency, 2015). 

The figure identifies that the biggest energy losses for highway driving occur from the engine, aerodynamics 

(vehicle design) and rolling resistance. Existing technologies offer a variety of ways for heavy-duty trucks to 
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improve their efficiency. The next subsections will address each of these areas and identify improvements or 

alternatives. 

 

As identified earlier, 97% of all heavy-duty vehicles in Sweden are equipped with a diesel internal combustion 

engines. 1.37% of the vehicles are equipped with gasoline engines which are less efficient than diesel and 1% of 

the vehicles are running on gas or multiple fuel types - flexi-fuel (SCB, 2016). 

The number of gaseous or flexi-fuel trucks in operation is so small that there is no research on how fuel costs for 

a HDV are addressed by these types of alternative fuels. The most popular type of gaseous fuels are methane and 

propane. Methane is a compressed natural gas, whereas propane is a by-product of natural gas processing and 

crude oil refining. Usually, such fuels are not used in their pure form but along with diesel forming a flexi-fuel. 

Flexi-fuels usually consist of mostly methane or propane and a small percentage of diesel as the pilot fuel (National 

Research Council, 2014). 

Similar to gasoline and diesel, propane is not environmentally friendly. In addition to that it is less energy efficient 

than diesel (National Research Council, 2014). In that regard it has similar characteristics to gasoline which is 

gradually being replaced. The only advantage it has is that it is cheaper than diesel and gasoline. However, given 

the environmental restrictions in the road haulage industry which are becoming stricter, the relatively low 

efficiency of the fuel and the availability of better alternatives like methane which is going to be discussed in the 

next paragraphs, it is safe to assume that propane fuel usage will likely not grow in future.  

On the other hand, flexi-fuel engines using methane as their primary fuel source can partly replace the diesel 

engines in future. The reason for this is that natural gas which consists mostly of methane contains approximately 

a quarter less carbon per energy unit than diesel (National Research Council, 2014). This means that methane fuel 

is significantly more environmentally friendly than diesel. In addition to that, methane is usually cheaper than 

diesel. The booming shale gas industry has caused the price of a natural gas to be three times lower than the price 

of diesel (Delgado & Muncrief, 2015). However, a major disadvantage of such fuel is that is has approximately 

10% efficiency loss compared to diesel (Delgado & Muncrief, 2015). Furthermore, Gibson, Polk, Shoemaker, 

Srinivasan and Krishnan (2011) argue that in heavy loads the energy efficiency of natural gas might decrease 

further. 

The adoption of trucks using methane as their primary fuel is small. Table 8 in Section 3.3 showed that all trucks 

operating on gaseous fuels represent just 1% of all heavy-duty vehicles in Sweden. The broader picture is similar. 

In the US for example, Delgado and Muncrief (2015) argue that less than 1% of the trucks are operating on a 
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natural gas. Some of the reasons for such low market penetration include “limited fueling station infrastructure, 

the additional cost and weight of natural gas equipment, and the need for upgraded maintenance facilities” 

(Delgado & Muncrief, 2015, p.9). 

To the challenges suggested by Delgado and Muncrief (2015) I will add the lack of offering of such vehicles. A 

look at the market offerings of heavy-duty trucks in Europe show that only Volvo offer such type of truck. It is 

called FM MethaneDiesel and can run on both diesel and methane so in a sense it limits one of the challenges 

related to fueling infrastructure. However, the truck is only available in limited numbers and on limited markets 

(Volvo Trucks Global, n.d.).  So, it is likely that there are manufacturing concerns preventing the wide offering of 

such vehicles. 

So, as evident there are still challenges preventing most hauliers from using such technology. However, most 

estimations are that the situation is going to change in future and natural gas vehicles will have a larger share. But 

researchers cannot agree on a single estimation of the exact proportion of the future market share. The National 

Petroleum Council (2012) has estimated that by 2025, 20% of all vehicles will be running on a natural gas. On the 

other hand, Delgado and Muncrief (2015) argue that market penetration of such vehicles could be 10% in 2025. 

Yet another study by US Department of Energy (2015) estimates that natural gas could be the fastest growing fuel 

with an average annual market demand increase of 10% from 2012 to 2040. The study also projects that the heavy-

duty vehicles using natural gas will grow by 14% per year and will be the leading segment that will drive the 

estimated growth. A reason that can prevent such high-growth is that natural gas might not be as environmental 

friendly as it looks. A study, conducted by 16 scientists from federal laboratories and seven universities including 

MIT, Harvard and Stanford argues that the extraction and the production of natural gas leak negative emissions 

offsetting some of the advantages of using the alternative fuel (Brandt et al., 2014). However, it is important to 

note that this study is considering wider areas of the supply chain. If looking purely from haulage perspective, the 

methane fuel releases less CO2 emissions and is environmentally friendly. Also, in Sweden, there are a number of 

biogas in liquid and gas form suppliers (methane suppliers) who meet the sustainability criteria set in act 2010:598 

so even if the production of such fuel is not be entirely environmentally friendly, it is legal in Sweden, where the 

sustainability regulations are stricter than EU (Swedish Energy Agency, 2015). 

Regardless of whether the market grows and whether the practices of the wider supply chain are environmentally 

friendly, flexi-fuel engines using methane as their primary source of energy remain a viable option for hauliers 

who are willing to be on the forefront of development. By adopting such technology, these hauliers would face 

some challenges but will cut their operating fuel expenses as long as natural gas remains substantially cheaper 

than diesel. 
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Another alternative fuel types are the biodiesel and bioethanol. Bioethanol is derived from plants, whereas 

biodiesel is derived from natural oils such as animal fats or vegetable oils. Table 11 below illustrates all types of 

biofuels used as transport fuels in Sweden. 

 
Note. Reprinted from “Energy in Sweden 2015” by Swedish Energy Agency, 2015. 

 

As illustrated in the figure, in Sweden there are currently five biodiesel types. Out of these fuels, RME and HVO 

are compatible with current diesel engines in trucks, whereas B5, B100 and FAME are not compatible with all 

engines (Swedish Energy Agency, 2015). The fact that HVO and RME can be used in standard diesel engines 

without adjustments makes them viable alternatives for hauliers. In 2015, HVO was made available for the use of 

heavy-duty vehicles and since then its usage has seen a sharp increase. Sweden promotes the use of such fuels 

through tax reliefs. All biofuels are fully exempt from carbon dioxide taxes. The price of HVO and FAME biofuels 

fluctuate but the tax reliefs aim to make them competitive to diesel (Swedish Energy Agency, 2015). So, it can be 
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argued that the prices for a haulage company are relatively similar for diesel, RME and HVO. However, the 

efficiency of 100% HVO is lower than the efficiency of fossil-based diesel fuels (Aatola, Larmi, Sarjovaara & 

Mikkonen 2008). 

According to SCB (2016), only 0.10% of all heavy-duty vehicles are equipped with engines that allow them to run 

on biofuels. However, I argue that given that some biofuels can be used in current diesel engines its usage might 

be higher than what this statistic is suggesting. Another important issue is that there are not direct economic 

advantages for haulage companies to use biofuels. The reason for this that the prices of major biofuel types like 

RME and HVO are similar to diesel but the fuels are less efficient than diesel. So, given the high cost pressure in 

the haulage industry, it is unlikely that hauliers will switch to such biofuels. 

Yet another power alternative is electric power. Fuel consumption can be significantly decreased if hybrid powered 

vehicles are used. As of 2015, there are only 23 hybrid heavy-duty vehicles running on both fuel and electric 

power. Such vehicles represent only 0.03% of all heavy-duty vehicles in Sweden. Pure electric heavy-duty trucks 

are non-existent. There are around 1000 fully electric trucks operating worldwide but these are smaller distribution 

trucks and are not used for long haulage (Aarnik, Boer, Kleiner & Pagenkopf, 2013).  

The reason why no pure electric heavy-duty trucks are used is that at this point the technological development 

does not allow the offering of such trucks. However, the companies Lithium Storage GmbH and Kuhn Switzerland 

AG are currently working on a project to bring long haulage battery powered truck by the end of 2016 (Oekonews, 

2016). Even if this happens, it is likely that in the near future it is going to be expensive technology to adopt. 

The hybrid vehicle trucks’ market penetration is also extremely small. A hybrid vehicle stores the energy used 

while braking and then uses this energy when the vehicle is in need of power. This process helps reduce fuel 

consumption. A hybrid vehicle can also use external electric source of energy but in that case it is called a plug-in 

hybrid (Anderson & Edtfeldt, 2013). The costs for hybrid trucks are significantly higher than the cost of 

conventional trucks since large scale market implementation has not been achieved (Anderson & Edtfeldt, 2013). 

In addition to that, hybrid trucks are predominantly used in urban driving. A look in the market shows that there 

is no market offering for long haulage hybrid trucks. However, on 15.10.2015 Scania has announced that they are 

adding a hybrid truck which is being tested by trucking and environmental journalists (Scania, 2015). This case 

and similar tests might explain the 23 hybrid trucks in operation in Sweden as of 2015  

However, one thing is evident. For a haulage company willing to replace their vehicle fleet with hybrid or electric 

trucks in order to address their fuel consumption, it is still practically impossible. The major reason is that there is 

a lack of market offering of such products. 
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A fuel consumption can be addressed by using alternative sources of power but that is not the only way how fuel 

costs can be minimized. Unlike in most of Europe, in Sweden bigger vehicles can be used. Figure 13 below 

compares the allowed load capacity of the vehicles in Sweden to the load capacity of the standard vehicles in the 

EU.  

 
Note. Retrieved from “Society and traffic division” by Swedish Road Administration, 2008. 

 

The system used in Sweden is called module or modular system. When directive 96/53EC was adopted all transport 

ministers except the Swedish and the Finish committed not to make use of modular vehicles until the European 

Commission has evaluated the system (Swedish Road Administration, 2008). This is the reason for why such 

heavier vehicles are currently allowed and widely used in Sweden and Finland. When using such vehicles, the 

trucks can operate only between two member states and not more (Nordic Logistics Association, n.d.).  

The figure clearly shows that the same load in Sweden can be transported with two vehicles rather than with three 

because the load capacity of vehicles operating in Sweden and Finland is higher. Heavier trucks consume more 

fuel but one benefit of using them is that the total fuel consumption per goods transported is lower. The 

implications of this for a Swedish haulage company is that the fuel consumption per tonne transported is less than 

if the company has to perform an additional trip. Another advantage for a Swedish company is that in a sense this 
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modular system provides them with competitive advantage over international hauliers. This is the case because of 

the fact that, as mentioned earlier, according to current regulations if a haulier operates a modular system they are 

not allowed to circulate between more than two member states. Given the large distance nature of international 

haulage and the integrated European road haulage market it is unlikely that an international haulier will use a 

modular type of vehicle in Sweden and will not operate the vehicle between more than two member states. Some 

international hauliers based in neighboring countries to Sweden can do that but it is important to clarify that in 

such scenario they restrict themselves to conduct transport only between Sweden and their domestic country and 

it is unlikely that they will do that. For this reason, modular system partly creates competitive advantage for a 

Swedish company. Given all this, it is not clear whether the current efforts of the Nordic Logistics Association 

(n.d.) to make the European Commission allow modular vehicles to circulate between more than two member 

states will benefit the Swedish hauliers. 

Swedish Road Administration (2008) estimates that regular European combination of trucks plus trailers represent 

about 11% of all heavy-duty vehicles in operation in Sweden. However, it is important to note that since 2008 this 

figure might has changed. Another important consideration to have when looking at this figure is that often rules 

regarding cabotage are not enforced as discussed earlier and most hauliers performing cabotage use European 

combinations given the restrictions discussed above. 

A disadvantage of such modular system is that some believe that it might compromise safety. However, a study 

conducted by Swedish Road Administration in 2002 showed that the length dimensions of vehicles are not 

considered to affect traffic safety (Swedish Road Administration, 2008). 

A typical total length restriction in EU is 18.75, whereas the traditional total length in Sweden is 24 meters (TFK, 

2007). The length of a traditional Swedish truck is 7.2 meters and the length of the trailer is 12 meters. A total 

number of 48 pallets can be transported using the traditional Swedish system. The modular system in Finland and 

Sweden allows for the use of a combination up to 25.25 meters. Under that system, the 7.82 meters component 

can collect 19 pallets, whereas the 13.6 meters component can collect 33 pallets. (Swedish Road Administration, 

2008). 

The height and width restrictions are also set by law and unlike length restrictions Sweden makes no exception. 

The height restrictions in the European Union, including Sweden, are four meters, whereas width is restricted to 

2.55 meters (2.60 meters for refrigerated trailers) (Transport & Environment, 2010; Swedish Transport Agency, 

2015). 
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The weight restrictions on the other hand are not so straightforward and depend on a number of things. For regular 

13.6 meter trailers the maximum weight depends on the number of axels, the distance between the axels and on 

where the load is put (H., Cassepierre, personal communication, April 21, 2016). The axle distances and permitted 

grows weight is stated in the registration certificate of the vehicle (Swedish Transport Agency, 2015). Usually, for 

a European combination the weight limit is 40 tonnnes whereas for a traditional Swedish composition the 

maximum weight of the whole composition - truck, trailer, fuel and load is 64 tonnes (H., Cassepierre, personal 

communication, April 21, 2016). 

It is also important to identify that the current EU directive allows for many dimensional restrictions regarding the 

use of heavy-duty vehicles on the roads (Swedish Road Administration, 2008). The author has discussed some of 

these exceptions with Hans Cassepierre from Transport Styrelsen and he shared that a 32-meter-long composition 

is also allowed in some instances but with special regulation (H., Cassepierre, personal communication, April 21, 

2016). 

In addition to that Hans Cassepierre briefly touched upon aerodynamic equipment and mentioned that companies 

using aerodynamic equipment that impact the size restrictions of their trailers need to have a special permit 

allowing them to use the equipment (H., Cassepierre, personal communication, April 21, 2016). In 2010, there 

was a proposal to make aerodynamic equipment increasing the length of the trailer up to 60mm exempt from length 

restrictions (Transport & Environment, 2010). But currently these items are not completely exempt and a special 

permit is required (H., Cassepierre, personal communication, April 21, 2016). 

3.5.3  

In the previous two subsections the author identified the opportunities for hauliers to reduce their fuel consumption 

through using different power options and through using heavier vehicles. In this section the author is going to 

look into how fuel consumption can be addressed through a more aerodynamic vehicle design. A more 

aerodynamic vehicle design improves the fuel efficiency of the trucks by streamlining the airflow and reducing 

the drag. 

At 80km/h approximately 40% of the engine power is used to overcome the drag (Platform for Aerodynamic Road 

Transport, 2016). So, it is not surprising that aerodynamics is the second biggest area where efficiency losses 

occur. As indicated earlier, these losses account for 15%-22% of the overall efficiency losses in highway driving, 

according to the National Academy of Sciences (2010). Figure 14 below illustrates this issue. In addition to that, 

the figure indicates where the opportunities for fuel consumption reduction lie. 
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Note. Retrieved from “Technologies and approaches to reducing the fuel consumption of medium- and heavy-duty vehicles.” 

by National Academy of Sciences, 2010. 

 

It is important to note that the exact estimations for fuel consumption reduction illustrated in the figure have been 

done at 65mph or 104km/h. As identified in Section 3.5, in Sweden, the speed limit for highway driving for heavy 

duty vehicle with attached trailer is 80km/h. So, the exact proportions of fuel consumption reduction in Sweden 

might differ from the ones illustrated above. National Academy of Sciences (2010) argues that the lower the speed 

is, the lower the efficiency benefits from aerodynamics are. However, Mohamed-Kassim and Filippone (2010) 

prove that there are also aerodynamic benefits at lower highway speeds. National Academy of Sciences (2010) 

though, indicates that at urban driving aerodynamic improvements might not affect fuel consumption. 

Nevertheless, it is clear that for long-haulage vehicles, driving at highway speeds and not in urban conditions, 

efficiency benefits exist even if their exact proportions might vary depending on the speed limitations. 

Moreover, Figure 14 also illustrates that fuel consumption reduction can be achieved from both – the truck design 

and the trailer design. It demonstrates that there are specifically four areas in the truck-trailer design which can 

impact the fuel consumption – Tractor Aero Details, Tractor-Trailer Gap, Trailer Skirt and Trailer Base Fairing. 

Also, National Academy of Sciences (2010) argues that the benefits of aerodynamics are additive so companies 

can benefit from the utilization of multiple aerodynamic solutions. 

The tractor design can be enhanced if any of the aero details illustrated in Figure 15 below is addressed. 
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Note. Retrieved from “Technologies and approaches to reducing the fuel consumption of medium- and heavy-duty vehicles.” 

by National Academy of Sciences, 2010. 

 

Nowadays, most of the components that impact the truck aero designs are pre-fitted by the truck manufacturer 

(Platform for Aerodynamic Road Transport, 2016). A likely reason for this is that the truck manufacturers have 

incentives to improve the fuel consumption of the newly sold vehicles in order to appeal to the market and meet 

environmental standards. 

The roof fairing/deflector and cab extenders are two aspects that are extensively used but are not necessarily part 

of the tractor design and might be external (Mohamed-Kassim and Filippone, 2010). However, the majority of the 

manufacturers now opt to fit such roof fairings and cab extenders (Platform for Aerodynamic Road Transport, 

2016). A look at the market offering of heavy-duty trucks sold by Volvo and Scania reveals that these components 

are integrated in all of their offerings for long haulage trucks. 

In other words, the truck aero details are pre-fitted, standardized and fine-tuned by the manufacturers. The 

implications of this is that haulage companies cannot influence the fuel consumptions of their trucks through 

retrofitting additional components to their tractor units. 

Another, even more important aspect that can help reduce the fuel consumption is the trailer design. While 

streamlining of the cab (tractor ed.) is important, around 85 per cent of the potential fuel savings from improved 

aerodynamics come from the trailer design.” (McKinnon et. al., 2012, p.241).  
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Figure 14 illustrated that the major opportunities to improve the aerodynamics of a trailer lies in the trailer base 

fairing and the trailer skirt. In addition to that, components helping bridge the gap between the tractor unit and the 

trailer can also reduce the drag and improve fuel efficiency. 

A look at the market offering of trailers reveals that major US trailer manufacturers like Wabash Composites and 

Utility Trailers have taken the step to integrate some aerodynamic components like side skirts to most of the trailers 

they sell. Contrary, the situation in Europe is slower and major European trailer manufacturers like Shmitz 

Cargobull, Kögel and Krone predominantly sell trailers that do not incorporate these fuel reduction opportunities. 

Nevertheless, some of these manufacturers have also made progress. For example, currently Krone has a trailer 

called Profi Liner Eco that has preinstalled side skirts that can be attached and detached by the driver. Also, Krone 

states that such equipment will “soon be available as equipment for all KRONE trailers (Krone, n.d., ¶.2) 

Regardless of the progress that is expected in future in this area, it is evident that currently in Europe trailer 

aerodynamic components are usually not pre-installed by the trailer manufacturers. The implications of this is that 

a European haulage company willing to optimize its fuel consumption through the trailer design has to approach 

companies producing aerodynamic trailer equipment and retrofit it to their trailers. 

There are a number of companies offering external trailer aerodynamic components that can be attached to existing 

trailers. These companies among others include – STEMCO, Ridge Corporation, Aerovolution, Laydon Comp, 

Scania Research and Aerodynamic Trailer Systems LLC. (STEMCO, 2016; Ridge Corporation, 2016; Laydon 

Comp, 2016; Overdrive Magazine, 2011; Scania Transportlaboratorium AB, 2010; Aerodynamic Trailer Systems, 

2016). Most of these companies offer products that address the three major areas where trailer efficiency losses 

occur – trailer base fairings, side skirts and the tractor-trailer gap. Hauliers can impact their fuel consumption by 

retrofitting components addressing any of these areas. 

However, according to Mohamed-Kassim and Filippone (2010) there are some practical problems related to 

operations, maintenance, efficiency, safety and costs that have prevented wide adoption of such components by 

hauliers. They argue that trailer base fairing equipment, specifically, is not efficient and can give rise to operations 

costs because a driver has to retract and fold the equipment. Additionally, they state that such equipment might 

give rise to maintenance costs and safety issues. 

Even though the researchers raise some valid points, it is important to clarify that there are a number of 

manufacturers that are currently on the market and they offer different solutions. Some of these manufacturers like 

Aerodynamic Trailer Systems and STEMCO offer trailer base fairings components that require no driver operation 

at all when opening and closing the doors of the trailer. In addition to that, the side skirts and trailer nose fairings 
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are attached to areas that are static and should not be operated by a driver. Similarly, National Academy of Sciences 

(2010) has estimated that there are no operations costs associated with aerodynamic equipment. The research has 

also expanded on that and it has estimated that there is also no increase in maintenance costs when using 

aerodynamic equipment. The estimations are illustrated in the Table 13 below. 

 
Note. Retrieved from “Technologies and approaches to reducing the fuel consumption of medium- and heavy-duty vehicles.” 

by National Academy of Sciences, 2010. 

 

Safety is extremely important on roads and it is vital that trailer aerodynamic components do not undermine safety. 

Even though, Mohamed-Kassim and Filippone (2010) state that aerodynamic equipment might not be widely 

adopted because of safety issues they fail to elaborate on this issue and simply state that “add-ons that extend 

away from truck bodies may be prone to damages and accidents” (Mohamed-Kassim & Filippone, 2010, p.276). 

In fact, many aerodynamic component manufacturers argue that aerodynamic equipment can improve safety. 

Specifically, STEMCO argues that side skirts and trailer base fairings can improve safety by stabilizing the trailer, 

reducing the road spray and improving rear mirrors visibility. In addition to that their trailer base fairing product 

has been tested and meets the United States Department of Transportation safety requirements. 

Besides, safety and operational concerns, Mohamed-Kassim and Filippone (2010) argue that cost considerations 

might not allow hauliers to adopt such equipment. However, Nielsen and Sulev, (2015) has estimated that the 

Danish company DSV can generate a positive NPV of DKK 14 128.28 per trailer if they retrofit a trailer with 

STEMCO’s side skirts (EcoSkirt) and trailer base fairing (TrailerTail). The study has not considered nose base 

fairings but it is likely that the cost-benefit situation is similar and the costs of the equipment should not prevent 

its adoption. Nevertheless, it is important to identify that the fuel savings estimations in the study have been based 

on an average speed that might not be attainable in Europe. However, the authors have estimated that at savings 

as low as 5.24% the investment will still have a positive NPV. Such savings should be easily attainable at 80km/h 

even though there are no official tests on that. 
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Besides the issues discussed above, Mohamed-Kassim and Filippone (2010) provide another likely reason for the 

slow adoption of trailer aerodynamic equipment “Traffic regulations can also limit the type of aerodynamic add-

ons that can be used, particularly those that extend vehicles beyond allowable length” (Mohamed-Kassim & 

Filippone, 2010, p.276). This is a well-reasoned argument and this is currently the case in Europe. Trailer-base 

fairing components make the vehicles longer and in Sweden longer vehicles can only be operated by obtaining a 

special permit. In other words, they are not universally allowed. However, this fact does not explain why side 

skirts are not widely adopted. The side skirts do not extend the vehicle length or dimensions. 

Another issue preventing the adoption of such aerodynamic components could be the issue of split ownership in 

the trucking industry identified by Vernon and Meier (2012). They argue that often a haulage company owns only 

the trucks and the trailers could be owned by a larger logistics provider. Then, the hauliers attach different trailers 

and transport them. The problem with such scenario is that the company owning the trailers does not have a clear 

incentive to optimize the aerodynamics of its trailers since the fuel costs are incurred by the haulier pulling the 

trailer. The implication for the haulier in such case might be that it could be impossible for the haulier to influence 

its fuel consumption through optimizing the trailer design. In such scenario the haulier should instead focus on 

negotiation a favourable contractual design structure that can incentivize the owner of the trailers to adopt such 

equipment. However, this only impacts hauliers that own only trucks and not trailers. 

 

Besides the power options and the vehicle design the fuel consumption is also influenced by the tires (Schuring, 

1994; Hammarström, Eriksson, Karlsson & Yahya, 2012). The reason for this is a concept called rolling resistance. 

When a vehicle is moving in a direction its tires partly resist its movement (M.J. Bradley & Associates LLC, 2012). 

Figure 16 below simply illustrates this concept. 
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Note. Retrieved from “Truck tyre rolling resistance and fuel economy & safety” by Siltanen, 2010. 

 

According to Siltanen (2010), rolling resistance accounts for around 25% of the fuel losses on a long/medium haul. 

Often transport companies use low rolling resistance tires in an attempt to minimize these losses. Rolling resistance 

is dependent on the load of the vehicle and is not influenced by the speed. The greater the weight of the vehicle is, 

the greater the potential benefits of reducing the rolling resistance are (M.J. Bradley & Associates LLC, 2012). 

Nowadays, most major tire manufacturers sell low rolling resistance tires. 

Tire rolling resistance can be reduced in the following ways: 

- “use of different materials; 

- use of tread patterns and geometries that reduce the deformation of the tire; 

- use of wider single tires instead of dual-tire assemblies; and 

- keeping tires inflated to the proper pressure, as defined by the tire manufacturer (manually or through 

automated means).” (M.J. Bradley & Associates LLC, 2012, p.19) 

It is evident that the haulage company cannot influence directly the first two areas. Instead, the haulage company 

should make sure that they work closely with the tire seller in order to choose the most optimal tires for their 

trucks. 

On the other hand, the haulier can choose whether to use wider single tires or dual-tires. Wider single tires are 

considered better for fuel economy. However, the safety of these tires is not fully evaluated and Robert J. Reeves 

P.C. (2016) discusses that these tires are much riskier in case a tire failure happens. 

Besides using such wider tires, the haulier can also monitor the inflation pressure in its tires. The easiest way for 

hauliers to reduce the tire resistance is to keep the tires properly inflated based on the vehicle tire placard. If the 

http://www.rjrlaw.com/
http://www.rjrlaw.com/
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tires are underinflated by just 10% than the vehicle specifications this will result in 1% poorer fuel economy 

(Siltanen, 2010). Nowadays, some tires incorporate electronic sensors monitoring the inflation pressure in each 

tire (M.J. Bradley & Associates LLC, 2012). 

Using low rolling resistance tires is often considered a tradeoff between safety and grip on one side and fuel 

economy on the other side. Truck tires can be all-season or winter tires. Also, companies can choose new tires or 

retreated tires. All else held constant, all-season tires have less grip and lower rolling resistance than winter tires. 

Contrary, winter tires have more grip but also higher rolling resistance. Siltanen (2010) has tried to estimate the 

optimal allocation of tires. According to Siltanen (2010), a minimum requirement is to always keep good new tires 

on the last axle of the dolly and the last axle of the semi-trailer – point two and point five in Figure 17 below. This 

helps improve safety by reducing trailer movement during rapid and slow lane changes. He also argues that winter 

tires can be used on these axles and that this does not increase rolling resistance substantially. 

 

 
Note. Retrieved from “Truck tyre rolling resistance and fuel economy & safety” by Siltanen, 2010. 

 

Moreover, he argues that all-season retreated tires with lower grip and lower rolling resistance can be used on 

axles one, three and four which does not compromise safety but improves fuel economy. 

In addition to that, besides the issue of less grip, older low rolling resistance tires can wear out much more rapidly 

than tires that have better grip and do not have low rolling resistance characteristics (The Economist, 2009). This 

might give raise to durability concerns. 

The exact fuel savings of tires can vary and it depends on the type of the tires, the inflation pressure and how heavy 

the load is. There are different estimates which range from 0.5% in fuel savings (US EPA, 2004) to 9% savings 

(Oakridge National Laboratory, 2008). 
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Fuel consumption is not only affected by components related to the vehicle. In addition to the issues discussed 

above, the fuel consumption can be impacted by the driving style of the person operating the vehicle (Barkenbus, 

2010). 

There are two strategies which drivers can utilize in order to drive in a more economical way – hypermiling and 

eco-driving. The ultimate goal of both strategies is to reduce the operator costs of the vehicle. However, the 

strategies differ. Hypermiling involves techniques like coasting downhill and drawing as close as possible to the 

vehicle in front of you. This is clearly risky and hypermiling involves a trade-off between safety and savings. For 

this reason, it is rarely used (Barkenbus, 2010). On the other hand, eco-driving strategy do not involve such trade-

off and has benefits. Surprisingly enough it is still not the norm and is not often used by drivers (Barkenbus, 2010). 

According to Bozicnik and Hanzic (2009) the savings of eco-driving are higher in long distance haulage. However, 

the exact savings can differ substantially. “The question of how much energy can be saved realistically through 

eco-driving is still subject to debate” (Barkenbus, 2010, p.764). Table 13 below illustrates the large discrepancy 

of the fuel savings generated from eco-driving style according to the different studies. 

 
Note. Retrieved from “Easy on the gas. The effectiveness of eco-driving” by Wengraf, 2012. 
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The elements of eco-driving strategy include three general components: pre-trip, during trip component and post-

trip (Wengraf, 2012). 

The pre-trip component includes elements like: planning to avoid road works and congestion; servicing the vehicle 

regularly, appropriate tire pressure; and avoiding unnecessary weight (Wengraf, 2012). 

The during-trip component includes elements like: minimizing the use of air conditioning; unnecessary engine 

idling; obeying speed limits; smooth acceleration; changing gears at or below 2500rpm; anticipating traffic 

conditions to avoid stop and go driving; and engine braking (Wengraf, 2012). 

The post-trip component includes reviewing the driving data to see how the driving style can be further improved 

(Wengraf, 2012). 

As seen above, drivers’ behavior is mostly connected to the during-trip component of eco-driving. Also, it is 

important to identify that driving-style can always be improved. According to Bozicnik and Hanzic (2009) even 

the best drivers can improve their driving techniques. This can be partly achieved through participating in an eco-

driving training programs which are currently being offered by a number of different companies (Wengraf, 2012) 

 

Besides fuel costs, hauliers can also address some of their other major costs. One way to do that is through a 

strategy called flag out or flags of convenience. A flag out strategy is described as the practice of establishing a 

subsidiary in another country (Dieplinger, Furst & Lenzbauer, 2010). Such strategy is typically undertaken by 

hauliers in order to address salary and tax differences between countries (Dieplinger, Furst & Lenzbauer, 2010). 

So, an advantage of a haulage company undertaking a flag out strategy could be minimization of taxes and salaries. 

However, according to AECOM and European Commission (2014a), this strategy is rarely used by small hauliers 

who dominate the transport market in Europe. They argue that the high cost of moving operations to another 

country prevents small hauliers from doing that. According to them, typically companies with fleet of more than 

20 vehicles can undertake such strategy. Table 14 below illustrates the main taxes in European countries as of 

2010. 
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Note. Retrieved from “Task A: Collection and Analysis of Data on the Structure of the Road Haulage Sector in the European 

Union” by AECOM and European Commission, 2014a. 

 

As evident from the figure a Swedish company willing to flag out to neighboring Poland for example can save 

11% in taxes. In addition to that, as evident from Figure 2 earlier the drivers’ salaries in Poland are lower and 

represent only 20% of the total expenses a haulage company has. This fact further illustrates that there are potential 

advantages for a Swedish company willing to establish a subsidiary in a lower cost country like Poland.  

According to AECOM and European Commission (2014a), the major reasons for why some companies decide to 

flag out are related to paying less corporate tax or dividend tax, not paying road tax, cheaper insurance or cheaper 

maintenance.  

However, there are also major disadvantages which relate to the uncertainty and the high risk of such strategy. In 

addition to that, flag out is considered one of the vehicles to pursue social dumping or taking advantage of cheaper 

labor. So, undertaking such strategy is not only risky but can also severely damage the reputation of a company 

undertaking it. 

 

The section shows that hauliers in Scandinavia are in disadvantageous position in the European road haulage 

market partly because of the high costs they have. The major costs these companies have are fuel and driver costs. 
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The section identifies important areas of how these costs can be addressed – power alternatives, heavier vehicles, 

aerodynamics, low rolling resistance tires, drivers’ behavior and flag out strategy. Besides these issues, the section 

identifies other important considerations like high empty running in domestic operations; fuel adjustment clauses 

in contracts in Sweden; and differences in domestic vs. international haulage rates. 

 

In this section the author will describe the important findings that have been extracted. First, the case study results 

will be presented. Then, the questionnaire findings will be described. Finally, the primary information collected 

from the Nordic Logistics Association will also be presented.  

The case study findings would be separated into themes similar to the themes discussed in the literature review. 

However, the presentation of the case study findings will also allow the incorporation of new ideas – not 

sufficiently covered in literature, helping fulfil the explorative nature of this research. 

The questionnaire will complement the case study and will pursue an opinion of other closely related stakeholders 

to a specific aspect of fuel consumption – drivers’ behaviour.  

The Nordic Logistics Association data relates to the major findings encountered during the interviews and aims to 

provide an opportunity for generalization of some of these findings. It will be presented in a systematic manner. 

 

Widens Akeri is a Swedish company operating in the haulage industry. The company is based in Kalmar, Sweden 

and was started in 1979 by Goran Widen. In 2000, his son Pierre Widen joined the company and the company 

started growing (P., Widen, personal communication, April 26, 2016). In 2000, the company size was just one 

employee but currently the company consists of about 50 people. The company owns 18 Euro V and Euro VI 

trucks with trailers (P., Widen, personal communication, April 19, 2016; P., Widen, personal communication, 

April 26, 2016).  Most of their trucking fleet consists of Volvo and Scania, while most of their trailers are 

refrigerated trailers used for transportation of refrigerated goods. In addition to that, the company owns a big 

terminal – warehouse with a platform in Kalmar area. Widens Akeri focuses on domestic long haulage transport 

in South of Sweden using their heavy-duty vehicles. The company also owns a few smaller vehicles but 95% of 

their business is focused around using heavy-duty vehicles. In addition to that, 90% of the trucks and trailers 

Widens Akeri owns are designed for refrigerated transport. The company transports various goods but the largest 

share of their transport is contributed by grocery goods transport. Some their major customers are ICA, Coop and 

Martin & Servera. The company finds loads mostly through a company called Alwex. Alwex is owned by haulage 



Sulev  May 17 2016 

Copenhagen Business School  Page 64 of 133 

companies and consist of about 75 partners (P., Widen, personal communication, April 26, 2016).  Widens Akeri 

is one of the owners (P., Widen, personal communication, May 06, 2016). Alwex serves like a platform for the 

hauliers and allow them to interact directly with the customers demanding transport. The share Alwex gets for 

their services is a 7.75% commission on the freight amount (P., Widen, personal communication, May 06, 2016).  

Both interviewees believe Widens Akeri is cost pressured. When asked “Do you think there is a cost pressure for 

a Swedish company in this industry” the fuel controller Jonas Johansson clearly stated “Yes!”. He continued by 

explaining that they always try to push the costs down (J., Johansson, personal communication, April 27, 2016). 

The major costs Widens Akeri has are fuel and employees. According to Jonas Johansson they represent 

respectively about 18% and 40% of the total costs (J., Johansson, personal communication, April 27, 2016). 

Pierre Widen provided similar estimation and stated that the fuel costs are about 22-24% of the overall company 

costs. But he argued that the price of the fuel has gone down recently which has impacted the share of the fuel 

costs (P., Widen, personal communication, April 26, 2016). 

In regard to employees’ costs, Pierre Widen provided a 2% lower number than Jonas Johansson and argued that 

the salaries are approximately 38%. In addition to that, he separated the costs into two groups – drivers; and other 

employees working in the office and in the terminal. He stated that the driver costs solely represent “maybe 30%” 

of the overall costs of the company. 

Another significant cost Widens Akeri has according to Pierre Widen are repair costs. He argued that repair costs 

have been up to 7-8% in the past but now the vehicle manager has managed to get it down to 4-5%. He stated that 

Widens Akeri gets their vehicles serviced at Scania and Volvo brand workshops and Kalmar Truck Corporation. 

Other costs which do not present large share of their overall costs are tax and insurance - “about 2-3%” and “about 

1%” respectively. Also, Pierre Widen mentioned that the depreciation of their truck and trailers is also a cost they 

have (P., Widen, personal communication, April 26, 2016). 

The average turnover Widens Akeri’s truck generates is 3 million per year (P., Widen, personal communication, 

May 06, 2016). Pierre Widen argued that the typical profit margin of Widens Akeri is on average 6-8%. (P., Widen, 

personal communication, April 26, 2016). He then, continued and stated: “I think in Sweden that is very good” 

However, he argued that it varies and stated that some years it can be 3% while other years it can be up to 12% or 

13%. He then explained that if they work with the drivers they can have about 10% margin. However, then he 

continued and argued that the company can achieve this in many different ways. He stated: “I think you can also 

make it if you make smarter transport, you can earn much more money”. When asked, he explained what he means 
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by “smarter transport”. Basically, they try to optimize their loads and to always have their vehicles full. They 

achieve this optimization of loads in two ways – by speaking with customers and rearranging the days of deliveries 

so that loads can be combined, and by using their terminal as a temporary storage place where loads can also be 

combined. Pierre Widen stated “I think it is very important to work with the customer” He also mentioned that 

about 50% of the goods go through their terminal. (P., Widen, personal communication, April 26, 2016). 

Pierre Widen also discussed international competition briefly. He believes that cabotage affects his company even 

if the effect is not direct. He elaborated by stating that it is evident that the company is losing some customers 

because of cabotage. However, he argued that cabotage cannot be stopped and he stated that in future it will 

continue to exist “it is here to stay”. Pierre Widen then argued that they should not try to solve cabotage but 

instead should try to focus on being better and making customers understand how important it is to have Swedish 

drivers in the trucks. In addition to that, he mentioned that it is often not the end customers, but the big logistic 

intermediaries such as DHL, DSV and Schenker that use hauliers doing cabotage. He thinks this is the case because 

these companies would like to have big benefits and they can achieve this by using foreign hauliers. 

When asked to compare the haulage rates the international hauliers give to the customers to the haulage rates 

domestic haulage provide to the customers, Pierre Widen stated that “it is very difficult” but he explained that he 

thinks international hauliers give lower rates because “we have bigger costs in Sweden”. He elaborated on this 

view by providing an example. He stated that the price of one pallet from Kalmar to Helsingborg and one pallet 

from Kalmar to Hamburg for example, can be the same if international haulier is used. 

In addition to the international vs. domestic haulage rate discussion, the haulage rates were also discussed in the 

context of refrigerated transport vs. regular dry transport. Jonas Johansson stated that he thinks customers pay 

slightly more for refrigerated transport, whereas Pierre Widen indicated that the price is about the same. 

Another important issue which was discussed was the market-wide problem of empty running in domestic 

transport. When asked if Widens Akeri are confronted with empty running, Pierre Widen stated the following 

“No! (…) It is a usual problem in this type of work (…) in some strange way we always fill the trucks up every 

day” Then, he continued by stating that he does not know how they manage to do that but he thinks the good 

reputation they have and the “good people” in the office they have are some of the reasons. 

 

As mentioned, most of the trucks Widens Akeri has are Scania and Volvo – 95% of their fleet. The company also 

has one Mercedes and is waiting for one DAF to be delivered in the near future. Pierre believes Volvo is the “best 

truck at the moment”. In his opinion Mercedes is cheaper to buy but it is much more expensive in the long-run 
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because it consumes more fuel. He also argued that they have experienced a lot of problems with the engines of 

Scania. According to him, the fuel consumption of Volvo trucks is not high. Jonas Johansson stated that the average 

fuel consumption the company has currently is about 4.7 litres per 10km. However, he indicated that about 3% of 

that goes to the aggregates used to cool the trucks and the trailers so that goods can be transported at low 

temperature. 

Pierre Widen also indicated that in February the company has completely stopped using diesel fuel. He continued 

by stating that nowadays all of its trucks run on a biodiesel fuel called – HVO. He also, indicated that previously 

it has used another type of biofuel called RME but the fuel consumption has been higher and it has not been good 

enough for the engines and sometimes the company has experienced technical problems with the trucks and during 

winter time some of the engines could not start. Pierre Widen, then concluded that HVO is very good for the 

engines and there is no problem with it. When asked he also stated that HVO is compatible with the current diesel 

engine types used in heavy-duty vehicles and no specific engine is required in order to run on this fuel. 

The price of HVO, according to Pierre Widen, is a bit higher than the price of a regular diesel. Jonas Johansson, 

on the other hand, stated that the prices are about the same. However, it is important to note that prices fluctuate 

and both interviewees might be right. Regarding efficiency, both argued that there is no major difference in the 

fuel consumption when running on HVO and diesel.  

When discussing other important aspects of the HVO fuel like infrastructure, Pierre Widen mentioned that for 

their company specifically, the gas stations selling HVO fuel are placed in very good locations - one in Kalmar, 

three in Växsjö, and one nearby Widens Akeri’s terminal. However, the fact that he managed to count them 

suggests that the infrastructure is still not developed enough. He clearly expressed such opinion by arguing that 

for his company it is no problem with the infrastructure but for other Swedish companies it might not be that easy. 

Furthermore, Pierre Widen mentioned that the company is working closely with the gas stations providing HVO 

and is getting discounts. However, he was not sure about the size of the discounts. He mentioned that it is maybe 

around 10% less than the pump price but he was uncertain. 

When asked how using HVO benefits his company, Pierre Widen did not discuss any direct monetary benefits. 

Instead he focused more on philanthropy issues and intangible benefits. He discussed that it is “near his hearth” 

and he wants to leave the Earth to his children with good standard so that they can leave it to their children. Then, 

he also discussed that the company has also been featured in newspapers for using biofuel and that the employees 

also speak with customers and other stakeholders who are very proud of what Widens Akeri is doing in that regard. 

He then continued by stating that he is sure that the policy of using biodiesel will bring the company much more 
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customers in future because, in his opinion, “in Sweden this is a big question and is getting bigger and bigger 

every day”  

Regarding future developments of HVO fuel, Pierre Widen mentioned that he hopes that “HVO will be a big fuel 

in future”. However, he stated that the European Union is discussing imposing a penalty tax on the HVO fuel 

because of manufacturing concerns which he cannot explain. This might suggest that the fuel can get more 

expensive in future. 

Pierre Widen also briefly answered a question about flexi-fuels and stated that they have been thinking about it 

but the company does not use flexi-fuels because the gas station infrastructure offering methane is not developed 

enough. Furthermore, regarding electric vehicles he explained that they have been looking to buy one Volvo 

electric vehicle but the manufacturer could not sell it to them because they stopped the production of this type of 

truck. Pierre Widen believes that nowadays there are issues on the manufacturing side that prevent companies of 

offering such vehicles but he mentioned that in future they would definitely like to have small electric vehicle for 

the in-city distribution. 

 

According to Pierre Widen, all heavy-duty vehicles and trailers which the company currently owns are Swedish 

type with a total length of 24 meters allowing the transportation of 18 pallets in the truck and 30 pallets in the 

trailer. According to him such vehicles are not allowed in Southern Europe but in Sweden companies can operate 

them freely without the need to obtain special permits for it. 

Additionally, he discussed that currently the company can load 64 tonnes in its vehicles but that there are some 

tests that these vehicles can collect up to 74 tonnes. Also, he mentioned that from Göteborg to Mälmö there are 

trucks that can be 30 meters long and pull two European trailers. However, he briefly touched upon potential 

operating concerns when using such heavier vehicles and stated that they cannot go to all the places you want. 

Also, Jonas touched upon the fuel consumption of the vehicles depending on their size and argued that if all other 

factors affecting fuel consumption are held constant, the heavier the vehicle is – the more fuel it consumes. 

 

Regarding truck aerodynamics Jonas and Pierre had contrasting opinions. Jonas mentioned that there is nothing 

they can do about it given that the aerodynamic components are determined by the manufacturer of the vehicles. 

On the other hand, Pierre mentioned that the trucking manufacturers provide elements that can help improve the 
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aerodynamics of the composition but these are not necessarily incorporated in the cabin designs and often you 

have to specifically ask the truck to be delivered with such components attached. 

In addition to that, Pierre provided a historical perspective and argued that the company has made substantial 

progress in terms of aerodynamics of their trucks. In the past he mentioned that its trucks had big lights on the roof 

and on the front-side of the truck but now its trucks do not incorporate such lights for the purpose of improving 

aerodynamics. Nowadays, he mentioned that all of their trucks have roof top fairings and cabin extensions reducing 

the tractor-trailer gap. 

Regarding trailer aerodynamics, Pierre Widen mentioned that they have thought about it and suggested that it can 

be improved in future. He mentioned that there are currently operational concerns that prevent them of making 

their trailers more aerodynamic. He gave an example, with the space in-between the axles of the trailers. Side 

skirts can be installed there to improve aerodynamics but Pierre mentioned that currently there are boxes used for 

storage that occupy this space and that they prevent them of adding a plastic component covering the entire space. 

Moreover, he hinted that there might be some operational concerns when loading from the sides if such side skirts 

are installed. However, he is confident that in future they will have such side skirts. 

Also, as noted earlier Widens Akeri have cabin extensions covering the tractor trailer gap on all their trucks. 

However, they do not have trailer nose fairings also helping cover this gap because that is the place where the 

refrigeration unit on refrigerated trailers is installed. 

In addition to that, when discussing trailer base fairings, Pierre Widen mentioned that they cannot install such 

attachments because on the back of the trailer they have attached forklift which they use to unload and load the 

trucks. Also, he believes that such trailer base fairings would be problematic because they will need to be operated 

by the drivers when loading or unloading from the back of the trailer. 

 

The company always buys new tires and never retreated. They do not change tires when seasons change and drive 

with the same tires all year around. 

Even though neither Pierre, nor Jonas referred to the tires they use as low rolling resistance they both make it clear 

that they have considered this issue and that it can definitely affect fuel consumption. Pierre believes this because 

of a simple experiment they had done in the past with winter and summer tires that has showed differences in fuel 

consumption. However, Jonas argued that it is very difficult to measure the exact fuel savings that come from the 

tires. 
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So, given that such fuel savings are difficult to measure the most important consideration when they choose tires 

according to Pierre Widen is the kilometres that they can drive with these tires before changing them. He 

mentioned that price comes second and they always first look at how long they can drive with the tires. When 

discussing the important consideration when buying tires fuel savings were not mentioned at all. 

Currently the company uses Pirelli tires and they are very pleased with their durability. By using such tires, the 

trucks can drive approximately 300 000km before the tires have to be changed with new ones. In addition to that 

the company is pleased with the service Pirelli’s Swedish partner provides when there is a problem. Also, the tires 

incorporate a small sensor that monitors the inflation pressure and help the company keep the tires properly inflated 

all the time. 

Currently, Widens Akeri uses both – all-season tires and winter tires. When asked whether they arrange the winter 

and all-season tires in a specific way on the different axles, Pierre Widen was not certain but said that he believes 

they do that mainly because of the grip. He continued by stating that it is more important to have a good grip on 

the truck because the trailer is just rolling behind it. However, later when asked the same question, Jonas mentioned 

that they do not arrange the winter and all-season tires in a specific way on the different axles. 

 

According to Pierre Widen, salaries represent 38% of the total expenses in the company. The salaries the company 

have to pay can be broadly grouped into drivers and other personnel. The other personnel consist of four people 

working at the terminal and six people working at the office and represent about 8% of the total expenses. The 

drivers’ salaries on the other hand represent approximately 30% of the overall expenses. 

Both Pierre Widen and Jonas Johansson made it clear that there is nothing the company can do about that expense 

and there is no way to minimize it. Jonas stated: “the costs for the employees is very difficult to lower” (J., 

Johansson, personal communication, April 27, 2016). He continued by stating that some of their competitors hire 

international drivers and do not follow the rules and regulations of how long they can use such labor and how 

much they have to pay them. He stated that Widens Akeri does not do that. Similarly, Pierre Widen made it explicit 

that the company hires only Swedish drivers. Additionally, Pierre discussed foreign labor and mentioned that he 

is very open to have people from other parts of the world as drivers in future. He discussed the issue of integration 

and stated that for a company it is very important to have different kind of people coming from different parts of 

the world. Specifically, he mentioned that at the moment there are many people coming from Syria and he hopes 

that in future he will be able to find a couple of new drivers among these immigrants. However, Pierre Widen 
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mentioned unequivocally: “But they are going to work for a Swedish salary. That is very important for me. If they 

are going to live and stay in Sweden they are going to have the Swedish salary.”  

When asked regarding drivers’ shortage on the market and whether he believes it exists in Sweden, Pierre Widen 

mentioned that at the moment the company does not have a problem of finding drivers because they are a well-

known name in the region and an interesting place to work at. Pierre Widen continued by discussing the future 

and took a broader perspective on the job market. He stated that maybe in future finding drivers is going to be a 

problem because in Sweden the people do not want to work anymore and prefer to stay home and do nothing. 

However, Pierre Widen did not discuss anything regarding a drivers’ shortage in Sweden at the moment. 

Overall, it is evident that the company position on drivers’ salaries is very strong and they do not want to save 

from that. They want to be “a good company” and pay all the drivers the same salary regardless where they are 

foreign or Swedish. 

The fact that the company does not want to save from salaries was further elaborated when a strategy called flag 

out was discussed. Pierre Widen mentioned that he is not interested to flag out. He stated that it is very difficult to 

see the future and to know what is going to happen but he stated that he will try to leave the company in case he 

has to undertake such strategy. He again emphasized that he tries to take social care of people and that he does not 

want to use people. He also emphasized that currently the company is like a big family and stated: “I can see if 

you have people who feel good and like the thing they do they make a very good job” and made it clear that the 

strategy of the company regarding employment is not going to change. 

When discussing drivers’ salaries, Pierre Widen kept returning back to fuel consumption and two times during the 

interview emphasized the fact that drivers’ behavior can influence the fuel consumption. He specifically stated: 

“to save fuel we work with the drivers with the fuel consumption” 

First, he discussed an incentive scheme that Widens Akeri has tried to implement in order to motivate drivers to 

drive more economically. He stated that half of the fuel savings which the drivers managed to generate were going 

to the company and half of these savings were going to the drivers. However, he casted doubt on the model and 

stated that last year they have observed that the fuel consumption has been getting up instead of going down. 

Nowadays, Pierre Widen mentioned that they are working on other ways to incentivize drivers in order to generate 

savings but he did not get into details. 

Later during the interview Pierre Widen discussed another important issue related to drivers’ behavior – the 

drivers’ training. Pierre Widen mentioned that all their drivers have gone through an education called Eco-driving 
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in Sweden. In addition to that he also explained that the driver who has been the best in average fuel consumption 

has been educating other drivers how to drive more economically. Regarding the specific components of Eco-

driving, Pierre Widen distinguished two elements. First, he stated that he believes if the trucks drive at 80km/h the 

fuel consumption is very good. Also, he mentioned that they try to work with the drivers to make them understand 

that it is important to shut-up the engine when they are unloading for example. Jonas Johansson complemented 

this view, and when asked what he thinks are the major techniques the drivers’ can utilize in order to lower the 

fuel consumption, he mentioned two other components: “not accelerate too much and use the retarder or the 

engine breaks”.  

 

According to Pierre Widen, the remuneration system which was used to incentivize the drivers to operate the 

trucks in a more economical way has not been entirely successful. So, it is interesting to further probe the issue of 

drivers’ behavior and to seek their opinion on questions like how much fuel savings they think their driving style 

can generate, whether they need more training and what aspects of their driving style they believe can influence 

the fuel consumption of their trucks the most. For this purpose, a questionnaire was prepared by the author and 

was distributed to the drivers by Pierre Widen. 

Even though the survey was distributed by the owner, only seven drivers or about 40% of the drivers the company 

employs have answered the questionnaire. So, the results might not be representative and should be treated with 

caution. On average it took 3.30 minutes for the questions to be answered. Five drivers answered all seven 

questions. One driver answered six questions and one driver answered five questions. All results are illustrated in 

seven tables in Appendix B.  

Table 16 indicates that it is not clear whether the drivers believe that eco-driving requires more effort – three of 

the drivers, who answered the questionnaire, state that they think they should put more effort, whereas four believe 

that more effort is not required.  

However, it is obvious how the drivers rank the importance of their driving style. Six drivers consider their driving 

style as the most important component for generating fuel savings. They believe their driving style is more 

important than aerodynamics, engine parameters and tires. This is illustrated in Table 17. Furthermore, all drivers 

except one, believe that their driving style can save more than 11% in fuel for the company as illustrated in Table 

18. 
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Yet another finding is that all drivers, except one, believe that they can further improve their driving style as 

illustrated in Table 19. Also, Table 20 shows that four of the drivers think they need more training, whereas three 

are neutral. 

The drivers were also asked to rank the specific eco-driving components according to their relative importance. 

The results are shown in Table 21. The specific eco-driving element which the drivers believe can affect fuel 

consumption the least is “minimize the use of the heating and the air conditioning”. Another element which the 

drivers do not believe to be of high importance for fuel consumption is “following the top speed”. Techniques that 

are with high relative importance according to the drivers are: “change gears under 2500rpm”, “minimize 

changing gears” and “drive with constant speed”. However, it is important to note that besides “minimize the use 

of the heating and the air conditioning” the other responses have high standard deviation and there is no consensus 

among the drivers. 

The open question “What do you think the company can do in order to further minimize fuel consumption” was 

answered by five drivers. Their answers are grouped in Table 22. All of the answers focus on driving style and not 

on other aspects like aerodynamics, tires or engine parameters. One answer is that greater time margins are 

required. In other words, loading and unloading schedules should not pressure the drivers. Similar opinion is shared 

by another driver who responds that the days should be planned better. All other three drivers, who answered this 

question, focus on the aspects related to more training. 

 

An interview with the Nordic Logistics Association was also conducted. Its purpose was to partly address the issue 

of external validity of the results generated by the case study research. As discussed earlier, the purpose of the 

paper is explorative and a generalization is not pursued. However, it is interesting to find out whether the major 

findings are an outlier or they are techniques used by other companies in the region. 

The interview with a representative of the Nordic Logistics Association was conducted over the phone and full 

transcript is available in Appendix C. The person interviewed was chosen because of the fact that he is working 

as a policy assistant and has a broad view on the market developments. In addition to that, he was available and 

agreed to answer questions. 

Torstein Jystad surprisingly started the interview by mentioning that there is no indication that Swedish companies 

are cost pressured. He argued that the Swedish haulage companies are usually very small – one truck-one driver. 

He argued that the major expenses such companies have are fuel costs, driver costs and buying the vehicle. Then, 

he separated investment and costs and mentioned that the major day-to-day costs are fuel and drivers’. However, 
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he was not able to state what percentage of their overall costs is fuel and what percentage is drivers (T., Jystad, 

personal communication, April, 29, 2016) 

Regarding fuel costs, Torstein Jystad stated that the power source which is currently used the most is diesel. 

However, he stated that there has been a lot of developments in Scandinavia recently. He argued that in Sweden 

specifically, there has been a lot of focus on biofuels.  Specifically, he mentioned that companies have been using 

more and more a new biodiesel type called HVO100.  

He also looked from the manufacturing perspective and mentioned that there have been truck manufacturers such 

as Volvo and Scania coming up with autonomous driving solutions. He also stated that there has been 

manufacturing developments in terms of hybrid and electric vehicles. He argued that such autonomous, hybrid and 

electric vehicles are going to be the future. In addition to these concepts, he also discussed the concept of vehicle 

platooning and argued that the platooning technology that allows trucks to drive in a convoy and save fuel is 

available and it just needs to be “rolled out” However, he made it clear that this is still a concept and hauliers 

cannot use such strategy just yet. Torstein Jystad expect it to be a viable choice for hauliers in approximately five 

years. 

Regarding driver costs Torstein Jystad, similarly, to Jonas Johansson argued that many companies hire cheaper 

foreign labor. In addition to that he discussed the issue from another perspective and argued that the wages and 

the welfare system in Sweden is good and there are a lot of foreign drivers who would like to take advantage of 

that. He also touched upon on the fact that some of these foreign drivers are not qualified enough and cannot speak 

the local language. He also discussed that there are some rules regarding cabotage, social dumping and how many 

hours the drivers can drive. However, he noted that often these rules are not enforced and it is difficult to solve 

this problem in the trucking industry because the industry is mobile and it is very difficult to control it. He also, 

discussed briefly the issue of demand for drivers and mentioned that “there is always a demand for drivers in 

Sweden and there is always going to be a lot of foreign drivers coming into Sweden to take these positions” also 

suggesting that there might be a drivers’ shortage on the Swedish market. In addition to that he suggested that on 

a macro level different agencies and policy makers have tried to attract young people to the profession of being a 

truck driver through different tools and promotional campaigns. 

Then, when asked about the issue of the flag out strategy as a potential way for hauliers to cut driver costs and stay 

competitive, Torstein Jystad mentioned that the market is big and there are always going to be companies 

competing. However, he continued by explaining that there has been a trend toward low haulage rates, lower wages 

and social dumping. So, in a sense he argued that a flag out strategy or social dumping has already been utilized 

by some companies in the market. 



Sulev  May 17 2016 

Copenhagen Business School  Page 74 of 133 

On the issue of foreign vs. domestic transport Torstein Jystad argued that Swedish companies focus on both. 

However, he made a clear distinction and suggested that the major logistics companies focus heavily on 

international transport, whereas small companies do predominantly domestic transport. 

When discussing domestic and international transport Torstein Jystad also touched upon the issue of finding loads. 

He stated that finding loads is a usual problem in the industry and often a backload cannot be found and empty 

running occurs. However, he failed to provide a distinction between finding loads in domestic vs finding loads in 

international transport. 

When asked about the importance of a company image and reputation in this industry, Torstein Jystad took an 

employment perspective and stated that companies do care about their reputation and “that is a general thing in 

Scandinavia” 

One important issue that arose from the case study findings is that Widens Akeri does not have problems to find 

backloads. Torstein Jystad inexplicitly confirmed the surprising nature of this finding and, similarly to what 

literature suggests, argued that finding backloads and empty running is a common problem in the industry. Another 

finding that has been explicitly confirmed was the rising usage of HVO biodiesel in Sweden. On the other hand, 

the high cost pressure the companies in Sweden are under has not been confirmed by Torstein Jystad. In addition 

to that, there have been some contradictory views shared by Torstein Jystad such as the importance of companies’ 

reputation in the market but at the same time the practice of employing foreign labor and social dumping. 

 

The author will engage in synthesis, analysis and discussion of some of the major findings in this chapter. This 

section will follow a similar structure to the literature review and the empirical findings themes but will put initial 

emphasis on the important issues that has stemmed from the research. The section will conclude by criticizing the 

work and by summarizing the key findings. 

 

The open-ended questions allowed to identify techniques which are used by the company to optimize their 

expenses. Some of these techniques were not expected. For example, “smarter transport” was missing from the 

literature. Most research about optimization of loads focuses on integrated and complicated IT solutions. However, 

this is mostly connected to larger logistics providers and not to hauliers. It is unrealistic to think that the small 
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haulage companies which dominate the transport market in Sweden can use such systems in order to optimize their 

loads.  

Keeping this in mind, there is a lack of literature on load optimization which can be achieved by smaller haulage 

companies. This is evident from the following assumption: “Although hauliers may work efficiently as individual 

operations, a freight forwarder or 3PL can optimise the entire supply chain, improving vehicle usage and reducing 

empty running” (AECOM & European Commission, 2014a, p10) 

Instead of addressing the problem, most of the research reports including AECOM & European Commission 

(2014a) has assumed the fact that haulage rates for domestic transport are higher than those for international 

transport. According to them, the reason for this is that it is difficult for the hauliers to find backloads and empty 

running has to occur. Nobody, has tried to investigate how a small haulier can try to solve this empty running 

problem.  

As evident from the empirical findings section, Widens Akeri has solved this problem in a simple yet effective 

way – through what they refer to as “smarter transport”. Simply, Widens Akeri combines deliveries in order to 

minimize empty running. They combine deliveries in two ways. First, through a close interaction with the end 

customers and changing loading and unloading days so that they can fit Widens Akeri’s schedule in a better way. 

Second, 50% of all of the goods they transport go through their own terminal. This likely requires more work at 

the terminal but it also helps them group loads and minimize empty running. In fact, through utilizing these two 

simple techniques they have completely solved the problem of high empty running in domestic transport according 

to Pierre Widen. So, instead of getting higher rates for domestic transport and then loosing that advantage because 

of the lack of back-loads, Widens Akeri has turned this into a competitive advantage by solving the problem.   

There are two facilitators that might help Widens Akeri successfully engage in such “smarter transport” practice.  

First, an important issue that might allow Widens Akeri to successfully engage in “smarter transport” practice is 

their reputation. Pierre Widen argued that they have built a strong reputation and image on the market. They have 

achieved this by employing “good people”; by caring about the environment; and by using the fact that they are 

a Swedish based company to their strengths and explaining the customers how important it is to have a local driver 

in the truck. So, it is not clear whether companies which do not employ qualified people can execute such strategy. 

Also, it is not clear whether international company or a Swedish company with foreign drivers can build strong 

relationships and execute the first ingredient of the strategy. And finally, it is not clear whether a company that do 

not care about the environment will be able to effectively involve in such smarter transport practice. In general, it 
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is not clear what role good reputation plays in effectively executing the “smarter transport” strategy but it could 

be a facilitator for it. 

Second, it is important to identify that even if the market is dominated by small hauliers – Widens Akeri is a 

relatively big company in this market.  In fact, Widens Akeri can be considered as one of the biggest hauliers in 

the market given that AECOM and European Commission (2014a) have estimated that in Europe only 2% of the 

haulage companies have more than 20 employees. As evident from the case study results, Widens Akeri employs 

close to 50 people. Thus, the size of the company might be another issue that might allow Widens Akeri to 

successfully engage in such “smarter transport” strategy. It is not clear whether smaller hauliers can engage in 

such practice. It looks simple but the second ingredient or 50% of the strategy involves using terminal in order to 

group loads and smaller companies might not have access to such facility.  

These questions do not have a straightforward answer and it is interesting to find out whether smaller companies 

without good reputation can engage in such “smarter transport” practice. 

However, one very important thing is clear. “Smarter transport” strategy cannot be properly executed if a direct 

contact with the end customer is missing. The reason for this is that the strategy itself involves flexible interaction 

with the customer for changing loading and unloading days. In a typical supply chain the haulier sells load to a 

logistic provider and then the logistic provider sells it to the customer. In such scenario it is difficult to achieve 

flexibility and change schedule. So, an obvious solution is that a haulier which wants to engage in “smarter 

transport” has to be vertically integrated. However, there is another solution which is simple but not so obvious. 

A haulage company can be in contact with the customer even if it is not vertically integrated. Widens Akeri has 

done this. They still work through an intermediary but the difference is that the intermediary allows them to interact 

directly with the end customer. More specifically, Widens Akeri works through Alwex. Alwex finds loads and 

customers for them in exchange for a 7.75% commission on the freight amount. However, Alwex also provides 

Widens Akeri with the opportunity to interact directly with the end customers. This means that Alwex is a crucial 

ingredient for the successful implementation of Widens Akeri’s smarter transport strategy by allowing them to 

work and interact directly with the end customer, change loading schedules, combine loads, and build reputation. 

The implications of Alwex and Widens Akeri’s collaboration are bigger than they seem at first glance. The success 

of this collaboration raises the question whether each of the 75 haulage providers who work through Alwex and 

have direct contact with the end customers has solved or minimized the common problem of empty running in 

domestic haulage. If this is the case, the implications of such finding can be huge. It can mean that a market 

platform like AirBnB and Uber in the road haulage industry might to a large extend minimize the problem of 
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empty running. The advantages of such platform might be that it will allow direct interaction between the haulier 

and the end customer. In addition to that, it can clearly communicate the past performance or the reputation of the 

companies. However, it is not clear how such platform will address the second ingredient of “smarter transport” 

– using a terminal to combine loads. For addressing this aspect of “smarter transport” the platform will have to 

be further expanded. 

 

The fact that Pierre Widen argued that Widens Akeri’s profit margin is “very good” for Sweden means that they 

have been relatively successful on the market. The previous section touched upon the importance of reputation for 

Widens Akeri’s success. The next paragraphs will elaborate on this issue and discuss how Widens Akeri has 

managed to build a good image and reputation. 

First, it is important to identify that even if Widens Akeri has not started its growth until after 2000, the company 

was established in 1979. This means that they have existed on the market for more than 35 years. This fact might 

play an important role when establishing relationships with stakeholders on the market and might positively affect 

the company’s image and reputation. 

Second, the reputation of the company is also affected by its employment strategy. Pierre Widen has made it clear 

that the company is like a big family and it is very enjoyable company to work at. In addition to that, he has argued 

that he does not want to take advantage of the employees and will never take advantage of cheap labor. Also, he 

is socially responsible and believes that integration within the company is important.  In short, Pierre Widen argued 

that he always tries to be a “good company”. All of this suggests that the company’s employment strategy might 

also positively affect their image and reputation.  

Yet another aspect that might result in the good reputation of the company is the fact that they are environmentally 

aware. “Road, as the largest single form of transport, is responsible for the largest share of pollution: some 71 % 

of overall transport CO2 emissions” (European Commission, 2014b, p.8). Goods transport contributes around 1/3 

of that figure (European Commission, 2014b). This suggests that haulage companies have huge impact on pollution 

in Europe. So, the fact that since February Widens Akeri has completely stopped using fossil diesel, makes the 

company very appealing to environmentally conscious customers. And Pierre Widen hinted that there are a lot of 

customers who care about the environment in Sweden by arguing: “in Sweden this is a big question and it is 

getting bigger and bigger every day”. However, it is surprising that the biodiesel type the company uses – HVO 

is neither more efficient nor cheaper than a regular diesel.  According to Pierre Widen and Jonas Johansson it has 

approximately the same price and the same efficiency. Contrary, Aatola, et al. (2008) argue that the efficiency of 



Sulev  May 17 2016 

Copenhagen Business School  Page 78 of 133 

HVO is lower than that of a regular fossil fuel diesel. However, it is important to note that the analysis of Aatola, 

et al. was conducted in 2008 and since then the fuel might have been improved. However, the fact that when asked 

Pierre Widen did not discuss any direct monetary benefits of using HVO and instead focused on environmental 

issues means that the use of biodiesel mostly impacts the reputation of the company. The rising usage of HVO fuel 

was also brought up by the Nordic Logistics Association employee. So, even if SCB (2016) statistics suggests that 

biofuel is used only in 0.10% of all vehicles in Sweden these statistics probably do not account for the fact that 

HVO biodiesel can be used in regular diesel engines without adjustments. The fact that Widens Akeri uses HVO 

and that Torstein Jystad has mentioned the fuel without being explicitly asked for suggests that the usage of this 

type of biodiesel in Sweden is not so uncommon. 

Besides the reputation of the company it is also important to analyze the environment in which the company 

competes. 

Widens Akeri focuses entirely on domestic transport. As discussed in the literature review, according to AECOM 

and European Commission (2014a) a large haulier is twice as likely to perform international transport operations. 

However, both interviewees have explicitly stated that Widens Akeri does not engage in international transport. 

However, this does not mean that Widens Akeri is protected from international competition. Given that the haulage 

market is highly integrated and liberalized international companies are allowed to perform operations in Sweden. 

This aspect is regulated by the cabotage rules discussed in the literature review. However, AECOM and European 

Commission (2014a); Mr. Langberg; and Mr. Jystad believe that often these regulations are not enforced. In fact, 

Mr. Jystad mentioned that in Brussels they are working every day to solve this problem, whereas Mr. Langberg 

argued that the problem cannot be solved without proper checks and monitoring in the countries. All of this 

suggests that some companies do not comply to the rules and regulations in the industry. 

“Non-compliant companies can gain a competitive advantage over compliant companies as their operating costs 

tend to be lower.” (AECOM & European Commision, 2014a, p.20). This statement was backed by the fact that 

Pierre Widen suggested that he is sure that cabotage affects his business negatively because of cost disparities but 

he stated very entrepreneurially that they should not focus on solving the cabotage but should instead focus on 

being better because cabotage will always be present. A Swedish haulage company cannot do anything about 

cabotage and as Pierre Widen hinted they should just learn to work with it and hope that cabotage is going to be 

more closely monitored in future. If it is closely monitored, rules are going to be more strictly followed. Such 

development will undoubtedly be favorable for the Swedish companies because there will be more loads for them 

and there will not be downward pressure on the haulage rates. Also, it is important to identify that one issue which 

was missing from the literature was the distinguishing between companies who demand cheaper haulage services 
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in Sweden. Pierre Widen explicitly suggested that the intermediaries are the ones that drive the demand for cheaper 

labor and not the end-customers. These intermediaries prioritize profit margins, thus the use of subcontractors 

using foreign drivers. By doing that, these large intermediaries negatively affect the domestic hauliers such as 

Widens Akeri. 

On the other side of the coin, AECOM and European Commission (2014a) might have wrongfully stated the 

following: “Hauliers from countries with high labour costs are at a competitive disadvantage in this market” 

(AECOM & European Commission, 2014a, p.71). The reason for this is that, besides the disadvantages discussed 

above, a Swedish haulier might enjoy partial competitive advantage over international competition because of the 

fact that they can use bigger vehicles transporting more goods and lowering the total fuel consumption. As evident 

from the case study findings Widens Akeri takes advantage of this opportunity and use 24-meter-long 

compositions. However, exactly how such bigger trucks affect the competitiveness of a Swedish company needs 

to be further investigated. In addition to bigger trucks, the contract structure is also favorable for Swedish 

companies and Widens Akeri specifically. As identified earlier in Sweden, unlike in the broader European Union, 

the contracts between the hauliers and their customers usually incorporate a fuel clause allowing the hauliers to 

fully recover fuel price increases. This is favorable aspect for the Swedish hauliers because it helps them reduce 

the volatility of their profit margins. 

As argued a number of times, haulage rates for domestic transport are higher than haulage rates for international 

transport. Pierre Widen also shares this point of view. It is not clear what the exact haulage rates Widens Akeri 

receives are but it is evident that the average turnover the company generates per truck is not typical. On average 

a Swedish truck generates SEK 2.5 million in revenue per year, whereas Widens Akeri’s trucks generate SEK 3 

million per truck. That is 20% higher per truck. A turnover is directly impacted by the number of sales and the 

price. This means that the high turnover Widens Akeri generates can be a result of a number of things. First, one 

potential reason for the higher average turnover could be the fact that the company does refrigerated transport 

which according to Jonas Johansson is associated with slightly higher haulage rates. Another potential reason 

could be that the reputation of the company allows them to demand higher haulage rates. However, I believe this 

is not the case given that haulage companies are usually price takers rather than price setters. On the other hand, 

as discussed earlier it is more likely that good reputation helps Widens Akeri execute their “smarter transport” 

strategy and secure more work, impacting the other revenue driver – sales. 

However, it is important to identify that even if the company does not have problems with back-loads and even 

when it does refrigerated transport where haulage rates are a bit higher, their profit margin is not higher than the 

average margin of companies in the European Union. According to AECOM and European Commission (2014a) 
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the typical margin for a European haulier ranges between 0% and 10%. Widens Akeri’s margin is volatile but it is 

around 6% and 8% on average. These considerations highlight the AECOM and European Commission (2014a) 

conclusion that hauliers from countries with high labor costs are at a competitive disadvantage on the market. So, 

the opposite effects of using bigger vehicles and fuel clause in contracts, which were discussed earlier, might not 

be focal. 

As evident, there is an approximate balance between Widens Akeri’s profit margin and the profit margin of other 

international hauliers. However, Pierre Widen suggests that the margin is very good in the narrower Swedish 

market. This fact might suggest that other Swedish haulage companies who perform dry transport instead of 

refrigerated and/or who have problems with empty running might generate substantially lower margins than most 

of their international competitors. Looked from another perspective, the implication of this could be that the 

initiatives Widens Akeri undertake help them offset some of the disadvantages of operating in a high wage country 

like Sweden but do not provide them with a competitive advantage in an international context. Hence, the strategy 

for focusing on domestic transport is the right choice for them. 

As discussed above, the environment where Widens Akeri operates does not provide them with competitive 

advantage over international hauliers. However, low-cost international hauliers do compete in Sweden which 

might suggest why both interviewees believe that Widens Akeri is cost pressured. 

Pierre Widen has made it clear that the company always try to see what can be improved in terms of lowering the 

costs. The cost structure of Widens Akeri is similar to the cost structure of other Swedish hauliers. The major costs 

the company has are fuel and driver expenses. However, the company has extremely strong position on drivers’ 

wages and has made it clear that it will not take advantage of cheaper labor and also that a flag out strategy is not 

an option for them. On the other hand, the company has been paying close attention to the other major cost they 

have – fuel. 

Pierre Widen argued that the fuel costs the company has represent approximately 22-24% of its overall costs. 

According to AECOM and European Commission (2014a), fuel costs represent on average 26% - 38% of the 

overall costs. However, it is important to note the study excluded Sweden and data was collected in 2010 which 

was a time characterized by high diesel prices. In 2016, for Sweden specifically, Mr. Langberg from “Sveriges 

Åkeriföretag” argued that these costs represent 25%-26% on average.  

It is evident that share of Widens Akeri’s fuel costs is comparatively lower. This is surprising given the fact that 

all of Widens Akeri’s long haulage trucks are refrigerated and consume 3% more fuel on average according to 



Sulev  May 17 2016 

Copenhagen Business School  Page 81 of 133 

Jonas Johansson. Fuel costs are dependent on the fuel price and the fuel consumption. Widens Akeri has made it 

clear that they have considered both aspects. 

First, Widens Akeri might pay less for fuel than their competitors because of the fact they are a relatively big 

company and can collaborate with gas stations and get discounts which might not be attainable for smaller 

companies. Pierre Widen made it clear that the company receives discounts and works closely with gas stations. 

However, he was not certain of the exact percentage of these discounts. Nevertheless, he believes it is about 10% 

off the pump price. 

On the other side of the coin, the fuel costs can also be addressed if the fuel consumption is decreased. The fuel 

consumption can be affected by a number of factors including – utilization of heavier vehicles, power alternatives, 

engine parameters, aerodynamics, tires and drivers’ behavior. 

The utilization of heavier vehicles and the power alternatives were discussed previously in order to argue for 

competitiveness and reputation respectively.  The following paragraphs will briefly discuss the findings related to 

other issues like engine parameters, aerodynamics, tires, and drivers’ behavior. 

It is evident that the company is aware of the impact of engine parameters on fuel consumption. According to 

Pierre Widen, when purchasing a heavy-duty vehicle, the company does not look solely at the price but looks at 

the fuel consumption and assesses which vehicle is going to benefit them the most in the long-term. In other words, 

Widens Akeri prefers to use more economical vehicles regardless of whether the initial investments for such 

vehicles are higher. Besides this, if a vehicle’s engine is misbehaving the company tries to check it and fix it 

immediately (P., Widen, personal communication, April 26, 2016). 

Regarding truck aerodynamics, the company has made it clear that they have made significant improvements. 

Pierre Widen argued that in the past their trucks incorporated big lights in the front which were not good for 

aerodynamics but nowadays they have removed these lights. Also, he argued that they always work closely with 

the companies selling them the trucks and specify that they would like to purchase the truck with additional 

aerodynamic components like roof fairings and cab extensions pre-installed. 

However, the company does not incorporate trailer aerodynamic equipment. According to Pierre Widen, this is 

the case because there are some operational considerations that prevent them of doing that. For example, for them 

it is not possible to incorporate a trailer nose fairing given that the equipment used for cooling the trailer is installed 

there. Also, the company does not use trailer base fairings because of the fact that it has a forklift attached on the 

back of each trailer. In addition to that, Widens Akeri’s trailers do not incorporate side skirts. According to Pierre 
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Widen, the reason for this is that often this gap is partly filled with boxes used for storage which do not allow such 

equipment to be installed easily. However, he argued that he is certain that in future they will have such equipment 

installed. I also believe that side skirts are plausible to be retrofitted on Widens Akeri’s trailers and the company 

should find a way to do that in order to positively affect its fuel costs. 

Besides engine parameters and aerodynamics, the company is also aware that the tires it uses can affect the fuel 

consumption of its vehicles. However, Pierre Widen has mentioned that tire durability and price are the two major 

considerations when choosing tires for the trucks and trailers. Fuel consumption was not mentioned as an important 

factor when choosing a tire probably because of the fact that, as Jonas Johansson stated, it is very difficult to 

measure and isolate what impact the tires have on the fuel consumption. 

Given that there could be high efficiency gains from using low rolling resistance tires, I argue that when choosing 

tires, the company should not look solely at the price and durability but should also consider the rolling resistance 

coefficient. According to Siltanen (2010), 5% of reduction in rolling resistance results in approximately 1% in fuel 

savings. Also, according to Jonas Johansson, Widens Akeri does not consider the fact that allocating tires to 

different axles can affect the fuel consumption. The company can use Siltanen (2010)’s suggestion for optimal 

allocation of tires which allows to decrease rolling resistance but do not compromise safety. In addition to that, it 

is also important to identify that the company uses both wide tires and dual tires assembly. As discussed earlier, 

wide single tires decrease the fuel consumption but can also compromise safety. So, using both wide single tires 

and dual tires seems a sensible approach to adopt. Moreover, the company is also aware that the inflation pressure 

of the tires also affects the fuel consumption and they use tires which allow them to monitor the pressure 

electronically. 

Besides engine parameters, aerodynamics, and tires, the company is also sure that the driving style affects the fuel 

consumption. Pierre Widen has made it clear that the company has been training its drivers but that the savings 

generated from their driving style have not been largely successful. 

All drivers except one answer that they believe their driving style can bring more than 11% in fuel savings for the 

company. However, the answers to the open ended question might suggest that the drivers might feel powerless 

and that their driving style is affected by outside factors. This is suggested by the fact that in their answers the 

drivers focus on aspects that are beyond their reach – more training and better planning. 

The issue of more training is explicitly shown by the answers to the direct question “Do you need more training?” 

57% of the respondents openly state that they need more training whereas three of the drivers remain neutral. In 
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addition to, that six drivers believe that they can further improve their driving style, similarly to what Bozicnik 

and Hanzic (2009) have found. 

Regarding the specific eco-driving practises, it is not clear which specific techniques are considered by the drivers 

as the most and the least important in affecting the fuel economy. There is no consensus and likely a combination 

of all the practises is needed. However, it can be identified that driving at the top speed limitations is not considered 

by the drivers’ as crucial for the fuel economy. Contrary, their manager identifies following the top speed 

limitations as one of the major techniques they can utilize in order to minimize the fuel consumption. This might 

suggest that there are differences in management expectations and drivers’ beliefs regarding eco-driving. 

 

It is important that the results are treated with caution because of the following major reasons: First, the research 

has attempted to investigate the road haulage market and a specific haulier operating in it. It is important to identify 

that the market is complex and in analyzing it the author might have presented some aspects in a simplified manner. 

The implications of this could be that some of the findings might not be of practical importance. Second, in 

assessing the competitiveness enhancing tools available and the competitiveness enhancing tools the case company 

utilizes, the research might take too narrow or too broad perspective. The implication of a too narrow perspective 

is that an important competitiveness enhancing aspect might not be discussed. Whereas the implication of a too 

broad perspective is that an important competitiveness enhancing aspect might not be discussed in enough details. 

Third, as discussed earlier the methodological approaches used prevent wide generalization of the findings. 

Moreover, there are aspects that are outside of the scope of this research. Frist, this paper does not review the costs 

associated with the competitiveness enhancing tools discussed. Second, the paper does not measure operational 

efficiency or the savings that can be achieved by using a specific strategy. The paper also does not discuss concepts 

like electrical road infrastructure and vehicle platooning. These are areas of potential future investigation. 

Future research can focus on different issues like role of reputation in the Swedish road haulage market or relative 

importance of each competitiveness enhancing element used. However, it is particularly interesting to get a sample 

of the 75 companies who work with Alwex and a sample of other Swedish haulage companies who do not work 

with Alwex and then assess whether there is a difference in empty running between the two groups. If there is a 

difference such finding might suggest that developing a marketplace platform, which allows hauliers to work 

directly with customers, can partly solve the common problem of empty running. 
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The findings have revealed new gaps in literature that have not been adequately investigated. The research has 

found out that a “smarter transport strategy” can potentially solve the problem of empty running which is a 

common occurrence in domestic transport operations. This is surprising given that it is often assumed that hauliers 

cannot solve this problem and most research regarding this issue has focused on how large logistics providers can 

minimize it. The research has also found that reputation and direct contact with the customer likely play vital roles 

for executing such “smarter transport”. In addition to that, the research might also suggest that biofuel usage in 

the road haulage sector in Sweden is increasing. 

Furthermore, the research has also generated a number of other minor findings. Some of these findings also 

contradict generally accepted beliefs. Among these findings the following are worth identifying: 1.) Lack of use 

of trailer aerodynamic components and low rolling resistance tires in Sweden; 2.) Differences between eco-driving 

elements considered to be important by the management and eco-driving elements considered to be important by 

drivers; 3.) Questionable driver shortage; 4.) Questionable cost pressure for Swedish hauliers; 5.) Favorable 

contract structure and vehicle types in Sweden which enhance local competitiveness; 6.) The demand for cheaper 

transport is driven by intermediaries and not by the end customers. 

 

On 22nd April, 2016 we celebrated the Earth’s day. Its moto was “let’s get really big stuff done for our planet” 

(Earth Day Network, n.d.)  

However, I believe it is difficult to do “big stuff” without starting by small things first. Small things, which can 

turn into a big thing and save not only costs but also our grandchildren’s future.  

This paper looked into some of the underlying concepts characterizing the road haulage market and identified how 

companies in this industry can save costs. This is a small thing, but a small thing that if embraced by companies 

can turn into a big thing. The paper focused on areas that can be influenced by haulage companies themselves and 

not on fuel savings methods and techniques that are still concepts and are not plausible for companies to utilize. It 

is evident that companies in the road haulage industry can act. Widens Akeri is an example of a Swedish company 

that has been acting and by acting it has not only managed to operate in an unfavorable market with great success 

but has also taken one of the many small steps companies in Europe can and should take. 
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APPENDIX A 

It is important to stress that the discussion of the philosophical stances is still widely debated by researchers.“Many 

researchers note that debates on ontology and epistemology cannot end in any philosophical solution; there is no 

right or wrong philosophical stance” (Holden & Lynch, 2004, p.12) 

In addition to that the field is extremely fragmented and there are often contradictory views on the same topic: 

“A number of studies (Saunders et al., 2009; Ritchie and Lewis, 2003; Guba, 1990; Guba and Lincoln, 1989) have 

used different descriptions, categorisations and classifications of research paradigms and philosophies in relation to 

research methods with overlapping emphasis and meanings.” (Mkansi & Acheampong, 2012, p.132). 

Thus, it is important that the subsection is treated with caution given that the concepts are still widely debated. 

Regardless of the fact that the views presented here can be debated, the paper is still valuable. One reason for that 

is that according to Hughes and Sharrock (1997) there are a number of researchers who are not concerned “about 

epistemology and ontology but about the particular problems they confront from their theories and 

investigations…” (Hughes & Sharrock, 1997, p.94). These researchers argue that “If all that matters is that 

scientists go about their business…using methods appropriate to the problems they have to deal with, then 

philosophical worries about ontology and epistemology are an irrelevance” (Hughes & Sharrock, 1997, p.94).  

Johnson and Onwuegbuzie (2004) have similar view and argue that differences in epistemological beliefs or logics 

are not directly related and do not dictate what specific data collection and analytical methods are used. For that 

reason, they believe that philosophical considerations should not prevent the exploitation of any methods. 
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Note. Retrieved from ”Research Methods for Business Students” by M. Saunders, P. Lewis, and A. Thornhill, 2009. 
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APPENDIX C1: Interview Transcript with Pierre Widen 

Interviewer (I): Yeah, ok so I’m first gonna start with some br-broader questions. 

Participant (P): Yeah 

I: And-aa some of them might seem very straightforward and easy to answer for you but I wanna ask them anyway 

so that I can build a broader-broader picture. 

P: Yeah, ok, yeah, I understand 

I: Yeah, ok so can you tell me a little bit about your company? I mean in general what you are doing? 

P: Yeah, for the big the company is about thirty years old (audio skips). He bought one truck year 2000, then he 

bought another one and we started our ah what do you call it, excuse me for the bad English but it is a way up. He 

hired a couple of people that includes meself and my sister get into the company six years later. So, now from the 

2000 we were from(…) we were one person and we are about 50 people in the company. Ah, we have ah almost 

20 trucks with vagons too and we have ah (…) we do a lot of temperatured transport like to grocery stores and like 

restaurants, so big customers for us. Flowers too, to flower shops in areas that we stay. We have traffic only in the 

southern part of Sweden. Nothing abroad, nothing in the northern of Sweden, just the area about 30mile -- 300km 

from Kalmar you can say. We have one own terminal, a big one here in Kalmar. We have a, what do you call it, 

we have a docking place where we can, we dock the trucks and thereafter we loaded it up and deliver to other 

stores in the area. 

I: Aha, aha, yeah, ok so you have like a warehouse platform 

P: Yes, yes, but we have (…) if we more for the southern part of Sweden (…) we bring home for customers like 

ICA, a big Swedish company and we have also Coop and what do you call the other one martin&servera is a big 

restaurants company – biggest clients. But we have on the other way from this area too – like Helsingborg, 

Halmstad and Norrkoping we have a lot of wellpaper with some, what do you call it - soberfarow (...) wood, you 

can say, down to the wood stores in the southern part of Sweden. That is the company we are now. 

I: OK, so from what I understood it is that you are mostly focusing on domestic-domestic transport around Kalmar 

area. 

P: Yes 

I: And not on (…). Hello? (audio skips) 
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P: Highway in the middle of Sweden from Jonkoping down to Helsingborg and Malmo, so mostly we go on smaller 

roads like rural roads so to speak 

I: But what type of trucks do you use, I mean and trailers. 

P: We have a (…) we can say we have a mixed we have a mostly Volvo and Scania, now we have one Mercedes, 

we are waiting for one DAF coming in about 2-3 months from now. But it is a mix but it is for 95% Volvo and 

Scania. 

I: Volvo and Scania, and why is that the case, they are, they are spending (…) I mean they are most efficient or, 

most economical or? 

P: I think we have switched company (…) and we have the traditional way has been to buy Volvo and Scania but 

now we have this, this year from now on we have tried the Mercedes it is one year old and we try one DAF from 

this year. We would like to learn more about these vehicles but I can see from one year that Mercedes is not 

cheaper than Volvo or Scania – it is cheaper to buy but is much more expensive in fuel. It takes more fuel and I 

think Volvo is a very good truck for the drivers and the Scania is nearby the hearths of the trucks (…) the drivers 

but unfortunately Scania is a very expensive truck we have a lot of problems with the engines in Scania, they are 

not very good. So the best one at the moment to own and to have is Volvo, low fuel consumption its various (…) 

it is not often on the on the what do you call it backstop – at the repair stop. 

I: Aha, yeah, yeah, yeah, and ah but all of them are used for long-haulage I mean they are big trucks, right. 

P: Yeah, it is big, yeah, yeah we have two small ones but they are Volvos both of them but the others are big 

trucks. 

I: And you, and you attach tr-trailers to them, like normal trailers or what type of trailers you use? 

P: We have a Swedish weight, you know that, like a truck with seven meters (audio skips). We have ah traditional 

Swedish trucks we have a truck and trailer and the trailer is 12 meters and the truck is 10 meters with the (…) you 

have both 18 pallets on the truck and 30 pallets on the trailer. So, not like in Southern in Europe with 13 meters 

trailer and smaller truck before. 

I: Aha, so it is 18 pallets in the truck. 

P: Yeah, 18 in the truck and 30 pallets in the trailer. 



Sulev  May 17 2016 

Copenhagen Business School  Page 100 of 133 

I: And are there any specific regulations, I mean any specific regulations, I mean any specific permits you need in 

order to operate such trucks in Sweden 

P: No, this is a (inaudible segment: 09.02) truck in Sweden. Now, they have ah some ah sell trucks you can search 

in Sweden, you can have (…) in Sweden you can have 18 pallet truck, plus that you can have what do you call it 

dolly – and you can put a 13 meter trailer on it. It is ok, in that combination you do not have to search for any 

specially, ah any specially. 

I: Permits and stuff like that 

P: Certification. But the thing in Sweden that try just now. You can load much more. Today we can load 64 tonnes 

on these trucks and they have some research they are up to 74 tonnes in the future. We have some trucks in the 

area but they have to search for it and they have to go by the same way all the time. They cant go one of the place 

you want. 

I: So, they are a bit higher I guess. 

P: No, it is the same size like the one we use. It is still the 24 meters. You can be if you don’t have 18 pallets with 

a dolly and European trailer – that one can be 25.25 meters but the one who is about to go up to 74 tonnes they 

have can be 24 meters I think – not longer – it is still the same. They have some, I know in the Western part of 

Sweden from Goteborg down to Malmo they have a truck that goes with one (…) usually, what do you call it, we 

call it dragbil I do not know the name English. Just a truck with two European trailers after and that one is about 

30 meters long. 

I: And usually, usually the regulation, the regulations like the normal length regulations in Sweden how much they 

are? 

P: 24 meters 

I: 24 meters. That is for everything – for the truck plus the trailer. 

P: Yeah, it is the total length of the combination – 24 meters. 

I: Yeah, yeah, and to go back approximately what percentage of your business is using the bigger trucks and what 

percentage of your business is using like the two smaller trucks you have. 

P: I can say the bigger trucks is up to 95%. The small truck is just in the city here in the nearby in the town the 

two small trucks. Everything goes by big trucks. 
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I: And another question – do you participate in any associations and if if yes, why? [silence]. I mean, in any 

trucking associations and stuff like that. 

P: What do you mean I did not understand the question. Say that again. 

I: Do you participate in any associations like in any trucking associations and stuff like that. 

P: Yeah, in Sweden we have something called Svensk Akeriforetaget – you can have a partnership in that. And 

then we have something called Fair Transport. It is for make a thing for the one that buys transport to know that 

we have the right salaries and to know that we have the right type of vehicles and we make everything we are 

expected to do and we are one part of that cooperation. 

I: So, basically, in the South part of Sweden you are required to participate in that association but in Akeriforetag 

you are not required but you are participating because there are some benefits or? 

P: I am not sure that I understand the question. What do say about the benefits of being in that organization. What 

do you mean?  

I: Yeah, I mean are there any benefits in participating in Akeriforetag organization? 

P: Yeah, I am not sure that because I think our company name is very (…) the thing that we sell to new customers. 

We are living in an area in Sweden which is a little bit off – if you know what I mean. The Northern part of Sweden 

is very not that less people living in this part of Sweden (inaudible segment: 14.20) Kalmar is just like that so we 

have much more benefits to be in a company who have (…) who making deliveries in this area. We don’t have 

that many companies to fight against. That is why I think we have a well-known name in the business. So, I think 

that is more important. This Swedish Akeriforetaget I do not know the meaning of that I am not sure the meaning 

of that if I am not sure how much that give us, how much work that give us. 

I: OK, so basically Swedish Akeriforetaget they help company find loads 

P: Ah no, I think more that if a company wanna buy (…) wanna sell a load, maybe they look at which companies… 

I: Ah, ok, aha, aha I got it. So, it is more like an image thing and you do not think it is necessary for you… 

P: Yes, Yes,  but we have another company that we are part of it is called Alwex. We are 75 partners in this 

company and Alwex makes most of the deals with the other companies for us. So, we do not have any (..) all of 

factoring - Alwex makes the factoring and we just produce most of the transports. They make up the business of 

(inaudible segment: 16:11). 
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I: Aha, so basically they help you find loads to transport and stuff like that. 

P: Yes, yes 

I: And what is the company called once again? 

P: It is called Alwex – A-L-W-E-X. 

I: Aha, ok, ok, yeah and do you do cold transport or it is mostly like normal transport. 

P: Yeah, it is cold transport the mostly of the transport we have. 

I: So, all of your trailers are for cold transport? 

P: What did you say – once again? 

I: All of your trailers are for cold transport [silence]? Like the trailers, the trailers they, they are specifically 

designed for transportation of cold. 

P: Yeah, yeah, the whole trailers are like that. We have ah, we only have I think one vagon- one trailer who is not 

for cold transport. So, all trailer and all trucks are for cold transport, yes, that is correct. 

I: So, there are not curtain sided? 

P: No, no, no curtain sides at all. We have only one roof in curtain on one truck but in that truck we do not have 

any cold machines. So, in that one is only to make ah (…) we have some customers who have what do you call it 

for the farmers, for the farmers who makes, we make for jordbrug. What do you call jordbrug. Yeah, that is a little 

thing we do also besides cold transport.  

I: But what percentage of your business is approximately cold transport and other transport? 

P: I can think maybe we have that transport is about maybe 10% perhaps. 

I: Aha, and cold transport is the rest like 90%? 

P: Yeah, ah I can say, yeah, 90% is cold transport yeah. 

I: And do you sometimes work directly with the customers or you always work with this company that helps you 

find loads.  
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P: I have ah, at the moment I think about 95% through Alwex and we have some small business we have with 

other companies who don’t the Alwex are not including them, but 95% in Alwex. 

I: And what do you think about cabotage? Does it affect your business, I mean…? 

P: [grunts] [raises voice]. I think so! Yes! It affects me not directly. I can’t say that (…) I can see we are missing 

some customers. But I think that when cabotage is in the nearby customers and force the one who is my colleagues 

and who is besides me and who will have to come to my business and try to make a new customer in that. So, I 

think the cabotage (…) but I think can’t stop the cabotage. I think we have to just learn how to work with it, 

because we will always gonna have cabotage. It is here to stay, I am very sure. Those customers who don’t think 

it is important to have a Swedish guy in the truck or a Swedish company who makes the loading. I think it is up to 

the customer to decide and we can just take it from that and try to be better and try to make the customers 

understand how important it is to have a local man who knows things about the companies and (…) 

I: And are there any customers like that and who prefer to get lower haulage rates? 

P: Yeah, I can think so. It is, the biggest (…) it is the other speditures that are the worst in this case like the big 

DSV, you have DHL, you have a Schenker. I think those guys is the one who (…) it is a big problem (inaudible 

segment: 21:45). They would like to have big benefits and then they would have to use these people for make that 

benefits for their companies. So, it is not always the customers it is more the speditures. 

I: More like the intermediaries? 

P: Yeah 

I: And usually if you have to say how does the haulage rates differ for an international haulier that is doing cabotage 

or cross-trade in Sweden and by a local haulage. I mean usually, how does the rates differ, the haulage rates? 

P: Oh, I am not understand that question. Can you take that once again? It was about the rates? 

I: yeah, yeah, because for an example a Swedish company, domestic company, when they sell transport, the rates 

I guess differ from when an international company sells transport in Sweden? 

P: Yeah, I think so, but because we have another, (…) we have a bigger cost in Sweden, cause we have higher 

salaries to the drivers and I think we have, I think we pay much more for the trucks than they do in other part of 

Europe. I think so, so that is why we buy bigger trucks than a total 24 meters it is more expensive to buy. I think 

it is big question, it is very difficult to compare those two kind of business for international traffic and domestic 
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traffic it is too different. If you have an international cooperation here or company who works here and they are in 

the Northern part of Sweden, they load, ah unload something in the Northern part and they just want to get back 

in for example Germany to make the reload back to say Spain in this is of course they would like if they can have 

let’s say 500 euro for just maker there from like Goteborg, down to say Helsingborg or take Stockholm to 

Helsingborg, it is very positive for that company. So, that is why. But if you take one of my trucks who going go 

up to Stockholm and then go back to Helsingborg for 5000 eller for 500 euro that is not possible for us. Maybe we 

have to have two four hundred euros more to make a good deal. I think it is very hard to compare this two 

companies in that case. 

I: Yeah, but overall you can say that international hauliers, they offer lower rates for transport than local Swedish 

company. 

P: I think so, because when I speak with my colleagues who have international traffic, they say that they can pay 

the same for one pallet from Kalmar to Helsingborg like one pall from Kalmar to say Hamburg for instance. It is 

the same price. I cannot explain why but I think it is cheaper to buy transport in the long haul in that case. 

I: OK, so, now I am going to move on and ask questions that I have prepared. So, I mean, I mean it is a big problem 

because you are a Swedish (…) and that is why I do this research because you are a Swedish company and as you 

mentioned the wages are higher and when some international companies are going there in Sweden and not 

following the cabotage rules and cross trade rules that is impacting you indirectly. I mean, it is difficult for a 

Swedish company. And ah, now I am gonna (…). The top speed in Sweden is how much when you are driving 

truck with a trailer? 

P: 80km 

I: 80km. Yeah, ok. Yeah and what do you think are the major costs, how do you think you can optimize them and 

what you are currently using in order to optimize the costs? I mean, ah what… 

P: Yeah, I think we have one, (…) the one in the company called Jonas, he works with fuel consumption in the 

company. Today the fuel consumption is about 24% so our what do you call it omsattning. Our 

I: Revenue 

P: Yeah and that is a big cost for us. We have also a big cost in the salaries it is about totally in the company about 

38%. So, it is a big cost for us if you compare. 

I: And what percentage of that is drivers approximately? 
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P: Ah, I think approximately the drivers if you take (inaudible segment 28:28). So, the drivers is about ah (…) and 

then we have some personnel at the terminal too but the top up at the office and the terminal I think the drivers is 

about, let’s see here maybe 30% 

I: 30% 

P: Yeah 

I: And besides, fuel and drivers and other personnel what other costs do you have? 

P: We have, if you take the repair costs of the truck it is about, we have a very very good, what do you call it, 

vehicle manager, and he (…) I think we are down now, we have been up to 7-8% but now we have about between 

4-5% is the cost about the repair of the trucks and the trailers. 

I: And besides, drivers fuel and repair? 

P: Ah, we have also you can take, we have 1% of the tires, and you have, you have the tax, and the insurance, it’s 

about let’s see here, maybe 2%, 3% and then we have another cost is the payoff, I don’t know the name in English 

it is called avskrivningar, you have to make avsrkivningar, (…) it is about the trucks when they get older, they get 

less worth money, so we have to make some… 

I: Ah, yeah, depreciation, I think. 

P: Yeah, that I think the name is. So, I think today we have about 7-8% left what we done and I think in Sweden 

that is very good in Sweden. 

I: You have 7-8% what excuse me? 

P: I think we can have it, when we have made all the, I think in one year we can have between 6 or 8% in the win 

(…) after to, what do you call it [silence]. The profit is 6 to 7%. 

I: Ah, the margin, the margin 

P: Yeah, the margin. And I see we work everyday to make the margin much better. And we have it 3% some years 

and up to 12 or 13%. I think if we can be more effective with the drivers, I think we can have about 10% margin. 

That is my, that is my (…), we would like to come and then we can make it in very many ways. I think also you 

can make it if you make smarter transports you can earn much more money 

I: Smarter transport what do you mean? 
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P: Ah, you can (…) if you work with the customers, just speak with them and just speak with them and you change 

days (…) sometimes (…) for example we have an island outside Kalmar called Oland. And it is if you go from 

(…) we have a bridge from Kalmar over to Oland, and if you go from the bridge up to the Northern part of the 

island is about 100km. And if I speak to one of my customers (…), somedays we go to the Northern part 3 days a 

week now in the winter. Every Monday, Wednesday and Friday. But sometimes I have other transports to the 

Northern part like Tuesday and Thursday and I always try to speak with the customers I have if it is OK to change 

day to Monday, Wednesday and Friday and then I can make a better price and I can I have much more margin in 

that case because I can have more in truck in the Northern part – it gives more money. 

I: Yeah, so basically the company that finds load for you they give you the contact with the customer and then you 

can talk directly with the customer and arrange and combine the deliveries. 

P: Yeah, exactly, and I think that is very important to work with the customer. And to save fuel we work with the 

drivers with the fuel consumption and we also try to work with the customers that we can change days if we don’t 

visit every day that is a big thing. But the loads we take from Kalmar down to Helsingborg for example. If we one 

day have one or two loads too much we try to keep it at the terminal and send the the next day when we have other 

transport that day. That is also one thing we do that gets better margin. 

I: And approximately, what percentage go through your terminal. Through the terminal about 50% is through (…). 

It is the most of thing that we pick up in the Southern part of Sweden like Helsingborg and Malmo and Halmstad, 

we take to the terminal and we put it in the terminal in the evenings or the nights and we put it out in other trucks 

in the mornings and deliver the day after. 

P: And you do that in order to optimize the loads, right? 

I: Yeah, yeah. So, when we loaded for example at ICA’s big terminal in Helsingborg. We loaded as much as we 

can. We lift pallets after pallets and we (…) just to compromise as much as we can, so we can have it with us so 

much groceries and then we come to Kalmar and we spit it on the terminals and take it out to the small stores of 

ICA in the area. 

I: Yeah, and to go back on the costs. You mentioned what percentage is drivers, what is fuel, what is depreciation… 

P: Yeah, the drivers is about 30% and the fuel cost is about 22 I think 24% I am not sure but the price has went 

down at the moment. But two months ago, we stopped, we don’t go on diesel anymore. We (…) every truck has 

instead a petrol called HVO. 
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I: HVO 

P: Yeah, it is made of, what do you call it – the rest product from cows and pigs. 

I: Aha, yeah so it is in a sense biodiesel. 

P: Yes, its biodiesel, yeah. We have (…) from I think it was in January, February, we stopped filling the trucks 

with diesel and now we have Biodiesel in every truck. So, that is a little more expensive than diesel 

I: It is a little more expensive, but what about efficiency? Is it more efficient or? 

P: What do you say, efficient – what is that? 

I: Efficiency – I mean when a truck is using biodiesel instead of diesel does it consume more fuel or does it 

consume less fuel 

P: Ahhh, I think that question you have to ask Jonas, I am not really, I don’t have the answer at the moment but I 

think it is like the same. Because we have (…), half of the trucks before have something called RME – it is raps – 

I do not know the name in English -  or raps. Like an oil raps, the older biofuel before but it was very expensive. 

I: Ah, yeah I know raps oil – it’s produce from plants not from animal fats but from plants. 

P: Yeah, it is from the farming [silence] 

I: Yeah, but I can talk with Jonas more about that. 

P: Yeah, he knows more about that than I do. 

I: Yeah, but I have one more question. Do you get any benefits from using biodiesel, I mean since …? 

P: Yeah, yeah I have benefits, the benefits is (…) for the first it is nearby my hearth. I would like to, I would like 

to leave this Earth to my children with a good standard so that they can make it to their children. I think it is very 

good. And if I see at the benefits of the company we have showed it in Newspapers and we speak about it with the 

customers and all the customers and the people around the business are very proud and very much (…) I think it 

is going to bring us much more customers in the future. I am sure about that because in Sweden this is a big 

question and it is getting bigger and bigger every day. 

I: Yeah, yeah, I totally understand. I have actually prepared a question for that – it is very good that you do (…) 

so it is good for your image and for the long-term it is going to be very nice.  
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P: Yeah, I am sure that and I think the best I think (…) I can see RME was not that good for the engines but this 

HVO seems very good for the engines. I hope it is going to be a big fuel in the future I hope.  

I: Yeah, and the current, I mean the major manufacturers of engines, the current engines – it is possible to use this 

fuel in all of them, right? You don’t need a specific type of engine? [silence] 

P: Yes, I need to lock the door. Say that again, Mario, say that again? 

I: Yeah, about the engine types, when using such fuel you don’t need any specific engine types – it is compatible 

with the current major engines? 

P: Yes, it seems so, because now in the beginning it was only Volvo who said yes to use just HVO and now Scania 

have done the same and Mercedes, I think they have it on the bus – this Mercedes, we fuel the Mercedes with 

HVO and I think, Mercedes, I am not sure if they have made it clear but I know that Mercedes busses is OK to 

driver on HVO and it is the same engine in a bus like a truck and that is why we fuel our Mercedes with HVO? 

I: Yeah, and what about the infrastructure? Is it easy to fuel? I mean the gas stations, they have such type of fuel, 

most of them or? 

P: Yeah, we have it in the southern part it’s more and more. And we have one in Kalmar, we have three in Vaxjo 

and we have (inaudible segment: 41:40) (…) for our way it is very good – it is easy but I think if you stay in 

another place in Sweden it’s probably perhaps it isn’t that easy that we have. Because we have one station that is 

just let’s say one km from our terminal. So, it’s very nearby, so driver fill it up, the truck everyday, when they get 

back home from their… 

I: Yeah, yeah and do you work closely with these gas station? I mean do you get any discounts and stuff like that? 

P: Yeah, yeah, we have discounts and stuff like that. The one in Kalmar is called Oko Q8 and the one that we have 

in Vaxjo and Almunt is owned by Alwex owns that one and then we have very good (…) better fits or what do 

you call it – deals. 

I: And what percentage approximately from the pump price they give you discount? 

P: I should have say (…) that is also a question for Jonas – ask him so that you can get it directly but I think about 

let’s say, maybe approximately 10% off from the prices but ask Jonas about that. 

I: And do you know about the diesel price and the price of this biodiesel what is the difference between the two in 

percentage. 
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P: That is the same thing you have to ask him … I think at the moment is like diesel is maybe one or a couple of 

cents … I am not sure how much. It is better to ask Jonas. 

I: Yeah, ok. And what about flexi-fuels? Fuels using methane as their primary component? 

P: Yeah, we don’t have anyone here. We were thinking about getting one but the ones in the areas they have 

biofuel here in Kalmar, not biofuel wait, what do you call it – we make it on, from animals… 

I: Biodiesel 

P: What do you call it the poop from the cows 

I: Yeah, it’s biodiesel. 

P: Yeah, biodiesel too that I have in Kalmar but I don’t think the types of trucks we have that go 600km in one 

trip, we can’t go with that type of fuel. 

I: So, it’s basically a question of infrastructure and the infrastructure is still lacking in that area and that is why 

you don’t use such trucks. 

P: Yes, yes, that is correct. But we are looking for – in the distribution here in the center we would like to have 

one electricity truck. That would be fun to investment. 

I: And what do you think hybrid electric trucks using partly electric power. 

P: They are very interesting I think. We will be looking for one Volvo truck but at the moment what we were 

nearby to buy one they could not sell one to us because they stopped building that trucks. I don’t know why? At 

the moment we don’t need one but I think in the future we are going to buy one, I am sure about that. 

I: Yeah, yeah, and at the moment do you think there are manufacturing concerns – manufacturing problems and 

the companies are not offering enough of these trucks? 

P: Yes, that is right. I think the companies are a little bit afraid of these ones. These trucks – and I think the 

companies are a little bit afraid of these one, these trucks and I think the companies are very interested to sell diesel 

engines in future – they are not that interested to build these trucks. It is a small question for these companies. 

I: Yeah, and to go back about the biodiesel you are using, does it impact like the Euro IV, Euro V and Euro VI 

environmental standarts in some way. I mean what is (…) when you use a biodiesel does Euro IV, Euro V and 

Euro VI concern you or when you use a bio type of fuel you are not concerned about these things. 
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P: I think we have (…) we only have only Euro V and Euro VI in the company and we can drive both of them it 

is no problem. I don’t know when Euro VII is coming but maybe a couple of years. We have to buy another type 

of trucks, I am not sure which one at the moment but… 

I: And are there any costs related to Euro V and Euro VI that you have – any things you have to pay and stuff like 

that. 

P: I don’t think so. It’s the only cost we have before was (…) I think the tax is less in Euro VI so that you can earn 

a couple of some money but before when we had the other biodiesel called RME, we had to make more service 

on the trucks, then we had problems with the trucks. It’s what (…) that biodiesel was more (…), the fuel 

consumption was higher on RME. And we also have some problems in the Winter, when there is cold outside and 

the truck didn’t start. But we don’t have that kind of problems with HVO we don’t have that kind of problems. 

I: And are there any other important regulations like rules, rules imposed by Sweden or by the European Union 

that impact your business in some kind of way. 

P: Not at this moment, the only thing I have heard about is that in EU, the countries, can’t (…) they have to place 

tax on the fuel that (…). I am not sure how to ask this question but ah, I know that the government have to make 

some tax on HVO fuel, because it is too, it is too cheap so that is why more taxes than there is on regular diesel. 

I: So, basically, currently regular diesel the tax is carbon tax and environmental tax. And about the biodiesel what 

did you say it’s currently the taxes for biodiesel are higher or? 

P: Yeah, it is higher because the fuel is less expensive to buy. 

I: So, even, even even… 

P: It is some kind of penalty tax on the biofuel at the moment. The government is speaking about to make some 

penalty tax on biofuel eller… [laughs]. When I think about that I can’t understand why but that is something about 

(…) the regulations in EU, you can’t make RME for example in the farmers acres, you can’t make fuel in the 

farmers acres it is some regulation, I can’t explain in English. 

P: So, basically because of manufacturing things and manufacturing concerns the government is thinking of raising 

a bit the fuel tax on biodiesel and it is going to be likely a bit more expensive in future. 
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I: yeah, that is (…) but they are only speaking about that but we have not seen it yet. So, maybe it is not going to 

be that in future. I think it is very, very much people in EU who don’t speak the same, speak the same and it is not 

what do you call it – they don’t agree with each other, so it is different kind of way of seeing the problems. 

I: Yeah, yeah I know but currently the biodiesel and the diesel taxes are similar right? Probably they can change 

if future but currently they are similar. 

P: Yeah, yeah 

I: Yeah, OK. And what about [silence] aerodynamic equipment? 

P: Yeah, we have been doing a lot of things at the moment. Because before we have big lights in the roof for 

example and have big lights in front of the truck and now we stopped doing that in order to make more 

aerodynamics. We have, we placed a lot of things on the trucks just to make more aerodynamics – to make the 

trucks more less fuel. 

I: Yeah, and do you have like on your trucks like a roof fairing that is going from the top of the truck to the trailer, 

to the top of the trailer. 

P: Yes, we have that on all our trucks. 

I: And what about on the sides, on the side of the truck like extensions? 

P: Yes, we have it (…) it’s a I know (…) if you look some trucks you can have it very, what do you call it. I 

understand your question. We have it both I can say, it’s we can do it much more on the new trucks that we buy, 

we have been speaking about that just to make it more aerodynamics? 

I: Yeah, yeah and do you think the new trucks, I mean the manufacturers that sell the new trucks they incorporate 

these elements in their truck design or you have to attach them separately afterwards? 

P: Often, we can do it when we buy the trucks, because the one that build the cabin of the truck, they make that if 

you want it. It is a question but you have to tell them that you would like to have those kind of thing on your truck. 

They don’t do it anyway. So, you have to tell them to do it at the moment. 

I: Aha, yeah, ok. And it’s (…) what about the trailers, I mean do you have any aerodynamic components on the 

trailers? 

P: What do you say about the flavours? 
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I: Trailers, trailers.  

P: It’s the same we have with trucks. We have (…) it’s both I can say we have a couple of trucks that have whole 

size but I think we have to make it better in the future, because at the moment we have some boxes down the sides 

of the trailers that you need to keep like wood sticks and we have the belts that we put on the things we load from 

the sides. We have (…) we can open all the sides on the trucks so that we can load from the side if you know what 

I mean. 

I: Yeah, yeah, I know. 

P: So, that we need something, some place but there we can build between these boxes, you can fill it up with like 

you say with plastic or like that. I think in the future we are gonna have that. 

I: So, basically, the space in between the axles and the tires – you have a box there that prevents you from adding 

sideskirt like a plastic that can, that can… 

P: Yeah, we have one or two trailers with that but in future we are going to have more like that. 

I: And are there any regulations in terms of having such plastic. 

P: No, I think it is on the other way. You have to have like the ones on the side to protect like walkers and bicycle 

people not to running to the truck or to the trailer. That you have to have it but you can have only with two longer 

if you know what I mean. 

I: So, basically, you have to have it but they are not long enough and they are not covering the entire space or? 

P: No, no, not at the moment. 

I: Yeah, ok and what about attachments on the front side of the trailer, like when the trailer is attached to the cabin, 

there are cabin extensions covering the gap. 

P: Yes, yes we have that on all of our trucks. 

I: But it is also possible to have extensions on the front side of the trailer that also help cover this gap. Do you 

have such things? 

P: No, no that we don’t have because on every truck we have on every trucks we have a cold machine, so at the 

moment we don’t have anyone like that. No. I think it’s (…) if you are gonna have that I think, the type of way we 

have is short. We don’t go that far in our trips and then I think it is too much work to have them if we have very 
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much loading from the back of our trucks. We have to (…) I think it is not in (…) if you have a longer transport 

like from the southern part of Europe up to the Northern part of Europe, you can do that work that takes to have 

these (…) and make it (…) you have to move this, when you have a lot of what do you call it - unloading from the 

backside. 

I: Aha, ok so basically, you don’t have (…) on the back of the trailer you don’t have any attachments… 

P: No, nothing, because on all trucks we have, what do you call it – a forklift. Because our customers (…) we have 

to lift the thing down to the ground. 

I: So, basically, the forklift is always attached to the truck 

P: Yes, always attached on the truck.  

I: On the back of the trailer and… 

P: Yeah, on the back of the trailer and then on the back of those truck. 

I: And that does not allow you to have any aerodynamic attachments. 

P: Yes 

I: And ah [silence] about tires? Do you work with any specific companies about getting…? 

P: Yeah, at the moment we have (…) our neighbor next door has Pirelli, it is a company called Däcka in Sweden 

and they own this Italian owners from that company called Pirelli. But before we had Michelin all the time but we 

(…) Michelin stopped making those tires that we always have on our trucks so the new ones that came were not 

that good like the ones before so then we tried Pirelli instead and we are very very pleased with those tires. 

I: And what do you mean they were not that good? 

P: Not that good was you don’t (…) before we can drive about the truck tires, we can take about 300 000km but 

in the new one it just came about 200 000km. So, it is a some form of new tire that has less rubber in it. I can’t 

really explain why but so we tried Pirelli and now we have Pirelli for maybe two years and it is very good I think 

we (…) almost it is up to the miles we had before – km. 

I: So, basically when you are choosing tires you mostly look at how many km you can drive with them? 
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P: Yes, yes, the price is (…) we look at the price afterwards. Because we can see how much a tire (…) how long 

we can drive with the tire and then we can what the cost is and then we can see that Pirelli tire is (…) if you 

compare the cost of the tire and you compare how long you can come it is very good I think. In our type of transport 

it fits us very well, 

I: And it is all-season tires or winter tires? 

P: We have both, I can say, we tried winter and we have (…). So, it’s both I can say. It’s our vehicle manager have 

a little project with Pirelli. He tries on different ways to get the perfect tire for us. And the another thing is very 

important why we choose Pirelli and Däcka is that the people that work there are very good and always if we have 

like an explosion or if you like an (inaudible segment 1:01:50) somewhere they come and directly always works 

it everytime. So, that is a very, also very important question. 

I: And what about the tires – do you install them in a specific way? I mean winter tire on this axle, all-season tire 

on that axle and something like that. 

P: I am not that good in that thing. It is my vehicle manager who is the one that knows about that but I drive before 

so we can say that we have (…) the one who is driven on the trucks we have one type of kind of tires and on the 

trailers another kind but I am not sure which one – I am not that good with that. 

I: And do you know why you do that? I mean what is the reason behind different tires on different axles? 

P: I think it is just for the grip. The trailer is not that important to have that good grip because the trailer is always 

just rolling after the truck but the truck is very important to have good grip up here in the North because we have 

(…) if you see the winter it’s very icy and snowy so you have to have good tires up here. 

I: And do you think the tires can affect the fuel consumption? 

P: Yes, yes I am sure that and that is why we are changing because in the winters we tried on a couple of trucks to 

have Winter tires and then on the Spring we take them off and we go on Summer tires instead and I am quite sure 

that it is very important for us in the fuel consumption. 

I: And what about the inflation pressure in the tire? I mean do you monitor it so the tires are properly inflated or? 

P: Yeah, we have (…), Pirelli has (…) in every tire we have a little bit of small sensor. You know sensor? 

I: Yeah, yeah, yeah. 
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P: So, we can have a , call, like a mobile phone and we can see the pressure in each tire. So, if we walk around one 

truck we can see if a tire needs more air? So, I think that is very important for fuel consumption that you have the 

right pressure in tires. 

I: Yeah, yeah, ok and I have some, some questions regarding drivers and how do you compare to your competitors 

in terms of drivers’ salary? 

P: Yeah, we don’t (…) before we had a bonus program that if we manage to get lower fuel costs we split the 

accepted victory of this with the drivers, so if we save 1000SEK in savings 500SEK get back to the drivers and 

the 500SEK to the company. Unfortunately, last year, we haven’t made that (…) we have seen that our fuel costs 

is been getting (…) the fuel what do you call smitten – I don’t know the (…) middle of the fuel how much fuel 

every truck use, we have seen that it is getting higher. 

I: The average consumption 

P: Yeah, the consumption has been getting up, so we haven’t made that savings. At the moment, Jonas is at the 

moment working on something new that we can make more for the drivers so that they have more for the drivers 

so that they have a, what do you call it – a carrot to just work with it more. 

I: Yeah, motivation and incentive. 

P: To have motivation. Yeah, yeah – that’s right. 

I: And do you train them in some way? I mean do you… 

P: Yeah, we have a (…), for a couple of years ago, we went to an education called eco driving in Sweden here and 

all drivers went through that education and we had some reeducation in same a couple of years after. We have 

been tried two years ago. So, the ones in the company that has been the best in fuel driving, had the best, what do 

you call it again. Fuel… help me. 

I: Consumption 

P: Fuel consumption. The one that has best in driving has educated the other drivers in the company. So, we are 

trying different ways to getting better so at speech. I think we have, we can do much more but we have very good 

drivers who don’t drive too fast at first. I think if you go at about 80s you have a perfect way of truck. If you go at 

like 90 – that you can do but I think it is very expensive. And we have to work with the drivers that they have to 

shut-up the engine when they are unloading for example. We try to work with tires so to speak, we try to see, look 
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at the aerodynamics of the truck. We try to have an (…) to see the trucks that are not feeling that well in the engine 

or are starting to getting old for example and working for (…) we are looking for different things to get lower fuel 

costs. 

I: And all of your drivers are Swedish, right? 

P: Yes, yes. 

I: And is it easy to find a driver in Sweden? Do you think that there might be a shortage, shortage on the market? 

P: I think. Yes, yes I am sure because the Swedes don’t want to work anymore. The Swedes get much much fatter 

and just wanna stay home and do nothing. So, I think it is going to be a big big problem in Sweden in future. But 

we have at the moment no problem because I think we have a company who is well-known name in the area and 

we try to make it a very interesting place to work at. We spent a lot of money on the drivers. It is very for us to 

(…) we are like a big family, so at the moment is no problem to get drivers but I think in the future when the 

Swedes don’t (…) [laughs] still don’t want to work, then we have to look for drivers at other party like Europe or 

the world for example.  At the moment we have a lot of people from Syria who are coming into Sweden and I 

hope I can find a couple of new drivers in that people in the future. 

I: And do you think you can employ cheaper labor from like foreign country or in order to work you gotta be 

resident in the country? 

P: I am going to pay for the (…). In the future, I would like to have because I think it is very important for the 

company to get integration, that you have different kind of people come from different parts of the world, I think 

it is very important for a company. I would like to have people who come from other part of the world in the future. 

And I am going to pay like we pay in Sweden. For me is very important that we pay (…) I would like to be a good 

company, so to speak. That is important for me. 

I: Yeah, yeah, yeah, yeah, yeah. And what about, there is one strategy (…) I kind of understood that you very 

much care about the image and everything, but I have to ask this question because I have prepared it, there is one 

strategy called flag out and do you think like a subsidiary in a neighboring country where the costs are lower might 

benefit you or might not benefit you and what do you think are disadvantages and advantages of such strategy? 

P: I think in my company it’s not going to happen here. Because before I worked, I start this company. I worked 

as a carpenter. So in that case, I have to do this in the future, I am going to stop working and I am going try to 

leave this company before. I am not interested to flag out. Not at the moment (…) it is very difficult to see the 
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future but how I live and work today and how I think (…) I would like to (…) important for me is to take social 

care for people who work in the company. It is very important for me. And that is why I say, it’s (…) I am very 

open to have like EU immigrants. In the future I hope I can have them in the company. But they are going to work 

for a Swedish salary. That is very important for me. If they are going to live and stay in Sweden they are going to 

have the Sweidsh salary. 

I: Yeah, yeah, yeah, I totally understand and I agree with that but I had to ask the question because it’s… 

P: Yeah, no it’s ok. I think I haven’t thought about this question much because for me it is very important to have 

people who (…) I can see if you have people who feel good and like the thing they do they make a very good job, 

I think. I don’t have anything to compare with, maybe it works with the flag out too but I am not sure. I have not 

tried it. And I am a little bit afraid so to speak. I don’t want to use people. That is important for me. 

I: Yeah, yeah, yeah. I totally agree with that. And also I have (..). I think we discussed pretty much everything - 

about drivers, about drivers behavior – that can also affect fuel consumption, about tires, about aerodynamic 

equipment, ah about what costs you have, about the power alternatives, I mean about methane and biodiesel and 

stuff like that and (…) yeah about taxes. Yeah, actually about the costs, approximately what percentage of your 

costs is for the personal that is working in the, in the… 

P: Office? 

I: Yeah ,in the terminal and in the office 

P: In the terminal and in the office I can say about 8% I think.  

I: 8% 

P: We have 4 persons in the terminal and in the office we have 5 persons – 6 persons. So, it is 10 persons. I can 

think about 8 or 9%, I think. 

I: Yeah, yeah, and also I have one more question – we discussed costs but we haven’t much discussed haulage 

rates and usually, literature says that for domestic transport haulage rates are higher than (…) I mean you are 

getting paid more for domestic transport transport than for international transport because it is difficult to find a 

back load. And is this a problem for you? 

P: No! I can say like this. In one week we have a problem to get load from this part to the other side of Sweden 

like Helsingborg or Malmo and then we have very backload, much backload that week. Next week we have very 
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much load from this part of Sweden to Helsingborg but you get nothing back. It is a usual problem in this type of 

work because (…) in some strange way we always fill the trucks up every day. I don’t know how but we have a 

good reputation in the area. We work with all type of customers – have all big DHL and DSV and Schenker. We 

work for all companies and we have our own customers and so we try to fill the trucks as much as we can every 

day and I think we have success with that every day. Some strange way, I can’t explain it – very good drivers and 

very good people at the office who are very good to arrange loads. 

I: Yeah, yeah and about (…) you mentioned DHL and Schenker (…) so basically you work through this company 

– I mean the one that starts with A and then, they find loads, loads for you and then some of these loads are related 

to Schekner and DHL. 

P: We have own (…). You can say like this: Alwex has (…) the most of the freights that we have goes through 

Alwex but when Alwex don’t have (…) for example when we only have a half truck from Helsingborg back to 

Kalmar, we phone to our colleagues and maybe we can have fem – 5 pallets for Schenker and we can have 10 

pallets for DHL and we have 20 pallets from DSV for example on one truck. So, we also work with the others, we 

ask them and then when they want to give something that they don’t need for that day and they can’t arrange, we 

take that. We work with everybody you can say but Alwex is the central and the partner who works through 

because Alwex send that bills to Schenker and DSV, so we don’t make any own bills so to speak. 

I: Aha, so, basically approximately 95% of your business is through intermediaries but…? 

P: Yeah, Alwex have much but I don’t understand (…) I don’t have the exact figures about how much Alwex own 

customer is but I think we have about (…) If Alwex has about 95% of our loads, maybe Alwex owned customers 

is about 75-70% and then there is other spediteurs is about maybe 20-25%.  

I: Aha, ok, ok. But mostly you work through intermediaries and not directly with cusomters. 

P: Yeah, no, we have a (…), we own Alwex, so you can say both way because we have own customers in Alwex 

like ICA and Coop for example but ICA, Coop don’t want to have a truck company (…) they would like to have 

this Alwex for, so that is why I don’t have own customers so to speak, I have my own customers through Alwex 

so to speak. 

I: Yeah, yeah, yeah. OK. I understand, so Alwex is more like a, more like a platform and once… 

P: Yes, yeah, that is the right thing. 
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I: And once you have a good image and once a customer agrees to work with you and to make a contract with you, 

you get that customer and you interact directly with the customer. 

P: That’s right. That’s right. 

I: And usually, when you (…) you make contracts directly with the customer, right? 

P: Yes, yes, I do. Often. 

I: And usually, the contracts do they include like a fuel clause? I mean if the price… 

P: Yes, yes, always that. You have to have that because if you don’t have it (inaudible segment: 1:19:52). Let’s 

say if you get a big war in the Middle East and then the fuel cost went up directly so you have to have that one in 

the… 

I: Yeah, yeah especially, when the margin is low like 8% and stuff like that is very important. Yeah, yeah ok but 

thank you very much I think I asked pretty much all … 

P: Very good. Very good. You can phone me again it was very nice to speak with you. Which day you would like 

interview Jonas he has been gone home at the moment but would you like to phone him tomorrow? 

I: Yeah, probably tomorrow if it is OK for him? 

P: I can speak with him tomorrow so that I can e-mail you so (…) I can arrange if it is OK for you at 2 o’clock 

tomorrow. 

I: 2 o’clock, yeah it is perfect, it’s ok for me. 

P: Well, we decided. I can give my phone to Jonas and he can (…) you can skype with him through my phone. 

I: Yeah, yeah, ok, ok no problem. 

P: Perfect, then I see (…) I speak with Jonas in the morning and then I get you an e-mail in the morning and then 

you can phone Jonas in 2 o’clock tomorrow. 

I: Yeah, OK, perfect! 

P: Very good, Mario! Thank you very much! Nice to speak with you! 
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I: Thank you for your time and if I have some questions (…) I mean I think I asked everything but if I have some 

questions I can write you an e-mail and I can, I can ask if something is not clear when I listen to the interview. 

P: You’re welcome, just phone me again. It was nice speaking with you. 

I: Yeah, nice speaking with you and thank you very much once again. Tack så mycket! 

P: You too, Mario, see you, buy! 

I: Yeah, buy! 
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APPENDIX C2: Interview Transcript with the Jonas Johansson 

Interviewer (I): Yeah, ok so basically, what do you think are the major costs, major costs your company have? I 

mean if you can separate them into groups what do you think are going to be those groups? 

Participant (P): The biggest cost for us is the personnel and the fuel. The major cost 40% is the personnel and the 

fuel stands for about … [call interrupted] 

P: Hello, Mario, I am sorry the call was interrupted. 

I: Yeah, ok, no problem. I understand. 

P: Yeah, we talked about the cost – the major cost is the employees – it is about 40% of our costs. 40% 

I: Yeah, and about the fuel? 

P: I think fuel is about 18%. 

I: And do you think there is a cost-pressure for a Swedish company in this industry? 

P: Yes 

I: So you think the margins are low but the costs are quite high and you got to have to find a way to get them 

down? 

P: Yes, we always try to push, to press the costs down. That is always a struggle. But you can’t do (…) about the 

employees our major costs employees and fuel is nothing you can do about really. Employees, the cost for the 

employees is very difficult to lower. 

I: Yeah, yeah I understand. 

P: And there are some companies, not us, that drive with foreign drivers and then they can press the salaries and 

the employee costs. 

I: But these companies are Swedish companies or? 

P: No, no 

I: Foreign companies? 
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P: Ah yeah, yeah Swedish companies employs foreign personnel. Truck drivers from Balkan drivers from, for 

example Poland 

I: But actually, are they allowed to hire such drivers? 

P: Yes, I think so, yes 

I: But I guess they need some special, special… 

P: They are of course some rules for how long time and they have also rules for what they have to pay them but 

they don’t follow that rules, my feeling is that they don’t follow that rules. 

I: Yeah, yeah, it’s actually a big problem, I have read that… 

P: They are underpaid. 

I: Yeah, yeah but besides drivers’ what aspects of the vehicle of the truck and the trailer do you think can affect 

the fuel consumption. 

P: Oh, I am not an engine expert [laughs]. The manufacturers of the car naturally try to press the fuel consumption 

all the time. And we try to learn our drivers to drive economically and we try to educate them how to do that – to 

decrease the fuel consumption. 

I: And what is the average fuel consumption of your Volvo trucks, because I understood that they are the major 

trucks. 

P: There are many different sort of trucks and many different sort of engines but in about 4.7litters per mile. 

I: 4.7litres per 10km? 

P: Yeah, about. 

I: And most of the driving is at top speed, right, at 80km. 

P: Yes, I think so. 80 yes. 

I: So, the urban driving and the in-city driving is not very much and usually the trucks drive at top speed? 

P: Yes, we don’t have much driving in the cities. We have a few cars and they are (…) they consume more fuel 

when they drive in the cities short, on short deliveries and our long deliveries are naturally less fuel consumption. 
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I: Yeah, yeah, and which trucks do you think are the most economical on the market? 

P: That, I can’t answer. I don’t have answer for that? 

I: And you fuel your vehicles in Sweden, right? I mean you pump fuel in them in Sweden you don’t go out of the 

country in order to fuel them? 

P: No, only in Sweden, only in Sweden, we have only domestic deliveries. We don’t drive foreign deliveries, we 

don’t. 

I: And you receive some specific discounts from gas stations, right? 

P: Yes, yes, yes. At the moment we have two, two delivery partners – one that is called TRB and one is called  

IDS and IDS is Q8 that owns IDS. For the moment we have two delivery partners. 

I: And I understood that in the past you tried using flexi-fuels using methane as their primary component but then 

there was no infrastructure and I mean you considered using such vehicles but there was no infrastructure and 

that’s why you (…) you are actually currently using biodiesel or? 

P: We don’t drive on gas. You mean if we drive on gas? 

I: What fuel type do you use? 

P: We use something called HVO – only HVO – that is considered to be the most kindly for the nature for the 

moment. 

I: Yeah, and what about efficiency? The trucks… 

P: Yes, that’s kind of new fuel for 1-1.5 year back and we feel that efficiency is about the same as for pure diesel 

– fossil diesel. This is somehow made of not on fossil basis.  

I: And what is the price of it? I mean compared to diesel? 

P: About the same. 

I: About the same. 

P: About the same and that’s (…) I don’t know why because it is much cheaper to create this HVO. So, I suppose 

someone is earning money on that one. Someone else. 
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I: And what do you think about hybrid trucks using some kind of electric power do you think it is possible to 

happen in the near future or do you think it is far away? 

P: Yes, in the future I hope that will be such a scarce that we can (…) the manufacturers can produce hybrid car, 

pure energy. I hope and I think it will be so, but when this is done I don’t know. 5 years. 10 years. I do not know. 

I: Yeah, and is the fuel consumption of Swedish type of trucks – heavier trucks, bigger trucks (…) Is the fuel 

consumption of these trucks bigger than the fuel consumption of regular European trucks? 

P: I don’t know. I don’t know. 

I: But if you have to try and guess? It is more or less the same or? 

P: Yes, I think more or less the same it all has to do with how far you drive. I mean many companies out in Europe 

I think have more long routes than we have here – we drive only in Southern of Sweden maybe maximum 50 (…) 

500km at a time. I think European maybe driving 2000km at the same time and that affects the consumption. 

I: But usually, if it’s for the, for the same same time of trip, the heavier the vehicle and the more heavy it is – it 

consumes more fuel or how it is? 

P: Yes, yes of course. The heavier the vehicle, the more they consume. 

I: But what percentage do you thing more for a similar trip? 

P: Oh, that’s very hard. Because I’m (…) I can’t answer that one. It depends on how heavier and… 

I: Yeah, yeah I understand and is the fuel consumption for cold transport higher than normal transport? 

P: Yes, if you drive in a cold climate there would be more fuel consumption. 

I: But I mean if the trailer is refrigerated, if it is cold trailer… 

P: Yes, that also consumes more because there are what do you call – the freeze aggregator that consumes also 

fuel. And that of course increase the consumption. 

I: And do you think you have an idea about what more fuel these aggregates consume than a trailer that do not 

have aggregates? 
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P: I think we have (…) if I look at one month, we have a consumption of about, about, approximately 100000 liters 

and the freezers consume about 3000. So, about 3% from our consumption goes to freezer. About. And that 

includes what do you call it behind the truck. We have (…) I don’t know the name in English.  

I: Forklift or? 

P: Yes, the car consumes and the (inaudible segment: 13:00) consumes and then we have the… yes… what do you 

call it the trailer… or? 

I: Yeah, the trailer or the forklift on the back of the trailer? But ah, and it consumes more fuel but the customers, 

the customers pay different prices for cold transport and normal transport and how is it? 

P: Yeah, I guess that has to be the conclusion, yes. 

I: So, you think customers pay higher prices for cold transport or? 

P: Yes. I think so. We nearly only drive low tempreture transport. Most of our transport is temperature so (…) and 

I think the prices are a little bit higher for them to transport. 

I: Aha, ok and I am going to move to aerodynamics and how do you optimize your fuel consumption through the 

truck design – the design of the truck 

P: We don’t design the trucks ourselves so we that we only have to trust the manufacturers of the cars. 

I: Aha, ok so you don’t attach any additional components, you just order from the manufacturer aerodynamic 

designs. 

P: Yes 

I: Aha, and about the trailers do you optimize the fuel consumption through a trailer design in some way. 

P: [hesitant] [silence] No. 

I: But is there anything that you think might be possible to do  in terms of better aerodynamic design of the trailer. 

P: Yes, if the manufacturers somehow find out how to decrease the fuel consumption by aerodynamics sort of 

details we have to look at because it’s … [call interrupted] 

I: Hello, yeah? 
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P: The call was interrupted again. Sorry. 

I: Yeah, no problem 

P: Where were we? 

I: Yeah, I think we discussed aerodynamics trucks and the trailers and now, [silence], yeah now I think about the 

tires. We haven’t discussed anything about the tires. Do you think the tires can affect the fuel consumption of the 

vehicle? 

P: [silence] ah the trailer? 

I: I mean the tires, Michelin or… 

P: Ah, the tires, the tires. Yes, yes. That I think. But that business or that branch-the tires it is very difficult to. 

Sometimes we suspect that tires manufacturers sometimes are not, what to say, they don’t cheat but they possibly 

make tires of cheaper materials and then it is very hard to prove that there are the tires that increased the fuel. We 

buy from known brands our tires and naturally that affects the fuel consumption somehow but it is very hard to 

measure what is what so to say. 

I: Yeah, and do you buy any specific tires that reduce the rolling resistance of the trailer and the tractor? 

P: It is very hard to say if it is the tires or (…) we think in our minds that it is important on what you drive on and 

to know if you buy well-known brands (…) I think there is economic in that even if it is somewhat expensive tire, 

you somehow in the end gains on that if you drive on good tires. But we can’t say because of that we choose some 

tires we gain several liters per vehicle per year. It is very very very hard and difficult to say. 

I: Yeah, it is difficult to monitor. But do you use new tires, when you replace the tires do you use new tires or 

retreated tires, I mean just the top? 

P: Yes, always new tires. 

I: Always, new tires. Ok. And usually, how long you can drive on these tires? 

P: Ah, I have to ask our, our expert on this one [talks Swedish with a colleague]. On the truck about 180 000 – 200 

000 km. 

I: Aha ok, and you monitor the inflation in the tires, right? I mean the pressure? The p-s-I in the tires, you monitor 

it repeatedly, right? 
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P: Yes, yes, always, we have yearly service and we have very good partner that is for our tires. 

I: And you use all-season tires or winter tires? 

P: Ahh, I think, I think it’s (…). I have to check that one too. [talks Swedish with a colleague]. Normally, we drive 

on the same tires the year all around if though it is snowing it is cold. But we have tried to test new tires especially 

make for our cold climate but that’s too early to say what that’s (…) where that gets us. 

I: Yeah, and do you place the tires specifically for example on this axle you put this tire and on another axle you 

put this tire because you think it is better or? 

P: No, I don’t think they have (…). No, I don’t think so. 

I: Yeah, ok so, I am just gonna check my questions to see whether I have something else to ask. Yeah, about the 

drivers, do you think they can affect the fuel consumption? 

P: Yes. I am certain. That we measure. We can specify what the driver (…) we can have different drivers in the 

same car and you can see how one driver is very keen on driving and how another driver drives very so saying 

uncarefully and that affects the fuel consumption really high. One driver can drive on let’s say 5 liters 10 kilomiters. 

The other driver drives the same delivery and drives on 4.5. So that is very (…) depends very much on what the 

driver is doing how he is driving. 

I: Yeah, and what do you think are the major techniques they can use in order to optimize it. 

P: Yeah, not accelerate too much and use the retarder or the engine breaks. You know not break with the foot but 

use the engine to break the vehicle down. 

I: Yeah, yeah, yeah ok so thank you very much for all the answers. 

P: Yeah, thank you. 

I: And your position in the company is fuel controller, right? 

P: Yeah, among other things. 

I: Aha ok [laughs]. Yeah, ok so I guess if I have any additional questions I can, I can send an e-mail to Pierre, 

because I might… 

P: Yeah, send an e-mail to him it is often easier to answer in texture. 
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I: Yeah, yeah, yeah thank you I am not going to keep you more on the… 

P: And good luck, Mario with your work. 

I: Yeah, yeah thank you very much! Yeah, bye, bye 
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APPENDIX C3: Interview Transcript with Torstein Jystad 

Interviewer (I): Yeah, and so you think the companies are under cost-pressure or not in Sweden? 

Participant (P): I don’t know, I think there are no indications of whether they are under cost-pressure or not. No, I 

don’t think so. 

I: And you mentioned most of the companies are small companies – like one man – one truck in Sweden? 

P: Yeah. 

I: And what do you think are the major expenses of the Swedish companies? 

P: The major expenses? 

I: Yeah. 

P: Fuel – diesel, that’s for sure, the truck itself, and also of course the driver. 

I: And what do you mean the truck itself like buying the truck or? 

P: Buying the trucks, yeah, the whole thing yeah. But on the day to day basis it’s the fuel. 

I: And if you have to say percentagewise what’s fuel and what’s driver approximately in your opinion? 

P: What was that, sorry? 

I: Percentagewise what do you think is fuel and what do you think is drivers, I mean the expenses? 

P: Ah ok, fuel is (…) fuel always be (…). I mean (…) I am not sure I can say that (…), yeah fuel is everything – 

that’s every day, the drivers’ is also every day. Depends on which drivers’ you have, I mean in Scandinavia there 

is a lot of foreign drivers that come and they are not requiring as high salary as Swedish drivers for example. So, 

I am not sure (…) I mean the main expenses … 

I: But you think Swedish companies are employing foreign drivers or? 

P: Yeah, I mean some of them are employing foreign drivers. Yes, that’s a general thing. Yeah. (…) All the 

cabotage driving. 

I: Yeah, cabotage and cross-trade. And what about the fuel they use? It’s mostly diesel or? 
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P: It’s mostly diesel but it has been a lot of developments. In Sweden there’s a lot of focus on the biofuels. In 

Sweden in particular there is a focus on this new biodiesel called HVO100, that’s like up and coming and you also 

have ethanol which is also been used [inaudible segment 2.49] petrol and gas (…) not sure gas trucks. And you 

also have these companies like Volvo and Scania they have been developing this autonomous vehicles where you 

don’t need a driver to sit there and then there are more and more electrified and hybrid vehicles, like that is going 

to be the future I would say. As of now, the diesel is the most by far. 

I: Yeah, and autonomous driving it is (…) currently it’s possible or it’s still not possible and there are 

manufacturing concerns? 

P: The autonomous vehicles? 

I: Yeah, yeah. 

P: It is this thing. It is this concept that as of now you always need a driver to be within the truck. There is this 

concept of truck platooning which Sweden has been involved a lot. And that is essentially two-three trucks driving 

in a convoy. And the first truck is determining the speed and the pace of the whole convoy and the two other 

behind it are connected wirelessly. 

I: And it is allowed I mean or it is regulated? Vehicle platooning? 

P: It needs to be harmonized but there was this on April 6 there was this truck platooning challenge where six 

truck manufacturers did this and they were driving through Denmark, Sweden and a lot of places in Europe. So, 

they showed it, so the technology is there but it needs to be accepted by each member states in the EU essentially. 

So, it is not really full scale (…) I mean the technology is there and it’s going to (…) a lot of people think it would 

be (…) let’s say rolled out in like five years or so. 

I: Yeah, but currently if a haulage company wants to utilize this technology it’s still not possible for them or? 

P: At present, no. 

I: And do you think Swedish companies focus more on domestic transport or they also do international transport? 

What’s your idea about it? 

P: Oh, a lot of international transport. 

I: So, you … 
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P: Both actually, Sweden is a very long country. So, there is a lot of long distance travelling but it is also very 

close to Denmark and they do a lot of business in Sweden. Germany and (…). There is a lot of traffic in Europe 

for Swedish trucks. 

I: Yeah, ok so you think companies based in Sweden, that are established in Sweden, don’t focus only on domestic 

markets but they also do international transport  

P: The bigger ones they will definitely focus on the international transport but the smaller ones they do more local, 

local driving. But there is a lot of small truck companies in Sweden, that’s the major (…) that’s the most there is 

in Scandinavia in general. 

I: Yeah, and how do you think these companies compete with international hauliers. I mean doing cabotage and 

corsstrade. For example, if the rules are not enforced and if the haulage rates these companies provide are much 

much lower. How do you think a Swedish company is dealing with such competition. 

P: It is very difficult. That’s a (…) I mean we are sitting in Brussels, we are working on a lot of these issues and 

in general there is a lot of rules and regulations that a driver can only drive so many hours and then he has to rest 

so many hours. All of these rules on social dumping, etc. But they are not really being enforced and it’s very 

difficult in the truck sector because it is so mobile and it is very difficult to control where trucks are coming into 

your country. And a lot of times when there is a foreign driver coming in he cannot speak the language so he 

cannot really say anything. So, in terms of enforcement it is very difficult in Scandinavia and that is what we are 

worried about because a lot of foreign drivers want to take advantage of the good system in Scandinavia and in 

Sweden as well.  

I: Yeah, I understand and it’s the monitoring is not very big and it is difficult. 

P: Yeah, I mean but there is always a demand for drivers in Sweden and there is always going to be a lot of foreign 

drivers coming into Sweden to take these positions. Recruiting of truck drivers is a big issue. We are actually going 

to write a text on our webpage which you can look at in Sweden if you want to. 

I: And do you think such small companies in Sweden can deal to some extend with this competition by establishing 

a subsidiary in another country with lower costs or for small companies that is not a viable option in your opinion. 

P: I mean the truck business in Sweden is so big, so it is not going to suffer. I mean they can always compete but 

there is always this trend in the market that goes toward lower prices and lower wages for the drivers, social 
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dumping, etc. And that is a growing issue because of this pressure from other member states in the EU where the 

welfare system is not that good (…) I mean drivers will come to Sweden and take advantage of this. 

I: And do you think Swedish companies prioritize profit margin or they also care about the environment? 

P: Ah, that is a big one. They care about the environment but that is mostly the technology from the trucks. I mean, 

yeah Scania and Volvo are both Swedish and they have done a lot of developments on having their trucks reduce 

less CO2 emissions. But I mean, Swedish companies – yeah – I think they will cut costs – a lot of them. Like I 

said they are very small, so there is always so many costs they can cut. 

I: And what do you think about loads? Is it easy for companies in Sweden to find loads or a lot of empty running 

occurs? 

P: If it is difficult to find work? 

I: Work, loads, like quantity for the trucks, like goods, loads or there is empty running? 

P: The big problem there has been that when a truck is driving through the dimension they usually (…) I mean the 

truck is not always full but when they are returning to their original destination. I mean when they are going back 

again – they are usually empty – and that is a big issue. 

I: And that is for domestic transport or? 

P: Ahhh, domestic, international I am not sure – sorry. 

I: Yeah, yeah, and last question do you think the image in this industry, the image of the company  - do you think 

it is important and the reputation of the company. 

P: I do think so. I represent the Sveriges Akeriforetag and they are very (...) they want to improve the image of the 

business. I mean being a truck driver is not always that attractive. So, there is going to be (…) there are a lot of 

promotional campaigns to attract young people to the profession of being a truck driver. In Sweden and in 

Scandinavia in general they really care about the reputation and to maintain a high (…) a good reputation for the 

business as a whole. 

I: Aha, so you think the companies for example the small companies even though they are cost pressured they still 

care about the reputation.  
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P: Oh yeah, especially the authorities among all of these small companies [inaudible segment 2.49] but Sweden, 

Swedish authorities and Swedish people work on this every day in offices in the political part of it they really care. 

I: Aha, but on the company side what do you think? 

P: For the companies – yeah, I do think they care. That is the general thing in Scandinavia – we have a really good 

system – generally high wages, good social welfare, etc. and that needs to be maintained. So, I do think they care 

– yes. 

I: OK. Thank you, thank you very much for your time. I very much appreciate your answers. 

P: Yeah, no worries, good luck with your, good luck with your work and if you want to learn more you can always 

follow us on Facebook, look at our page, etc. We are posting a lot of interesting things. 

I: Yeah, yeah, I’ve looked through it and it’s very interesting. Yeah, thank you once again and good luck in 

Brussels. Thank you bye bye. 

 


