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ERF EC14.52

Now under Canadian ownership, ERF aims fo increase its
European sales. Leading the drive is the high-power EC14.52
flagship. Andrew Salter puts it through our EuroTest route




ERF EC14.52 OLYMPIC

W Wi S, thre
are obvious question marks
over whether the Sandbach
company will continue its drive
for European market share.

Yet the early signals are that
the now Canadian-owned ERF
is to continue its push into
Spain and France and is even
lking of a 7% market share.

‘Wishful thinking perhaps, but
the company has recently had a
Spanish-spec EC Olympic doing
the rounds with the magazines
over there and when we were
offered the chance to put the
left-hand-drive model around
our EuroTest route we jumped
at the chance.

The Euro EC Olympic boasts
a number of firsts we were

r to try. For sarters its

our first real test of the new
SP5(A) cab interior. There's
also the ZF Ecosplic gearbox.
now standard in the UK, not to
mention our first blast in the
top-of-the-range  Cummins.
520bhp I4-itre engine at Euro
2. Previous experience of the
|4-litre has been good, and we
were expecting good things
from the latest offering from
the Sandbach plant.

his truck is designed as a

Olympic

Cummins N Series engine. Its 3
hefty old lump, but what it
loses on the scales it makes up
| for on the rolling road.

| Our test truck had the

the 14-litre. Peak power is on
wp at 1900rpm, while the
impressive_peak torque of
17341b-ft (2350Nm) is available
at 1200rpm. Thats not the
most torquey engine on the
market, though it's well up




there with the top-power | synchro box. ERF announced
Volvos and Ivecos. at Paris last year that the ZF
Manufacturerimporter X eh Behind_the big Cummins | would be its Euro standard,
Modol 5 sits the ZF Ecosplit 165221 | but it has just gone a step
[0 c = further and will be ficting the
s o UMM NS25E == ZF 16-speed as standard on
Compression ratio 6.3-t0-one " its UK tractors, too.
Power st rpm e e 18 ERF has gone for a switch
LT 2 SR arrangement o pass through
e LT o he gl ring, rathr
A than the double-H gate
arrangement.
Our Ecosplit had a ratio
spread of 1385 to 0.84-to-
Sia e Samerar e g one. A Rocowell 180 rear
A4 four-bag air suspension axle, with 3.73-to-one ratio,
Orums front and rear, Jacobs brake completes the driveline, and
gives an overall ratio of 3.13.
In the UK, the ERF
ECI452 is offered with four
axle ratio_options (4.3, 4.1,
351 and 3.73), while Euro-
spec versions have only the
two fastest options.
As our test truck was
Extras . vortical tailpipe, wheel - T Euro-spec it was running on
315/80Rx22.5 tyres front and
rear and had an eight-tonne
front axle and a 13-tonne
drive axle

‘:»\\&
W)

Grille lifts woll out of the way for daily checks. Elestrics are in box on left ‘ Now EC cab interior is excelient, but ZF gearshift installation is a letdown
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The braking set-up remains
unchanged between the UK
and Europe units, with drum
brakes used throughout.
With Cummins power you
also get the very effective
Jacobs brake, of course.

In the UK you get a choice
of steel, two-bag or four-bag
air suspension at the rear on
the ECI4 tractor - parabolic

steel is used on the front in all
models. Our truck had the
Euro-standard four-bag air -
71kg heavier than steel.

Our test truck had a 38-
metre wheelbase and was
equipped with a 600-ltre

alloy fuel tank.Ic also had
Alcoa alloy wheels all round.

Last summer ERF gave the
interior of the EC cab a quite
extensive revamp, with a
whole new dash layout and
interior trim. Our test truck
had this SPS(A) update and
also had the high-roof
Olympic cab option, giving
2.10 metres of standing room
on the engine hump.

In order to make the EC
more attractive to European
operators unfamiliar with it,
the top-of-the-range Olympic
LX cab in Europe gets one or
two pieces of kit as standard,

New interior gives uncluttered cngine hump. Upholstery in new SPS{A) cab is now blue. Wraparound facis s gone

which are options in the UK.

For example, 2 Euro-spec
Olympic LX gets a six-disc
CD player as sandard while
the spec sheet says it's an
additional extra in the UK.
The Spanish and French also
get air conditioning s
standard equipment.

We decided not to use the
air conditioning on our
EuroTest, for two reasons.
Firstly, air conditioning is
quite 2 significant drain on
power, and secondly the
S eathar wis 056 <okt

Our test ERF ECI4 was
loaded to the 40-tonne Euro

TRUCK July 1996

EUR@TEST
SPECIAL

ERF EC14.53 OLYMPIC

standard and was pulling the
Team ERF tri-axle trailer.

Performance

ith over 520bhp on

'l buy this sort
of truck in anticipation of
storming performance, and
around  our gruelling
EuroTest route we got it,
with interest.

The on-track accelerations
show just how swift the
EC14.52 really is. Comparing
the results with the Iveco
EuroStar  around  the
EuroTest route back in

Indeed the ERF's acceleration
was slightly hampered by the

rchange - more
of which later.

In practice, as with most
engines, there’s too much of
a fuel penalty with the
14-litre Cummins to use the
full power all the time. That's
not to say, though, that the
ERF struggles out on the
road, far from it.

The massive torque output,
slap in the middle of the
usable rev range, means you
can make really good
progress. Changing up at
about 1600rpm ensured we
got the best combination of
fuel and performance out of
the engine, and the truck
really skipped along.

On the gruelling one-in-
eight climb out of Spa in the
Ardennes - the first chance
we had to use the full power
potential of the big Cummins
engine - the ERF flagship
roared its way to the summic.

speed gearbox at around
1650rpm, bringing us back in
at about 1300rpm, and the
engine easily recovered and
pulled on again.

Indeed, such was the
performance of the ERF-
Cummins combination, that
on some of the tight bends
on the climbs we were in
danger of diving into the
bends t0o quickly - a first on
this route.
When we tested the hi
power EuroSaar in 1593 we
commented how. the poor
chassis sct-up- fimiced the
speed we could hustle along




at. In the ERF's case the
chassis was by no means the
limiting factor - it was more a
case of the tester's nerve!

Less severe climbs on the
Belgian motorways allowed
us to really savour the torque
output of the engine. Hauling
up the long Licge hill we
could almost feel the torque
rise building as we steadily
dropped down the revs,

This steady drop in speed
gave us the luxury of allowing
the truck to rev down to
1150rpm before taking the
shift, making for very
comfortable and unstressed
driving in the hills.

There's not a ot to
gained by lecting it lug any

lower and compared to the
MAN 460bhp engine, for
oample, you have to keep
the Cummins spinning.

The introduction of Celect
electronics on the |4-litre
engine seems to have amed
what we always considered
to be a raw unic.

The pedal is nice and light
and you get 2 much more
responsive feel from  the
engine than used to be the
case in the non-electronic
NI4. This was particularly
useful on the easy going

pedal  pressure  quickly
brought the speed bac

“:EARNING FACTORS

ERF EC14.52 OLYMPIC
Routs Section  Mpg  Mph

ERF EC14.52 OLYMPIC
Unladen weight

(Full tank, no driver)  7830kg
Trailer woight 7000kg

i

Payload Gross

Py

2027 926 17,399
1308 7717
2168 14,630
183.4

£9.50
£17.98"
€222

MAINTENANCE

88 in UK

e R R B -

Economy

he |4-litre Cummins has

always needed kid gloves
to get the best fuel returns
out of it and even with the
use of Celect electronics
that's still the case.

The rather peaky torque
curve means you have to
keep the engine spinning a bit
and as with all these high
horsepower trucks, when
you rev them hard you tend
to burn a ot of fuel.

On the hilly sections
there’s not much you can do
and the general rule of thumb
is get up the hill as fast as you

rather than labour along.

Thanks to the abundance
of power and gears, even on
the steepest hils we only
occasionally had to rev
outside the green band,
marked on the rev counter
from 1200 to 1650rpm, and
for most terrain this was an
adequate driving range.

Generally we were setting
off in 3rd lo in the |6-speed
box, rewing to around
1600rpm before making the
shit to 4th lo, then to 5th lo
and 6th lo, before going up in
single splits from there. On
flatter/downhill  roads we
could make a 3rd lo-5th lo

progression.
Downchanges were usually
made at around 1200rpm -

the torque drops quite
rapidly from there.

Thanks to the fairly fast
3.1-t0-one final drive ratio, at
8kph (S3mph) we were
rewing at 1300rpm in top.
This is low enough to be
efficient on part load, while
giving a bit of torque rise
‘when we needed to increase
the engine load.

On the motorway section
from Antwerp to Verviers,
which is a gradual uphill for
some 50 miles or so, the ERF
rewrned 8.07mpg at a speed
of 53.88mph. Not surprisingly
the speed is good, but the
fuel s significantly worse than
many we've tested around
chis route.

It rained quite heavily at
one stage and other sections
indicate the ERF is an
economical truck, so in our
opinion it's fair to put the fuel
drop down to the weather.

Over the hills, the ERF gave:
us a figure of 5.20mpg, which
is the best we've ever had on
the section. However, it must
be noted that this was with
some nursing and we rarely
used full power. The very fast
journey time shows you don't
necessarily need it to post
the best times. All of these
pointers should be noted if
you're going for high power.

On the easy going main
roads where you're rarely
using full engine load, the
ECI4 again posted 2 superb
fuel resule, 8.63mpg at
42.43mph, which is better
than the Volvo FHI2420
tested in November (993
(8:42mpg at 42.48mph).

Overall the ECI4 posted a
creditable 7.3mpg, on a par
with the lower-powered
Volvo FHI2420. That's an
impressive figure and it goes
to show that high power
doesn't always mean you'll
pay extra brass at the pumps.

Braking and hand |
e, fe secch of
motorway on the route is
a notoriously uneven section
which is a true test of the
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chassis and cab suspension
set-up. Happily. the ERF

assed with flying colours.

hereas with some of the
oversprung cabs we've found
ourselves bobbing about all
over the place, the ERF was
very steady on the motorway,
albeit a litde firm for our
aste.

On the twisting mountain
section the ERF stuck to the
road well, with litte lean or
roll on the bends. It
certainly up there with the
pack when it comes o ride
and handiing, yet it doesn't
quite match the Volvo FH,
which is well out i front.

The steering on the ERF
EC s neat and accurate, and
very steady in the straight
ahead position.

Now ERF has dropped the
line of the front facia, forward
visibility is much improved,
and in the very tight towns
and villages of the Ardennes
we were most impressed
with just how nimble this big
ERF can be.

There's not a great deal to
say about the braking that we
haven't mentioned at length
before. Service brakes are
very effective and the Jake
brake  was  excelient,
particularly on the long and
sweeping hills of the Belgian
motorway  where it
comfortably held us at 90kph
in 8th lo, revwing at 2000rpm.
The Jacobs brake came in
automatically when you took
your foot off the accelerator
and it's too easy to leave it on
inadvertently - we prefer a
foot pedal.

Allin-all  the braking,
handling and overall stabil
of the ERF were excellent in
our test truck, well up there
with Europe’s best.

d t

Umlly in the driving
section we comment on
how excellent ERF's gearbox
installation is. In this case,
however, tha's not so.
While we're aware that the
ZF 165221 box is a heavy old
shift, particularly when it's
cold - indeed Daf has
developed a hydraulic change
to help it - there’s no excuses
for bashing your knuckles on
the dash when you push it
into 3rd gear. This is a
problem, especially when the
box is cold and you need a bit
more of a push into gear.

From th

s

installation of the [Ecosplic,

but European drivers are no
more _tolerant of bleeding
knuckles than UK drivers.
ERF usually has a keen eye for
these details and we were 2
lile dsppaieusd o fnd
such a problem.

That aside, the SPS(A)
interior is a big improvement

the driver in. That approach
has now been abandoned and
the dash is flaccer, while still
giving easy operation of all
the switches. The handbrake

As well as giving more
space to the driver, the
change of facia has also made
for a flat, spacious and
uncluttered engine hump. In
the high-roof Olympic where
You want o be able to stand

Storage is more than
adequate in the EC Olympic.
You get bags of underbunk
storage plus a wardrobe
and overhead airline-style
Tockers. You also get plenty
of other door pockets and
recesses. What you can't fit
in isn't worth taking!

ERF always had 3 ‘gaffer’s
motor' tag in the past. The
EC series went some way to
changing that and now the
Olympic, with the updated
interior, puts it in the first
division of long-haul units.
But should you buy one?

I4-litre Cummins is a
cavy old beast and
weight-wise the EC14 is at a
disadvantage. A solo tractor
weight of 7880kg - that's
with 2 600-ltre tank - puts
the ERF on the heavy side.
You could save yourself

lower-powered  Cummins
MIL, but if you want high
power be prepared to
compromise at the scales.

ERF always scores well on

ices - regular service

items such as filters and

wlper blades are all

citive. It's worth noting

tM( an exchange N 14 looks a

very expensive proposition,

yet its unlikely you'll ever

need one. Cummins has still
o receive a request.

In the UK the ERF dealer
coverage is very well
regarded - so well, in fact, it
was thought MAN was going
to buy ERF just to get its
hands on the network - but in
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Europe there are question
marks over ERF's coverage.
Now under new Canadian
ownership, the commitment
to Europe has been
reaffirmed, though Europea
coverage would st P
concern of ours until things
become clearer under
the new owner.
Warranty-wise you get two
years' full cover on the whole
vehicle and a 10-year cab
warranty against corrosion.
The contract maintenance
price s 2 very compective
£2784 per yeay
Operaconaly the ERF EC
makes a lot of sense, but the
weight penalty for the high
power leaves 2 question mark
over it as a flagship option.

clusion

ood fuel consumption,
swift performance
and a long-haul cab even
the most fickle of drivers
will be pleased with are all
plus points for the ECI4.

EUR@TEST|
SPECIAL

The ERF's overall fuel
consumption of 7.3mpg
for this route is one of the
best and the overall speed
of 43.66mph is better than
many of the high-power
trucks we've tried before.

It excelled in the hills,
yet was a bit thirsty on the
easier roads, which was a
surprise. To get the best
fuel out of it, particularly
on the hills, it needs care.

The ERF ECI4.52 is a
good truck, but does have

| its faults; the poor gear
| installation is one and the
hefty solo weight another.

These two points aside,
the ECI4.52 has a lot |
going for it and we would
certainly recommend that
you try one on demo for a
fortnight or so.



