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This report explores the impact of the Working Time Directive on collective bargaining in the 
road transport sector. It first gives an overview of the road transport sector across the European 
Union, looking at its employment structure and collective bargaining actors, processes and 
issues. The report then examines implementation of the directive in the different countries and its 
impact on key areas such as working time, rest breaks and night work, as well as those cases 
where derogations from the directive are permitted. Finally, it looks at a range of issues facing 
the road transport sector in the areas of recruitment and retention, pay, and health and safety. 

Introduction 
Working time for mobile workers in the road transport sector is covered by Directive 
2002/15/EC on the organisation of the working time of persons performing mobile road transport 
activities. This directive establishes minimum requirements in relation to the organisation of 
working time, in order to improve the health and safety protection of such persons, as well as to 
enhance road safety and align conditions of competition. Member States of the European Union 
were required to implement this directive by 23 March 2005.  

The Working Time Directive for mobile workers in the road transport sector provides a definition 
of the types of activities that should be included in the calculation of working time. These 
activities include: driving; loading and unloading; assisting passengers boarding and 
disembarking from a vehicle; cleaning and technical maintenance; and all other work which aims 
to ensure the safety of the vehicle. It also covers the times during which workers cannot dispose 
freely of their time and are required to be at their workstation. Most importantly, the directive 
regulates maximum weekly working time, breaks, rest periods and night work. 

Unlike the 1993 Working Time Directive, amended in 1998 (Directive 2003/88/EC (117Kb 
PDF)), the directive governing working time in road transport does not provide for any opt-out 
clause. In other words, companies operating in this sector need to ensure that the working time of 
their workforce complies with the directive. However, under Article 8 of the directive, 
derogations can be made from the provisions on maximum working time and night work – for 
objective or technical reasons or reasons concerning the organisation of work – through collective 
agreements, agreements between the social partners, or laws, regulations and administrative 
provisions. Such derogations are admissible provided that there is consultation between the 
employer and worker representatives concerned and that efforts are made to encourage all 
relevant forms of social dialogue. 

At present, the Working Time Directive does not apply to self-employed drivers. However, the 
European Commission has been reviewing the situation after four years of operation. More 
specifically, the Commission was assigned the task of issuing a report to the European Parliament 
and Council analysing the consequences of the exclusion of self-employed drivers in areas such 
as road safety, conditions of competition, the structure of the profession and with regard to a 
range of social aspects. The final report (47Kb PDF) was released on 23 May 2007 and contains 
the following objectives: 

• to provide an overview of the current implementation status of the directive among the 
Member States;  

• to address the potential consequences of the exclusion of self-employed drivers from the scope 
of the directive;  

• to assess the consequences of the directive’s night-time provisions. 
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Based on the evidence of the directive’s impact after four years of operation, the Commission’s 
report weighs up the advantages and disadvantages of including self-employed drivers within the 
directive’s scope. It acknowledges the following:  

The balance of overall disadvantages and advantages of exclusion or 
inclusion is mixed. An increase in working hours for self-employed 
drivers, made possible by exclusion from the Directive, might be 
considered not desirable in itself in terms of improving the health and 
safety of drivers. But inclusion might impose greater emotional stress and 
financial difficulty for the self-employed, be difficult to enforce and 
therefore ineffective.  

However, the report also states that there is a need for additional impact assessment to further 
monitor the situation, with a focus on counteracting ‘false self-employment’, possibly by ensuring 
a tighter enforcement and interpretation of the definition of a self-employed worker. Moreover, 
the Commission will also consider in this impact assessment ‘the continued exclusion of the 
genuine self-employed from the sectoral working time rules, while at the same time ensuring a 
rigorous interpretation and implementation of the definition of “self-employed drivers” contained 
in the Directive so that the working time rules apply to the “false self-employed”’. Workers who 
are falsely self employed are defined by the Commission as those who are declared as being self 
employed for social security purposes, but who in actual fact work under the authority of a 
transport operator. Overall, the report calls on the Member States to ensure that falsely self-
employed drivers are covered by the directive. 
The Commission will therefore take the following steps: 
•  carry out a formal impact assessment in view of a legislative proposal modifying Directive 

2002/15/EC, as requested in its Article 2(1);  

• consult with the Member States and the European-level social partners to further examine 
arrangements for ensuring adherence to working time rules. 

The purpose of this particular comparative report is to assess the impact that Directive 
2002/15/EC has had on collective bargaining in the road transport sector in individual EU 
countries. 

The report examines collective bargaining and the regulation of working time in the road 
transport sector in individual European countries, looking at issues such as the organisation of 
working time, breaks, rest periods, working hours, health and safety, and the status of self-
employed drivers. It also looks at whether Member States have taken advantage of the derogation 
options contained in the directive in relation to maximum working time and night work. The 
study covers a total of 27 countries, comprising 26 of the EU Member States as well as Norway. 
Before examining the impact of the directive, the report begins by giving an overview of the road 
transport sector. 

Overview of the road transport sector  
Road transport is a diverse sector, with its composition varying considerably between the 
different countries. 

The sector falls under a number of NACE codes, including the following: 

• NACE 60.00 (land transport, transport via pipelines); 

• NACE 60.20 (other land transport); 
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• NACE 60.21 (other scheduled passenger land transport); 

• NACE 60.22 (taxi operations); 

• NACE 60.23 (other land passenger transport); 

• NACE 60.24 (freight transport by road). 

The apparent diversity of the sector in terms of the NACE classification makes it difficult to 
demarcate the sector clearly for comparative analytical purposes, as different countries have 
varying views on the sector’s dimensions. For example, statistics in some countries concentrate 
on freight transport by road, whereas other countries include passenger transport or also taxi 
operations.  

In economic terms, the road transport sector plays a significant and high-profile role in some 
countries, while the structure is markedly different. In Hungary, for instance, the sector is divided 
into state-owned public bus transport, with bus companies organised on a territorial or regional 
basis, and private sector bus transport limited to tourism; at the same time, the sector includes a 
highly deregulated and privatised freight transport sector. Nonetheless, this scenario looks set to 
change in the future, as state subsidies for the public bus sector are being reduced in Hungary and 
the sector may be privatised. 

Italy, on the other hand, is an example of a country where there is a high degree of concentration 
in the road transport sector: according to data issued by the Study Centre of the General 
Confederation of Transport and Logistics (Confederazione Generale dei Trasporti e della 
Logistica, Confetra), some 10% of companies account for 60% of sales volume and 56% of value 
added.  

Company size and ownership 
Company size and ownership in the road transport sector vary considerably across Europe. In 
some countries, the sector is dominated by small and medium-sized enterprises (SMEs), as seen 
in Belgium where 45% of transport companies had only one or two trucks in 2002. Nevertheless, 
the country has also witnessed an increase in the number of companies with more than 20 trucks 
over the past two to three decades. In the Czech Republic, over 90% of companies in the road 
transport sector in 2003 were classified as small businesses with few or no employees. In Estonia, 
the vast majority of companies in the road transport sector – 1,320 out of 1,695 companies – have 
between one and nine employees. Only 21 companies have 100 or more employees. In Norway, 
50% of road transport employees work in companies with fewer than 10 employees, compared 
with 31% of companies in the entire economy, excluding public administration. Similarly, in the 
Netherlands, the sector is dominated by small companies, with 5,435 out of 8,865 enterprises 
employing only one worker. In Italy, the average size of companies in the sector is estimated at 
about 3.8 employees. Meanwhile, in Bulgaria, a significant proportion of companies in the sector 
are one-driver companies with just one vehicle. 

In some of the newer EU Member States, the private sector appears to be increasing its presence 
in the road transport sector. For example, in Lithuania, the percentage of private sector employees 
in the transport and storage sector stood at 68.9% in 2005, which was up from 63.4% in 2003. In 
Poland, the number of companies operating in the sector has grown significantly since the early 
1990s, from 17,300 companies in 1991 to 53,500 companies by 2003. In other countries, the road 
transport sector is still characterised by a mixture of public service and private enterprises. In the 
case of Malta, however, nearly all vehicle owners are self employed, some of them employing 
small numbers of workers.  
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Gender profile 
Another characteristic of the road transport sector is that it is male dominated in most countries. 
Nonetheless, as already mentioned, difficulties emerge when comparing countries due to 
differences in national approaches to data collection and the inclusion of certain subsectors of 
NACE code 60, covering the land transport sector. Few data give a breakdown of the figures 
according to gender, notably in relation to transport drivers. In Germany, according to the Federal 
Employment Agency (Bundesagentur für Arbeit), as at 30 June 2005, some 378,535 employees 
were eligible for social security contributions in the road transport sector; of these, 321,954 
employees were men and 56,399 were women. Furthermore, in 2002, only 4% of all drivers in 
Germany who were eligible for social security contributions were women (see Lange, J. and 
Groth, J., The shortcomings of safety and health protection in the haulage industry (available for 
purchase), Bremerhaven, Federal Institute for Occupational Safety and Health (Bundesanstalt für 
Arbeitsschutz und Arbeitsmedizin, BAuA), 2005). In Latvia, women account for some 1,200 of 
the sector’s 67,600 drivers.  

In other countries, the gender profile applies to the road transport sector’s entire workforce. For 
instance, in France, the sector is dominated by men, with women concentrated in office jobs; 
moreover, the sector has a higher than average proportion of workers who are aged between 25 
and 50 years. In Norway, women make up 10% of the sector’s workforce. In Italy, the sector has 
over 470,000 male workers compared with almost 64,000 female workers. In Slovenia, men make 
up the vast majority of workers employed in the sector at 11,434 male workers compared with 
1,937 female workers; self-employed workers are also largely comprised of men at 10,767 male 
workers compared with only 899 female workers. In Austria, women make up 8.9% of the 
sector’s blue-collar workforce and 43.7% of the white-collar workforce. In ‘other land transport’ 
(NACE code 60.2), for example, women account for 15,809 of the subsector’s 102,585 workers. 
The total number of employees stands at 92,167, of whom 14,188 are women. In terms of the 
subsector’s occupational categories, women make up 7,363 of the total 16,851 white-collar 
workers and 6,664 of the 74,751 blue-collar workers overall in the sector. In the United Kingdom 
(UK), according to the organisation Skills for Logistics, just 22% of the workforce in the road 
haulage sector consists of female workers. 

Informal economy and migration 
Concerns have been raised about the road transport sector’s informal economy in some countries, 
along with worries regarding illegal working. For example, in Austria, concerns have increased in 
this respect following enlargement of the EU. Similar concerns have arisen in Bulgaria, where a 
considerable number of self-employed drivers are reportedly operating, some of whom work in 
the informal economy, thus creating unfair competition in the sector. 

Migration is also an issue in the road transport sector. The general trend is for workers from the 
EU’s new Member States (NMS) to migrate to the original 15 EU Member States (EU15) to find 
work. This development is causing some concern in the former EU15 countries in relation to 
potential effects on pay and working conditions in the sector. However, as many of the former 
EU15 countries are experiencing labour shortages in the road transport sector, migrant workers 
are filling these gaps. Conversely, some of the NMS are now experiencing their own labour 
shortages due to their workers migrating to other countries to find work. As a result, migrants 
from ‘third countries’ are moving to the NMS to find work in the sector.  

Proportion of self-employed drivers  
The proportion of self-employed drivers in the road transport sector varies significantly between 
countries, ranging from as high as almost 100% to as low as 1%. In Malta, for example, most of 
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the operators in the transport sector are self employed. In Portugal, the proportion of self-
employed drivers is significant, amounting to one third of all drivers. A similar scenario exists in 
Slovakia, where the majority of people working in the road transport sector are self employed, 
with only around 30% of workers having employee status. In Denmark, some 8,200 out of a total 
58,200 workers in road transport are self employed. Likewise, the proportion of self-employed 
workers in Italy’s road transport sector is significant at 161,854 workers compared with 372,134 
employed workers.  

Conversely, in Luxembourg, according to the Luxembourg Confederation of Independent Trade 
Unions (Onofhängege Gewerkschaftsbond Lëtzebuerg, OGB-L), only 1% of drivers are found to 
be really self employed. Furthermore, in Romania, the number of self-employed drivers is 
reported to be insignificant.  

In some countries, such as Cyprus, the proportion of self-employed drivers depends on the type of 
activity. By occupational activity, the largest numbers of self-employed workers are concentrated 
in road freight transport and the transport of persons by private taxi in both rural and urban areas. 
The biggest concentration of employees, on the other hand, is found in the mass transport of 
persons by urban, interurban, rural and tourist buses, as well as by interurban taxis. In other 
countries, the proportion of self-employed drivers is falling. This is the case in Belgium, for 
instance, where one-person companies account for about a third of the total number of companies 
– a proportion which is thought to be much lower than the figure recorded in the mid-1990s. 

The issue of ‘false self-employment’ proved to be a significant problem in Hungary at the 
beginning of this decade. Hundreds of people with self-employed status in the country worked as 
drivers of other companies’ trucks, acting as employees, even though their nominal status was 
that of a self-employed worker. However, this problem has now been minimised as a result of 
checks and controls. A similar problem arose in Luxembourg, as a result of which the EU 
denounced the trend of introducing falsely self-employed drivers in the country. Moreover, across 
the EU, the European Commission is seeking to address this issue, as outlined in the 
aforementioned Commission report on self-employed drivers. 
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Table 1: Key facts about road transport sector, by country 
Country Number of 

companies 
Number of 
employees 

Proportion of self-
employed drivers 

Comments 

AT 7,984 companies 
were operating in 
the land transport 
sector in 2004 
(although this 
figure includes 
some railway 
transport 
companies) 

81,220 
employees in 
the land 
transport sector 
as a whole in 
2004, with 
around 52,500 
working in the 
freight transport 
sector  

6,939 self-employed 
people working in land 
transport in 2004, 
although only 1.5% of 
people in the scheduled 
passenger land 
transport sector were 
self employed 

Micro-
companies with 
fewer than 10 
employees 
predominate in 
the road 
transport 
sector; some 
concerns have 
arisen about the 
informal 
economy is this 
sector. 

BE 8,760 companies 
have a road 
haulage permit 
(2007 figures) 

83,826 
employees 
worked in road 
haulage in the 
first quarter of 
2006: 57,625 
blue-collar 
workers (69%) 
and 26,201 
white-collar 
workers (31%) 

One-person companies 
make up an estimated 
one third of the total 
number of companies 
in the road haulage 
sector. This figure is 
much lower than that 
recorded in the mid-
1990s. 

Belgium holds 
a 
geographically 
central position 
in Europe and 
therefore 
experiences 
considerable 
freight and 
passenger 
traffic; SMEs 
predominate in 
the sector; 
employment in 
the sector has 
increased by 
40% over the 
past five years. 

BG 7,857 companies 
operate in road 
transport, 
comprising freight, 
bus and taxi 
transport 

N/A Self-employed people 
make up 19.2% of the 
road transport sector 
workforce. 

A significant 
proportion of 
companies in 
the sector are 
one-driver 
companies with 
one vehicle. 

CY No data available 
on employers 
active in the sector, 
although the 450 
members of the 
Pancyprian 

4,700 employed 
in the subsector 
land transport in 
2004, according 
to data from the 
Statistical 

The largest numbers of 
self-employed people 
work in road freight 
transport and in private 
taxi transport. 

Out of a total 
4,700 
employees in 
the sector, 
2,151 were 
working 
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Professional Small 
Shopkeepers’ 
Federation 
(Παγκύπρια 
Οργάνωση 
Βιοτεχνών και 
Επαγγελματιών 
Καταστηματαρχών, 
PΟΒΕΚ) own 
around 3,000 of the 
estimated 5,000 
trucks operating 
overall in the 
sector. 

Service of 
Cyprus

owners, 2,547 
were 
employees, and 
two people 
were family 
members 
working 
without pay. 

CZ 59,381 business 
entities operate in 
road transport 
sector: 55,689 of 
these are run by 
self-employed 
people; 3,473 are 
commercial 
companies; and 
219  are 
cooperatives, state 
companies or other 
types of entities 

76,064 
employees 
worked in the 
road transport 
sector in 2003, 
accounting for 
2.4% of the total 
national 
workforce 

93.8% of business 
entities in road 
transport are run by 
self-employed workers 

Road transport 
sector is male 
dominated, 
with workers 
typically on 
full-time, open-
ended 
contracts. More 
than 90% of 
the companies 
operating in the 
sector consist 
of small traders 
who are self 
employed, with 
no or few 
workers. 

DE 77,554 
establishments 
operated in the 
broader road 
transport sector 
(NACE 1.60.20), 
according to 
figures from the 
Federal Statistical 
Office 
(Statistisches 
Bundesamt 
Deutschland, 
Destatis), as at 31 
December 2005. 
The majority of 
these companies 
(69,171) employed 
fewer than 10 

408,716 
employees in 
road transport 
were covered by 
the social 
security system, 
according to 
figures from 
Destatis, as at 
31 December 
2005  

397,000 people were 
employed in road 
transport, 60,000 of 
whom were self 
employed (according 
to survey-based data 
from 2005). Of these, 
around 28,000 did not 
employ other workers. 

A greater 
number of men 
than women 
work in the 
sector at 
321,954 male 
workers 
compared with 
56,399 female 
workers, 
according to 
Destatis figures 
for 30 June 
2005. 
According to 
2002 research, 
only 4% of 
drivers were 
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workers. women. 

DK 11,000 companies 
are estimated to be 
operating in the 
road transport 
sector 

About 58,2000 
people are 
employed in 
land transport 
(freight, bus 
transport and 
taxi transport); 
freight transport 
accounts for 
around 60% of 
employment in 
the sector. 

8,200 self-employed 
workers in the sector 

 

Road transport 
is male 
dominated, 
with women 
accounting for 
10,000 out of a 
total 58,200 
employees in 
the sector, and 
for 530 of its 
8,200 self-
employed 
workers. 

EE 1,695 companies in 
road transport 
(average data for 
first three quarters 
of 2006) 

About 18,000 
mobile workers 
in the Estonian 
road transport 
sector, 85% of 
whom are truck 
drivers and 15% 
of whom are bus 
drivers 

345 registered self-
employed workers in 
road transport, the 
majority of whom are 
engaged in domestic 
transport 

Estonia’s road 
transport sector 
is dominated 
by small 
companies with 
between one 
and nine 
workers (1,320 
out of a total 
1,695 
companies). 

EL Main employers 
operating in the 
sector are state-
controlled 
companies, such as 
urban bus 
companies, smaller 
private companies 
and private 
individuals 

About 38,000 
people 
employed in 
road transport  

Self-employed drivers 
are classified as 
employers and have 
their own 
representative body, 
the Panhellenic Union 
of Commercial Road 
Transport, which is 
classed as an employer 
representative body. 

The sector is 
strongly 
unionised, with 
a union density 
rate of about 
80%. 

ES N/A 569,000 people 
work in road 
transport, 
according to 
national 
statistics; of 
these 50,400 are 
women 

About one third of 
workers in the sector 
are self employed or 
independent 
professionals. 

A higher 
proportion of 
men than 
women are self 
employed.  

FI Two employer 
representative 
organisations in the 
sector: the main 
employer body has 

Approximately 
50,400 mobile 
workers in 
Finnish road 
transport sector, 

About 7,400 self-
employed drivers, 
around half of whom 
have a hired workforce 

Road transport 
sector is 
dominated by 
small 
companies, 
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about 1,000 
member 
companies, 
together employing 
around 30,000 
workers; an 
industrial, political 
special interest 
group Finnish 
Transport and 
Logistics (Suomen 
Kuljetus ja 
Logistiikka, 
SKAL) represents 
the country’s 
transport 
entrepreneurs and 
self-employed 
drivers.  

the majority 
(30,000) of 
whom are 
employed truck 
drivers; this 
overall figure 
also includes 
about 7,400 self-
employed 
drivers, 10,000 
bus drivers and 
2,000 municipal 
bus drivers 

with three 
quarters of 
companies 
having fewer 
than 10 
employees.  

FR 103,455 companies 
in road transport 
sector (freight 
transport by road 
and passenger road 
transport), 
according to 2004 
data; the vast 
majority of these 
(94%) are SMEs 

593,800 people 
working in road 
transport (2004 
figures); of 
these, 521,000 
are men. The 
proportion of 
those aged 
under 25 years 
and over 50 
years in the 
sector is below 
average at 6% 
and 20% 
respectively, 
compared with 
an overall 
average of 8% 
and almost 24% 
respectively 
across the entire 
workforce. 
Overall, mobile 
workers make 
up two thirds of 
the road 
transport sector 
workforce. 

No specific data 
available on self-
employed drivers 

Road transport 
sector is male 
dominated, 
with female 
workers 
concentrated in 
office jobs. The 
sector also has 
an above-
average 
proportion of 
workers aged 
25–50 years; 
sector is 
dominated by 
SMEs 

HU 9,526 registered 
companies in 
freight transport 

102,000 
employees in 
the transport 

No specific data on 
self-employed drivers 

Majority of 
employees 
(77,456 out of 
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sector, of which 
only a minority 
(2,605) employ 
more than four 
workers 

sector, 
according to the 
Hungarian 
Central 
Statistical Office 
(Központi 
Statisztikai 
Hivatal, KSH)  

102,000) are 
employed by 
businesses with 
more than four 
employees 

IE Main companies 
operating in road 
transport include 
the semi-state bus 
company Córas 
Iompair Éireann 
(CIE), the 
operating 
subsidiaries of 
which include Irish 
Bus (Bus Éireann) 
and Dublin Bus. 
Private road 
haulage companies 
in the sector 
include the courier 
company DHL 
Ireland, Irish 
Express Cargo and 
the transport 
contractor 
Wincanton. 

No exact figures 
on the 
breakdown of 
employees for 
each particular 
area in the 
sector; however, 
Dublin Bus 
employs 3,360 
workers, Irish 
Bus around 
2,700 workers, 
DHL Express 
about 1,000 
workers, and 
Irish Express 
Cargo around 
400 workers. 

A number of self-
employed bus and 
truck drivers in the 
private road transport 
sector, although no 
exact figures are 
available 

Irish road 
transport sector 
consists of a 
mixture of 
private and 
state-owned 
companies 

IT An estimated 
127,576 companies 
operating in the 
land transport and 
pipeline transport 
sector, of which 
103,769 operate in 
the road transport 
of goods sector 

Almost 534,000 
people work in 
the land 
transport and 
pipeline 
transport sector, 
308,144 of 
whom work in 
the road 
transport of 
goods sector.  

Nearly 162,000 self-
employed people work 
in the sector. 

Road transport 
sector is male 
dominated, 
with 470,133 
men compared 
with 63,855 
women 
working in the 
sector 

LT 3,684 carriers were 
authorised to 
transport cargo in 
Lithuania in 2005, 
operating a total of 
20,900 vehicles; 
317 carriers 
transported 

73,300 people 
working in 
transport and 
storage sector in 
2005, according 
to Lithuanian 
Statistics; up 
from 69.7% in 

N/A Private sector’s 
presence has 
increased in 
recent years: in 
2005, 68.9% of 
employees 
working in the 
transport and 
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passengers over 
international routes  

2004 storage sector 
worked for 
private 
organisations, 
compared with 
63.4% in 2003 

LU 37 companies were 
operating in the 
goods transport 
sector and 438 
companies 
operated in the 
passenger transport 
sector in 2006, 
according to 
STATEC 

7,595 people 
were working in 
the goods and 
passenger 
transport sector 
in 2002, 
according to 
STATEC 

Only 1% of drivers are 
self employed, 
according to the trade 
union confederation 
OGB-L. 

Road transport 
sector contains 
public and 
private sector 
organisations; 
self-employed 
drivers make 
up only a small 
proportion of 
drivers (1%). 

LV 1,899 commercial 
companies 
operated in the land 
transport sector in 
2005, according to 
the 2006 Statistical 
Yearbook of Latvia 

67,600 people 
worked in 
mobile jobs in 
the road 
transport sector, 
as drivers of 
motor vehicles, 
cars, taxis, vans, 
buses, trams, 
lorries and 
heavy trucks, 
according to the 
Survey on 
Occupations in 
Latvia, October 
2005 

138 self-employed 
people and 221 
individual merchants 
worked in the land 
transport sector in 
2005, according to the 
2006 Statistical 
Yearbook of Latvia  

Majority of 
drivers are 
men; women 
account for 
1,200 of the 
sector’s 67,600 
drivers 

MT Very few 
registered 
enterprises in the 
road transport 
sector in Malta; 
most vehicle 
owners are self 
employed 

N/A Most vehicle owners in 
Malta are self 
employed; some own 
more than one vehicle 
but are still very small 
businesses. 

Road transport 
is made up of 
public service 
buses, coaches, 
minibuses, 
hauliers, taxis 
and horse-
drawn cabs. 

NL An estimated 
12,000 companies 
are covered by the 
directive on drivers 
in the road 
transport sector, 
according to the 
Dutch Ministry of 
Transport and the 

102,800 
employees were 
working in the 
road freight 
transport sector, 
excluding 
removals, as at 
the end of 2005 

No detailed 
information 

The sector is 
dominated by 
small 
companies. 
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Ministry of Social 
Affairs and 
Employment. 

NO 16,925 companies 
operated in the 
road transport 
sector in Norway in 
2004, according to 
Statistics Norway; 
the vast majority of 
these were road 
freight transport 
companies 
(10,000) and taxi 
companies (6,176) 

59,256 people 
were employed 
in the sector in 
2004; the sector 
is male 
dominated, and 
only about 10% 
of employees 
are women 

Self-employment is 
most common among 
taxi operators (40%), 
in freight transport by 
road (25%) and tour 
coaches. 

The bus sector 
was 
deregulated in 
1990; since 
then, a range of 
private sector 
companies 
were 
established. 
Most of these 
are medium or 
large 
companies. 
Goods 
transport is 
dominated by 
self-employed 
entrepreneurs 
and small 
companies. The 
tour coach 
sector also 
consists mainly 
of small 
companies and 
employs a large 
number of 
temporary 
workers during 
the summer. 

PL The number of 
companies 
operating in the 
road transport 
sector increased 
from 17,300 
companies in 1991 
to 53,500 
companies in 2003. 

Around 300,000 
people worked 
in the road 
transport sector 
in 2003, 
according to 
Polish national 
statistics. 

About 120,000 self-
employed drivers are 
operating in Poland. 

The number of 
companies 
operating in 
this sector has 
increased 
significantly 
over the past 
decade. 

PT 8,413 companies 
operated heavy 
equipment (lorries 
and tractors) for the 
transport of goods 
in 2003, according 
to the Portuguese 

66,733 
employees 
worked in the 
road transport of 
goods sector in 
2003; of these, 
70% (around 

About one third of 
drivers in the road 
transport of goods 
sector are self 
employed, according to 
the Portuguese Union 
of Road and Urban 

The proportion 
of employed 
drivers was 
lowest in small 
companies with 
one to two 
vehicles (51%) 
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General Directorate 
for Land Transport 
(DGTT) 

47,000) were 
drivers 

Workers/Confederation 
of Road and Urban 
Transport Unions 
(Sindicato dos 
Trabalhadores 
Rodoviários e Urbanos 
de Portugal/Federação 
dos Sindicatos de 
Transportes 
Rodoviários e 
Urbanos, 
STRUP/FESTRU). 

and highest in 
larger firms 
with 20 or 
more vehicles 
(80%). 

RO 14,223 haulage 
companies and 858 
passenger transport 
companies 
operated in road 
transport in 2005 

About 166,000 
mobile workers 
were operating 
in the road 
transport sector, 
according to 
Romania’s 
National 
Institute of 
Statistics (INS) 
– November 
2006 figures. 

Number of self-
employed drivers in 
Romania is 
insignificant 

The sector is 
dominated by 
small 
companies with 
up to 10 
vehicles. 

SI An estimated 
17,649 companies 
operate in 
transport, storage 
and 
communications 
and the land 
transport industry; 
these sectors are 
dominated by very 
small companies 
with fewer than 10 
employees. 

An estimated 
796,391 people 
work in the 
transport, 
storage and 
communications 
and land 
transport 
industries. 

50,665 self-employed 
people work in these 
industries 

Men make up 
the vast 
majority of 
employed 
workers in the 
sector (11,434 
male workers 
compared with 
1,937 female 
workers) and of 
self-employed 
workers 
(10,767 men 
compared with 
899 women). 

SK About 2,000 
employers operate 
in the road 
transport sector, 
mainly in freight 
transport; a large 
number of 
individual 
entrepreneurs 
working in areas 

An estimated 
48,000 people 
worked in road 
transport in 
2006, including 
a majority of 
self-employed 
people. 

An estimated 30,000 
people in road 
transport are self 
employed. 

The majority of 
people working 
in the road 
transport sector 
are self 
employed; only 
about 30% 
have employee 
status. 
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such as taxi 
transport also 
operate in the 
sector. 

UK 65,280 logistics 
sector workplaces 
are operating in the 
UK, according to 
Skills for Logistics; 
this accounts for 
3% of all 
workplaces in the 
country. It is 
thought that there 
are 103,000 
registered goods 
vehicle operators in 
the UK. 

About 309,000 
people are 
reported to work 
as LGV drivers 
and 212,000 as 
van drivers. 

N/A The sector is 
male 
dominated; 
only 225 of 
workers are 
female; about 
one in eight 
companies in 
the sector 
employ female 
drivers. 

Note: N/A = data not available.  

Source: EIRO, 2007 

Social partners’ roles and levels of collective bargaining 

Social dialogue 
Depending on the national social dialogue process, tripartism plays a role in elaborating working 
time regulations in some countries – predominantly in the NMS. For example, in the Czech 
Republic, the regulation which transposes the Working Time Directive was discussed at national 
tripartite level in the Council of Economic and Social Agreement of the Czech Republic (Rada 
hospodářská a sociální dohody ČR, RHSD ČR). During these tripartite discussions, employers 
and trade unions expressed a number of criticisms both in relation to the consultation process – 
which was too short according to the employers – and the content of the proposed regulation. The 
government examined the objections put forward by the social partners in this tripartite forum and 
incorporated their proposals into the final wording of the regulation. 

In Latvia, the social partners and government signed a sectoral-level tripartite agreement on 
socioeconomic partnership in the road transport sector in June 2006, stipulating the creation of a 
cooperation council to provide technical assistance in implementing a cooperation agreement for 
the sector and in preparing a sectoral agreement. Tripartite social dialogue in the road transport 
sector is also evident in Slovakia, where meetings are held three to four times a year. 

Some countries have encountered problems with the social dialogue process in the road transport 
sector specifically. For example, in Luxembourg, social dialogue is reported to have deteriorated 
and the sector’s collective agreement, which expired on 31 December 2006, has not yet been 
renewed, although it has been automatically extended for one year. Trade unions highlight that 
the Working Time Directive has not yet been transposed in this country and is blocking the 
conclusion of new lower-level collective agreements in the sector. 

In some of the NMS, where social dialogue is not as firmly established as it is in the EU15, a lack 
of social dialogue is evident in the road transport sector. This is the case in Lithuania, for 
instance, where collective bargaining only takes place in companies in which strong trade unions 
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are present, as a legacy of the former Soviet rule. In Bulgaria, social dialogue is weak in the road 
transport sector due to low trade union density and few employer representatives. 

By contrast, social dialogue is comparatively stronger in the Latvian road transport sector; this is 
because the sector is covered by the country’s fourth largest trade union and one of the country’s 
biggest employer organisations. 

Collective bargaining 
Collective bargaining in the road transport sector takes a number of forms, depending on the 
country and usually in line with the dominant method in the particular country. In some countries, 
bargaining takes place at a mixture of levels. 

Sectoral-level bargaining 
In many countries, bargaining at sectoral level is the predominant form in the road transport 
sector. In Belgium, for example, where separate joint committees exist for blue-collar and white-
collar workers, urban and local public bus drivers are covered by a separate local public transport 
joint committee. However, the Belgian government has indicated that it wants to create one joint 
committee for all companies involved in logistics. Sectoral bargaining takes place in Estonia, 
where two collective agreements are in place, while in Finland three collective agreements exist 
in the sector, covering truck drivers, bus drivers and oil and tanker drivers. In Luxembourg, two 
separate sectoral-level agreements are in place, covering the passenger transport sector and the 
goods transport sector. In Portugal, three separate sectoral agreements exist in the transport of 
goods sector and a further three in the passenger transport sector. Bargaining is also conducted at 
sectoral level in Bulgaria, where a sector-wide agreement sets out a framework within which 
company bargaining can take place, and in Greece, where five separate branch agreements are in 
place. In Denmark, bargaining takes place predominantly at sectoral level, mostly resulting in 
multi-employer sectoral agreements with subsequent agreements at subsector level.  

Special mention should be made of Malta, where collective bargaining in the road transport sector 
is non-existent, as the majority of operators are self employed and own their own vehicle. 

Company-level bargaining 
Bargaining at company level takes place in the road transport sector – as in other sectors – in 
Ireland and the UK. However, in Ireland, bargaining occurs within the framework of national 
social partnership agreements in the case of unionised companies. In the UK, although bargaining 
in the road transport sector takes place at company level, a minimum amount of pay setting 
occurs through regional Joint Industrial Councils. 

In Latvia, bargaining in road transport takes place at company level, although a sectoral 
cooperation agreement is also in place in relation to the social dialogue process. In Lithuania, 
collective bargaining occurs at company level only; this is largely due to the low trade union 
density in the sector and a mismatch among the social partners, whereby the employers operate 
mainly in freight transport while the majority of trade union members work in passenger 
transport. In Cyprus, bargaining is decentralised to company level, although coverage is low as a 
significant number of people in the sector are self employed, usually as workers or owners. In 
Slovakia, company-level agreements predominate, and these are usually concluded every two or 
three years. 
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Mixture of bargaining levels 
In some countries, bargaining takes place at a number of levels. This is the case in the Czech 
Republic, for instance, where multi-company level agreements set out a framework, including a 
minimum rate of pay and social standards, while individual company-level agreements stipulate 
more detailed provisions. Multi-company agreements usually cover a number of years, whereas 
individual company-level agreements are generally concluded for a one-year term. In Italy, as is 
standard practice in the country, a national sectoral-level collective agreement is in place for the 
road transport sector, and this sets a framework for collective bargaining at company level. 

In Germany, bargaining takes place at regional and company level in the road transport sector, 
resulting in over 1,000 agreements covering different sections of freight and passenger transport. 
Similarly, in the Netherlands and Norway, bargaining takes place at both sectoral and company 
level, although it should be noted that bargaining predominantly takes place at sectoral level in 
Norway; nonetheless, company-level agreements sometimes improve on sectoral-level 
provisions, notably in areas such as pay, or exist where companies are not members of an 
employer organisation. In Poland, a sectoral agreement is in place in road transport, in addition to 
a range of single-employer agreements. A similar scenario is evident in Spain, where regional 
sectoral agreements exist and company agreements are concluded within the framework of these 
agreements. In Hungary, two sectoral agreements are in place, along with seven multi-employer 
agreements and 39 single-employer agreements. 

In Romania, a sectoral agreement is in place, within the framework of which multi-company 
agreements are bargained. In Slovakia, both sectoral and enterprise-level agreements exist. Once 
again, Malta proves to be an exception in this instance, with no evidence of collective bargaining 
taking place in the road transport sector, as the majority of operators are self employed and own 
their own vehicle. 

Length of collective agreements 
The length of collective agreements varies according to country. In some countries, the length is 
influenced by the national bargaining framework. In Belgium, for instance, two-year collective 
agreements are the norm in the sector, within the framework of the national multi-sector 
bargaining programme, while one-year agreements are customary in Slovenia. Similarly, in 
Finland, the renewal of collective agreements in the road transport sector follows the cycle of the 
country’s national incomes policy agreements and the normal duration is two years. The Estonian 
and Bulgarian road transport sectors are also covered by two-year agreements. Spanish 
agreements tend to last for two to three years, although one-year agreements or those lasting more 
than three years also exist. In Cyprus, agreements last between one and three years, while in the 
Netherlands the typical duration is between one and two years, in keeping with the tradition in the 
country. 

In certain countries, the pay issue leads to a specific timetable. Collective agreements in Norway, 
for example, are reviewed every two years but the pay element is updated every year. In 
Denmark, the road transport sector follows the tradition of the so-called ‘normal wage area’, with 
agreements set to be renewed every two years; however, the previous two agreements have been 
of a three-year duration, and thus transport follows the trend set by the country’s industry sector. 
In Italy, as is customary in this country’s collective bargaining, the normative part of the national 
sector-level agreement for the road transport sector is renewed every four years, while the pay 
provisions of the agreement are renewed every two years. 

In other countries, the duration of collective agreements tends to vary depending, for example, on 
the types of subsectors. In Hungary, for instance, one-year agreements are the norm in the public 
bus transport sector, while agreements concluded in freight transport cover a period of between 
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three and five years. In Germany, some agreements may be of a one-year duration, while others 
may last a number of years; moreover, by law, if an agreement comes to an end, and as long as no 
new agreement has been signed, the so-called ‘after-effect’ (Nachwirkung) clause means that the 
agreement will remain in force.  

In Luxembourg, the relevant collective agreement expired on 31 December 2006, but has not 
been renewed and has therefore been automatically extended for one year. Nevertheless, the trade 
unions fear that there could be a period during which there is no collective agreement, as it will 
be impossible to secure new collective agreements without first transposing into law the Working 
Time Directive for drivers in the transport sector. 

Table 2 below provides an overview of the main social partners involved in road transport sector 
bargaining and of the level of bargaining that is unique to the different countries. 

Table 2: Main social partners and level of bargaining in road transport 
sector, by country 

Country Trade unions Employers Bargaining 
level 

AT White-collar Union of 
Salaried Employees, 
Graphical Workers and 
Journalists (Gewerkschaft 
der Privatangestellten, 
Druck, Journalismus, Papier, 
GPA-DJP) 

The blue-collar Transport 
and Services Trade Union 
(vida), the successor union 
of the former sector-related 
Commerce, Transport and 
Traffic Workers’ Union 
(Gewerkschaft Handel, 
Transport, Verkehr, HTV), 
and two other blue-collar 
trade unions which merged 
in December 2006 

Union of the Employees of 
the Local State 
(Gewerkschaft der 
Gemeindebediensteten, 
GdG) for employees 
working in scheduled 
passenger transport by local 
or regional bus operators 
owned by cities and 
municipalities 

Federal Organisation of 
Road Transport of Goods 
(Fachverband für das 
Güterbeförderungsgewerbe, 
FGG) 

Federal Organisation of 
Haulage Contractors 
(Fachverband der 
Spediteure, FSp)  

Federal Organisation of 
Bus and Coach Operators 
(Fachverband der 
Autobusunternehmungen, 
FAU) 

A range of 
agreements 
cover the 
different 
subsectors 
within the road 
transport sector; 
separate 
agreements exist 
for blue-collar 
and white-collar 
workers. 

BE Belgian Transport 
(Belgische Transportbond, 
BTB), affiliated to the  

Trade Association of Road 
Haulage Operators in the 
Flemish Community and 

Sectoral-level 
bargaining, 
organised by 
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socialist Belgian General 
Federation of Labour 
(Algemeen Belgisch 
Vakverbond/Fédération 
Générale du Travail de 
Belgique, ABVV/FGTB) 

ACV-Transcom affiliated to 
the General Christian Trade 
Union (Confédération des 
Syndicats Chrétiens/ 
Algemeen Christelijk 
Vakverbond, CSC/ACV) 

 

Brussels-Capital Region 
(Association 
professionnelle royale des 
transporteurs de 
marchandises de la 
Communauté flamande et 
de la Région de Bruxelles-
Capitale/Koninklijke 
beroepsvereniging 
goederenvervoerders 
vlaams gewest en brusselse 
hoofdstedelijk gewest, 
SAV). This organisation 
mainly represents smaller 
companies in the sector and 
is strongly represented 
among Flemish employees.  

Professional Road 
Transport Federation 
(Union professionnelle du 
transport par route, UPTR). 
This federation also mainly 
represents smaller 
companies. 

Royal Belgian Federation 
of Transport and Logistic 
Service Providers 
(Federation Royale Belge 
des Transporteurs et des 
Prestataires de Services 
Logistiques/Koninklijke 
federatie van belgische 
transporteurs, FEBETRA). 
This organisation mainly 
represents large companies. 

 

sectoral joint 
committees; this 
level is 
sometimes 
complemented 
by company-
level agreements 
in the case of 
large companies. 

BG Confederation of Transport 
Trade Unions in Bulgaria 
and the Trade Union of 
Autotransport Workers in 
Bulgaria, both of which are 
affiliated to the 
Confederation of 
Independent Trade Unions in 
Bulgaria (Конфедерация на 
независимите синдикати в 
България, CITUB) 

Federation of Workers in 

Bulgarian Chamber of 
National Transport 
affiliated to the Bulgarian 
Industrial Association 
(BIA)  

Corporation of Auto 
Transport of Bulgaria 

Sectoral-level 
bargaining for 
the transport 
sector as a 
whole, based on 
the principles 
and framework 
for company-
level agreements 
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Transport 

CY Pancyprian Federation of 
Labour (Παγκύπρια 
Εργατική Ομοσπονδία, 
PΕΟ)  

Cyprus Workers’ 
Confederation 
(Συνομοσπονδία 
Εργαζομένων Κύπρου, SΕΚ) 

Pancyprian Professional 
Small Shopkeepers’ 
Federation (Παγκύπρια 
Οργάνωση Βιοτεχνών και 
Επαγγελματιών 
Καταστηματαρχών, 
PΟΒΕΚ) 

Company-level 
bargaining 

CZ Trade Union of Transport, 
Road and Car Repair 
Services Workers of 
Bohemia and Moravia 
(Odborový svaz pracovníků 
dopravy, silničního 
hospodářství a 
autoopravárenství Čech a 
Moravy, OS DOSIA)  

Transport Trade Union 
(Odborový svaz dopravy, 
OSD) 

Trade Union Federation of 
Electric Tramway and Bus 
Workers (Odborové sdružení 
pracovníků elektrických drah 
a autobusové dopravy, 
OSPEA) – is also active in 
the sector, but does not 
negotiate multi-company 
agreements, operating only 
at enterprise level 

 

Transport Union of the 
Czech Republic (Svaz 
dopravy ČR, SD ČR)  

Association of Transit 
Companies of the Czech 
Republic (Sdružení 
dopravních podniků ČR, 
SDP ČR)  

Association of Building 
Entrepreneurs of the Czech 
Republic (Svaz podnikatelů 
ve stavebnictví v ČR, SPS 
ČR); also concludes multi-
employer collective 
agreements in the sector 

 

Multi-company 
bargaining and 
single company- 
level bargaining 

DE United Services’ Union 
(Vereinte 
Dienstleistungsgewerkschaft, 
ver.di); with around 2.3 
million members, the union 
is affiliated to the 
Confederation of German 
Trade Unions (Deutscher 
Gewerkschaftsbund, DGB)  

Another DGB-affiliate 
organising employees in the 
sector is the Transport, 
Service and Networks’ 
Union (Transnet 
Gewerkschaft GdED), which 

Federation of Freight 
Transport by Road and 
Logistics (Bundesverband 
Güterkraftverkehr Logistik 
und Entsorgung, BGL), in 
addition to the Federation 
of German Bus 
Entrepreneurs 
(Bundesverband Deutscher 
Omnibusunternehmer, 
BDO), which represents 
regional private bus and 
coach associations  

Municipal Employers’ 
Association (Vereinigung 

A mixture of 
regional 
agreements and 
company-level 
agreements 
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has 250,000 members with 
its main roots in rail 
transport. Transnet 
cooperates closely with 
Verkehrsgewerkschaft 
GDBA, affiliated to the 
German Federation of Career 
Public Servants (Deutscher 
Beamtenbund, DBB).  

Trade union of Public and 
Private Services 
(Gewerkschaft Öffentlicher 
Dienst und Dienstleistungen, 
GÖD), affiliated to the 
Christian Confederation of 
Trade Unions (Christlicher 
Gewerkschaftsbund, CGB)  

Kommunaler 
Arbeitgeberverbände, 
VKA) – represents public 
transport companies.  

A few companies are also 
organised in the 
Employers’ Association of 
Mobility and Transport 
Service Providers 
(Arbeitgeberverband der 
Mobilitäts- und 
Verkehrsdienstleister, Agv 
Move), covering companies 
of German Rail (Deutsche 
Bahn) which also owns 
road transport companies. 

DK United Federation of Danish 
Workers (Fagligt Fælles 
Forbund, 3F) 

Union of Commercial and 
Clerical Employees in 
Denmark (Handels- og 
Kontorfunktionærernes 
Forbund, HK) 

 

 

Confederation of Danish 
Commercial Transportation 
and Service Industries 
(HTS Handel, Transport og 
Service, HTS) 

Employers’ Association for 
Transport and Logistics 
(Arbejdsgiverforeningen 
for Transport og Logistik, 
ATL) 

Employers’ Association for 
Public Transport 
(Arbejdsgiverforeningen 
for Kollektiv Trafik, AKT) 

Employers’ Association for 
Taxi Owners 
(Arbejdsgiverforeningen 
for Taxivognmænd i 
Danmark, ATD) 

Employers’ Association for 
Tourist Bus Owners 
(Turistvognmændenes 
Arbejdsgiverforening, TA) 

Sectoral-level 
bargaining, with 
a limited number 
of company-
level agreements 

EE Estonian Transport and Road 
Workers’ Trade Union (Eesti 
Transpordi- ja Teetöötajate 
Ametiühing, ETTA) – has 
about 5,000 members in 
approximately 170 
enterprises in Estonia 

Union of Estonian 
Automobile Enterprises 
(Autoettevõtete Liit) is an 
employer body comprising 
land carriers and other 
enterprises providing 
transport services. 

Sectoral-level 
bargaining  
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 Members are divided into 
three sections: those 
involved in carriage of 
goods, bus transport and 
taxi services. At present, 
the organisation has 36 
member enterprises. 

Association of Estonian 
International Road Carriers 
(Eesti Rahvusvaheliste 
Autovedajate 
Assotsiatsioon, ERAA) is 
an organisation for 
companies involved in the 
international road transport 
of goods. In February 2007, 
ERAA had 444 members 
and candidate members.     

EL Federation of Transport 
Unions of Greece (OSME) 

General Confederation of 
Greek Drivers 

Panhellenic Federation of 
Commercial Transport 
Unions 

Five collective 
agreements in 
the sector, 
covering 
different 
branches 

ES Communication and 
Transport Federation 
(Comunicación y Transporte, 
FCT), affiliated to the Trade 
Union Confederation of 
Workers’ Commissions 
(Confederación Sindical des 
Comisiones Obreras, 
CC.OO) 

Transport, Communications 
and Maritime Federation 
(FTCM), affiliated to the 
General Workers’ 
Confederation (Unión 
General de Trabajadores, 
UGT) 

Spanish Goods Transport 
Confederation 
(Confederación Españolal 
de Transporte de 
Mercancias, CETM) 

Spanish Fractioned Load 
Business Association 
(Asociación Empresarial 
Española de Carga 
Fraccionada, AECAF) 

National Federation of 
Transport Agencies 
(Federación Nacional de 
Agencias de Transporte, 
ANATRANS) 

International Road 
Transport Association 
(Asociación del Transporte 
Internacional por Carretera, 
ASTIC) 

Bargaining at 
sectoral and 
regional 
(province) level, 
together with 
company-level 
agreements  

FI Finnish Transport Workers’ 
Union (Auto- ja Kuljetusalan 
Työntekijäliitto, AKT) 

Employers’ Confederation 
of Road Transport 
(Autoliikenteen 

Sectoral-level 
bargaining; three 
collective 
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Työnantajaliitto, ALT), 
which has about 1,000 
member companies, 
together employing around 
30,000 workers 

agreements exist 
in total, 
covering: truck 
drivers, bus 
drivers, and oil 
and tanker 
drivers 

FR French Democratic 
Confederation of Labour 
(Confédération française 
démocratique du travail, 
CFDT) 

French Confederation of 
Professional and Managerial 
Staff – General 
Confederation of 
Professional and Managerial 
Staff (Confédération 
française de l’encadrement – 
Confédération générale des 
cadres, CFE-CGC) 

French Christian Workers’ 
Confederation 
(Confédération française des 
travailleurs chrétiens, CFTC) 

General Confederation of 
Labour (Confédération 
générale du travail, CGT) 

General Confederation of 
Labour – Force ouvrière 
(Confédération générale du 
travail – Force ouvrière, 
CGT-FO) 

The autonomous union the 
National Federation of Road 
Transport Drivers 
(Fédération nationale des 
chauffeurs routiers, FNCR) 

The main employer body is 
the Union of Transport 
Federations (Union des 
fédérations du transport, 
UFT) 

National Road Haulage 
Federation (Fédération 
nationale des transports 
routiers, FNTR) 

National Federation of 
Automobile Road Haulage 
Operators’ Unions (Union 
nationale des organisations 
syndicales des 
transporteurs routiers 
automobiles, UNOSTRA): 
organises SMEs and is a 
member of the General 
Confederation of Small and 
Medium-sized Enterprises 
(Confédération générale 
des petites et moyennes 
entreprises, CGPME) 

Federation of French 
Transport and Logistics 
Companies (Fédération des 
entreprises de transport et 
logistique de France, TLF): 
has 10,000 members and is 
a member of the national 
employer body, the 
Movement of French 
Enterprises (Mouvement 
des entreprises de France, 
MEDEF) 

Sectoral-level 
bargaining, 
although 
working time is 
mostly regulated 
through 
legislation; pay 
is regulated 
through 
collective 
bargaining 

HU Public Road Transport Trade 
Union (Közúti Közlekedési 
Szakszervezet, KKSZ), 
which organises bus 
companies 

Union of Bus and Passenger 

Hungarian Road Transport 
Association (Magyar 
Közúti Fuvarozók 
Egyesülete, MKFE), 
representing large and 
small freight transport 

Sectoral and 
company-level 
bargaining 

© European Foundation for the Improvement of Living and Working Conditions, 2007 
23 

 

http://www.cfdt.fr/edito.htm
http://www.cfecgc.org/010-Home/10-10_Home.asp?
http://www.cftc.fr/
http://www.cgt.fr/internet/
http://www.force-ouvriere.fr/
http://www.fntr.fr/
http://www.unostra.com/
http://www.cgpme.org/
http://www.e-tlf.com/
http://www.medef.fr/main/core.php
http://www.kksz.hu/
http://www.mkfe.hu/


Transport Employees 
(Autóbusz-közlekedésben és 
Személyszállításban 
Dolgozók Uniója, ADU), 
which also mainly organises 
bus companies 

European Trade Union of  
Freight Transporters 
(Teherfuvarozók Európai 
Szakszervezete, TESZ) 

Federation of Transport 
Workers’ Council 
(Közlekedési 
Munkástanácsok Szövetsége, 
KMSZ) 

National Union of 
International and 
Professional Drivers 
(Nemzetközi és Hivatásos 
Gépkocsivezetők Országos 
Szakszervezete, NeHGOSZ) 

 

companies  

Federation of International 
Private Transporters 
(Magánvállalkozók 
Nemzetközi Fuvarozó 
Ipartestülete, NiT 
Hungary), representing 
freight transport companies 

National Federation of 
Transport Entrepreneurs 
(Fuvarozó Vállalkozók 
Országos Szövetsége, 
FUVOSZ), mainly 
representing domestic 
freight transport companies 

Federation of Road 
Transport Enterprises 
(Közúti Közlekedési 
Vállalkozások Szövetsége, 
KKVSZ), representing all 
public transport companies, 
among others 

 

IE Services, Industrial, 
Professional and Technical 
Union (SIPTU)  

National Bus and Rail Union 
(NBRU) 

Individual employers 
negotiate with trade unions 
at company level. Ireland’s 
main employers’ body, the 
Irish Business and 
Employers’ Confederation 
(IBEC), also periodically 
offers advice on industrial 
relations and collective 
bargaining issues to 
affiliated companies in the 
sector.  
The Irish Road Haulage 
Association (IRHA) 
represents the interests of 
the majority of licensed 
road transport companies, 
although it is not involved 
in bargaining. 

Company-level 
bargaining, 
within the 
framework of 
national social 
partnership 
agreements in 
the case of 
unionised 
companies 

IT Italian Transport Workers’ 
Federation – General 
Confederation of Italian 
Workers (Federazione 
Italiana Lavoratori dei 
Trasporti – Confederazione 

General Transport and 
Logistics Confederation 
(Confederazione Generale 
dei Trasporti e della 
Logistica, Confetra); this 
confederation is structured 

National 
sectoral-level 
bargaining, as 
well as 
company-level 
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Generale Italiana del Lavoro, 
Filt-Cgil) 

Italian Federation of 
Transport – Italian 
Confederation of Trade 
Unions (Federazione Italiana 
Trasporti – Confederazione 
Italiana Sindacati Lavoratori, 
Fit-Cisl) 

Italian Transport Workers’ 
Union (Unione Italiana dei 
Lavoratori dei Trasporti, 
Uilt), affiliated to the Union 
of Italian Workers (Unione 
Italiana del Lavoro, Uil) 

In addition, the following 
unions operate in the sector: 
the National Railway 
Workers Federation 
(Federazione Nazionale delle 
Attività Ferroviarie - Unione 
Generale del Lavoro 
Trasporti, Ugl AF), the 
autonomous unions joined 
together under the second-
level organisation OrSA 
(Trasporti 
dell’Organizzazione 
Sindacati Autonomi e di 
Base) and the Independent 
Trade Union Federation of 
Goods Transport and 
Logistics (Trasporto merci e 
logistica della Federazione 
Autonoma Sindacati dei 
Trasporti, FAST). However, 
these unions have only small 
levels of representativeness 
and do not sign the sector’s 
industry-wide agreement 
(contratto nazionale di 
categoria). 

into national sectoral 
federations, including those 
representing the transport 
sector, namely: Italian 
Removal Association 
(Associazione Imprese 
Traslocatori Italiani, AITI); 
Associazione Nazionale 
Corrieri Espressi 
(Assoespressi); 
Associazione Italiana delle 
Imprese di Logistica, 
Magazzini Generali e 
Magazzini Frigoriferi, 
(Assologistica); 
Federazione Nazionale 
Imprese di Spedizioni 
Internazionali (Fedespedi); 
Federazione Italiana 
Trasportatori (Fedit); 
Federazione Italiana 
Spedizionieri Industriali 
(FISI). 

Transport, Haulage and 
Logistics Confederation 
(Confederazione del 
Trasporto, della Spedizione 
e della Logistica, 
Conftrasporto), which 
belongs to the Italian 
General Confederation of 
Commerce, Tourism and 
Services Employers 
(Confederazione Generale 
Italiana del Commercio, del 
Turismo, dei Servizi, delle 
Professioni e delle Piccole 
e Medie Imprese, 
Confcommercio) 

Auto-transport Firms 
National Association 
(Associazione Nazionale 
Imprese Trasporti 
Automobilistici, ANITA) 

Associazione Nazionale 
delle Cooperative di Servizi 
e Turismo of the Lega delle 
Cooperative (Ancst-
Legacoop) 

bargaining 
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Federlavoro e Servizi of the 
Confederazione 
Cooperative Italiane 
(Confcooperative) 

Associazione Nazionale 
Autotrasporto di 
Confartigianato 
(Confartigianato Trasporti) 

Federazione Italiana 
Autotrasportatori 
Professionali (Fiap-Italia) 

Unione Nazionale Imprese 
di Trasporto (Fita CNA). 

Produzione e Lavoro 
section of the Associazione 
Generale Cooperative 
Italiane (AGCI) 

Sindacato Nazionale degli 
Autotrasportatori di 
Casartigiani (SNA-
Casartigiani)  

LT Lithuanian Federation of 
Roads and Transport 
Workers’ Trade Unions 
(Kelių ir autotransporto 
darbuotojų profesinių 
sąjungų federacija, 
KADPSF) 

Federation of Transport 
Employees (Transporto 
darbuotojų federacija, TDF) 

 

Lithuanian National Road 
Carriers’ Association 
(Lietuvos nacionalinė 
vežėjų automobiliais 
asociacija, Linava) 

Carrier Trade Union 
‘Solidarumas’ (Vežėjų 
profesinė sąjunga 
‘Solidarumas’, VPS 
‘Solidarumas’) 

Lithuanian Transport 
Federation (Lietuvos 
transporto federacija, LTF) 

Company-level 
bargaining 

LU Luxembourg Confederation 
of Independent Trade Unions 
(Onofhängege 
Gewerkschaftsbond 
Lëtzebuerg, OGB-L) 

Luxembourg Christian Trade 
Union Confederation 
(Lëtzebuerger 
Chrëschtlechen 
Gewerkschafts-Bond, 
LCGB) – goods and 

Luxembourg Federation of 
Bus and Coach Owners  
(Fédération 
Luxembourgeoise des 
Exploitants d’Autobus et 
d’Autocars a.s.b.l., 
FLEAA) – passenger 
transport 

Association of Haulage 
Contractors (Groupement 
des Entrepreneurs de 
Transport a.s.b.l., GET) – 

Sectoral-level 
bargaining 
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passenger transport 

 

goods transport 

LV Latvian Public Services 
Employees’ Trade Union 
(Latvijas Sabiedrisko 
pakalpojumu darbinieku 
arodbiedrība, LAKRS) 

Association of Road 
Carriers ‘Latvijas Auto’ 
(Latvijas autopārvadātāju 
asociācija ‘Latvijas Auto’, 
Lauto) 

Latvian Association of 
Passenger Carriers 
(Latvijas pasažieru 
pārvadātāju asociācija, 
LPPA) 

Company-level 
bargaining; there 
is also a sectoral-
level agreement 
on cooperation. 

MT General Workers’ Union 
(GWU) 

Unscheduled Bus Service 
Limited (UBS) 

Public Transport 
Association (Assocjazzjoni 
Trasport Pubbliku, ATP) 

A range of cooperatives 
and specific interest groups 
also exists. 

No collective 
bargaining in 
Malta’s road 
transport sector, 
as the majority 
of people in the 
sector are self-
employed 
owners; 
however, 
informal 
tripartite 
concertation 
takes place 
through the 
Maltese 
Transport 
Authority 
(Awtorità Dwar 
it-Trasport ta’ 
Malta, ADT). 

NL Allied Unions (FNV 
Bondgenoten), affiliated to 
the Christian Trade Union 
Federation (Christelijk 
Nationaal Vakverbond, 
CNV) 

Industry, Food and Transport 
Workers’ Union (CNV 
BedrijvenBond) 

The general trade union De 
Unie, which operates in the 
public transport sector and is 
affiliated to the Federation of 
Managerial and Professional 

Association of Employers 
in Public Transport 
(Vereniging Werkgevers 
Openbaar Vervoer)  

Bus Transport Netherlands 
(Busvervoer Nederland) – 
for bus transport other than 
public transport 

Transport and Logistics 
Netherlands (Transport en 
Logistiek Nederland, TLN) 

Confederation of Vertical 
Transport (Vereniging van 
Verticaal Transport, VVT) 

Sectoral and 
company-level 
bargaining 
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Staff Unions (Middelbaar en 
Hoger Personeel, MHP) 

– for freight transport by 
road 

NO Norwegian Transport 
Workers’ Union (Norsk 
Transportarbeiderforbund, 
NTF) – the largest trade 
union in this sector, with 
around 18,500 members, 
including members in other 
parts of the transport sector. 

Parat, affiliated to the 
Confederation of Vocational 
Unions 
(Yrkesorganisasjonenes 
Sentralforbund, YS) and the 
Union of Transport 
Company Employees 
(Yrkestrafikkforbundet, 
YTF). The latter is in direct 
competition with the NTF 
over bus drivers, and the two 
unions largely maintain an 
equal representation in the 
private bus transport sector.  

Bus drivers in companies 
with public ownership 
(deregulated companies) are 
often organised in the 
Norwegian Union of 
Railway Workers (Norsk 
Jernbaneforbund, NJF) or in 
the Norwegian Union of 
Municipal and General 
Employees (Fagforbundet). 

 

Federation of Norwegian 
Transport Companies 
(Transportbedriftenes 
Landsforening, TL) 

Norwegian Association of 
Local and Regional 
Authorities (Kommunenes 
Sentralforbund, KS) 

Norwegian Logistics and 
Freight Association 
(Logistikk- og 
Transportindustriens 
Landsforening, LTL)  

Federation of Norwegian 
Commercial and Service 
Enterprises (Handels- og 
servicenæringens 
Hovedorganisasjon, HSH)  

Norwegian Hauliers’ 
Association (Norsk 
Lastebileier Forbund, NLF) 

Norwegian Taxiowners’ 
Association (Norges 
Taxiforbund, NT) 

Sectoral and 
company-level 
bargaining; a 
range of 
sectoral-level 
agreements are 
in place. 

PL Unions affiliated to the 
Trade Unions’ Forum 
(Forum Związków 
Zawodowych, FZZ): Trade 
Union of Pekaes Transport 
Drivers (Związek 
Zawodowy Kierowców 
Pekaes Transport); Trade 
Union of Drivers in Poland 
(Związek Zawodowy 
Kierowców w Polsce); Trade 
Union of Municipal 
Transport Employees in the 

All-Poland Employers’ 
Union of Road Vehicle 
Transport (Ogólnopolski 
Związek Pracodawców 
Transportu 
Samochodowego, OZPTS) 
– mainly passenger 
transport carriers of the 
PKS Group 
(Przedsiębiorstwa 
Komunikacji 
Samochodowej, PKS), 
formerly Państwowa 

A sectoral 
agreement is in 
place, although 
most bargaining 
is carried out at 
company level. 
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Republic of Poland (Związek 
Zawodowy Pracowników 
Komunikacji Miejskiej w 
RP); Independent Self-
governing Trade Union of 
Municipal Transport Bus 
Drivers in the Republic of 
Poland (Niezależny 
Samorządny Związek 
Zawodowy Kierowców 
Autobusów Komunikacji 
Miejskiej Rzeczpospolitej 
Polskiej). 

Unions affiliated to the All-
Poland Trade Unions’ 
Alliance (Ogólnopolskie 
Porozumienie Związków 
Zawodowych, OPZZ): 
Federation of Trade Unions 
of Automobile Transport in 
Communication Employees 
(Federacja NSZZ 
Pracowników Transportu 
Samochodowego 
Łączności); Integration of  
Public Transport Employees 
Trade Unions in the 
Republic of Poland 
(Integracja Związków 
Zawodowych Pracowników 
Transportu Publicznego w 
RP); Federation of PKS and 
Automobile Transport Trade 
Unions in the Republic of 
Poland (Federacja Związków 
Zawodowych PKS i 
Transportu Samochodowego 
w RP). 

Independent and Self-
governing Trade Union 
‘Solidarność ‘80’ 
(Niezależny Samorządny 
Związek Zawodowy 
‘Solidarność ‘80’, 
Solidarność ‘80) – national 
transport section 

 

Komunikacja 
Samochodowa, a state-
owned monopoly in the 
subsector. 

All-Poland Employers’ 
Union of Road Transport 
(Ogólnopolski Związek 
Pracodawców Transportu 
Drogowego, OZPTD) – 
mainly small and medium 
private operations 

PT Federation of Unions for 
Road and Urban Transport 

National Association for 
Public Railway Goods 

Sectoral-level 
bargaining; there 
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Workers (Federação dos 
Sindicatos de Transportes 
Rodoviários e Urbanos, 
FESTRU), affiliated to the 
General Confederation of 
Portuguese Workers 
(Confederação Geral dos 
Trabalhadores Portugueses, 
CGTP) 

Transport Workers’ Union 
(Sindicato dos Trabalhadores 
dos Transportes, SITRA), 
affiliated to the General 
Workers’ Union (União 
Geral de Trabalhadores, 
UGT)  

FESTRU and SITRA 
organise all the workers in 
road and urban transport.  

National Drivers’ Union 
(Sindicato Nacional dos 
Motoristas, SNM) organises 
drivers; SNM is not 
affiliated to any trade union 
confederation. 

Transport (Associação 
Nacional de 
Transportadores Públicos  
Rodoviários de 
Mercadorias, ANTRAM)  

National Association of 
Passenger Transporters by 
Road (Associação Nacional 
de Transportadores 
Rodoviários de Pesados de 
Passageiros, ANTROP) 

 

ANTRAM (National 
Association of 
Transportation of 
Goods), which is what 
I had in my original 
overview. 
 

are three 
agreements in 
the passenger 
transport sector 
and three 
agreements in 
the goods 
transport sector. 

RO National Federation of 
Drivers’ Trade Unions in 
Romania (Federaţia 
Naţională a Sindicatelor 
Şoferilor din România, 
FNSSR) 

National Union of Road 
Hauliers in Romania 
(Uniunea Naţională a 
Transportatorilor Rutieri 
din România, UNTRR) 

Sectoral-level 
bargaining and 
company 
bargaining at 
group level 

SI Trade Union of Workers in 
Transport and 
Communications (Sindikat 
delavcev prometa in zvez, 
SDPZ) 

Trade Union of Bus Drivers 
of Slovenia (Sindikat 
voznikov avtobusnega 
prometa Slovenije, SVAPS) 

Trade Union of Road 
Transport (Sindikat cestnega 
prometa) 

Section for Transport and 
Communications (Sekcija 
za promet in zveze) of the 
Slovenian Employers’ 
Association (Združenja 
delodajalcev Slovenije, 
ZDS) 

Association for Transport 
and Communications 
(Zduženje za promet in 
zveze), a member of the 
Chamber of Commerce and 
Industry of Slovenia 
(Gospodarska zbornica 
Slovenije, GZS) 

Section for Transport 

Sectoral and 
company-level 
bargaining 
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(Sekcija za promet) of the 
Chamber of Craft of 
Slovenia (Obrtna zbornica 
Slovenije, OZS) 

Association of Employers 
for Craft Activities of 
Slovenia (Združenje 
delodajalcev obrtnih 
dejavnosti Slovenije, 
ZDODS) 

 

SK Trade Union of Transport, 
Road Works and Car Repair 
Services (Odborový zväz 
dopravy, cestného 
hospodárstva a 
autoopravárenstva) 

Independent Trade Union of 
Public Road Transport 
(Nezávislý odborový zväz 
verejnej cestnej dopravy) 

Association of Employers 
of Transport, Post and 
Telecommunications (Zväz 
zamestnávateľov dopravy, 
pôšt a telekomunikácií 
Slovenskej republiky, 
ZADOPOT SR) 

Association of Public City 
Transport (Združenie 
mestských hromadných 
dopráv Slovenskej 
republiky) 

Company-level 
bargaining 

UK Transport and General 
Workers’ Union (T&G) – 
has since merged with 
Amicus to form Unite

Union of Shop, Distributive 
and Allied Workers (Usdaw) 

United Road Transport 
Union (URTU) 

The general trade union 
GMB

Communication Workers’ 
Union (CWU) 

Road Haulage Association 
(RHA) 

Road Transport 
Association (RTA) 

Freight Transport 
Association (FTA) 

Company-level 
bargaining, 
although some 
bargaining over 
minimum rates 
of pay and 
working hours 
takes place 
within regional 
Joint Industrial 
Councils. 

 

Regulation by law or collective agreement 
In some countries, sectoral agreements regulate working time and related aspects in the road 
transport sector. For example, in Estonia, the road transport sector collective agreement covers a 
wide range of issues, including working time, rest periods, pay, training, health and safety, and 
contractual provisions. In Romania, the sectoral agreement regulates working time, breaks, rest 
periods, and controls and checks on drivers. In Denmark, the bulk of the regulation is covered by 
the sectoral agreement – affecting an estimated 85% of the workforce – with the national 
implementing legislation applying to those who are not covered by a collective agreement. 
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In countries such as Latvia, Ireland and the UK, company agreements regulate working time and 
related aspects. In Latvia, controls and checks on drivers are provided for by company 
agreements, in compliance with the law. A sectoral agreement covers all working time-related 
issues in Poland. In Cyprus, agreements at company level in the road transport sector contain 
more favourable provisions than those provided for by the country’s national implementing 
legislation on working time. 

In other countries, working time in the road transport sector is covered by a mixture of legislation 
and collective agreements. This is the case in Belgium, Finland and Slovenia, where collective 
agreements cover working time arrangements, while controls and checks are regulated through 
legislation. In France, although a sectoral agreement exists, legislation plays a greater role in 
regulating working time, particularly in the area of derogations from the French statutory 35-hour 
week. 

In some countries, the labour code plays a significant role in setting working time provisions in 
the road transport sector. Such a scenario is evident in the Czech Republic, where the working 
time and rest provisions contained in collective agreements are based on the relevant provisions 
of the labour code. In Slovakia, the organisation of working time, breaks and rest periods are 
regulated by the country’s labour code or by legislation specific to the transport sector. 

 

Implementation of the Working Time Directive  

Transposition 
The deadline for the EU Member States’ transposition of Directive 2002/15/EC on the 
organisation of the working time of persons performing mobile road transport activities was 23 
March 2005.  

The vast majority of Member States have now transposed the directive’s provisions into national 
legislation. Italy and Luxembourg are the only EU Member States which have yet to transpose the 
directive. Table 3 gives an outline of the directive’s transposition status in the different EU 
Member States. 

Table 3: Transposition of Directive 2002/15/EC, by country 
Country Transposition Comments 

AT Amendments to the Working 
Time Act (Arbeitszeitgesetz, 
AZG) and the Act on Rest 
Periods (Arbeitsruhegesetz, 
ARG) on 3 August 2006. 

The new acts took effect 
retroactively from 1 July 2006.

BE Royal Decree of 10 August 
2005 and the national 
collective agreement of 27 
January 2005. 

Introduction into Belgian 
regulation for the first time of 
the concept of ‘periods of 
availability’ and ‘service time’ 
(the total of working time and 
periods of availability). 

BG Ordinance on the organisation 
of the working time of persons 

Self-employed drivers will be 
covered from 2009. 
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performing mobile road 
transport activities, 1 January 
2006. 

CY Law 47(I)/2005 regulating the 
working time of persons 
involved in road transport 
activities, which came into 
effect on 6 May 2005. 

In keeping with normal 
practice, the draft legislation 
was examined by a tripartite 
technical committee of the 
Industrial Advisory Board and 
subsequently by the plenary of 
this board. 

Self-employed drivers will be 
covered from 2009. 

CZ Regulation No. 589/2006 of 6 
December 2006, which took 
effect on 1 January 2007. 

Employer and employee 
representative bodies 
expressed significant 
criticisms of the draft 
regulation. The government 
took the social partners’ 
comments into account in the 
final version. 

DE General amendment to the 
Working Time Law 
(Arbeitsgesetz) on 1 
September 2006. 

Time spent in the cab is no 
longer counted as working 
time. 

DK Act 2005-06-01 No. 395 on 
working time for mobile 
workers within the road 
transport sector. 

The law applies to workers 
who are not covered by a 
collective agreement 
containing the directive’s 
minimum provisions. Self-
employed drivers will be 
included from 2009. 

EE Amendments to the Traffic 
Act in 2005. 

Provisions governing working 
time are also contained in the 
Working and Rest Time Act 
and in the collective 
agreement for the road 
transport sector. 

EL Presidential Decree 167/2006, 
22 August 2006. 

Debate has arisen regarding its 
implementation, with the trade 
unions arguing that the 
directive is more unfavourable 
than existing collective 
agreements. 

ES Royal Decree 902/2007, 6 July 
2007, modifying the Royal 
Decree 1561/1995, 21 
September 1995 covering the 
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special working day, working 
time for mobile workers 
within the road transport 
sector. 

FI Through new collective 
agreements covering truck and 
bus drivers over the period 13 
March 2006 to 31 January 
2008. 

Finland has applied working 
time legislation to mobile 
workers since 1956. Breaks 
and rest periods based on 
Regulation 382/85 EC are the 
basis for the directive. 

FR Decree on 8 January 2007 The first transposition decree 
(31 March 2005) was repealed 
following an appeal by trade 
unions, on the grounds that the 
prior consultation rules of the 
Supreme Administrative Court 
had not been complied with. 

HU Act XI of 2005, which came 
into force on 23 March 2005. 

This legislation also resolved a 
number of working time issues 
that had been outstanding for 
many years. 

IE European Communities 
(Organisation of Working 
Time of Persons Performing 
Mobile Road Transport 
Activities) Regulations 2005, 
which came into force on 2 
January 2006. 

The regulation does not apply 
to self-employed drivers or 
any driver with a specific 
working time calculation. 

IT Not yet transposed.  Implementation talks were 
held between the government 
and the social partners in 
2005, but ended in deadlock. 
In February 2007, the centre-
left government elected in 
2006 agreed that it would 
restart implementation talks 
with the social partners, 
although no talks have yet 
taken place. 

LT Amendments to Governmental 
Resolution No. 587 on 14 May 
2003, which came into force 
on 22 May 2005. 

There are no collective 
agreements in the road 
transport sector at present. 

LU Not yet transposed, although a 
bill is being prepared. 

Disagreement has arisen 
between the social partners 
about the content of the 
proposed implementing 
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legislation (LU0707029I). 

LV Regulation No. 520 – adopted 
on 12 July 2005 – on the 
organisation, observation and 
recording of the working time 
of crews of transport vehicles, 
which came into force on 23 
July 2005; plus amendments 
to the road communication 
law, adopted on 15 December 
2005. 

Collective bargaining does not 
play a significant role in the 
setting of working time. 
Regulation No. 520 will apply 
to self-employed drivers from 
23 March 2009. 

Regulations on control and 
checks of work and leisure 
time on roads and in premises 
of transport companies came 
into effect on 13 February 
2007. 

MT Motor Vehicles (Carriage of 
Goods by Road) Regulations, 
16 June 2006; Motor Vehicles 
(Carriage of Passengers by 
Road) Regulations, 9 June 
2006.  

The directive’s rules are not 
very relevant due to the 
Maltese geographical context 
(size of the island). 

NL Royal Decree of 11 December 
2006, which came into effect 
on 12 January 2007. 

The Royal Decree 
implementing the directive 
only covers freight transport 
and bus transport as far as it 
makes use of a tachograph. 

The implementation of the 
directive should be considered 
in the context of more 
extensive changes in Dutch 
legislation on working time. 

 

NO Regulation of 10 June 2005, 
governing working time for 
drivers and other workers in 
road transport; this Regulation 
came into force on 1 July 
2005. 

Employers have long criticised 
working time legislation in 
Norway, claiming that it is 
less flexible than the directive. 

PL The Drivers’ Working Time 
Act, 1 May 2004; legislative 
process No. 561/2006 is 
underway.  

This legislation replaces 
previous working time 
legislation, dating from 2001. 
The legislation has been 
criticised by employer 
organisations. 

PT Implementation on 19 June 
2007 by Decree Law 
237/2007.  

Trade unions and employers 
have complained that the 
government did not consult 
them on formulating the 
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implementing legislation. 

RO Law No. 335 of 29 November 
2005 for the approval of 
Government Ordinance No. 
55/2005 for the amendment 
and completion of 
Government Ordinance No. 
17/2002 on the establishment 
of driving hours and rest 
periods for road transport 
vehicle drivers.  

Law No. 152/2004 for the 
approval of Government 
Ordinance No. 25/2004 for the 
amendment of Government 
Ordinance No. 17/2002 on the 
establishment of driving hours 
and rest periods for road 
transport vehicle drivers. 

Working time is also regulated 
by an agreement at multi-
company level, which reflects 
the provisions of the 
legislation. 

Romania requested an 
extended period of time before 
implementation of the digital 
technograph requirement at 
the end of 2007. France and 
Slovenia opposed this, while 
Italy abstained. 

SI Act on Working Time and 
Compulsory Rest Periods of 
Persons Performing Mobile 
Road Transport Activities, and 
Act on Recording Equipment 
(Tachographs) in Road 
Transport, published in the 
Official Gazette on 12.8.2005. 

Heated debate took place 
before implementation and 
problems have reportedly 
arisen with its operation. It is 
expected that changes will be 
made to the law. 

SK Act no. 462/2007 Coll. on the 
organisation of working time 
in the transport sector. 

Entering globally into effect 
from 1 November 2007, while 
some provisions will be 
implemented from January 
and July 2008. 

The previous related Act no. 
121/2004 Coll. transposing the 
Directive 2002/15/EC applies 
to the maximum weekly 
working time for a motor car 
driver and working time in the 
international non-regular bus 
transport. 

UK Road Transport (Working 
Time) Regulations 2005, 
which came into force on 4 
April 2005. 

Self-employed drivers will be 
covered from 2009.  

The main impact of the 
directive’s transposition in the 
UK has been to increase 
hourly pay rates. 
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Note: Countries shaded in grey are those that have not yet transposed the Working 
Time Directive. 

Source: EIRO, 2007 

When examining the transposition of the Working Time Directive, special mention should be 
made of Denmark, where the tradition up until recently has been to implement EU directives by 
means of collective agreements. However, this practice was challenged by the European 
Commission in the case of the EU Working Time Directive’s implementation (DK0001164F). As 
a result, a dual system of regulation now operates in Denmark, with the Danish law transposing 
the directive for workers who are not covered by collective agreements that transpose its 
provisions. 

The transposition of the directive has an impact on various levels: affecting the subjects dealt 
with through collective bargaining or legislation (‘what’), the workers concerned by the 
regulation (‘who’) and the monitoring process (‘how’).  

New bargaining issues and innovations 
In some countries, collective agreements have had to be revised to bring them into line with the 
provisions of the Working Time Directive. In Hungary, for instance, most collective agreements 
needed to be amended after the country had transposed the directive; this was due to the fact that 
the implementing legislation covered a range of areas which had not been regulated for decades. 
The revised agreements usually adhere closely to the new law. 

Conversely, in countries where social dialogue does not play a strong role in the regulation of 
working time, the legislation is seen as an important regulatory factor. This is the case in some of 
the NMS and also in Cyprus, where the majority of people in the road transport sector are not 
covered by collective agreements. 

In other countries, such as Norway, collective agreements already contained provisions on 
working time for mobile workers in the road transport sector; as a result, the directive has had 
little impact on collective bargaining. However, it has had a more significant impact in companies 
that are not covered by a collective agreement. Furthermore, some collective agreements 
envisaged the process and the importance of assessing the situation. In the Netherlands, for 
example, the social partners have decided to put in place a transitional period of five years.  

Periods of availability and definition of working time 
The transposition of the directive has resulted in a range of new issues making their way onto the 
bargaining agenda. A key issue concerns so-called ‘periods of availability’, which are defined in 
the directive as follows: 

Periods other than those relating to break times and rest times during 
which the mobile worker is not required to remain at their workstation, 
but must be available to answer any calls to start or resume driving or to 
carry out other work. In particular, such periods of availability shall 
include periods during which the mobile worker is accompanying a 
vehicle being transported by ferryboat or by train, as well as periods of 
waiting at frontiers and those due to traffic prohibitions for mobile 
workers driving in a team, the time spent sitting next to the driver or on 
the couchette while the vehicle is in motion. 
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In some countries, this represents a new topic on the collective bargaining agenda. For example, 
in Belgium, the regulation (by law and national collective agreement) deals with this issue for the 
first time, setting out in detail what constitutes periods of availability. Despite the initial divisions 
over this issue, the social partners reached agreement on a schedule for increasing remuneration 
related to the compensation of these new time periods or calculations. In the UK, trade unions 
have expressed their dissatisfaction with the definition of periods of availability in the 
implementing legislation, arguing that certain times when workers are available for work should 
be calculated as working time.  

In connection with this issue, the implementation of the directive has resulted in a change in the 
definition of working time in many countries. For example, in Germany, time spent in the cab is 
now no longer classified as working time, and all recent collective agreements concluded by the 
trade union ver.di have been adapted to take account of this. 

Derogations 

Maximum working time 
Although the Working Time Directive provides for an average 48-hour week, the maximum 
working week may be increased to 60 hours, as long as the average working week over a 
reference period of four months does not exceed 48 hours.  

Nonetheless, the directive allows Member States to derogate from these provisions ‘for objective 
or technical reasons, or reasons concerning the organisation of work’, by means of: ‘collective 
agreements, agreements between the social partners, or if this is not possible, by laws, regulations 
or administrative provisions, provided there is consultation of the representatives of the 
employers and workers concerned and efforts are made to encourage all relevant forms of social 
dialogue.’ However, the derogated reference period for average weekly working time must not 
exceed six months. 

The implementing legislation of many countries allows the bargaining parties to derogate from 
the directive’s provisions in this area. In Austria, for instance, the maximum working week may 
be extended to 60 hours, as long as an average working week of 48 hours is not exceeded over a 
reference period of 26 weeks – the maximum derogated reference period permitted by the 
directive. Furthermore, Austrian legislation allows for the maximum working week to be 
extended to 55 hours by collective agreement, if the excess working time is classified as periods 
of availability. Some evidence is emerging of the bargaining parties making use of these 
derogations. 

In Finland, the collective agreements covering bus drivers and truck drivers use the full scope of 
the directive’s derogations both in relation to maximum working time and night work. However, 
the usual working time is estimated to be around 80 hours over a two-week period.  

In Ireland, Lithuania, Norway and the UK, the implementing legislation makes full use of the 
directive’s derogation on maximum working time. However, it should be noted that, in Norway, 
none of the major collective agreements contain derogations, as the implementing legislation 
gives the derogating powers to company-level social partners. In the UK, few companies appear 
to have derogated in the area of working time, according to a survey conducted by Incomes Data 
Services (IDS) in conjunction with the RHA, the findings of which are published in the report 
Pay in road transport and distribution 2006/07 (available for purchase)). Collective agreements in 
Denmark also make full use of the derogation.  

In the Netherlands, the implementing legislation allows collective agreements to set a reference 
period of up to six months for the calculation of average working time. The country’s Minister of 
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Transport and Minister of Social Affairs and Employment have followed the advice of the social 
partners in implementing Directive 2002/15/EC. Accordingly, individual employees are allowed 
to work a maximum of 55 hours a week, on condition that a so-called collective arrangement is 
made on this issue – either a collective agreement with the trade unions or an arrangement 
between the employer and works council. Social partners in the sector have agreed to settle this in 
the collective agreement. 

In Italy, although the directive has not yet been transposed into law, a draft agreement on 
implementation – negotiated in 2005 by the government and social partners – foresees a reference 
period of six months for maximum working time. 

Night work 
The Working Time Directive defines ‘night work’ as at least four hours of work performed 
between 00.00 and 07.00. If night work is performed, the maximum working day is 10 hours over 
a 24-hour period. However, as with the abovementioned working time provisions, the directive 
allows Member States to derogate from these night work provisions.  

Once again, the implementing legislation of many countries takes advantage of this provision. For 
example, in Austria, some agreements – such as those covering blue-collar workers in the goods 
transport and the bus passenger sectors – allow the maximum working day to be extended beyond 
10 hours in the case of night workers.  

In Ireland and the UK, the implementing legislation also makes full use of this derogation, as 
does the Dutch and Norwegian legislation. However, in Norway, none of the major collective 
agreements contain derogations, as the implementing legislation gives the derogation powers to 
the company-level social partners. Meanwhile, in the UK, few companies appear to have made 
use of this derogation. The aforementioned IDS survey found that one fifth of companies 
employing night-time drivers had extended the night work limit, while three fifths had extended it 
by two hours to 12 hours. Two companies extended the limit by one hour to 11 hours. 
The Commission’s report (47Kb PDF) on the exclusion of self-employed drivers from the scope 
of the Working Time Directive also examined the impact of the directive’s provisions on night 
work. In drafting of the directive, it was felt that some regulation of working hours for night 
workers was essential, as a significant proportion of driver fatigue-related accidents take place at 
night. Reviewing the evidence available, the Commission notes that there is no demand to change 
the current rules governing night working; however, it stresses that enforcement is ‘pertinent’. To 
this end, it will ‘examine further in consultation with the relevant Member State enforcement 
authorities and with the social partners meeting at European level how they ensure respect for the 
night time rules and in what ways compliance can best be achieved’. 

Workers affected by directive 
The directive aims to regulate working time in the road transport for mobile workers. Some 
difficulties have arisen, nevertheless, in implementing the directive’s provisions for specific 
categories of workers, in particular self-employed drivers, transborder drivers and migrant 
workers. 

Self-employed drivers 
At present, the Working Time Directive does not apply to self-employed drivers. However, as 
outlined at the start of this report, the European Commission has recently undertaken a review of 
the situation after four years of operation, issuing a report to the European Parliament and 
Council analysing the consequences of the exclusion of self-employed drivers in areas such as 
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road safety, conditions of competition, the structure of the profession and with regard to a range 
of social aspects. On the basis of this report, the Commission will decide whether or not to apply 
the directive to self-employed drivers from 23 March 2009. 

At national level, the implementing legislation in Estonia already covers self-employed drivers. A 
further six countries – Bulgaria, Cyprus, Denmark, Germany, Latvia and the UK – plan to cover 
self-employed drivers in their national legislation by 2009. The Slovakian government also plans 
to include self-employed drivers when it transposes the directive.  

In the UK, some debate has arisen among employers about the inclusion of self-employed drivers 
in the national legislation. According to the IDS survey, the most common comment in relation to 
working time was the desire for a level playing field – in other words, that the UK legislation 
should include self-employed drivers. Some survey respondents wanted coverage to be 
immediate. In Denmark, both employers and trade unions have insisted that self-employed drivers 
should be covered by the legislation from the outset. 

The question of whether or not self-employed drivers should be covered by the national 
implementing legislation is a contentious topic for debate in Finland. The industry body SKAL 
believes that bringing self-employed drivers within the scope of working time legislation would 
impose unreasonable restrictions on these drivers. However, the Finnish transport trade union 
AKT supports the inclusion of self-employed drivers, highlighting that this would level the field 
of competition. The Finnish government, on the other hand, is against including self-employed 
drivers within its scope, believing that the working hours of entrepreneurs should not be regulated 
by general legislation on working time. In the Netherlands and Spain, trade unions are pushing 
for the inclusion of self-employed drivers in the country’s national implementing legislation. 

In Italy, where the directive has not yet been implemented, both employers and trade unions agree 
that the directive should cover self-employed drivers as soon as possible. As a significant number 
of self-employed drivers are operating in Italy, the social partners believe that the non-inclusion 
of self-employed drivers will lead to competition problems in the sector. 

The issue of unfair competition between employed and self-employed drivers is a subject for 
debate in some countries. In Poland, for example, employers argue that self-employed drivers 
have an unfair advantage, as they are not covered by the national implementing legislation. Unfair 
competition is also at the centre of a similar debate in Norway, with trade unions arguing that 
self-employed drivers should be covered by the same regulations as employed drivers. Similarly, 
in Bulgaria, it is reported that there is a considerable number of self-employed drivers, some of 
them working in the informal economy and thus generating unfair competition in the sector. 

In Luxembourg, the debate centres around the fact that some drivers are illegally setting 
themselves up as self-employed drivers in order to escape the working time regulation. According 
to the trade union confederation OGB-L, self-employed drivers only make up around 1% of all 
drivers. In Hungary, there used to be a problem with self-employed entrepreneurs driving 
company trucks; however, this problem has now been minimised following the implementation of 
checks. 

In Greece, legislation is being prepared to regulate drivers changing from employment to self-
employment status. Trade unions are against drivers moving into self-employment, believing that 
it will be detrimental to drivers in terms of social security.  

Transborder drivers 
The issue of transborder drivers has generated significant debate in some countries, depending on 
geographical location of the particular country. In many countries, the national legislation covers 
foreign drivers, as is the case in Slovenia, where national legislation covers all drivers operating 
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in the country. However, employers in Slovenia contend that countries of origin should be 
assigned responsibility for ensuring that their drivers respect the provisions of the directive when 
working abroad. In Bulgaria, transborder drivers are also covered by national legislation 

In Latvia, transborder drivers are covered by one of three legal regulations, depending on their 
country of origin – national, EU or non-EU. In many countries, drivers from non-EU states are 
often covered by the European Agreement concerning the work of crews of vehicles engaged in 
international road transport (AETR). In Germany, transborder drivers are covered either by EEC 
Regulation 3820/85 or by the AETR convention. 

In Finland, a heavy amount of traffic passes along the border between Finland and Russia: more 
than 850,000 trucks crossed the border in 2005, about 80% of which were licensed in the Russian 
Federation. The heavy flow of traffic has resulted in many problems, including long waiting times 
and queues of up to 40 kilometres, which in turn has an impact on working hours.  

In other countries, the issue of transborder drivers is not as high on the social agenda, due to the 
fact that relatively few foreign drivers pass through the country. Such a scenario is evident in 
Portugal, for instance, although foreign drivers operating there are covered by the national 
legislation. In Luxembourg, no real debate has been generated about the issue of transborder 
drivers, due to the small size of the country. In general, however, the ‘highway code’ of 
Luxembourg and the legislation of the company’s country of origin govern transborder drivers. 

Migrant workers 
As the road haulage sector is relatively low paid in the majority of EU15 Member States, it is 
difficult to attract new recruits. As a result, in many EU15 countries, the sector has been 
attracting an increasing number of migrant workers from the NMS. In the UK, for example, it is 
estimated that migrant workers make up about 20% of newly-recruited drivers in the road 
transport sector; moreover, 14 out of 101 employers interviewed in the aforementioned IDS 
survey stated that they employed drivers from the NMS, particularly from Poland. Polish workers 
and workers from other new Member States are also reportedly operating in the Netherlands, 
generating fears of a downward pressure on working conditions and pay. 

In Luxembourg, the main issue is allegedly the fact that an increasing number of companies are 
moving their headquarters to the NMS to enable drivers who are covered by the legislation of a 
different country to operate in Luxembourg. In Hungary, many companies are employing workers 
of Hungarian origin who live in neighbouring countries. Conversely, some of the new EU 
Member States, such as Latvia, are suffering from a shortage of drivers in the road transport 
sector due to workers emigrating to the former EU15 countries. 

In Greece, the transport sector is attracting drivers from the Balkan countries and other non-EU 
countries. At the same time, the government is allowing for the conversion of Bulgarian drivers’ 
licences into Greek licences, on the grounds that the licences are not checked properly. Trade 
unions in Greece are also concerned about the level of uninsured work in the road transport sector 
– a problem that has reportedly been exacerbated by drivers being brought in from the Balkan 
countries to work in Greece. 

In some of the former EU15 countries, strict controls on migrant workers have been put in place 
over the past few years. Although this was the case in Belgium, the government changed its 
position in this respect in 2006 when it opened the country’s borders to a range of occupations, 
including truck drivers. Reportedly, many vacancies for truck drivers still remain in the Belgian 
labour market and cannot be filled. 
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Another issue which is related to that of migrant workers is the problem of undeclared work. In 
some countries, such as Cyprus, this problem is allegedly leading to the concealment of real 
working hours. A similar problem is also thought to exist in Austria. 

Monitoring issues  
Significant problems appear to have arisen regarding the practice of implementing the working 
time legislation in many countries. In some countries, the transposition regulation is clear on the 
issue of monitoring the implementation and also stipulates fines in the event of non-
implementation; in other countries, the issue of monitoring is not mentioned, as in Germany, for 
example, where collective agreements do not refer to this matter.  

In Estonia, the issue of controls and checks on drivers is currently being debated by the social 
partners. The Union of Estonian Automobile Enterprises has made proposals to the Estonian 
Ministry of Economic Affairs and Communications (Majandus- ja 
Kommunikatsiooniministeerium) regarding controls and checks on drivers. In addition, the 
Estonian trade union ETTA arranges annual checks on drivers travelling on the country’s main 
roads, in cooperation with the police and the Labour Inspectorate (Tööinspektsioon, TI). 
Similarly, in Finland, some companies are allegedly not adhering to working hours limits. As a 
result, both employer and employee representative bodies believe that the existing system of 
controls and checks on drivers is too weak. 

Trade unions and employers in Slovenia have agreed that fines for breaching the legislation 
should be proportional to the violation. On the issue of sanctions, there is ongoing debate in 
Estonia, as sanctions are only imposed on the drivers themselves at present.  

The issue of implementation appears to be a general concern among the trade unions in many 
countries. In Spain, for instance, the trade unions believe that more should be done to ensure that 
employers comply with the law. In Slovenia, breaches of the legislation have also generated 
concerns among the trade unions, which point to the negative effects of such violations on the 
health and safety of drivers. Implementation of the legislation is also a significant problem in 
Greece, due to the reported failure of monitoring services to carry out checks on working hours. 

In Austria, the trade unions believe that the majority of road transport companies are violating the 
legislation in a number of areas, including in relation to the non-payment of overtime payments, 
the withholding of wages and unsafe conditions. However, it is expected that significant 
improvements will be made in the medium term, due to the introduction of the digital tachograph. 

Further implementation issues include problems with the registration of working time in 
Hungary. Companies reportedly cannot often afford to buy the software required to process data 
from vehicle tachographs. As a result, drivers are usually not paid in accordance with the time 
they have actually spent working or have been available for work. Romania and Bulgaria have 
requested a six-month transition period to implement the use of the digital tachograph. A number 
of EU countries have allowed a transition period up until the end of 2007, although France and 
Slovenia have not agreed to this and Italy has not outlined its position in this respect. Latvia, 
meanwhile, intends to carry out coordinated international control activities to deal with the issue 
of the directive’s implementation. 

Main issues and problems 
The road transport sector is currently facing a range of issues and problems. Some of these are 
country specific, whereas others are similar across countries. The main issues are explored in this 
section and concern the areas of recruitment and retention, pay, and health and safety. 
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Recruitment and retention 
The implementation of the Working Time Directive has, in some cases, fuelled a debate on the 
problem of the limited number of professional drivers. In the Czech Republic, for instance, 
employers believe that the new working time limits will result in a severe shortage of drivers and 
exacerbate existing workforce shortages in the sector. In the UK, recruitment and retention 
difficulties are ongoing, due to issues such as a perceived ‘long hours culture’ and a high 
incidence of having to work away from home. In Norway, it is proving difficult to recruit workers 
in this sector; the trade unions claim that this is due to the fact that bus companies operate on the 
basis of fixed-term tenders, which leads to job insecurity, as well as the fact that pay is relatively 
low in this sector. The sector’s image is also problematic in Belgium, where attracting new 
recruits to the sector also appears to be difficult.  

The problem of labour shortages in the road transport sector is also becoming increasingly 
evident in Lithuania. Furthermore, in Finland, a lack of workers with the right skills appears to be 
a growing problem in the road transport sector and a labour shortage is predicted for the future. In 
the Czech Republic, the road transport sector is allegedly suffering from a constant shortage of 
professional drivers, particularly truck drivers. Partly due to the strong growth evident in the 
Czech economy, it is estimated that there is a shortage of almost 20,000 drivers a year. This 
situation is being exacerbated by the fact that some Czech drivers are moving to the UK or other 
countries to work. 

Pay 
The general issue of pay in the road transport sector is emerging as a particular problem in 
various countries. In Ireland, for instance, drivers’ pay is deemed to be relatively low and trade 
unions are lobbying for an increase in remuneration. In Hungary, the trade unions are protesting 
against a practice among employers of using daily allowances and other payments to make up 
between 70% and 80% of drivers’ pay, rather than the normal pensionable salary. While this 
practice is more advantageous for drivers in the short term – as these payments are not subject to 
social security contributions and are more favourable from a tax perspective – in the longer term, 
it is feared that it will create social instability due to the fact that the payments are not 
pensionable. The problem of low pay is also reportedly an issue in the Bulgarian road transport 
sector, and is cited by the trade unions as one of the reasons why legislation on working time and 
rest breaks is being violated.  

In some countries, the transposition of the directive has had a direct impact on pay. In Norway, 
for example, it is reported that employers are complaining about having to bear the burden of this 
impact: where the directive has reduced working hours, pay has remained the same, thus 
increasing costs for employers. Similarly, in the UK, the main effect of the directive has been to 
force employers to reduce average working time for their mobile workers. This has been achieved 
largely through agreements at company level, which have shortened working time, often with no 
loss of pay by means of increasing holiday entitlements and/or increasing hourly rates of pay. 
Conversely, in Austria, high taxes and substantial non-wage labour costs are seen as the main 
problems for employers in the road transport sector, making it difficult for Austrian businesses in 
the sector to successfully compete with foreign companies. 
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Health and safety 

Working hours and fatigue 
In many countries, the social partners – especially the trade unions – are worried about the health 
and safety of drivers in the road haulage sector. In particular, many believe that this sector is 
being threatened by long working hours and fatigue, despite the implementation of the directive. 
Trade unions in Portugal are calling for specific legislation aimed at ensuring that drivers actually 
receive the breaks and holidays to which they are entitled. In the UK, the trade unions are also 
campaigning for a review of health and safety in the sector. In Ireland, preventing excessive 
working hours constitutes a priority for the trade unions, along with maintaining general health 
and safety standards. According to IBEC, road transport companies should be able to operate 
flexibly, while still maintaining safety standards for drivers. In Germany, the trade union ver.di 
believes that excessive working hours and insufficient breaks remain a significant health and 
safety problem for drivers, despite the directive’s implementation. In the Netherlands, the debate 
centres on burnout and stress due to the problems of combining work and family life in the case 
of road transport drivers in the freight sector. Furthermore, the social partners are planning to 
address the issue of long working hours in the road transport sector over the coming five years. 

In Belgium, a government-led debate has emerged about increasing the level of night transport in 
the distribution sector as a way of alleviating traffic congestion. However, the government’s 
proposals have met with negative reactions from all sides due to concerns that this would be 
detrimental to the safety of drivers and other road users. Health and safety is also an issue of 
concern for trade unions in Italy, where the debate also centres on the fact that the directive has 
not yet been transposed into national law. 

Rest facilities  
The subject of adequate rest facilities has emerged as an issue in some countries. In Finland, both 
the trade unions and employers recognise that there is a dearth of adequate facilities, particularly 
in eastern and northern Finland; due to the large distances involved, the organisation of rest stops 
can pose a particular challenge. In Germany, the quality and quantity of rest facilities is also an 
issue. 

Poor infrastructure and equipment 
In some countries, the quality of the infrastructure is perceived to be more of a health and safety 
risk for drivers. In Poland, for instance, heavy vehicle traffic on the roads is reported to be a 
particular problem, along with the alleged deterioration of the road network and dangerous 
driving conditions. In Greece, many vehicles are reportedly 30 years old or more, and the social 
partners are demanding subsidies and tax breaks to enable drivers to renew or replace their 
vehicles. Poor infrastructure is also reported to be a problem in Bulgaria, due to the bad condition 
of many roads, which in turn creates problems for public transport – particularly in the capital 
city of Sofia and other large towns. In Cyprus, concern is growing about the unsuitable road 
infrastructure in relation to urban transport, along with the presence of older vehicles and a lack 
of ticket validating machines on buses. 

Accident prevention 
The issue of accident prevention has risen to the top of the health and safety agenda in Finland, 
ever since a severe road accident occurred between a truck and a bus in central Finland in 2004. 
After the accident, a steering group was established to research and assess the traffic safety 
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situation in the country. Similarly, the social partners in Spain are committed to improving the 
rate of accidents in the country’s road transport sector, which is deemed to be high by European 
standards. 

Aggression against drivers 
Aggression against drivers is emerging as a growing problem in some countries. For instance, in 
Luxembourg, a significant increase in aggression against bus drivers has been reported in recent 
years.  

In Belgium, the problem of violence against drivers has become such a high-profile issue that, in 
July 2006, a collective agreement was concluded, providing for psychological counselling 
services for truck drivers who have been the victims of violence or theft. Under this agreement, 
drivers may request up to nine counselling sessions, which are to be financed by the sector’s 
social fund. 

Other issues 
In Norway, health and safety problems are related to a range of issues, including difficulties in 
implementing health and safety legislation for workers who do not have a permanent workstation; 
moreover, a range of lifestyle-related issues have begun to emerge, such as those concerning 
smoking, insufficient exercise and unhealthy eating. 

Weather conditions can pose a risk to drivers’ health and safety in some countries. In Norway, for 
example, it is reported that foreign drivers are often unprepared for the country’s winter weather 
conditions, thus leading to accidents as well as traffic jams. 

Commentary 
The road transport sector is a relatively diverse one when examined in a European context. In 
some countries, the sector is considered vital to the national economy, providing many jobs; in 
others, usually smaller countries that are not located in the centre of Europe, the sector is less 
economically important. In many Member States, road transport is male dominated and the 
workforce is relatively old compared with the rest of the country’s workforce. Attracting young 
recruits and women to the sector is seen as one of the key challenges for the future.  

Collective bargaining in the sector tends to follow the national custom and practice, and in many 
countries a mixture of bargaining levels exists, such as company-level bargaining underpinned by 
sectoral or national-level bargaining.  

Over the past decade, the road transport sector has undergone significant changes. One of the key 
instruments of change in terms of social regulation has been the implementation of the EU 
Working Time Directive for mobile workers in the sector, which has now been transposed into 
national legislation by the majority of EU Member States. However, the impact of this directive 
varies between countries. In the UK, for example, according to a survey conducted among road 
transport employers, the directive appears to have had ‘limited benefits’, its main effect being to 
oblige employers to reduce the average working time of their employees. Similarly, in Ireland, 
where a large proportion of drivers were reportedly working more than 48 hours a week prior to 
the directive’s introduction, the main effect of the directive will be to force employers to reduce 
the average working time of their drivers. 

The implementation of the directive has had limited impact in the countries that implemented its 
provisions well ahead of the 23 March 2005 deadline – as seen in Latvia, for example. However, 
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in Austria, its impact is being felt much more widely, as working time regulations were 
reportedly tighter before its implementation.  

A key issue is enforcement of the directive. While most EU Member States have now 
implemented the directive’s provisions, enforcement problems are being reported in many 
countries and are essentially related to the provisions on working time – as seen in Slovenia, 
Portugal, Poland and Denmark. Calls on the social partners to deal with these issues through 
collective bargaining aimed at improving regulation, or enforced on a tripartite basis, are 
widespread in Slovenia and Portugal. The same issue is proving to be a serious problem in 
Poland, where road transport plays a significant role in the national economy and competition is 
therefore fierce. As a result, calls are being made for an efficient regulatory mechanism that 
would curb contravention of the law and ensure fair competition.  

Enforcement is also a major issue in Hungary, Greece and Germany: according to the 
aforementioned report (Lange and Groth, 2005), due to a lack of enforcement of maximum 
working time provisions, some drivers are working up to 80 hours a week. The latter report also 
found that enforcement is particularly difficult to control in SMEs. 

Among the other problems being faced by the road transport sector is an apparent ongoing 
recruitment and retention shortage in many countries. This is partly due to the perceived negative 
image of the sector linked to the relatively low pay levels and long working hours. Improving low 
pay and poor working conditions is therefore deemed an important priority by trade unions in 
many countries  

In the majority of EU countries, the road transport sector is male dominated and problems in 
attracting women and young workers to the sector are allegedly frequent. At the same time, while 
considerable numbers of drivers from the NMS are emigrating to the former EU15 countries to 
work, thus alleviating recruitment problems in those countries, it is nevertheless exacerbating the 
recruitment problem in their own countries. Furthermore, problems with unregulated migrant 
labour constitute a difficulty in some countries. In Greece, for example, many drivers from the 
Balkan countries are reportedly operating on an uninsured basis 

Improving health and safety in the sector is seen as a priority in many countries and is linked to 
the issue of enforcement of the working time regulation. In Spain, where the accident rate is 
relatively high by international standards, the social partners are focusing on improving safety 
conditions and ensuring that proper rest breaks are taken by drivers. Linked to the issue of health 
and safety is the problem of the road infrastructure in some countries. In Romania, for instance, 
the quality of the roads is often reportedly poor, thus increasing journey times and contributing to 
driver fatigue. 

The issue of self-employed drivers has generated considerable debate in some countries and is a 
key area of interest for the European Commission – as reflected by its report on the exclusion of 
self-employed drivers from the Working Time Directive, issued on 23 May 2007. At this point, 
the Commission does not believe that there is a strong case for including self-employed drivers in 
the directive. National views and practices vary on this subject across the EU: in only a few 
countries, self-employed drivers will be covered by the national implementing legislation from 
2009 and therefore there is no significant debate on this issue (see Table 3). However, in other 
countries, self-employment has emerged as a greater issue for discussion. In Finland, for instance, 
the inclusion of self-employed workers in the legislation has generated considerable debate, with 
the government and employer representatives arguing against their inclusion and the trade unions 
arguing in their favour. In Spain, the number of self-employed drivers is high and therefore 
represents an issue of concern for the trade unions, although there are no plans to include self-
employed drivers within the scope of the country’s national implementing legislation. Similarly, 
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in Bulgaria, the high number of self-employed drivers who are reportedly working in the informal 
economy represents a particular cause for concern. 

Social dialogue and collective bargaining are relatively weak in some of the new EU Member 
States; as a result, significant emphasis has been placed on the legislation in terms of social 
regulation of the road transport sector. In Lithuania, for example, there is no collective bargaining 
on working time, although bargaining on pay issues does take place; moreover, collective 
agreements are only concluded in companies where trade unions maintained a presence during 
Soviet rule and continue to operate. In Latvia, bargaining also predominantly takes place in the 
large and former state-owned companies. 

In terms of the future, further changes are expected in the road transport sector in many countries. 
In Hungary, for example, the bus sector is due to be liberalised over the coming years; this is set 
to be accompanied by a reduction in state subsidies and potential privatisation of road transport 
services. Depending on the Commission’s view regarding the inclusion of self-employed drivers 
within the scope of the Working Time Directive from 2009, many countries that have not already 
made provisions for these drivers’ inclusion in the legislation from that date may have to change 
their laws. The inclusion of self-employed drivers would be welcomed by those who have been 
advocating such a move for some time. However, the key issue for the future is likely to be that 
of enforcement. Although the directive has been successfully implemented in most countries, 
violations are reported to be widespread and undoubtedly represent one of the decisive challenges 
for the future.  
Andrea Broughton, Institute for Employment Studies 
EF/07/112  
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