




case study

ARN, however reveals that the numbers of cars scrapped under own 
management are rising disproportionally fast, and it is a flow of vehicles 
that is beyond the scope of inspection by the competent body. 
This flow can still end at a shredder, but there is no longer any sound 
registration or monitoring. This is a second leakage flow, even though it 
is not known whether the scrapped vehicle simply ends up in a shredder, 
or is traded, chopped or dealt with in some other manner in the  
Netherlands or abroad. The numbers suggest that thousands of vehicles 
are now disappearing due to scrapping under own management and that 
as a result the legislator loses sight of approximately 6,000 vehicles (a line 
of 30 kilometres) a year and how they reach their end.

Non-affiliated
Because there is no obligation upon car dismantling companies to join 
ARN, about 15% of ORAD vehicles are in fact processed beyond the 
supervision of the ARN. There are 20 regional environmental services 
that monitor these car dismantling companies, but their findings are not 
a formal part of the reports ARN submits to central government. Based 
on its responsibility, ARN would like to be able to report on a larger 
proportion – in other words more than 85% - of end-of-life vehicles in 
the Netherlands. It is beyond doubt that a large proportion of these non-
affiliated companies do undertake correct dismantling and delivery to a 
shredder company. Specialist companies can for example only dismantle 
cars from a particular make, returning the parts removed to the market; and 
everything is still in line with the rules. In other words, non-affiliation 

does not automatically mean disqualification of the car dismantling  
companies in question. However, it is not possible for ARN to provide 
the relevant figures, and they would be most welcome in this case. 

Leakage flow between car dismantling 
company and shredder
A proportion of the officially-deregistered vehicles processed by companies 
affiliated to ARN still do not end up at the shredder. This may be for one 
of several reasons. 
1. The vehicle may physically arrive at the shredder, but if during the 

process it has been issued with the incorrect code, it can no longer be 
administratively monitored. Upon disposal, end-of-life vehicles must 
be provided with an accompanying form with the correct Eural code. 
This information is registered by the National Waste Notification 
Bureau. If the Eural code is not correctly entered upon disposal of end-
of-life vehicles, correct monitoring is not possible. The ARN compa-
nies therefore operate according to a system of premium payment. The 
car dismantling company receives a payment for the end-of-life vehicle 
only if that vehicle demonstrably arrives at the shredder (in other 
words with the correct accompanying codes).

2. The end-of-life vehicle may be offered to a chopping company either 
by the car dismantling company or a trader. Their reasons are then 
purely commercial; choppers offer more for the vehicle than shredders. 
This is because chopping is a cheaper process involving fewer invest-
ments and operating costs. 
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“It is always a question of money,” explained Paul Tempelman when 
we talked to him about leakage flows or the unlawful processing 
and disposal of vehicles and end-of-life vehicles. As an environmen-
tal inspector in the Dutch province of Overijssel, he deals day to day 
with the processing of waste, scrap and end-of-life vehicles. “When 
it comes to car dismantling, the environmental scores are fair to 
good. The wreckers know that end-of-life vehicles have to be sent 
direct to the shredder and generally the process runs smoothly. 
However, sometimes wreckers sell on to other breakers’ yards and 
an end-of-life vehicle can pass between three or four different sets 
of hands before being transported abroad and sold as scrap. In that 
situation you lose all track of what is going on.” 
Tempelman knows that traders are above all guided by profit. If they 
can make more money via a different route then that alternative 
route becomes highly attractive, even if the car dismantling com-
pany is in fact required by law to pass on the end-of-life vehicle 
direct to the shredder, following dismantling. It is almost impossible 
to monitor movements of this kind, but it is a clear example of a 

leakage flow as referred to in this issue of 95. Another leakage flow 
involves a garage ‘exporting’ a car without the vehicle actually ever 
moving. Tempelman explained, “This practice involves cars that are 
effectively ready for scrapping, but are registered for export. Instead 
of actually exporting these vehicles, they are dismantled step by 
step by removing all the parts that are still usable. This is a process 
that takes place entirely outside the law, and there is no certainty 
that the end-of-life vehicle will eventually end up in a shredder. It 
may well do, but there is no definite knowledge.”
Tempelman is not overly worried about the car recycling chain as a 
whole, but he does recognise that it is important that we put a stop 
to people scrapping cars for themselves. “According to the law, a car 
has to be 15 years old before it can be scrapped under own manage-
ment, but that simply does not work in practice. It would perhaps 
be better to raise the age to 25 years.” One thing is certain: with a 
team of just 3 inspectors it is impossible to monitor every vehicle, 
so there is always room for improvement. Or in this case, room to 
reduce the leakage flow.

The enforcer

Paul 
Tempelman 

Environmental Inspector Province of 
Overijssel

As already suggested, there are several reasons why the chopping of  
end-of-life vehicles is not permitted by Dutch law. In the chopping proc-
ess, the metal is not separated from waste material still present in the 
vehicle. The chopped end-of-life vehicle is then mixed with other chopped 
steel and disappears into a smelting oven. In that process, all plastic, fibres 
and other materials are incinerated, while they could have been otherwise 
effectively recycled. As a result, the incineration process generates 
unwanted emission of flue gasses. Also when it comes to the quality of the 
steel, the less copper, the higher the quality. Chopped steel from end-of-
life vehicles still contains relatively high levels of copper, which means 
that it either has to be mixed following smelting, or the copper has to be 
removed by hand picking. 

Summary
For legislators, the mobility industry and for ARN, leakage flows are a 
point of attention, every day. The entire lifecycle of the new vehicle, 
involving environmentally-sound maintenance and eventually correctly 
implemented dismantling, contribute to responsible processing in the 
chain. Scrapping under own management has taken on a scale that sug-
gests improper use of the scheme. ARN would recommend altering the 
legislation, in consultation with the sector organisation STIBA.
ARN is unable to account for the end-of-life vehicles processed by car 
dismantling companies not affiliated to ARN; this does not automatically 

mean these companies are acting incorrectly. ARN is striving to achieve a 
situation in which a larger proportion of end-of-life vehicles can be reliably 
reported on, via controlled systems. Although the car dismantling com-
panies are in fact responsible for submitting their vehicles to the shredder, 
practice reveals that this does not always happen. Deliberately or other-
wise, these vehicles fall beyond the scope of a fully matched 
monitoring system. The ‘disappearance’ of end-of-life vehicles between 
the car demolition companies and shredders leads to environmental dam-
age and unfair competition for businesses that do stick to the rules.

Future
ARN will continue to carefully monitor and supervise all leakage flows. It 
is ARN’s task to continue to fulfil its assignment based on producer 
responsibility, in an efficient and environmentally-sound manner.  
Preventing environmental damage and unfair competition in the interests 
of the businesses that do operate according to the rules is an important  
driving force. Whenever abuses are identified, ARN will consult with the 
duly competent body to first analyse the problem and to then arrive  
at sound, workable solutions, together with these bodies. Here, too, an 
integrated approach from the various government authorities offers the 
most effective solution. t
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The risk for 
the tax office
Environmental aspects are the key elements in tackling leakage 
flows but there are other angles of approach to the unlawful 
practices. For example tax avoidance. A meeting with the  
Tax and Customs Administration reveals that they have a  
clear idea of this ‘unclear trade’.

The aim of the tax authorities is correct tax collection, and the  
organisation feels responsible for maintaining fair competition, as 
revealed in our interview. With that in mind, the National Car Coordina-
tion Centre has been set up, with its head office in Doetinchem. Monique 
Blom is Account Manager Horizontal Supervision, and she guided us 
through the jungle of rules, measures and loopholes in the system facing 
the Tax and Customs Administration. This information is not always with-
out risk for those involved; after all, anyone deliberately wishing to avoid 
taxation views the tax authorities as an enemy to be fought by all pos-
sible means. This situation means confidentiality was demanded of us, 
and we of course honoured that request. The National Car Coordination 
Centre aims to ensure Horizontal Supervision. In other words, the shar-
ing of all available information between all players with a view to obtain-
ing the clearest possible picture of non-conformities, abuses and 
uncertainties. Monique Blom explained, “We all work together in the 
Sector Team Car Dismantling. Headed up by the provinces, this team 
brings together a range of enforcers and the sector organisation. As well 
as the provinces themselves, the team members are such parties as  
RDW, ARN, Stiba, LIV, Environmental services and the Tax and Customs 
Administration. Together we chose the spearheads for 2011.” 

In duplicate
The Tax and Customs Administration separates the objects – the 
vehicles themselves – from the subjects – the people involved. There 
are four groups of objects that are deregistered. (1) For technical or (2) 
economical ageing, but there may be also be (3) early deregistration 
for example if the car has become irreparably damaged following an 
accident. All these groups are earmarked as cars for dismantling. 
There is however a final group (4) that is earmarked for dismantling 
via RDW, but eventually is not dismantled. Those cars are not 
scrapped, after all. You may think you have a clear picture of 90% of 
the vehicles, but it is important first to determine whether the pro-
portion of vehicles that you assume has been dismantled has indeed 
been scrapped. The difference may then be greater than it seems, for 
example because a car is exported from the Netherlands to another 
country. Cars sometimes disappear from the Dutch (registration) cir-
cuit, or return via an illegal circuit. They are then put back on the 
Dutch roads. That happens for example when cars are cloned, leading 
to a ‘duplicate car’. (A duplicate car is a vehicle that is no longer reg-
istered according to the rules of law, but continues to drive on a false 
number plate and possibly other falsified details, ed.)
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Another thing that happens is that two cars may be combined. For 
example a chassis that is still in good order, into which a new engine is 
installed. This can be done officially, but is sometimes also carried out 
less correctly. A car deregistered with the RDW for scrapping may then 
not end up at the shredder. Either it travels abroad, continues driving in 
the Netherlands as a duplicate car or it is chopped. All these aspects are 
monitored by the Tax and Customs Administration. 
The question is: what is the risk to the tax authorities? Because in 
each of these cases, there is a risk. The decision then has to be made 
on the focus of the enforcement efforts. When it comes to these 
leakage flows and how to deal with them, the Tax and Customs 
Administration always collaborates with the parties referred to 
above. The Tax and Customs Administration above all looks at the 
group of operators who do not cooperate with the official bodies. 
They do not stick to the rules, they invest less and they disrupt the 
market. The Tax and Customs Administration feels responsible for 
dealing with those operators.

Export and import
Because tax evasion and car crime do not stop at the border,  
international cooperation is essential. Work is already underway on 
establishing new European agreements on these issues. After all, the 
movements of cars, end-of-life cars and materials are all unclear, and 
can make enforcement and monitoring particularly difficult, as 
revealed by another example discussed during our time with the tax 
authorities. The tax office also deals with non-registered vehicles, 
imported for example via the Dutch ports. Vehicles arriving via this 
route – without registration – can subsequently be dismantled. 
These cars do count in the ARN figures, and represent no leakage. 
However, due to the additional supply of cars and end-of-life cars, 
the balance between end-of-life cars offered, and those processed by 

the shredder can be influenced. There is still considerable uncertainty 
in this area, but it is not inconceivable that an imported wreck is 
exchanged for another, for which a lucrative use is found. The Tax 
and Customs Administration is cautious in drawing conclusions, but 
is closely monitoring these developments. “As the Tax and Customs 
Administration, it is something we have to be involved in, because 
there is a trade in parts. How important is it? We are aware of market 
parties who trade exclusively in these products, in particular the 
parts. There is where the two markets come together.”

Registration
The solution to the majority of problems relating to leakage flows 
appears to be better registration, not only of vehicles but also of the 
wrecks and material flows emerging from dismantling. The risk is known 
as ‘mixing’. The better the materials are marked, the more difficult it is 
to mix them. An accountant offered a ‘mathematical’ solution. “We are 
increasingly using counter details. A large brewer can precisely trace 
every barrel of beer, from its production to the moment it is drunk. 
That is something we need to achieve too. We are already using coun-
ter details. Where necessary, we can retrieve even further details, for 
example by comparing the vehicle tax figures (BPM) with the tax 
returns. If we consistently continue comparing the details, it should be 
possible to further plug the leak. This calls for special certified soft-
ware, but there are always some companies that prefer to work with 
their own software, without the official seal. In those cases, you cannot 
be sure that nothing is lost in the system, deliberately or otherwise …” 
Whatever the case, the tax authorities are doing everything possible to 
plug the leakage flows, in collaboration with ARN and other market 
parties. No one expects the system to be one hundred percent water-
tight, but the importance of ‘the car’ in our tax system is clear. Each 
year, it is worth 28 billion to the treasury! t

Tax and Customs Administration - National Car Coordination Centre
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photography Dreamstime

The beauty of the old and unmistakable marks of the 
passage of time make this fence a truly photogenic object. 
The rough cast iron from which it was made must be at 
least one hundred years old, if not more. At the time, the 
demands placed on this raw material were not particularly 
high, as reflected by the fact that in certain places the rust 
has taken more hold than in others. Modern steel is re-
quired to meet detailed standards in terms of values and 
composition. Supplying the cleanest possible metal to the 
smelting oven has two major advantages; you do not 
incinerate materials that could still be recycled, and the 
quality of the metal is improved. Scrap containing large 
amounts of  copper is not suitable for producing rollable 
steel. It is possible though to make it into cast iron, which 
our forefathers were able to convert into attractive objects. 
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Environmental 
impact

Gijsbert Korevaar is 
Director of Education 
of the MSc program-
me Industrial Ecology 
at Delft University of 
Technology and 
Leiden University.

Metal prices have a strong influence on the success 
of car recycling. At low metal prices, it is attrac-

tive to process an end-of-life vehicle by the rules. But 
when metal prices rise, it becomes more profitable  
to consider the scrap car as just a collection of used 
metals, and dispose of it outside the official route. 
Such a choice is illegal, as ARN pointed out in a press 
release on the subject in May this year. But is it not  
in fact what we want? 

Why should it make any difference who undertakes 
the recycling, and how? Isn’t it a good sign if end-of-
life vehicles are sold for their material value? It means 
that recycling has become part of a healthy free market, 
a situation that encourages businesses in the chain to 
become more creative and competitive, and in that 
way allows innovation to move faster. Or is there  
perhaps a downside?

Yes, there certainly is. It is important to keep in 
sight what we aim to achieve. From the point of view 
of sustainable economic development, we want to 
reduce the environmental impact of the production, 
use and disposal of all consumer goods, and wherever 
possible even convert them into a positive contribution 
to our living environment. However, materials have 
different environmental effects –a small fraction that 
is not recycled can, in absolute terms, have a greater 
environmental impact than a larger fraction that is 

recycled. In other words, it is not enough to focus 
exclusively on those materials that happen to be more 
valuable at a given moment; there must sufficient 
supervision and monitoring of the environmental 
effects of all types of material in our economy. 

After all, a contaminating material does not by  
definition have a higher market value than a material 
with a limited environmental impact. Generally  
speaking, the opposite is the case. For that reason, 
external control will always be needed to keep the  
economically unattractive materials in the cycle, and 
hence restrict their environmental effects. The question 
is whether RDW/ORAD registration is a good control 
mechanism to achieve that goal.

Cars will always continue to exist in many  
different shapes and sizes, and with the rapid develop-
ments in the field of propulsion technology, that  
diversity is set to increase. It is therefore vital that the 
relevant composition of the vehicle be included far 
more precisely in the registration, and that the  
withholding of registered materials from the cycle  
be viewed as environmental crime. Coming up with  
an effective and workable system for that situation  
represents a fabulous challenge for designers, lawyers 
and economists alike. 

Gijsbert Korevaar
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“You can earn a decent 
living while respecting 

the environment and the 
shredders” – Gabriël van 

Seumeren, Prometaal

Interim trade 
An essential link
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Interim trade

More and more 
businesses are subject 
to the Activities 
Decree. But what  
are the consequences? 
Go to http://www.
rijksoverheid.nl/
onderwerpen 
and read for example 
about which activities 
do or do not require a 
permit.
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Nowhere is the recycling of end-of-life vehicles so 
effective as in the Netherlands. Interim traders are 
an important link in this process. They collect 
end-of-life vehicles from the car dismantling 
companies and deliver them to shredders. But 
there is always room for a leak. To seal that leak, 
the recently amended Activities Decree makes 
interim storage more difficult. How do the traders 
and ARN partners Prometaal and Overdie view 
leakage flows in their sector?

‘The men of steel at your service’. 
With this slogan, Prometaal based in 
Maarssen has been presenting its  
services since 1993. The company specialises in 
recycling and the trade in scrap metal and metal waste 
such as aluminium, copper, lead and zinc. Business is 
booming. In 2007, Prometaal moved into completely 
renovated premises by the local Westkanaaldijk, a move 
financed not purely from the scrap trade. “One specialist 
element of our business is the transport of end-of-life 
vehicles ready for the shredder,” explained Gabriël van 
Seumeren, director and owner of Prometaal. “My father 
started the trade. The important thing is to have a vehi-
cle available capable of carrying the largest possible 
number of end-of-life cars. We developed a carrier our-
selves that is capable of transporting 24 wrecked cars in 
one trip – the maximum number permitted by law.” 
According to Van Seumeren, the designation ‘men of 
steel’ certainly applies to his drivers. “They are true pro-
fessionals, who speak the language of the car breaker; an 
important skill, since our aim is to form the link between 
the small car dismantling companies and the large shred-
ders. We offer tailor-made service to both parties. If they 
do business with us, they can be sure of the tightly-
planned disposal and delivery of end-of-life vehicles.”

Regional
Trading and transporting some 200 to 250 wrecks a day, 
Prometaal is one of the largest national traders. “However, 
we will never move away from our regional business,” 
explained Van Seumeren, with conviction. “The net-
work of shredders in the Netherlands covers the country 
well, and I make use of that fact by only supplying the 
nearest shredder. There is no future for me in selling end-
of-life vehicles to another shredder at home or abroad, 

just because they offer a higher price. And there is  
certainly no reason to do businesses with a chopper – 
quite apart from the fact that any such business would 
be illegal, anyway. You can earn a good living while 
respecting the environment and the shredders.” And you 
don’t even need to store the vehicles, emphasised van 
Seumeren. “Stock piling and speculation on future price 
rises is no way to make money.”

Barcode
Sound recycling is close to Van Seumeren’s heart. It is 
not without reason that he is vice chairman of the Dutch 
Metal Recycling Federation (MRF). “Of course it both-
ers me that end-of-life vehicles disappear between car 
dismantling and shredding. I am a vociferous proponent 
of a barcode system, like the one introduced several years 
ago by ARN. Dismantling companies applied a barcode 
to each vehicle, that the shredder could read out using a 
laser. That method made the end-of-life vehicles check-
able and identifiable, prior to processing.” According to 
Van Seumeren, the barcode system should quickly be 
reintroduced. “If environmental protection officers then 
also check up on the chopping of car wrecks, and if we 
successfully monitor imports and exports of metal waste, 
the whole cycle can be made watertight.”

Activities Decree
The government, however, has other plans for plugging 
the leakage flows in the scrap trade. By revising the  
Activities Decree, they have imposed stricter rules on the 
interim storage of end-of-life vehicles. “A strange move,” 
considered Van Seumeren. “The interim trade on the 
whole sticks perfectly to the rules. We are a major con-
tributor to recycling, in an economically viable manner. 
That is something we have proven over the last years.” 
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“Such as development 
would mean that 
regulation of the market 
in fast increases the level 
of leakage flows” – Dick 
de Jong, Overdie
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Since as early as 
1920, we have been 
recycling metal in an 
organised manner, in 
the Netherlands. 
Since 1990, the task 
has been the 
responsibility of the 
sector organisation 
Metal Recycling 
Federation (MRF). 
The MRF represents 
the interests of some 
160 member 
companies, including 
both Prometaal and 
Overdie. Surf to 
www.mrf.nl for more 
information.

Dick de Jong is director-shareholder 
in the company Overdie, together 
with his brothers Cees and Jaap. “Just a 
couple more years and we will earn the title Royal. We 
will celebrate our one-hundredth anniversary. We are a 
real family business, established in 1917. We have two 
recycling companies in ferrous and non-ferrous metals 
and a steel business, based at four locations in Alkmaar 
and Zaandam. We also recently launched the joint ven-
ture Liquisort, in which we employ highly innovative 
technology for separating the tiniest particles of iron, 
non-ferrous metals and plastics.” Together with Pro-
metaal, Overdie is responsible for 80 percent of the 
interim trade in end-of-life vehicles. However, the 
business of the De Jong brothers differs slightly from 
the processes employed by their colleagues in Maarssen. 
Overdie, for example, does have a storage location for 
end-of-life vehicles. And a second difference: Overdie 
also does business with shredders abroad. “They offer a 
better deal than the shredders in the Netherlands,” 
explained De Jong. “That is the advantage of a single 
Europe: free movement of trade goods.”

Free market operation
Dick de Jong, like Van Seumeren, is a board member of 
the sector association MRF. He too wants to optimise 
the recycling of end-of-life vehicles. And that can also 
be achieved perfectly with partners abroad. “The com-
panies we do business with are all shredders monitored 
by government bodies. They too are required to recycle, 
and report on their recycling percentages.” Overdie 
itself also accurately registers the waste flows. “Registra-
tion is of course a good thing,” suggested De Jong. “But 
it could mean that ARN-certified shredders decide to 
reach price agreements. And that would mean that the 

prices per kilogram for end-of-life vehicles would fall. 
For interim traders, that would be a clear disadvantage. 
In an attempt to achieve at least a small profit, above all 
the smaller operators could be encouraged to mix end-
of-life vehicles with cheap scrap material. Such a devel-
opment would mean that regulation of the market in 
fact increases the level of leakage flows.”

Interim storage
Speaking of regulation; De Jong showed us the recently 
revised Activities Decree. It will do more harm than 
good, he suggested, with concern. “By eradicating 
interim storage, you will encourage the chopping of 
end-of-life vehicles. The smaller collectors will simply 
chop the individual end-of-life vehicles offered to them 
straight away, to avoid violating the Activities Decree 
rules. After all, they are not allowed to store the vehi-
cles any longer. Only once they have a full load will it 
be passed on to an ARN-certified shredder.”

Enforcement
Instead of regulation, De Jong would prefer to see 
more enforcement and education. “There are only a 
handful of shredders in the Netherlands. Check more 
carefully what happens there, and go public about the 
results of inspections into chopped end-of-life vehicles. 
It beggars belief that shredders certified by ARN still 
accept chopped end-of-life vehicles offered by the trad-
ers.” According to De Jong, it is also important that 
ARN more clearly points out to their business rela-
tions, the car dismantling companies, what their 
responsibilities are. “That is the way to prevent end-of-
life vehicles being lost from view. On top of that, you 
can enter into agreements with the traders to guarantee 
that wrecks are recycled.” t



different sector

p32 - 95 summer 2011



u

Wecycle:
together we 
can recycle
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Figures sometimes say more than a thousand words. Jan Vlak, director 
of Wecycle, is fond of using figures to open people’s eyes. “Did you 

know that the average household in the Netherlands is home to  
60 appliances. Of those, each of us throws 18.5 kg out, every year. Only 
a small proportion is correctly recycled, about 8 kg. The rest is taken up 
by the scrap metal trade, in waste containers or disappears completely 
from view.” 

CO2 reduction
Vlak’s message is clear. We are careless when it comes to end-of-life 
electrical appliances and energy-efficient lighting, so-called e-waste. 
“Responsible recycling means that we protect the environment and win 
back raw materials. At the same time, however, we also prevent illegal 
exports to developing countries where harmful substances are simply 
dumped. And then there is CO2 reduction. By recycling and rendering 
harmless CFCs from refrigerators and freezers, in 2010, we achieved a 
saving of 490 tonnes of CO2 equivalents. That is comparable to the 
CO2 emission of 170,000 cars each driving 15,000 kilometres.” 

Manufacturers and importers
If it is up to Vlak, savings will rise even further in 2011. Since 1990, his 
organisation has played a key role in the process. The NVMP (The 
Dutch Foundation for the Disposal of Metal Electrical Products) 
launched in that year is now operating under a new name: Wecycle, 
broadly published in communication campaigns and collection pro-
grammes. “Wecycle better expresses our aims,” suggested Vlak. “Recy-
cling is something we need to do together. On behalf of manufacturers 
and importers, we collect e-waste and organise its recycling, on the basis 
of a European Directive that requires us to collect 4 kg of waste per 
inhabitant. Thanks to close cooperation with our partners, we easily 
achieve that target.”

Partners
Who are the partners of Wecycle? “They include municipalities, the 
retail trade, second-hand shops, educational institutions, clubs and 
associations,” explained Vlak. “Thanks to them we have a national net-
work comprising almost 9,000 collection points where consumers can 
hand in their electrical appliances and energy-efficient light bulbs.” It is 
then up to the regional sorting companies to separate refrigerators/
freezers, large household appliances, televisions, professional equipment 
and energy-efficient lighting. “That also includes ICT equipment, 
because that is work we also carry out on behalf of the Stichting 
ICT~Milieu (Environmental ICT Foundation). Following sorting, the 
equipment is passed on to highly-qualified recycling companies, of 
which there are 14 in the Netherlands, Belgium and Germany.”

Upward trend
The focus at Wecycle is above all on collection. The more kilograms the 
better. And things are moving in the right direction, explained Vlak. 

different sector

The automotive sector 
is hard at work restrict-
ing leakage flows as 
much as possible. But 
how is the struggle in 
another similar sector? 
“In 2010, we collected 
27 percent more used 
appliances and lighting 
systems than the year 
before. Nonetheless,  
between 10 and 18 kg 
per person still escaped 
our attention,” said  
Jan Vlak, director of 
Wecycle, the organi
sation responsible for  
organising the collec-
tion and recycling of 
electrical appliances  
and energy-efficient 
light bulbs.



“In 2010 we collected 106,000 tonnes, an increase of 27 
percent as compared to 2009. During the first three 
months of this year, the upward trend has continued. We 
have already collected 10 percent more than in the same 
period last year.” Vlak knows the causes of this success. 
“Consumers are becoming more aware of their responsi-
bility. Appliances and lighting are not thrown away but 
they are handed in. TV commercials and collection cam-
paigns regularly draw these facts to people’s attention. We 
have even developed a collection box for use at home, the 
Jekko, with separate compartments for small electrical 
appliances, energy-efficient light bulbs and batteries.”

Municipalities, retail and schools
Over the past few years, Wecycle has achieved its greatest 
successes at municipal environmental recycling lines and 
in the retail sector. Here, collection has expanded explo-
sively. Vlak went on, “Since 2009 we have been working 
for municipalities according to very simple contracts. 
We give them 81 euros for every tonne of e-waste we 
collect from them. Practically all municipalities in the 
country have now signed such a contract with us. 
Another field in which Wecycle is constantly improving 
its score is the retail sector. “We ask shopkeepers to col-
lect end-of-life appliances and broken energy-efficient 
light bulbs free of charge, whenever a consumer buys a 
similar product from them. The costs incurred by the 
shop are reimbursed by Wecycle. This turned out to be 
the recipe for success in 2010: the volume collected rose 
by 135 percent in retail outlets.” Vlak’s final comments 
were saved for education. “We collect small end-of-life 
appliances from hundreds of schools. At the start of 
2010 our network comprised 800 institutions, a number 
that has now risen to 1,500. The advantage of this col-
laboration is not only the collection. It also helps teach 
children that old electrical appliances do not belong in 
the waste bin. We pass on this message via special teach-
ing programmes. The playful element is that for each 
appliance handed in, the schools can save points, which 
they can then spend in our web store to purchase books 
and other materials.” 

Measurement
Of course, however, there is another side to the coin. 
Every year, 10.5 kg of appliances per person still do 
not end up in the recycling chain. What does Vlak 
intend to do about these leakage flows? “A large pro-
portion of end-of-life appliances end up at scrapyards; 
about 4 kg per person per year. We have no illusions 
about taking over that trade. We do however intend 
to better chart out the waste flows at scrapyards and 
in general. This year we started a major investigation 
and we hope to present the results at the start of 2012. 
It should then become clear how we can intervene to 

further improve the collection process. After all, 
measurement is knowledge.” 

Benchmark
Collection itself can be improved, too. “For example at 
municipalities,” explained Vlak. “In April we completed a 
benchmark test that revealed that on average municipali-
ties collect 5.4 kg per person per year; 140 municipalities 
are below that level, while 25 percent achieve 8 kg or 
more.” The differences are considerable. But why? Vlak 
continued, “We discovered that municipalities with a 
diftar (differentiated tariff for waste collection) system per-
form better. For us, that is important information. If 
municipalities are in search of methods for improving their 
score, we are pleased to help them. We have for example 
established a fund to finance collection pilot schemes.”

EU Directive
New understandings, for example generated from pilot 
projects, are urgently needed, even if only to comply with 
the new, stricter requirements from Brussels. The EU has 
determined that by 2016, the Netherlands must be collect-
ing 200,000 tonnes of e-waste a year – almost twice as 
much as we currently collect. Howe else does Vlak intend 
to seal the leaks in the recycling chain? “One useful aid 
would be a legal requirement for municipalities or retailers 
to hand in items. I would also like to see an export ban on 
second-hand equipment for which there is no further mar-
ket, for example used CRT televisions and monitor screens. 
Under the guise of export, these items with no value at all 
are simply dumped in developing countries.” The propor-
tion of e-waste that follows the prescribed path is carefully 
monitored by Wecycle. “From collection and sorting right 
through to processing of the appliances and light bulbs, we 
know very precisely what the volumes, weights and recy-
cling percentages are,” explained Vlak. “After all, we are 
required to report this information to the government. I 
am however convinced that the scrap trade should also be 
included in the system. I am not saying they should trans-
fer their trading activities to us. They should however be 
required to register the appliances they process.”

Disposal charge
Vlak kept the greatest challenge for the future until last: 
the question of financing. “Responsible recycling costs 
money. In 2010, the process cost 30 million euros. We 
charge these costs on to the manufacturers and import-
ers, who then include those charges in the price of their 
products. Until the start of this year, the collection and 
recycling was financed via the disposal charge. This was 
a clear charge levied with every new purchase that also 
drew the consumer’s attention to the importance of recy-
cling. The disposal charge itself is to be scrapped by 
2013, and there is no clear idea of what will replace it.”

different sector

Jan Vlak
Director of Wecycle

“The disposal charge 
is to be scrapped in 
2013 and there is no 
clear idea of what 
will replace it”
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different sector

On average, every Dutch household has 
some 60 electrical appliances. What kinds 
of appliances are they and when are they 
thrown out? Download the study into these 
questions by GfK Panel Services Benelux 
from www.wecycle.nl/mediatheek.

On behalf of Wecycle, Witteveen+ 
Bos investigated the flows of 
e-waste that are not collected and 
recycled. Check out the results on 
www.wecycle.nl/mediatheek.



NEws, Media, Gadgets

p36 - 95 summer 2011

For anyone who always wanted to become a scrap dealer, or anyone who 
after working at the scrapyard wants to carry on playing with scrap metal, a 
new game has just been released: The Junk Yard. The aim of the game is to 
stack as many car wrecks as possible neatly on top of one another, and crush 
them in a press within a set time limit. The game is available via the site 
www.spellensite.nl. 

Play at 
scrap dealing

Al Gore 
keeping on
Following his impressive documentary ‘An 
Inconvenient Truth’, the former American 
vice president and environmental activist Al 
Gore has released his latest brainchild: the 
interactive magazine ‘Our Choice’ for the 
iPhone, iPod touch and iPad. The magazine 
discusses the relationship between the envi-
ronment and the economy, different forms 
of ‘clean’ energy and looks both backwards 
and forwards. The magazine features 250 
photographs, fifty minutes of documentary 
material and thirty graphs and tables. The 
magazine can be downloaded as an app via 
the Apple App Store for just € 3.99.

Collaboration between ARN and RDW
The advent of electrical cars and hybrids is calling for a more specific approach in terms of registration and deregistration. As well as the standard 
details, when registering an electrical vehicle, it is now also necessary to record the type of battery fitted in the car. The RDW is collaborating 
with ARN on a procedure aimed at more efficiently providing dismantling companies with this information. This will help the dismantling 
companies process the vehicles safely and in the correct manner. 

Shortly after the spectacular opening of the PST plant on 28 April 
last, Module C has now been expanded. This module processes the 
fibre fraction from module A. The fibre fraction consists of a whole 
range of fibres, both natural and man-made from for example seat 
coverings, coconut mats, foam (seat fillings), plastic film, etc. The 
module is also capable of agglomerating the fibres, in other words 
by adding heat, creating a more compact fibre type. When heat is 
applied, the fibres curl up, thereby occupying less space. 

PST-plant 
expanded
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text Klaas-Aart Kok / Ric van Kempen

‘De Kleine Gids Recycling’ (The Small Recycling Guide) is a 
handy and informative reference work for professionals, and 
anyone else interested inside or outside the world of recycling. 
The booklet, with less than 100 pages, deals in a clear and 
understandable manner with the techniques and machines 
used in the recycling industry. It also offers an overview of 
the methods according to which numerous materials and  
products are recycled.

Anyone looking for in-depth information 
about recycling, eventually will have to 
start reading publications in other langua-
ges, including English. Take for example 
Management, recycling and reuse of waste 
composites by V. Goodship. This 500-
page book provides a comprehensive over-
view of the management, recycling and 
reuse of residual materials. It also describes 
the systems used for these processes and 
offers the reader a look at the future. It is 
tough going for a lay reader, but contains 
essential information for professionals. 
The same applies to the price; more than 
200 euro.
 
Management, recycling and reuse of 
waste composites
By: V. Goodship
Publisher: Woodhead Publishing Limited
ISBN: 978-1845694623  
Price: > € 200 (via Amazon.co.uk)

Anyone wishing to take a closer look at the rules and 
regulations will find this reference publication from 
Kluwer particularly handy. It is a useful format, just 118 
pages thick, but nonetheless provides an answer to 
(practically) any question relating to the Activities Decree.
 
Vraagbaak Activiteitenbesluit 2011
By: G.J. Wyfker
Publisher: Kluwer
ISBN: 978-9013073492
Price: € 26.50

Activities Decree

The Power of  
Recycling

De Kleine Gids 
Recycling

De Kleine Gids Recycling 2011
By: ir. J.H. Welink
Publisher: Wolters Kluwer  
Business
ISBN: 978-9013076752
Price: € 15

Management, 
recycling  
and reuse  
of waste 
composites

De Kracht van de Kringloop 
Subtitle: Geschiedenis en toekomst van de ladder van Lansink 
By: Hannet de Vries-in ‘t Veld and Ad Lansink
Publisher: VRILAN Apeldoorn/Nijmegen
ISBN: 978-9089470638 
Price: € 29.95 (via info@var.nl)

In the world of waste processing, the Ladder of Lansink is a household name.
For anyone wishing to find out more about the waste problem, ‘De Kracht van de 
Kringloop’ (The power of Recycling) is highly recommended. The book was written 
by Ad Lansink – indeed, the man with the Ladder and former M.P. – and Hannet  
de Vries-in ‘t Veld. De Vries is director of recycling company VAR. In this book,  
the authors offer an interesting insight into waste policy and management over  
the coming years, focusing on the long road from waste to raw material.



Take for example the scheme for scrapping under own  
management. In itself, for car-lovers, this scheme is a blessing, 
allowing them to build a fabulous new classic car from two old 
end-of-life vehicles. But what happens when own-managed 

dismantling takes place on an almost industrial scale? Are you then not 
simply in fact a wrecker that just like all other dismantling companies 
should comply with the (environmental) rules? ARN does not have the 
capability for checking out abuse of these regulations, nor the authority 
to do anything about it. In other words, inspecting and repairing the 
leak on the ground is not possible. Even if, for example, the leak occurs in 
the form of so-called ‘paper export’. A car is deregistered with the RDW 
for export, but then remains in the Netherlands where it is illegally 
scrapped. Each year car wrecks disappear from the screen in that way.

The iron is then separated from the non-ferrous metals and 
other forms of contamination using electromagnets. At 
the end of the process, a series of piles of metal scrap and 
shredder waste are left behind; all recognisable separated 

and immediately suitable for reuse as new material. The waste is disposed of 
for useful applications, and may even form the building blocks for new  
cars. This is a complex and costly method, but it does guarantee the best 
separation of the various materials while at the same time enabling the 
far-reaching (and compulsory) recycling of end-of-life vehicles.

Without exaggeration, we can justifiably claim that the 
recycling of cars from scrap to usable material is more effec-
tive in the Netherlands than anywhere else in Europe. We 
can certainly be viewed as valuable role models. This applies 

all the more since achieving this position has required huge efforts on the 
part of everyone involved, and similar efforts are still required on a daily 
basis. The results, however, have more than merely statistical value. They 
also have a direct and positive influence on the environment around us 
and in that sense are good for us all. Leakage flows – in other words the 
disappearance of vehicles and wrecks from the chain – are undesirable 
from several points of view.

Sound recycling is close to Van Seumeren’s heart. It is not 
without reason that he is vice chairman of the Dutch 
Metal Recycling Federation (MRF). “Of course it bothers 
me that end-of-life vehicles disappear between car dis-

mantling and shredding. I am a vociferous proponent of a barcode 
system, like the one introduced several years ago by ARN. Disman-
tling companies applied a barcode to each vehicle, that the shredder 
could read out using a laser. That method made the end-of-life vehicles 
checkable and identifiable, prior to processing.” According to Van 
Seumeren, the barcode system should quickly be reintroduced. 
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Of all end-of-life vehicles deregistered, 90% are dismantled via companies 
affiliated to ARN. “However,” explained Agentschap NL, “we do not 
see the remains of those full 90%. The shredder companies do not 
report back the same weight of those 90% as having been shredded. 

Every year, ARN misses between 10,000 and 20,000 end-of-life vehicles. Those vehi-
cles have been dismantled, but did not end up in a shredder as a dismantled end-of-life 
vehicle. Between the dismantling companies and the final destination for the metals, 
there are a number of possible links. The majority of dismantled end-of-life vehicles 
are shredded in accordance with the rules. However, a proportion is chopped and 
traded internationally as scrap. Part of this scrap is then still shredded as mixed metals. 

If it is up to Vlak, savings will rise even further in 2011. Since 1990, his 
organisation has played a key role in the process. The NVMP  
(The Dutch Foundation for the Disposal of Metal Electrical Products) 
launched in that year is now operating under a new name:  

Wecycle, broadly published in communication campaigns and collection programmes. 
“Wecycle better expresses our aims,” suggested Vlak. “Recycling is something we need 
to do together. On behalf of manufacturers and importers, we collect e-waste and 
organise its recycling, on the basis of a European Directive that requires us to collect  
4 kg of waste per inhabitant. Thanks to close cooperation with our partners, we easily 
achieve that target.”

12

33

Monitoring coordinator 

Wecycle: together we can recycle

ARN is the Dutch centre of expertise for recycling in the 

mobility sector. It has managed the recycling chains in this 

sector for fifteen years. ARN has grown into a centre of 

expertise in the field of recycling, chain management and 

knowledge exchange. ARN uses its expertise to advise 

companies and public authorities  – in the Netherlands and 

abroad – on a variety of issues relating to sustainability.
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In that case, the vehicle is no longer 
recognisable as an end-of-life vehi-

cle and is therefore not ‘dereg-
istered’ in that category.
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The very first cars had an uncertain lifecycle; they 
were repaired until nothing more could be done. 
What eventually happened to these end-of-life 
vehicles was – quite literally – a problem for later. 
In the black and white age, car manufacturers 
had iron ore brought to them; Henry Ford, for 
example demanded that all his factories had to be 
located by water, so the raw material could be 
directly unloaded at the factory site. The Ford 
factory in Amsterdam was indeed built alongside 
the North Sea Canal. The recycling of cars and 
the reuse of old materials, let alone the difficulties 
facing these processes, were entirely unknown.

Uncertain 
lifecycle

photography Hollandse Hoogte




