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ROAD TESTED
VOLVO: FH 460 I-SAVE 6X2

Volvo has made some bold fuel efficiency claims for its
compound turbo technology. We hit the road in an I-Save
equipped FH 460 to see if the numbers really stack up
WORDS: COLIN BARNETT / PHOTOS: TOM CUNNINGHAM
In recent years, we’ve made a conscious
effort to downplay fuel consumption
figures. It’s not that they aren’t of great
significance, but they are only one of the many factors
that go towards making a good all-round truck. This
doesn’t mean we’ve compromised our efforts to
obtain the best consumption possible while driving
in real world conditions, though.
For this road test, however, we’ve set aside our
usual policy and put our focus firmly on economy.
After all, after seven years on the market, we’ve
written most of what there is to write about the fourth
generation Volvo FH – and judging by sales figures,
many operators are happy with its overall capabilities.
And this time, Volvo has introduced technology with
bold claims of major fuel economy gains, so it seemed
only right for us to alter our focus slightly.
The truck under scrutiny is an FH 460 equipped
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with a package of technology collectively known
as I-Save, significant enough that it effectively
creates a model in its own right. The FH on test is
uncompromisingly aimed at ultimate economy, from
its lower roof Globetrotter cab to the longest final
drive ratio in Volvo’s current armoury.

UNDER THE HOOD
The I-Save package is currently only available in
fleet-focused 460hp and 500hp ratings of the familiar
12.8-litre D13K engine family, although other ratings
may follow in due course. Interestingly, Volvo carried
out some preliminary runs around our test route
with both versions and found little difference in fuel
consumption between them.
The package basically consists of the latest I-See
predictive cruise control and, more significantly, the
turbo-compound unit. We’ve previously covered the
theory and practice of the turbo-compound system
but will recap briefly, due to its significance.
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Engine Graph: Volvo D13K460
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Power (hp)

AdBlue SCR
Bore x stroke 131 x 158mm
Capacity 12.8 litres
Compression ratio 17.0:1
Maximum power 453hp (338kW) at 1,400-1,800rpm
Maximum torque 2,600Nm (1,918lbft) at 9001,250rpm
Transmission Volvo AT2612F I-shift 12-speed
direct drive with automated
change. TP-LONG software
Gear ratios 11.73-0.78:1; reverse, 13.732.48:1
Final drive ratio 2.31:1
Clutch Single dry plate with automated
operation
Brakes Disc brakes, with full EBS and
Advanced Emergency Braking
Parking brake Electronically controlled spring

The compound
turbo
technology
has been used
in Volvo’s US
market trucks
for a couple of
years so is well
developed
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ACCELERATION
Volvo: FH 460 I-Save 6x2
0-80 km/h 51.4 seconds
32-64 km/h 24.9 seconds
48-80 km/h 29.8 seconds

brake acting on front and drive
axles
Secondary brakes VEB+ engine compression brake,
max 375kW at 2,300rpm
Brake dimensions Front and rear, 430mm; mid,
420mm diameter
Chassis Bolted and riveted ladder frame
Frame dimensions 266mm x 90mm x 8mm
Suspension Front, steel parabolic; rear, air with
lifting second axle
Steering Volvo Dynamic Steering variableassisted recirculating ball, with
personal settings
Turns lock-to-lock 4.7
Wheels and tyres 22.5 x 9in Alcoa alloy wheels with
Michelin 385/55x22.5in (front and
mid axles), 315/70x22.5in (rear)
tyres
Fuel/AdBlue tank 480/100 litres
Electrical system 24V negative earth return
Battery/alternator 2 x 12V, 210Ah gel/150A
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Traditionally, when exhaust gas leaves the cylinders
it powers the turbocharger to increase air flow into the
engine, then exits to the atmosphere via the emissions
after-treatment systems. With turbo-compounding,
the gas powers another turbine just beyond the
turbocharger. The energy recovered from this is fed
directly back into the engine flywheel via a small fluid
coupling that damps out any combustion pulses.
While turbo-compounding has been seen before
on engines from both Swedish manufacturers, it has
previously been used as a power enhancer. This is the
first time it has been engineered as an economy aid,
however, and Volvo claims an improvement in the
order of 3.5% over the already enhanced Euro-6d
engine. It has the additional benefit of increasing
torque by 300Nm on both versions, so a 500 with
I-Save now has the same torque as the lowest rated
FH16, the 550.
The compound turbo technology has been used
in Volvo’s US market trucks for a couple of years
so is well developed. A key figure is that it raises the
engine’s brake thermal efficiency from 43% to 47%,
with around 55% expected to be achievable in time.

NEED TO KNOW

The I-Save package
is currently only
available in
fleet-focused 460hp
and 500hp ratings
of the familiar
12.8-litre D13K
engine
Just using turbo-compounding has shown fuel savings
of around 3% over there.
I-Save can be mated to either conventional I-Shift
or Dual Clutch transmissions, Volvo saying there is at
best a marginal difference between the consumption
of either application.

ON THE ROAD
A significant feature of the I-Save package is that
it does away with the Performance mode generally
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Volvo: FH 460 I-Save 6x2
Tickover 48.8dB(A)
48km/h 52.0dB(A)
64km/h 54.6dB(A)
80km/h 57.5dB(A)
Max limited speed 59.0dB(A)

SECURITY
Volvo: FH 460 I-Save 6x2
Engine immobiliser Yes
Alarm No
Central locking Yes
Dead-locking Yes
Secure bonnet Yes

Because this test is concentrating on the dynamic properties of
the I-Save package, we’ll refrain from telling you once again how
many cupholders the now familiar FH cab has. Apart from some
nice leather seats, the test truck is a standard fleet spec FH, but
that doesn’t make it a bad place to work, with essential luxuries
such as an underbunk fridge still included. The infotainment
system fitted goes by the full title of Secondary Information System
– High. This means that it’s the highest level unit, and includes
access to the Dynafleet management system.
Gear shifting is courtesy of the dashboard push-button
alternative to the familiar floor-mounted quadrant. This is
becoming increasingly popular, particularly among larger fleets.
From a driver’s perspective, it provides easier movement around
the cab, but for the operator, it reduces the temptation for the
driver to intervene in the carefully designed gear-changing
strategy. While it is available on all driving software packages,
it doesn’t include a Performance mode. And apparently, the old
quadrant was rather prone to having coffee spilled in its innards,
doing it no good.

AT THE WHEEL

IN-CAB NOISE

Locking fuel cap Yes

fitted, so the on-track acceleration figures may look
a little tame compared with rivals tested in the fastest
mode available. In the real world, though, journey
times don’t suffer. Average speed around our Scottish
test route was in the faster half of recorded times,
and interestingly exactly the same as the last FH16
750 we tested.
The test truck has the latest version of Volvo Direct
Steering (VDS) with the personal settings facility.
Having always felt that VDS was a bit over-assisted
at higher speeds, we now like to select the STABLE
option and leave it there, getting what we feel is the
best all-round compromise of ease of use and good
road feel.

HILL CLIMBS
Volvo: FH 460 I-Save 6x2
Holmescales Hill (M6) 4 mins 31 secs
Broomhaugh Hill (A68) 2 mins 41 secs

Mercedes-Benz: Actros 2546LS StreamSpace
Holmescales Hill (M6) 4 mins 48 secs
Broomhaugh Hill (A68) 3 mins 26 secs

Scania: R450 LA6x2/MNA
Holmescales Hill (M6) 4 mins 35 secs
Broomhaugh Hill (A68) 2 mins 26 secs

We’re quickly getting accustomed to the gentle
intervention of the Lane Keep Assist system,
particularly through the seemingly interminable
roadworks on the M6. What is harder to get used to
is the car horn sound of the blind spot assist, which
invariably has you looking round to see who you’ve
upset.
The latest I-See predictive cruise control is greatly
improved, based on a more reliable communication
platform. It reads the road 2km ahead, and while
it uses over-the-air mapping data, it also has an
on-board backup system. A notable enhancement
is the increased use of in-gear over-running when
appropriate, which uses no fuel at all, instead of
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coasting in neutral, which uses an admittedly small
amount.
In some ways, the system seems rather unintuitive
to an experienced driver, such as coming off the
power before the crest of a hill. It’s best to just go with
the flow and trust it. We had it set to the highest Eco
level which, giving a maximum overspeed of 5kph
and under by 7kph, has the widest variation but the
best efficiency.
As always, we were driving for
best economy but without wasting
time. That means making maximum
use of the normal cruise control,
really only coming off for safety at
roundabouts, in heavy traffic and on
tricky hill descents. Adaptive cruise
control was kept for situations where
you have no choice but to follow the
traffic, such as in those roadworks.
Otherwise you run the risk of not noticing that you’re
losing valuable momentum behind a slowing truck
in front. As we have done for years, we maintain
85kph on motorways to avoid getting into elephant
racing situations. The biggest downside of adaptive
cruise control systems from all manufacturers is
the frustrating interaction with other trucks. Maybe
things will get better when everyone is using it.
The FH’s on-road behaviour is almost impeccable,

CM’S NEW TEST

TRAILER
This an appropriate point to mention
Commercial Motor’s latest test trailer, being
used for the first time here. Previously, we
ran a pair of trailers, one set up for 40 tonne
operations and the other for 44 tonnes.
However, as no-one can remember the last time
we tested a full-sized 4x2 tractor, the 40-tonner
only ever went on the road for annual testing. As
a result, we are now making do with one, which
can have a few pallets of concrete removed
should it ever be required.
Our new 44-tonne trailer, therefore, is a
relatively conventional triaxle curtainsider
built by Lawrence David, and supplied and
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but once again, the experience is let down by over-firm
front suspension that struggles to cope with the worst
of neglected UK road surfaces.
And so to fuel consumption. Truck launch claims
are one thing, but proving those claims under known
conditions is another. Having said that, we were
expecting a good result after Volvo reported back from
a trial run around our route. On the run back south,
we traditionally have a short break at Barnsdale Bar
services on the A1. When we’re there, we always take
on 200 litres of fuel, not least because it’s significantly
cheaper than our end-of-test location. This time, we
were told the Volvo driver couldn’t get more than 190
litres in – something that has never happened before.

TEST WEIGHTS
Volvo: FH 460 I-Save 6x2
Plated weights GVW 26,000kg, GCW 44,000kg
(56,000kg design)
Axles: front 7,500kg, mid 7,500kg,
rear 11,500kg
Kerb weight* 8,750kg
Unladen test trailer 7,000kg
Net payload 28,250kg
* With full fuel and AdBlue tanks

maintained by Dawsongroup. It’s fitted with
drum brakes, which should cope better
with the frequent periods of inactivity.
Compared with our previous trailer, which
had aerodynamic side skirts, the new one
has simple sideguards. The only aero device
is a dome on the headboard, which also has
a ground-level access system for the suzie
frame. The watchword for our testing is
consistency, and while we haven’t managed
to test high-speed comparative performance
we did carry out a series of coast-down tests
on our proving ground’s perfectly level mile
straights on the old trailer, repeating
with the new one. We crossed
the start line at 30mph, then
measured the distance to coast
to a standstill. We were initially
amazed to discover that 44
tonnes takes just over a mile
to stop, but the good news is
that the new one is directly

comparable on lower speed rolling resistance.
One enhancement we have fitted is a
tracking system, following an occurrence
last year when one trailer was apparently
‘stolen’ from its supposedly high-security
storage location. After hours of CCTV
were watched, and two polices forces
were involved, it was located having been
innocently removed by a transport company
that had been given inaccurate collection

instructions. It ended well but cost a lot of time.
The problem with most tracking systems is
their battery life because they depend on regular
periods of activity to be charged from the tractor.
In the winter particularly, our trailer may not move
for months. Our solution was the Big Tick unit
from Backwatch, which is charged off-vehicle
from a USB power source, but remains charged
for a suitably long period. The exact time depends
on the frequency of polling, but we have a
location every 12 hours, which should give a time
between charges measured in years. The trailer
location can be seen in real time on Google Maps
via Backwatch’s Tick Tracker smartphone app,
from which a variety of alarm notifications can be
set up – for example, from vibrations if the trailer
is moved. The polling frequency can be adjusted,
including a pursuit mode giving continuous
tracking. While its physical size means it’s more
challenging to fit covertly than some, that isn’t
an issue for us or many other users with similar
needs, for whom it’s the ideal solution.

OPERATIONAL COSTS
Make Volvo
Model FH 460 I-Save 6x2

Mercedes-Benz

Scania

Actros 2546LS

R450 LA6x2/MNA

StreamSpace
£272

£291

oil filter £31

£22

£19

air filter £88

£117

£66

Parts prices: headlamp £864

front bumper £176 (total, 3 parts) £205

£702

mud wing £136

£140

£295

windscreen £395

£274

£206

£1,055

£944

One year whole

Three years R&M

vehicle. Three

as standard

turbocharger £1,853
Warranty: 24 months
basic cover, years/km

years/450,000km
driveline
Contract maintenance: Variable – deal

N/A – test vehicle

N/A – test vehicle

per year, based on years specific

superseded

superseded

88

85

at 80,000km/year, min
eight inspections/year
Service points 85
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FUEL ECONOMY
Volvo: FH 460 I-Save 6x2
Overall 9.49mpg (29.8 lit/100 km)
Motorway 9.91mpg (28.5 lit/100 km)
Steep hills 6.77mpg (41.7 lit/100 km)
Trunking 10.55mpg (26.8 lit/100 km)
AdBlue rate 7.7% of diesel

Mercedes-Benz: Actros 2546LS StreamSpace
Overall 8.65mpg (32.7 lit/100 km)
Motorway 8.26mpg (34.2 lit/100 km)
Steep hills 6.16mpg (45.9 lit/100 km)
Trunking 9.69mpg (29.2 lit/100 km)
AdBlue rate 6.0% of diesel

Scania: R450 LA6x2/MNA
Overall 8.16mpg (34.6 lit/100 km)
Motorway 8.79mpg (32.1 lit/100 km)
Steep hills 5.49mpg (51.5 lit/100 km)
Trunking 9.08mpg (31.1 lit/100 km)
AdBlue rate 7.9% of diesel
Overall 760.5km; motorway 494.3km; severe gradients 121.1km;
trunking 145.1km

Things looked good on the run up the A5 and M6
to our overnight stop just over the Scottish border.
Weather was warm and still, every light seemed
green and there were no significant traffic delays.
Luck was definitely on our side – we were even one
of the last two vehicles through before a police road
block near Lancaster. By the time we could smell
the haggis, the on-board trip computer had us at
just over 10.1mpg.
Incidentally, for the benefit of those who doubt the
veracity of modern trucks’ fuel meters, the difference
between the reported fuel consumed and the amount
actually added after 763km was just 350ml. That’s just
about one coffee mug – we’ll call that accurate.
Back at Barnsdale Bar on the real run for the usual
200-litre top-up, the tank wouldn’t take more than 189
litres, and at the final fill back in Warwickshire the
calculations were done. And then they were redone
a few times because frankly, the result was verging
on unbelievable. But still the overall figure came out
the same and was backed up by the trip computer.
Not only did our FH pass the previous 8.65mpg
record, it broke the 9.0mpg barrier. In fact, the final
figure of 9.49mpg didn’t just match Volvo’s claims, it
exceeded them by a healthy margin, while AdBlue
consumption of 7.7% was in the expected range.
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AVERAGE SPEED
Volvo: FH 460 I-Save 6x2
Overall 75.6km/h
Motorway 77.7km/h
Steep hills 70.5km/h

NEED TO KNOW

The I-Save package
will add around
£4,000 to the
purchase price, but
some easy
calculations using
your own operating
circumstances will
tell you how long
this will take to be
recouped

Trunking 73.2km/h

Mercedes-Benz: Actros 2546LS StreamSpace
Overall 73.3km/h
Motorway 76.3km/h
Steep hills 61.1km/h
Trunking 75.7km/h

Scania: R450 LA6x2/MNA
Overall 73.3km/h
Motorway 75.9km/h
Steep hills 61.6km/h
Trunking 76.4km/h
Overall 760.5km; motorway 494.3km; severe gradients 121.1km;
trunking 145.1km
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VEHICLE DIMENSIONS (MM)
Volvo: FH 460 I-Save 6x2
Overall width 2,496
Overall length 6,280
Overall height (to fit bunk) 3,720
External cab length 2,225
Internal cab width 2,000
Internal cab length 1,950
Internal cab height (over engine tunnel) 2,050
Step heights 383, 382, 384
Cab floor height 1,149
Engine cover height 90
Internal height (above bunk) 1,500
Bunk dimensions 2,000 x 815 x 160
Wheelbase (OAS) 4,100
Front overhang 1,365
Rear overhang 1,015
Fifth wheel height 1,170

TEST SCORES
Volvo: FH 460 I-Save 6x2
Access to cab ✪ ✪
Bunk ✪ ✪ ✪ ✪
Dash layout/controls ✪ ✪ ✪ ✪
Driving position ✪ ✪ ✪ ✪ ✪
Storage ✪ ✪ ✪
Fit and finish ✪ ✪ ✪ ✪ ✪ ✪
(perceived quality)
Visibility ✪ ✪ ✪ ✪ ✪
Ride comfort ✪ ✪ ✪ ✪
Steering and handling ✪ ✪ ✪ ✪ ✪
Gearshift ✪ ✪ ✪ ✪ ✪
Lugability ✪ ✪ ✪ ✪ ✪
Braking ✪ ✪ ✪ ✪ ✪
Noise ✪ ✪ ✪ ✪
Performance, engine ✪ ✪ ✪ ✪
refinement and gearing
Manoeuvrability ✪ ✪ ✪ ✪
Fuel economy ✪ ✪ ✪ ✪ ✪ ✪ ✪ ✪ ✪
Payload ✪ ✪ ✪ ✪ ✪ ✪
Cost of ownership ✪ ✪ ✪ ✪ ✪ ✪ ✪ ✪
How we score: Each of the above scoring
criteria has been weighted to reward vehicles that push
the boundaries of expectation. A score of 50% means
the test subject has hit our expert’s industry-wide basic
standard for that class of vehicle, be that on seat comfort,
engine performance or fuel economy.
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This long
tradition of
Volvos raising
the bar has
been repeated
to an extent that
will now take
some beating

ROAD TEST VERDICT
In September 1978, a Volvo F10 became
the first 32-ton artic to break through the
8mpg barrier. Then in August 1994, a Volvo
FH12.420 raised the bar for a 38-tonner to
8.39mpg. Since then, of course, maximum
weights have increased to 44 tonnes, speed
limits have increased and perhaps most
significantly, emissions have been reduced
to levels unimaginable four decades ago. We
never tire of paying tribute to the engineers who
have achieved this progress while keeping fuel
consumption somewhere in between those two
old benchmarks.
Before the 1994 test results were published,
the leap was such that we went to the effort of
checking the truck more closely in case it was
running with trick tyres, exotic lubricants or any
other unconventional benefit, but all was found to
be legitimate. These days,
fuel saving has become such
a key issue that ultra-low
rolling resistance tyres
and economy-optimised
lubricants are just part of
the specification that any
switched-on operator takes
for granted.
The I-Save package will
add around £4,000 to the
purchase price, but some
easy calculations using your own operating
circumstances will tell you how long this will take
to be recouped. In the first month of trucks fitted
with the I-Save being on sale, 75 found buyers –
all in predominantly larger fleets.
This long tradition of Volvos raising the bar
has been repeated to an extent that will now take
some beating. Short of some currently unknown
technological advance, the laws of physics suggest
it’s unlikely to be matched
FINAL RESULT
easily by any manufacturer
that allows recoverable
energy to be thrown away
down the exhaust pipe.

88%

