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Executive Summary 
 
 

Executive Summary 

London Economics has been commissioned by the European Foundation for 
the Improvement of Living and Working Conditions to undertake a study of 
working conditions in road transport in France. 

The study looks at many factors shaping the working and employment 
conditions in this sector of the economy.  One of the key findings is that 
working conditions have greatly improved following the implementation of 
the Contrat du Progrès in 1995.  Yet, despite this improvement, working 
conditions remain challenging at times.   

Although hours worked in road transport have come down significantly since 
the mid-90s, they remain high.  As a result, the safety implications of long 
driving hours continue to be a concern.  Furthermore, the study discusses the 
difficulties stemming from non-standard working time, with many 
employees in the sector having to work a lot outside normal daytime, 
including nights away from home. 

Combining work and non-work life is challenging in these circumstances.  
The study reports that young people are not as willing to accept these 
constraints as they used to be.  Also, women are reluctant to join the sector (as 
drivers) because of the potential implications on family life. 

Great strides have been made in the area of competence development, 
bringing France to the forefront of drivers’ vocational training in Europe. 
Since the introduction of compulsory training, many drivers have benefited 
from it. 

Health and safety in the work place is an important issue for road transport.  
While the focus is, understandably, on road accidents and how to prevent 
them, there are other issues deserving attention in the sector.  The report 
highlights the risk faced by employees participating in loading/unloading 
operations.  Indeed, the vast majority of occupational accidents with work 
interruption occur at work sites.  Unskilled workers are usually involved in 
these accidents, but not exclusively.  Skilled workers – mostly drivers – are 
also victims of these work sites accidents when they participate in loading 
and unloading operations.  Although not as dramatic (because usually not 
fatal), these accidents have long-term implications for the well-being of 
workers in the sector. 

At the moment, French transport operators claim that they do not have the 
financial capacity to absorb the increased costs that would be associated with 
a further significant reduction in drivers’ working time.  Moreover, there are 
important implications for the productivity and competitiveness of French 
transport operators, which need to be taken into account.  Reconciling these 
considerations will be a challenge for social partners. 
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Section 1 Introduction 

 

1 Introduction 

1.1 Context and aim 
In 2000, the European Foundation carried out its third European Survey on 
Working Conditions and collected information on working conditions, health 
and well-being of the employed and self-employed in the fifteen EU member 
states. A total of three surveys (1990, 1995 and 2000) provided a general 
picture on the main characteristics of the economic sectors with regard to 
working conditions. This general picture is sufficient to set priorities, but not 
enough to understand the reasons underlying the situation described, and the 
policies, at various levels, undertaken to deal with such.  

The sector surveys on working conditions for each of the 15 Member States 
on the sectors of Road Transport and Hotels and Restaurants have the 
objective to provide a cross-sectional overview of employment conditions in 
these two sectors as two examples of the European economy. The research 
covers a very large number of aspects of working conditions with as much 
detail as is possible to obtain given the availability of national statistics.  

1.2 Structure of the report 
This report is organised according to the format designated in the guidelines 
provided for the national reports. In section 2 we describe the sector 
characteristics. In section 3 we give as much detail as was available with 
respect to the quality of working conditions and employment. Section 4 deals 
with the policies and roles of the social partners. Section 5 presents the views 
of the key informers and representatives of the social partners which we 
interviewed in the course of this research project. Finally, section 6 provides a 
discussion of main points and presents our conclusions.  
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Section 2 Sector characteristics 

2 Sector characteristics 

In this report, unless where explicitly noted, we use the sectoral definitions 
according to the standard classification: Road transport of persons 
(passengers)-- 60.21 + 60.22 + 60.23; amd Road transport of freight (freight)-- 
60.24. Sector totals correspond to Road transport 60.2.  

2.1 Economic characteristics of the sector 
Table 2-1: Turnover (1999) 

Sector Turnover (in millions 
euros) Passengers Freight Total 

National 

Latest information – 1999 10,198 27,359 37,557 2,140,723 

2 years back – 1997 8,642 24,984 33,627 1,997,226 

Source: Insee, Enquête annuelle sur les statistiques d’entreprise dans les 
transports 

Between 1997 and 1999, the turnover of companies in road transport of goods 
rose 9.5%, a sharper increase than the 7.2% observed for the whole economy.  
Over the same period, the turnover of companies in road transport of 
passengers rose 18%. 

 

Table 2-2: Number of companies (1999) 

Sector 
Number of companies 

Passengers Freight Total 
National 

Latest information – 1999 30,174 42,882 73,056 1,584,340 

2 years back – 1997 28, 658 40,521 69,179 1,504,592 

Source: Insee, Enquête annuelle sur les statistiques d’entreprise dans les 
transports 

The number of companies in road transport of passengers went up 5.3% 
between 1997 and 1999.  During that same period, the number of companies 
in road transport of goods increased 5.8%.  Overall, the number of companies 
in these two sub-sectors was up 5.6%.  In 2000, it is estimated that the number 
of companies in road transport of goods fell by about 2%, compared to 1999, 
as a result of fewer companies being created than in the previous year.  There 
was also a significant increase in the number of companies closed. 
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Section 2 Sector characteristics 

Table 2-3: Number of companies according to company size (2000) 

Sector Company size (number 
of 

employees) 
Passengers Freight Total 

National 

0-5 employees 

6-9 employees 

10-49 employees 

50-499 employees 

500+ employees 

 

Total 

     28,006 

         661 

      1,109 

         373 

          25 

 

     30,174 

       34,040 

          2,967 

           4,958 

             888 

               13 

 

         42,882 

62,046 

3,628 

6,067 

1,261 

   38 

 

   73,056 

966,778 

288,079 

213,416 

45,384 

1,876 

 

1,515,533 

Source: Unedic, Statistique annuelle des effectifs 

Companies in road transport tend to be small.  For example, the vast majority 
(95%) of companies in road transport of passengers has fewer than 10 
employees.  In road transport of goods, 86% of companies has fewer than 10 
employees.  This compares to 83% for all sectors of the economy. 

 

Table 2-4: Share of turnover, by company size (1999) 

 Passengers Freight 

o 0-5employees 

o 6-9 employees 

o 10-49 employees 

o 50-499 employees 

o 500+ employees 

11.7 

3.9 

14.1 

27.2 

43.1 

15.7 

8.3 

36.3 

35.1 

3.0 

Source: Insee, Enquête annuelle d’entreprise dans les transports 

Within road transport of passengers, the largest share of turnover is 
accounted for by companies of 500 or more employees.  The situation is quite 
different for road transport of goods where medium-sized operations account 
for the bulk of turnover. 

 

Table 2-5: Number of closings over the last 10 years 

Statistics not available. 
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Section 2 Sector characteristics 

Table 2-6: Number and incidence of bankruptcies (2001) 

 Transport sector1 National 

Latest information –
2001 

4 years back – 1997 

1720 (1.9) 

 

2078 (2.6) 

34,876 (1.7) 

 

48,607 (2.4) 

(1) Statistics are not available for road transport only. Source: Insee, Bulletin 
official d’annonces civiles et commerciales 

After peaking in 1996, the number of bankruptcies has been declining steadily 
to reach 34, 876 in 2001, bringing the incidence rate to 1.7%.  The number of 
bankruptcies has also been declining in the transport sector.  In 2001, 1, 720 
companies failed.  At 1.9%, the incidence of bankruptcy in this sector is 
slightly higher than the national rate. 

 

Table 2-7 Number and percentages by company status (public/private) 

Information not available 

2.2 Labour market issues 
Table 2-8: Percentage of people employed according to gender (2000) 

 Passengers Freight National 

Latest information – 2000 

Men 

Women 

Total 

 

80.0 

20.0 

100.0 

 

89.3 

10.7 

100.0 

 

58.0 

42.0 

100.0 

Source: Union nationale interprofessionnelle pour l’emploi dans l’industrie et 
le commerce, Statistique annuelle des effectifs 

The proportion of women working in road transport of goods is low (about 
10%), stable over time and much lower than for the economy as a whole 
(42%).  Although women are not, strictly speaking, prohibited from any 
occupation in this sector, they tend to avoid this sector because jobs are 
physically demanding and do not fit women career aspirations.  For instance, 
about 4% of drivers in road transport of freight are woman.  It is believed that 
technological developments may make this occupation more appealing to 
women in the future. 

For example, lorries are becoming easier to operate and mechanical lifts fitted 
on lorries are reducing the physical strains imposed on drivers.  It is also 
believed that changes in work organisation, with shorter driving distances 
and more standard working hours would promote the entry of women 
(which tend to be more constrained by family responsibilities) into road 
transport of goods.  Women may also benefit in the future from hiring 
difficulties faced by employers in road transport of goods. 
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Section 2 Sector characteristics 

The proportion of women working in road transport of passengers is much 
higher than in road transport of goods.  In 2000, it stood at 20%, up from 
about 14% in 1986.  In fact, this increase in the proportion of women working 
in this sector between 1986 and 2000 is twice as important as that observed in 
any other sector covered by the Union nationale interprofessionnelle pour l’emploi 
dans l’industrie et le commerce. 

 

Table 2-9: Percentage of people employed according to age/seniority (2000) 

 Freight Total1 National2

Age – 2000 

o 24 years or younger 

o 25-39 years 

o 40-49 years 

o 50 years or older 

o Total  

 

6 % 

47 % 

28 % 

19 % 

100% 

 

5 % 

44 % 

31 % 

20 % 

100 % 

 

       8 % 

42 % 

29 % 

21 % 

100 % 

10 years back - 1990 

o 24 years or younger 

o 25-39 years 

o 40-49 years 

o 50 years or older 

o Total 

 

11% 

51% 

25% 

13% 

100% 

 

        7% 

49% 

28% 

15% 

100% 

 

11% 

44% 

27% 

18% 

100% 

Experience – 2000 

o Less than a year 

o 1-4 years experience 

o 5-9 years experience 

o > 10 years experience 

 

24 % 

35 % 

18 % 

23 % 

 

      12 % 

27 % 

17 % 

44 % 

 

      12 % 

28 % 

19 % 

42 % 

Source: Insee, Enquête emploi. (1) Includes all transport modes (road, rail, air, 
maritime). (2) Private sector 

Employees in road transport of goods tend to be young.  For example, in 
2000, 53% of employees were younger than 40 years old, compared to 50% for 
the private sector generally.  However, the average age is on the rise.  In 1990, 
62% of employees were younger than 40 years old (compared to 55% for the 
private sector).  According to the déclarations annuelles de données sociales, the 
average age of drivers in the transportation sector is about 37 years.  The 
average age seems to vary slightly, depending on the size of the lorry driven.  
For example, the average age of drivers of heavy lorries is 36.8 years, 
compared to 33.1 years for lighter vehicles. 

Employees in road transport of goods tend to have a shorter employment 
experience than in the private sector generally.  For example, 24% of 
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Section 2 Sector characteristics 

employees had spent less than a year in their current employment, compared 
to 12% in other sectors.  Furthermore, 59% had spent less than 5 years in their 
current employment, compared to 40% in other sectors.  This reflects, to a 
certain extent, the fact that this sector is hiring a lot. 

It is also worth noting that drivers tend to work for the same employer for a 
shorter period of time than workers in all sectors of the economy.  According 
to the enquête conjoncturelle, in 2000, 78% of drivers had worked for the same 
firm for at least a year, compared to 88% for all employees in the transport 
sector (and for all private sector employees).  On average, drivers in road 
transport of goods work 15 years as a driver, of which 7 are with the same 
employer.  There is a slight variation in the number of years worked in the 
sector, depending of the type of driving: long-haul lorry drivers tend to work 
16 years and other drivers tend to work 14 years.  

Table 2-10: Percentage and number of employees by EU or non-EU status 

Information is not available.  Road transport is not a sector where a lot of 
illegal immigrants work. 

 

Table 2-11: Number and percentage of employees by company size (1999) 

Sector Company size (Latest 
information  1999) Passengers Freight 

National 

o 0-9 employees 

o 10-49 employees 

o 50+ employees 

o Total 

12,155 (7.7) 

25,914 (16.5) 

118,979 (75.8) 

157,048 (100.) 

63,229 (22.0) 

110,769 (38.6) 

113,235 (39.4) 

287,233 (100.) 

3,789,722 (25.4) 

4,222,853 (28.4) 

6,870,245 (46.2) 

14,882,820 (100) 

Source: Insee, Enquête annuelle sur les statistiques d’entreprise dans les 
transports, Insee, Enquête emploi 

In 1999, about 60% of employees in road transport of goods worked in 
companies of fewer than 50 employees.  This compares with 54% at the 
national level.  The situation is quite different in road transport of passengers, 
where about 24% of employees worked in companies of fewer than 50 
employees. 

Table 2-12: Status of contracts in percentage and number of people employed 
in the sector 

As discussed later, road transport is a sector facing labour shortage, and 
employers are finding it difficult to hire drivers and other workers.  So, fixed-
term employment is not very common in this sector, because employers tend 
to offer permanent positions to attract personal into the business.  In 2000, 
fixed-term employment represented 4.8% of total employment in the 
transport sector (compared to about 15% in all sectors of the economy).  
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Table 2-13: Percentage of people employed according to educational level 

 Freight Total National 

Year 2000: 

 

No diploma or BEPC 

CAP BEP 

Bac or more 

 

Year 1990: 

 

No diploma or BEPC 

CAP BEP 

Bac or more 

 

 

44% 

41% 

16% 

 

 

 

n.a. 

n.a. 

12% (’97) 

 

 

37% 

42% 

21% 

 

 

 

52% 

37% 

11% 

 

 

34% 

28% 

38% 

 

 

 

43% 

29% 

28% 

Source: Bilan annuel de la situation sociale dans le transport routier 
des marchandises, 2002, Insee, Enquête emploi 

A high proportion of employees in road transport (both passengers and 
goods) does not have any diploma, or only have a BEPC.  At the same time, 
the proportion of employees with at least a Bac (secondary education 
diploma) is much lower than the national average.  This reflects, to a great 
extent, differences in the composition of the workforce.  For instance, workers 
account for 53% of employees in the transportation sector, compared to 27% 
in all sectors of the economy.  In road transport of goods, only 16% of 
employees have completed successfully secondary education, compared to 
38% in all sectors of the economy.  Workers in road transport of goods are no 
less educated than those in other sectors of the economy.  For instance, 41% of 
all workers do not have any diploma, compared to 35% in road transport. 

Education has risen significantly over the past decade, and more so in road 
transport than in other sectors of the economy.  For example, in 10 years -- 
from 1990 to 2000 – the proportion of employees without any diploma fell 
from 52% to 37%, representing a 15 percentage point drop.  This compares to 
a decline of 9 percentage points in all sectors of the economy, from 43% to 
34%.  In both road transport and in the whole economy, the proportion of 
employees with a Bac (secondary education) rose 10 percentage points from 
1990 to 2000 – from 11 to 21% and from 28 to 38% respectively. 

It is worth noting that more than half of the drivers has completed their 
education in a field not related to transportation.  This reflects high labour 
mobility, with many workers coming to road transportation from other 
sectors of the economy.  This, in turn, reflects the fact that road transportation 
is a sector which enjoys healthy growth. 

Technological and organisational developments are having an impact on 
drivers’ employment requirements.  Drivers’ tasks are no longer limited to 
driving.  They are meeting these new demands through enhanced training.  
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Indeed, training in road transportation has increased significantly in recent 
years.  Between 1993 and 2000, drivers’ training has more than trebled, from 
37,660 to 127,320.  Between 1995 and 1999, drivers’ training rose at an average 
annual rate of 13%, before jumping 29% in 2000.  This surge reflects the 
implementation of new measures to promote training.  In January 1995, a 
framework agreement (“accord-cadre”) was signed encompassing 
compulsory minimum initial training and compulsory ongoing training. 

 

Table 2-14: Percentage of people employed according to occupational group  

Detailed information is not available but it is estimated that drivers represent 
about 80% of employees in road transport. 

 

Table 2-15: Percentage of full- and part-time workers (2000) 

Sector (Latest information: 
2000) Passengers Freight Transport 

National 

• Full-time 

• Part-time 

67.8 

32.2 

n.a. 

n.a. 

92.6 

7.4 

87.1 

12.9 

Source: Conseil National de Transports, Rapport social 2001, 1er Tome, 2002 

 

Overall, part-time employment is not as common in the transport sector as for 
the whole economy.  Within transport, it is in road transport of passengers 
that the incidence of part-time work is highest.  For example, it stood at 32.2% 
in 2000.  This represents a sharp increase since 1986, at this time it stood at 
21% of employment.  Part-time employment tends to be more prevalent in 
smaller companies.  For example, nearly half of employees in firms 
employing between 10 and 19 people worked part time.  Also, drivers tend to 
work more part time than non-drivers (41%, compared to 36%).  According to 
Institut National de Recherche sur les Transports, most female drivers 
(themselves representing 13% of all drivers) worked part time in 1999.  It is 
believed that the proportion of full-time work in road transport of goods is 
higher than in road transport of passengers because of the employees are 
predominantly male. 

 

Table 2.16: Number and percentage of vacancies, unemployed or having a 
second job, and personnel turnover in the sector and at national level 

Road transport of goods is a sector that has been growing steadily in the 
1990s.  For example, employment has increased by about 25% between 1992 
and 1999.  In spite of this healthy growth, excess demand has led to hiring 
difficulties in the sector since 1998 – particularly for drivers and technical 
maintenance workers. 

In 2000, about 80% of employers reported hiring difficulties (especially long-
term lorry drivers).  When asked about the reasons behind hiring difficulties, 
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unfavourable working conditions were identified, including non-standard 
working hours, waiting time and handling.  It has also been reported that 
young people are no longer attracted to long-haul driving, reflecting higher 
education and greater aspirations (both working conditions and income) 
when entering the labour force. 

The tightness in the labour market is also reflected in the steady decline in the 
number of drivers looking for employment.  At the end of 2000, there were 
18,800 drivers, compared to 23,320 drivers at the end of the previous year.  
This represents a 19% decline over a 12-month period (and a 37% decline over 
a two-year period).  The number of drivers looking for employment has 
continued to decline in 2001. 

2.3 Background information on the regulatory 
framework 

Table 2-16: Specific directives/regulations on or relevant as a background to 
the improvement of quality of work and employment in the sector 

See Table 5.1 

Table 2-17: Membership of employers’ organisations 

Number and percentage Passengers Freight 

Fédération Nationale des 
Transports Routiers  225,000 (36.3) 

Fédération Nationale des 
Transports de Voyageurs   

Chambre Syndicale du 
Déménagement  11,000 (1.8) 

Syndicat des Entreprise de 
Logistique des Valeurs  8,461 (1.4) 

Chambre Syndicale 
Nationale des Services 
d’Ambulance 

10,130 (1.7)  

Groupement National des 
Transports Combinés   

Union des Transports 
Publics 75,000  

Union Nationale des 
Organisations Syndicales   

Chambre Syndicale des 
Artisans Taxis 600 (0.1)  

Source: Université catholique de Louvain, Les oganisations d’employeurs et 
de salariés dans le secteur des transports routiers, 2000 
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Table 2-18: Number and percentage of employees who are member of one of 
the unions in the sector and at the national level 

 Road Transport 

Fédération Générale 
des Transports et de 
l’Equipement 

48,800 : 33 % of workers in road 
transport of passengers and 29 % of 
workers in road transport of goods 

Fédération Ouvrière 
des Travaux Publics 
(FO Transports) 

10,870 : 1.7 % of workers in road 
transport of goods 

Fédération Générale 
CFTC Transports 

2,170 : less than 1 % of workers in road 
transport of goods 

Total employees About 8 % are members of trade 
unions. 

Source: Université catholique de Louvain, Les oganisations d’employeurs et 
de salariés dans le secteur des transports routiers, 2000 

In France, collective agreements cover working conditions of all employees, 
including those who are not part of a trade union. 

 

Table 2-19: Number of current collective agreements relevant as background 
for issues of quality of work & employment. 

Number of agreements Number of employees involved 

Supra sector level: Convention 
collective nationale des transports 
routiers etdes activités auxiliaires du 
transport 

About 400, 000 workers 

Company Level: n.a. 

Source: Université catholique de Louvain, Les oganisations d’employeurs et 
de salariés dans le secteur des transports routiers, 2000 

In France, a collective agreement can only be signed at a company level if 
there is a trade union representative in the company.  The company must 
have at least 50 employees to have a trade union representative.  In road 
transport of goods, only 3% of operations have more than 50 employees.  The 
Fédération Nationale des Transports Routiers has indicated that some French 
transport operators have a collective agreement at the company level.  These 
company agreements typically provide improvements over the branch 
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collective agreement and are used by employers to attract employees to the 
company.  Details of these company agreements are not disclosed. 

 

Table 2-20: Specification of the quality of work & employment issues in these 
collective agreements  

See Table 5.1 

2.4 Discussion and conclusions concerning sector 
characteristics 

To summarize, employment in road transport is predominantly male: only 
10% of employees are female in road transport goods, and only 20% in road 
transport of persons.  Part-time employment is less common than in other 
sectors of the economy.  Employed people are young and have a shorter 
employment experience than in other sectors of the private sector.  Drivers 
who represent about 80% of all employed people tend to work for the same 
employer for a shorter period than workers in all sectors of the economy.  The 
sector has been growing at a healthy rate for a number of years, and is 
suffering from labour shortage.  Fixed-term employment is less important 
than in the economy at large. 

The road transport sector is characterized by a very large number of small 
operators.  Employment is predominantly male, and part-time work has not 
progressed as much as in other sectors of the economy.   Employees tend to 
be young and have less working experience. 

The road transport sector has evolved considerably since the mid-1990’s.  
Healthy growth has led to the creation of new companies.  Bankruptcies in 
the transport sector have declined, although the bankruptcy rate continues to 
exceed the national average. 

Healthy growth also had implications for the labour market.  Healthy growth 
of the business has led to health growth in employment.  Excess demand has 
led to hiring difficulties since 1998 -- particularly for drivers and technical 
maintenance workers.  Labour shortages are generally expected to continue 
over the next few years. 

Technological and development changes are changing the nature of the 
business and employment requirements.   France has been at the forefront of 
vocational training, and introduced compulsory training for drivers in the 
late 1990s.   
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3 Quality of work and employment 

The last survey done by the Ministère de l’emploi et de la solidarité on the 
working environment and work organization in road transport goes back to 
1998, covering conditions as they stood in 1996/1997.  This survey has not 
been reviewed here because working conditions have changed dramatically 
since the implementation of the Contrat du Progrès starting in 1995. However, 
interviews carried out by Révah (2001)1 give us insights into some of the 
challenges faced by the sector. 

3.1 Physical working environment 
Table 3-1 Ambient conditions 

Drivers report having to work in cold conditions (in winter), which make 
loading and unloading operations uncomfortable.  Also, drivers of heavy 
trucks are exposed to high level of noise when they deliver goods to 
industrial working sites (which can be many times every day). 

 

Table 3-2: Ergonomic conditions 

There is no statistical information on ergonomic conditions, but reviewing the 
types of injuries sustained suggest that work conditions are not ergonomic.   

 

Table 3-3: Safety conditions 

Road safety has improved, contributing to the decline in road accidents over 
the past 5 years or so.  Efforts are continuing to further enhance road safety 
conditions.  Beginning this year, drivers of heavy trucks and lorries must 
wear safety belts.  Efforts are also made to increase the number and safety of 
parking (and resting) areas on French motorway.  There is currently a 
shortage of safe parking areas, with the result that drivers often have to stop 
in dangerous situations (to comply with rest regulations!) 

 

Table 3-4: Number and percentage of employees who have access to specific 
equipment/technology 

Like in other sectors, employees in road transport report are using technology 
more than they used to (e.g. GPS). 

 

                                                      

1 Commissioned by the Fédération Nationale des Transports Routiers.  Results were published in “Demain, les 
routiers”. 
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3.2 Work organization 
In France, there are no comprehensive surveys on work organization in road 
transport.  But, interviews carried out by Révah (2001) give us insights into 
some aspects of the workplace. 

 

Table 3-5: Pace of work 

No information available. 

 

Table 3-6: Skilled work and ability to learn in and from the job/work 

France is at the forefront of vocational training in Europe.  In 1995, 
compulsory initial and ongoing training was introduced for drivers.  
Accordingly, drivers must follow an initial 4-week training focused on safety.  
Afterwards, drivers must spend at least 3 days of training every 5 years.  
According to the Conseil National des Transports, 50,000 drivers have 
completed the initial training, and 233,000 drivers have completed the 
ongoing training since 1995.  

 

Table 3-7: Control in and over work 

Control over work seems to be very limited.  In Révah (2001), drivers report 
not being consulted and not receiving support from management.  

 

Table 3-8: Relations with colleagues 

There is a well-established hierarchy within road transport of goods.  Long-
haul lorry drivers come first followed by regional drivers, and delivery 
drivers.  Further down the hierarchy come workers on loading/unloading 
platforms (also with its own hierarchy).  Relations appear to be good within 
sub-groups of workers, but not between them. 

 

Table 3-9: Relations with the management  

Relations with management can be tense at time.  Drivers report that relations 
with management tend to be better in large firms than in smaller operations. 

 

Table 3-10: Relations with clients and the public 

Drivers in road transport of goods experience both positive and negative 
interaction with clients.  In Révah (2001), drivers interviewed mentioned that 
some clients are polite and respectful, although contacts are always limited in 
time.  However, employees of certain transport agencies are known for their 
disregard of drivers.  Drivers speculate that these unskilled workers are not 
themselves feeling appreciated, and are turning their frustrations on drivers.  
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And complaining to management is unthinkable because of the fear of 
aggravating the animosity.   

Drivers also report that many tasks, which used to be executed by clients 
during loading/unloading are now performed by drivers. 

3.3 Working time 
 

Table 3-11: Average working hours (2000) 
         (in % of drivers employed in road transport of goods) 

(week of 5 days or 
more) 

Away less than 6 
nights /month 

Away at least 6 
nights/month All drivers 

Less than 40 hours 

40-48 hours 

49-54 hours 

55-59 hours 

60-69 hours 

70 + hours 

18 

39 

23 

13 

  6 

  2  

 6  

25 

28  

21 

17 

 4 

12 

32 

25 

17 

12 

 3  

Source: Bilan annuel de la situation sociale dans le transport routier des 
marchandises, 2002 

Working hours of drivers in road transport of goods tend to be long.  As 
indicated in Table 3.12, 88% of drivers worked at least 40 hours in 2000.  Over 
half of them (54%) worked 49 hours or more in the week when the survey 
was carried out. 

Working hours vary significantly, depending of the type of driving involved.  
More precisely, working hours are influenced by the pace of work, measured 
by the number of nights away from home.  For instance, long-haul lorry 
drivers – defined as drivers who are away from home at least 6 nights per 
month tend to work considerably longer hours than drivers who are away 
less than 6 nights per month.  Table 3.12 shows that 70% of long-haul lorry 
drivers worked more than 48 hours in the week surveyed, compared to 44% 
of other drivers.   It also shows that 21% of long-haul lorry drivers worked 
more than 59 hours per week, compared to 8% of other drivers.  While 21% is 
a very high percentage, it is lower than the 28% observed in 1999.  As for 
other drivers, only 5% worked longer than 70 hours in 1999. 
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Table 3-12: Working hours of drivers in road transport of goods -- 2000 

Average working hours (in 
a week of 5 days  or more) 

Away less than 6 
nights per 

month 

Away 6 nights 
or more per 

month 
All drivers 

Working hours per week 46.8 53.5 50.3 

Of which:    

- Driving time 

- Other work time 

29.9 

16.9 

39.1 

14.4 

34.8 

15.5 

Source: Bilan annuel de la situation sociale dans le transport routier des 
marchandises 

According to the enquête conjoncturelle, average working time for drivers in 
road transport of goods in 2000 stood at 50.3 hours per week (of at least 5 
working days) -- 53.5 hours for long-haul lorry drivers and 46.8 hours for 
other drivers.  In France, total working time for drivers is divided between 
driving time and other work time. Other work time is defined as time when 
the driver must be available for work, and includes loading and unloading 
time, waiting time and so on.  As indicated in Table 3.13, a larger proportion 
of working time is driving time for long-haul lorry drivers -- 73.1% -- 
compared to 63.9% for other drivers.  Driving time was 39.1 hours per week, 
nearly a third higher than the 29.9 hours of driving time for other drivers. 

While drivers’ working hours are high (particularly compared with the 35 
hours per week regime implemented by the French government), it is 
important to recognize that they have come down significantly since the 
implementation of the Contrat du Progrès beginning in 1995 (details provided 
in Chapter 4).  For instance, weekly hours fell from an average of about 75 in 
1994, to 60 in 1995, to 57.5 in 1996 and 55 in 1997 (legal limit since then)2. 

There have been studies of possible determinants of working hours.  In 2000, 
the family situation did not seem to be a determining factor on long driving 
hours of long-haul lorry drivers.  According to the Bilan social dans le transport 
des marchandises, 70% of drivers that are single are away from home at least 6 
nights per month, a similar proportion of drivers who live with a partner.  
However, there seems to be a relationship between the family situation and 
the number of days worked.  18.5% of drivers who live with a partner have 
worked more than 5 days per week in the surveyed week, compared to 22.5% 
for drivers who are single. 

Also, there is hardly any link between the age of the driver and the number of 
hours worked.  Long-haul lorry drivers are slightly older than other drivers -- 
39.7 years old and 38.8 years old respectively.  It is interesting to note that the 
size of the firm did not seem to be a factor in terms of working hours. 

                                                      

2 Hours worked up to 35 hours are paid at normal rate (100%).  Hours worked between 35 hours and 43 
hours/week are paid at a rate of 125%, whiles hours worked between 43 hours and 56 hours are paid 
at a rate of 150% plus a rest period equivalent in time to the number of hours worked above 43 in the 
week.  Thus, every hour worked beyond 43 hours in a week is rewarded 2.5 times the normal rate. 
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Table 3-13(A): Working hours of drivers according to employment situation 

1999 Average. Sector: road 
transport of goods 

Employed Self-employed 

Total working time 

 

Of which: 

- Driving time 

- Other work time 

51.3 

 

 

32.0 

19.3 

43.6 

 

 

22.0 

21.6 

Source: L’Institut national de recherche sur les transports et leur sécurité  

L’Institut national de recherche sur les transports et leur sécurité (Inrets) also did a 
survey in 1999.  Unlike the enquête conjoncturelle which only covers employed 
drivers, the Inrets survey covered both employed and self-employed drivers.  
And, it is interesting to note that it showed that working conditions (defined 
narrowly here as working hours) are better for self-employed than for 
employed drivers.  The differences in working hours reflected, to a certain 
extent, differences in activities.  Self-employed drivers tend to drive shorter 
distances, with 85.3% of them going home everyday compared to 43.2% for 
employed drivers. 

But, this is not the only consideration.  When one compares the same type of 
driving, there is still a discrepancy between self-employed and employed 
drivers, with the formers enjoying somewhat better working conditions.  
And, as can be seen on Table 3.13(A), the difference in total working time 
stems from difference in driving time.  And, in spite of the difference in 
working time, there is no significant difference between the income of self-
employed and employed drivers. 

 

Table 3-14: Working patterns of drivers in road transport of goods (!998/9) 

       (in%) 

 

Drivers 
heavy 
lorries 

Other 
drivers 

National 

Type of week worked: 

• 3 days or less 

• 4 days 

• 5 days (non standard) 

• 5 days (standard) 

• 6 or 7 days 

With night work 

 

3.8 

11.3 

28.3 

18.9 

24.5 

13.2 

 

5.0 

8.3 

33.6 

19.4 

17.1 

16.6 

 

3.1 

10.5 

23.7 

32.2 

24.8 

5.8 

Source: Chenu, Alain, Les horaires et l’organisation du temps de travail; 
Insee, Economie et Statistique Numéro 352-353, 2002; Insee, Enquête emploi 
du temps 1998/99 
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Table 3.14 provides detailed information about the working patterns of 
drivers.  Because the data come from a different survey (Enquête emploi du 
temps), the socio-professional categories represented are different from those 
of the previous tables.  Nonetheless, these data provide useful information 
into the working conditions of drivers in road transport of goods.  For 
example, it shows that many drivers of heavy lorries tend to work 6 or 7 days 
per week.  Indeed, one out of four drivers of heavy lorries work 6 or 7 days 
per week.  It also shows that drivers work in greater proportion (between 
13.2% and 16.6%, depending of the type of driving) at night than employees 
in other occupations. 

 

Table 3-15 (A): Working pattern for drivers in road transport of goods (1999) 

 

(in%) 

Drivers 
heavy 
lorries 

Other 
drivers 

National 

Night     11:00pm to 5:00am 

Morning 5:00am to 9:00am 

               9:00am to 11:30am 

Lunch   11:30am to 2:30pm 

Afternoon 2:30pm to 4:30pm 

                 4:30pm to 7:00pm 

Evening - 7:00pm to 11:00pm 

 

Total 

5.1 

19.7 

21.8 

15.0 

20.2 

13.5 

4.8 

 

100.0 

4.8 

19.8 

24.1 

15.3 

17.3 

13.3 

5.4 

 

100.0 

2.1 

11.5 

24.9 

16.3 

22.5 

16.2 

6.5 

 

100.0 

Source: Chenu, Alain, Les horaires et l’organisation du temps de travail; 
Insee, Economie et Statistique Numéro 352-353, 2002; Insee, Enquête emploi 
du temps 1998/99 

The additional table abode provides more detailed data on working pattern 
for drivers in road transport of goods.  According to the survey, about: 

 5% of drivers worked during the night (from 11:00 p.m. to 5:00 a.m.);  

 20% of drivers worked in the early morning (from 5:00 to 9:00 a.m.); 

 5% of drivers worked in the evening (from 7:00 p.m. to 11:00 p.m.) 

Thus, a significant proportion of drivers in road transport of goods works 
non-standard time. 
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Table 3-16 (B): Working hours of coach drivers (1999/2000) 

 Full-time 
drivers 

Part-time 
drivers 

Regular services 

Occasional services 

Mixed services 

Total 

 

Single shift 

Two shifts 

 

Men 

Women 

          42.4 

41.6 

46.1 

44.6 

 

45.6 

42.6 

 

44.6 

42.4 

          27.4 

32.2 

31.7 

30.6 

 

35.3 

25.6 

 

33.2 

25.6 

Source:  Conseil National des Transports, Rapport social 2001, 1er Tome 
L’Institut national de recherche sur les transports et leur sécurité 

Hours worked in road transport of passengers tend to be shorter than in road 
transport of goods.  According to an Inrets survey, full-time coach drivers in 
mixed services tend to work the longest hours in a week (46.1 hours).  
Drivers, both full time and part time, work fewer hours per week when 
working hours are split into two shifts.  

Men and women working full time tend to work about the same number of 
hours per week.  However, female part-time drivers tend to work fewer 
hours than their male counterparts – 25.6 hours compared to 33.2 hours per 
week. 

A comparison with the survey done in 1993 shows a significant reduction in 
the number of hours worked by full-time drivers (on average, a decline of 3.6 
hours per week).  However, part-time drivers (regular services and two 
shifts) have seen their working hours increased by 5.3 hours per week since 
1993. 

For a full-time driver, a standard working day is about 11 hours.  According 
to the survey, half of the full-time drivers worked 11.8 hours, a fourth worked 
13 hours and one out of ten worked more than 13.8 hours. 

 

Table 3-17: Number and percentage of employees who have access to 
working time arrangement  

There is no information available.  Working time arrangements are expected 
to be marginal in the sector. 
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3.4 Discussions and conclusions of the working 
time 

Hours worked in road transport of goods have come down significantly since 
1994, but they remain high.  Accordingly, there are outstanding concerns 
about the safety of long driving hours.  In addition to long hours, fatigue is 
influenced by a number of factors: the time of day when the hours are 
worked, the quality of sleep prior to working (length and quality) and the 
general work environment (e.g. road conditions).   Research shows that 
accidents are more likely to happen during the night (between 2:00 a.m. and 
5:00 a.m.) and late afternoon (between 4:00 p.m. and 6:00 p.m.). 

Thus, the information regarding working time and working pattern suggests 
that there multiple risk factors interacting and accentuating each other.  
Hamelin (2000) provides evidence of drivers’ fatigue and its consequence.  In 
1999, 62% of long-haul lorry drivers in France reported having blanked out or 
dropped off for a moment while driving.  The consequences of drivers’ fatigue can 
be quite dramatic.  Hamelin (2001) reviewed the key studies on the role of 
drivers’ fatigue, and concluded that an incidence rate of 10 to 20% is probably 
a conservative estimate. 

Within road transport, long-haul lorry drivers are the most at risk, followed 
by regional drivers (and then self-employed tends to be less at risk than 
employed).  Drivers in road transport of passengers are also generally less at 
risk. 

Accordingly, possible actions to be taken are: 

 Strict monitoring and enforcement of existing working time/rest 
period rules 

 Research to ascertain that existing working time/rest period rules are 
adequate 

3.5 Payment system and income 
 

Table 3-18: Average annual income (in euros)  - 1999 

Categories Subector 1 Freight Transport National 

Managers 37,945 32,118 39,968  

Employees 14,855 14,440 17,685  

Workers 15,964 14,830 18,169  

 - of which drivers 15,925 14,926 15,702  

Total 17,507 16,094 20,077 20,313 

Source: Bilan annuel de la situations sociale dans le transport routier des 
marchandises, 2002 
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In 1999, the average annual income in the transportation sector was very close 
to that of the private sector economy wide.  However, there are significant 
variations within the transportation sector.  Income in both road transport of 
passengers and goods tend to be lower than other categories of transport.  In 
1999, the average annual income in road transport of passengers and goods 
stood at 17,507 and 14,094 euros respectively, 15% and 20% lower than the 
average private sector income.   The difference between road transport of 
passengers and goods is widespread throughout all categories of occupations.  
A manager in road transport of goods earned 32,118 euros in 1999, compared 
to 37, 945 euros in road transport of passengers.  Within the category of 
drivers, annual income in road transport of goods is again lower to that 
observed in road transport of passengers.  In 1999, the difference stood at 
about 1000 euros, close to 6%. 

 

Table 3-19: Compensation systems -- drivers in road transport of goods - 2000 

(in euros)  Wage 
income 

Bonus Road 

Allowance 

Total 

Away less than 6 
nights/months 

 

Away at least 6 
nights/months 

 

1188 

 

 

1319 

 

26 

 

 

21 

 

144 

 

 

440 

 

1358 

 

 

1781 

Total 1251 24 287 1562 

Source: Bilan annuel de la situations sociale dans le transport routier des 
marchandises, 2002 

As indicated in Table 3.17(A), there are significant differences in the monthly 
income of drivers, depending of the size of company which employed them. 

 

Table 3-20(A): Monthly income of drivers in road transport of goods 
according to company size  (2000) 

Company size  Wage 
income and 

bonus 

Road 

allowance 

Total 

0-9 employees 

10-49 
employees 

50+ employees 

1213 

1287 

1283 

202 

276 

324 

1415 

1563 

1607 

Total 1275 287 1562 

Source: Bilan annuel de la situations sociale dans le transport routier des 
marchandises, 2002 
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3.6 Outcomes 
Table 3-21: Number of occupational accidents – 1999 

Number of accidents Consequences 

Passengers(1

)
Freight Transport National 

With work 
interruption(2) 

With permanent 
injuries 

Fatal accidents 

1,818 

        160 

            1 

20,662 

       1,536 

            80 

60,800 

      3,300 

         123 

715,000 

      36,900 

           702 

(1) 1997 data; Of at least 24 hours. Source: Bilan annuel de la situations 
sociale dans le transport routier des marchandises, 2002; Conseil National des 
Trasnports, Rapport social 2001 – 1er Tome, 2002; Caisse nationale 
d’assurance maladie 

In 1999, there were 60,800 accidents involving work interruption in the sector 
of transport and handling.  At 7.5%, the sector has one of the highest 
incidence rates after construction (near 11%), well above the 4.5% observed 
economy wide.  A significant proportion of these accidents arises from road 
transport of goods – about a third of those with work interruption, and nearly 
half of those with permanent injuries (whereas employees in road transport 
of goods account for about a quarter of employment in the whole sector).  
Table 3.18 shows that there were 20,662 accidents with work interruption in 
road transport of goods, resulting in an incidence rate of 9.4% (Table 3.19), 
more than twice that observed for all sectors.  In 1999, there were 80 fatal 
accidents in road transport of goods, representing about 1 out 10 of all work-
related fatal accidents. 

Table 3-22(A): Incidence rates of occupational accidents - 1999 

Incidence rates Consequences 

Passengers(1) Freight Transport National 

With work 
interruption(2) 

With permanent 
injuries 

Fatal accidents 

3.6 

0.0 

0.3 

9.4 

0.7 

0.0 

7.5 

0.4 

0.0 

4.5 

0.2 

0.0 

(1) 1997 data; Of at least 24 hours. Source: Bilan annuel de la situations 
sociale dans le transport routier des marchandises, 2002; Conseil National 
des Transports, Rapport social 2001 – 1er Tome, 2002; Caisse nationale 
d’assurance maladie 

The incidence of accidents in road transport of passengers is much lower than 
in road transport of goods.  For example, in 1997 (when the last information is 
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available), the incidence rate of accidents with work interruption stood at 
3.6%.  It is not only lower than the incidence rate in road transport of goods 
but also lower than what has been recorded for the whole economy in that 
year. 

 

Table 3-23: Professional categories with highest incidence of occupational 
accidents – road transport of goods (1999) 

Categories Contribution 

to employment 

Contribution 

to accidents 

Incidence rate 

Workers: 

 

 - Skilled (incl.drivers) 

  - Unskilled 

83 

 

n.a. 

n.a. 

92 

 

73 

19 

n.a. 

 

9 

25 

Source: Bilan annuel de la situations sociale dans le transport routier des 
marchandises, 2002; Caisse nationale d’assurance maladie 

As indicated in Table 3.19, workers in road transport of goods tend to be 
“over-represented” in accidents – while they contribute to 83% of 
employment, they account for 92% of occupational accidents with work 
interruption.  Among them, unskilled workers are more at risk with an 
incidence rate of 25%, compared to 9% for skilled workers (which include 
drivers).  In 1999, 87% of accidents with work interruption occurred at work 
sites (the remaining occurring on roads). 

Unskilled workers are usually involved in accidents on work sites, although 
not exclusively.  Skilled workers – mostly drivers – are also victims of these 
work site accidents while involved in loading and unloading operations.  So, 
skilled workers are also exposed to similar risk as unskilled workers, albeit 
for a shorter proportion of their total work time.  But, the vast majority of 
fatal accidents in road transport of goods affect drivers involved in road 
accidents. 
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Table 3-24(A): Occupational accidents in road transport of goods, by age 
groups (1999) 

Age groups Accidents with 

work interruption 

Accidents with  

permanent injuries 

 Number % Number % 

15-19 years 

20-24 years 

25-29 years 

30-34 years 

35-39 years 

40-49 years 

50-59 years 

60-64 years 

65 years and older 

306 

1916 

3473 

3895 

3327 

5055 

2585 

58 

47 

1.5% 

9.3% 

16.8% 

18.9% 

16.1% 

24.5% 

12.5% 

0.3% 

0.2% 

4 

63 

161 

225 

222 

509 

333 

14 

5 

0.3% 

4.1% 

10.5% 

14.6% 

14.5% 

33.1% 

21.7% 

0.9% 

0.3% 

Total 20,662 100% 1536 100% 

Source: Bilan annuel de la situations sociale dans le transport routier des 
marchandises, 2002; Conseil National des Transports, Rapport social 
2001 – 1er Tome; Caisse nationale d’assurance maladie 

The risk of having an occupational accident with work interruption varies 
with age.  For example, employees under 40 years old contributed to 62.6% of 
accidents in 1999, slightly more than their contribution to total employment 
in the sector.  And, from 40 years on, the risk of accidents decline slightly. It is 
worth noting, though, that the risk of having a serious accident increases 
significantly.  Whereas employees who are 40 years and older contribute to 
39% of total employment, they account for 56% of accidents with permanent 
injuries. 
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Table 3-25: Main causes of accidents in road transport of goods (1999) 

Main causes 

of accidents 

Accidents with 

work interruption 

Accidents with  

permanent injuries 

 Number % Number % 

1. Fall (uneven floor) 

2. Fall (even floor) 

3. Objects (handling) 

4. Objects (carrying) 

5. Vehicles (except 
handling trolleys) 

6. Lifting & handling 
equipment 

7. Others 

4,861 

3,782 

3,448 

2,578 

2,264 

 

1,205 

 

2,524 

24% 

18% 

17% 

12% 

11% 

 

6% 

 

12% 

417 

236 

223 

152 

266 

 

65 

 

177 

27% 

15% 

15% 

10% 

17% 

 

4% 

 

12% 

Total 20,662 100% 1536 100% 

Source: Bilan annuel de la situations sociale dans le transport routier des 
marchandises, 2002; Caisse nationale d’assurance maladie 

Table 3.20 above describes the main causes of accidents.  Over 40% of both 
accidents with work interruption and accidents with permanent injuries are 
caused by a fall, and about 1 out of 4 are caused by objects. 

 

Table 3-26: Types of injuries – road transport of goods - 1999 

In percentage  Road transport of 
goods 

1.Contusions, bruises 

2.Lumbago 

3. Sprain 

4. Fracture 

24 

20 

14 

10 

Source: Bilan annuel de la situations sociale dans le transport routier des 
marchandises, 2002; Caisse nationale d’assurance maladie 

 

Table 3-27: Morbidity in the sector 

Information is not available 

 

Table 3-28: Diagnoses of those who receive disability pensions (new cases)  

Information is not available 
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Table 3-29: Sickness absenteeism 

There are no data available on sickness absenteeism.  The issue was discussed 
with the main employers’ organization.  Sickness absenteeism is not viewed 
as an issue in the sector. 

3.7 Access to social protection 
Table 3-30: Number and percentage of workers ensured of income when they 
are on sickness leave 

Enployees and self-employed receive benefit from social insurance office 
(60% of income after 3 days).  In addition, employees received additional 
sickness benefits from the collective agreement, bringing total compensation 
to 100% of income from the 6th to the 40th day of illness.  From the 41st day to 
the 70th day of illness, supplements bring total benefits to 75% of income. 

 

Table 3-31: Number and percentage of workers ensured of income when they 
are diagnosed disabled for work 

L’Institut de Préboyance de Risque d’Inaptitude a la conduite (IPRIAC) is an 
insurance fund for drivers in road transport of goods when they are 
diagnosed as disabled for driving.  The fund was set up by employers about 
20 years ago.  It is funded through levies from both employers and drivers. 

Conditions – Drivers must be at least 50 years of age and have driver for at 
least 15 years.  One of the trade union representatives mentioned that 
discussions were under way in the context of the next branch collective 
agreement to lower the minimum age from 50 to 45 years old. 

Income – When drivers are diagnosed as disabled for driving, they have the 
choice between finding another employment or unemployment.  If the driver 
does not earn as much as he/she used to as a driver, then the fund will 
provide an income supplement so as to maintain (or nearly maintain) the 
driver’s income. 

 

Table 3-32: Number and percentage of workers ensured of income when they 
become unemployed 

As per national regime. 

3.8 Conclusions on quality of work and 
employment 

As noted, there is limited information on the physical environment.  
However, looking at occupational accidents and diseases provide some idea 
of potential problems.  

Possible actions that would contribute to reducing the impact of a challenging 
physical working environment include: 
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- A reduction in strenuous working positions 

- A reduction of unsuitable walking surfaces 

- An improvement in goods reception facilities 

- Monitoring seat belt regulation 

- Increase the number of safe parking areas on the French motorway 
network 

As noted, there are no comprehensive survey or analysis of the psychosocial 
environment for road transport workers.  But, there are plenty of testimonies 
– mostly from drivers – of less than favourable conditions.  Drivers often 
report feeling squeezed between management and clients. While there is 
sufficient anecdotal evidence to conclude that there are challenges that need 
to be addressed, it is difficult to know the real extent of the problem.  
Nonetheless, efforts to better manage the organisation of the work and 
greater drivers’ involvement would help improve working conditions. 

One area that is very advanced compared to other countries and deserves 
recognition is competence development, which has benefited from 
compulsory training since 1995. 

Hours worked in road transport of goods have come down significantly since 
1994, but they remain high.  Accordingly, there are outstanding concerns 
about the safety of long driving hours.  In addition to long hours, fatigue is 
influenced by a number of factors: the time of day when the hours are 
worked, the quality of sleep prior to working (length and quality) and the 
general work environment (e.g. road conditions).   Research shows that 
accidents are more likely to happen during the night (between 2:00 a.m. and 
5:00 a.m.) and late afternoon (between 4:00 p.m. and 6:00 p.m.). 

Thus, the information regarding working time and working pattern suggests 
that there multiple risk factors interacting and accentuating each other.  
Hamelin (2000) provides evidence of drivers’ fatigue and its consequence.  In 
1999, 62% of long-haul lorry drivers in France reported having blanked out or 
dropped off for a moment while driving.  The consequences of drivers’ fatigue can 
be quite dramatic.  Hamelin (2001) reviewed the key studies on the role of 
drivers’ fatigue, and concluded that an incidence rate of 10 to 20% is probably 
a conservative estimate. 

Within road transport, long-haul lorry drivers are the most at risk, followed 
by regional drivers (and then self-employed tends to be less at risk than 
employed).  Drivers in road transport of passengers are also generally less at 
risk. 

Accordingly, possible actions to be taken are: 

 Strict monitoring and enforcement of existing working time/rest 
period rules 

 Research to ascertain that existing working time/rest period rules are 
adequate 

 

In many respects, the quality of work and employment has progressed in this 
sector of the economy.  Working time, which has been the key concern in 
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road transport, has declined considerably since the mid-1990’s.  Compulsory 
rest time has increased in parallel.  Nonetheless, as indicated in the analysis, 
hours continue to be long.  Furthermore, a significant portion of working time 
is outside normal daytime.   There is also a suspicion that official figures may 
not reflect existing practices.  With business booming, there have been reports 
of drivers exceeding legal limitations on driving time. 

As a result, the safety of current practices regarding driving time remains an 
issue.  Research shows that fatigue is influenced by a number of factors.  In 
addition to working hours, the time of day when the hours are worked, the 
quality of sleep prior to working and the general work environment.  The 
information gathered regarding working time and working pattern suggests 
that there multiple risk factors interacting and accentuating each other.  

Analysis suggests that drivers’ fatigue may be an important factor behind 
road accidents.  Drivers are not the only ones facing risk.  Other road users 
are as well. 

The analysis in the report indicates that drivers are not only at risk of 
occupational accidents when driving, but also when involved in other tasks, 
such as loading and unloading operations.  In those circumstances, other 
unskilled worked involved in the work are also at risk.  Indeed, in 1999, 87% 
of accidents with work interruption occurred at work sites.  

 

 
 
London Economics 
October 2002 27 
 



Section 4 Quality of work and employment: policies and instruments 

4 Quality of work and employment: 
policies and instruments 

4.1 Regulations, collective bargaining and caselaw 
 

Table 4-1: Specific directives/regulations on the improvement of quality of 
work and employment in the sector 

Name of directives/regulation and 
brief content 

Issues addressed 

Contrat du Progrès 

 

Gradual Reduction in working 
time 

 

Openness – recognition of all hours 
worked 

 

Increase in wage payment 
(working and rest time) 

 

Compulsory initial and ongoing 
training 

 

Retirement scheme for drivers  

 

In 1994, social partners (employers and employees) reached an agreement, 
called Contract du Progrès, which led to far-reaching improvement of working 
conditions in road transport of goods.  The Contract du Progrès was gradually 
implemented, beginning in 1995. 

As noted above, there are 5 key aspects to the Contract du Progrès.  Some of 
the measures (such as maximum working hours) have been implemented in 
French legislation and imported into the branch collective agreement.  Others 
are only implemented through the legislation. 

The main features of the 5 key aspects are: 

Gradual Reduction in working time 

1994:  280- 320 hours/month 

1995:  240 hours/month 

1996:  230 hours/month 

1997:  230 hours/month 
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2002:  230 hours/month 

Openness 

Recognition and payment of all hours worked (was not necessarily the case 
before) 

Increase in financial compensation (working and rest time) 

Since 1997, recognition of all hours made available to the employer (e.g. 
waiting time, time for loading and unloading) 

Between 1995 and 1997, wage payment for drivers increased by about 11%.  
Since 1998, long-haul lorry drivers have received a further 28% increase in 
wage payment; regional drivers have received a further 23% increase in wage 
payment. 

Compensation for overtime has been enriched.  Hours worked up to 35 hours 
are paid at normal rate (100%).  Hours worked between 35 hours and 43 
hours/week are paid at a rate of 125%, whiles hours worked between 43 
hours and 56 hours are paid at a rate of 150% plus a rest period equivalent in 
time to the number of hours worked above 43 in the week.  Thus, every hour 
worked beyond 43 hours in a week is rewarded 2.5 times the normal rate. 

Compulsory initial and ongoing training 

As discussed earlier. 

Retirement scheme for drivers 

Since 1997, a retirement scheme is available for drivers.  From 55 years of age, 
drivers can retire with 75% of income (until normal age of retirement).   Over 
the past 5 years, 7,800 drivers have retired under that scheme, after having 
worked for 29 years on average.  

 

Table 4-2: Number of current collective agreements on issues of quality of 
work & employment  

 

Table 4-3: Specification of the quality of work & employment issues in these 
collective agreements  

As indicated above, many of the key features of the Contrat du Progrès were 
implemented through collective agreements.  Also, all employees are subject 
to the collective agreement, even when not member of a union. 
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4.2 OSH Prevention policies 
 

Table 4-4: Percentage of the companies in the sector with (self-) audits on 
health and safety 

This issue was discussed with the main employers’ organisation.  Officials 
have indicated that occupational health services are not available in road 
transport.  

 

Table 4-5: Preventive services on health and safety and services directed at 
the improvement of the quality of work and employment  

As per comment on Table 4-4. 

 

Table 4-6: Inspecting and enforcing organizations 

As per comment on Table 4-4. 

 

Table 4-7: Means for enforcement regarding OSH 

As per comment on Table 4-4. 

4.3 Company strategies, examples of good practice 
There are two recent initiatives worth highlighting in the areas of road safety 
and social dialogue. 

4.3.1 Road safety 
An agreement on road safety “Charte Sécurtié” was reached between the 
Fédération Nationale des Transports Routiers, and the  Ministère de l’Equipement, 
des Transports et du Logement and the Fédération Nationale des Transports 
Routiers in 2000. 

The agreement includes a number of undertakings from road transport 
operations covering both equipment and drivers.  For example, commitments 
were made regarding trucks and lorries – e.g. safety features, breaking 
system, speed limitations, and GPS.  Commitments were also made regarding 
drivers – e.g. training, seat belts, greater monitoring of any accident (however 
small). 

Also, within the sector, increased focus was put on companies with good 
practices on road safety.   

As an additional incentive, an agreement was reached with an insurance 
company to reduce insurance premium of road transport operators, which 
passed successfully a safety audit. 
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Finally, a meeting with social partners was organised to develop a game plan 
on road safety. 

4.3.2 Social dialogue 
At the invitation of the Fédération Nationale des Transports Routiers  the 
Fédération Générale des Transports et de l’Equipement met and agreed to develop 
a working relationship outside the formal context of negotiations on working 
conditions.  The first stage of this process is to establish priorities, develop 
areas of convergence, and then, in a second stage, to try to build on them. 
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5 Issues and challenges 

5.1 Views of employers’ organisations 
They are of the view that French legislation is one of the most progressive in 
Europe as far as social conditions are concerned.  Yet, at the same time, 
French legislation is one of the least flexible in Europe.  Between the 
legislation and the branch collective agreement, there is very little room for 
company initiative.  This is not a sector-specific concern, but a small business 
concern (very relevant, though, for the transport sector with so many small 
operations). 

Employers are of the view that much progress has been achieved since the 
Contrat du Progrès signed in 1994.  Since its implementation in 1995, working 
conditions in the road transport sector have caught up with those in other 
sectors of the economy.  But French transport operators are facing two 
problems.  Changes in working conditions have raised operating costs 
dramatically, squeezing profit margins.  Productivity also declined.  Because 
France is the only country in Europe to have taken such drastic step, French 
transport operators have become less competitive with other European 
transport operators.  With the adoption of the European Directive on driving 
time, the gap should narrow between French regime and that of other 
countries, provided that the Directive is adopted and enforced in other 
countries. 

5.2 Views of trade unions 
Trade unions acknowledge that working conditions have improved 
significantly over the past 10 years or so, as a result of a reduction in total 
working hours and a reduction in unpaid working hours.  Since 1992, 
employers recognize and pay working hours that are not driving hours (e.g. 
loading and unloading operations).  Since 2000, waiting time is paid. 

There are a number of areas of concern for trade unions.  Drivers in road 
transport are often under pressure to work longer hours than allowed by the 
legislation (currently 220 hours per month).  Also, there are safety features 
that have yet to be fitted on lorries (which they view as quite important).  
Trade unions would also like to see the introduction of a 13th month paid (13 
ième mois conventionné).  They are also concerned about inconsistencies 
between working time and rest time regulations at the European level. 

5.3 Views of others: public authorities 
The road transport sector went through tumultuous time in the second half of 
the 1990s with instances of industrial action over dissatisfaction of working 
conditions (the key concern being the number of hours worked together with 
the number of hours worked without financial compensation).  And, as 
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indicated above, dissatisfaction lingers with trade unions wanting to see 
further progress. 

Public authorities have contributed in a major way to the progress made so 
far in the sector by allocating additional resources into research and analysis 
on social aspects of the work in road transport.  This has helped establish 
facts upon which solutions can be sought. 

5.4 Overview of points of consensus and dissent 
There is widespread consensus that working conditions were unsatisfactory 
in road transport of goods in France until the mid-1990s, and that they have 
improved tremendously since then.  There is a shared view of the importance 
of pressing ahead with certain initiatives, such as road safety and establishing 
a more positive social dialogue within the sector. 

There is disagreement, however, on the scope for further progress on work 
conditions.  On one hand, trade unions are of the view that there is still some 
way to go before achieving satisfactory working conditions.  On the other 
hand, employers’ organizations are saying that they can not bear the costs of 
any further significant changes in working conditions.  Their main argument 
is that the economic context is too difficult -- margins are too narrow, the 
productivity and competitiveness of French operators on the decline.  While 
trade unions acknowledge that the context is challenging, they are not 
prepared to stand still. 
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6 Overall discussion and conclusions 

Working conditions have greatly improved in road transport of goods since 
the implementation of the Contrat du Progrès in 1995.  Yet, in spite of this, 
recruiting remains difficult.  There are various reasons behind the shortage of 
labour in the sector.  One of these is the fact that working conditions are often 
challenging.   

Hours worked in road transport have come down significantly since 1994, but 
they remain high.  As outlined in the report, there are concerns about the 
safety implications of drivers’ working time.   There are pressures for further 
improvement on that front.  At the moment, however, it remains unclear 
whether French transport operators have the financial capacity to absorb the 
increased costs that would be associated with further significant changes in 
drivers’ working time.  The implications for the productivity and 
competitiveness of French transport operators are also important factors.    
Reconciling these considerations will be a challenge for social partners. 

Because employees in the sector tend to work a lot outside normal daytime, 
including for many, nights away from home, it is not always easy to combine 
work with non-work life.  There are indications that young people are not as 
willing to accept these constraints as they used.  Also, women are reluctant to 
join the sector (as drivers) because of the implications on family life.  

Competence development is one area that deserves recognition.  Since the 
introduction of compulsory training, many drivers have benefited from it.  
France is at the forefront of vocational training, and has been a model for 
other European countries. 

Health and safety in the work place is an important issue for road transport.  
While the focus is, understandably, on road accidents and how to prevent 
them from happening, there are also other health issues that deserve attention 
in the sector.   As discussed, many accidents occur off the road.  Although not 
as dramatic (because usually not fatal), these accidents have long-term 
implications for the well being of workers in the sector. 

So, overall, much progress achieved but challenges ahead. 
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