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32 vi Center for Ergonomics and Prevention - University of Politics of Catalonia Executive Summary Introduction Introduction This report aims to study the occupational road risks, defined as the personal risks of an accident on a road collision with a vehicle transiting this route when risk necessarily contributes to the risk of being able to materialize. They are usually differentiated into two categories: in itinere, when moving to or from a work center and on a mission, during the workday. For this study, the Centre for Ergonomics and Prevention (CEP) of the Polytechnic
University of Catalonia has developed the following objectives: (a) Contacts with a network of specialists associated with CEP, national and international, in the field of road safety and prevention of occupational risks. b) Liaison with the embassies of the countries referred to in the report to verify information about their strategies and policies in this area. (c) An in-depth literary review of accessible scientific literature, including grey literature. (d) Epidemiological analysis of occupational road risks in Spain based on a dossier with anonymous data on industrial accidents in
2004. (e) Documentary analysis of guides published in countries around us. A detailed study of four representative manuals. (f) A review of actions carried out in Spain by various administrations, social agents and companies. Center for Ergonomics and Prevention - University of Politics of Catalonia SE - I Road and Labor Risks and Their Prevention (g) Analysis of specific training on professional road risks at the national and international levels. In all cases, a comparative approach was taken with the information available in other countries, notably Germany, Austria,
Denmark, France, the Netherlands, Italy, the United Kingdom and Sweden. The following summary includes the main findings: general features of occupational road risks, epidemiological aspects, administrative preventive measures (structural and communication or consultations), training programmes aimed at their prevention and preventive practices developed by companies are presented in the summary. 1. Overall, accidents at work and on the roads are socially significant events in scale, with more than 65,000 accidents per year, with data for 2004. This relevance is
ambivalent: from a road safety perspective, 46 per cent of road traffic fatalities are labour roads; in terms of safety, 38 per cent of fatal accidents at work are working roads. On the total number of accidents at work: the majority, more than 45,000 (69%) More than 20,000 (31%) occur on missions. 248 (44.8%) on a mission. Function Accidents in Itinere is that most, 64%, occur when they go to work. Over the past six years, both road traffic accidents and workplace accidents have held back or reduced trajectories, especially in fatal accidents. However, traffic accidents are
on the rise: 4.6% per year in total and 0.9% per year for fatal accidents. Annual growth rate (%) 5 Total Crashes 2 4 3 Fatal Accidents 1 Traffic 0 2 Labor -1 1 Lab-Viales -2 0 -3 -1 -4 2. Epidemiological aspects have an important diversity in the pool of workers exposed to occupational hazards, a variety that differs when considering the risks in Itiner, to which almost all employees are exposed, from the risks in the mission that affect more specific professions. SE - II Center for Ergonomics and Prevention - University of Politics of Catalonia Executive summary in terms of
morbidity rates, the profile of an employee who suffers as a result of an accident in Itinere is that of a woman or man, aged 16 to 24 years, who works in the trade industries, other social activities, construction, hospitality or manufacturing; and his profession is the profession of an unskilled worker, administrative worker, service worker or skilled construction and industrial worker. The most pressing feature of this worker is the difficulty of his journey, either because he has to perform other activities (such as taking children to school) or for long trips (moving to work).
Incidence rates, total road accidents based on sex and age 360 1500 In itinere 240 Mission 1000 120 In itinere 500 On mission 00 men women 16 to 19 20 to 24 25 to 29 30 to 39 40 to 49 50 to 59 60 or more Also, depending on the incidence rates, Betting, rates, the profile of an employee who suffers from a mission accident is something that male, 16 to 24 years old, who works in the transport industry and his profession is that professional driver. In this case, however, the incidence rates provide information on sesgada, as not all activities and professions are equally at
professional risk. The best approach that can be taken with available information is one that comes from a tablar along with the number of accidents the percentage of cases in which an employee was doing his normal job at the time of the suffering of a mission accident, by type of profession. In the case of non-professional drivers, classifications by type of vehicle (company cars, minibuses, vehicles) are useful etc.). Professional traffic accidents in the mission, the number and percentage of the regular work of the armed forces legislation, business management and
AAPP technical specialists and specialists of administrative support Trab. Services; Protection; Dependent Com. It's a trab. Skilled agriculture and Trab Fishing. Skilled construction and industrial uns skilled workers Operators of installations and equipment, Collectors Professional Drivers Total 142 266 592 1666 1654 2868 211 2973 4221 902 4873 20368%5.2 87.6 85.1 91.0 87.2 87.5 91.9 86.0 90.7 84.5 96.4 4 90.2 Mortals 1 6 5 5 19 7 7 4 27 33 10 129 248% Habitual 100.0 83.3 80.0 100,0 57.1 100.0 75.0 88.9 93.9 70.0 93.8 91.1 The famous fact about driving on a
working day is that it is more complex activity than driving in other circumstances. A driver on a mission (professional or unprofessional) is usually: a) exposed to a greater stress load and b) must perform simultaneously non-driving activities such as the Maintenance ergonomics and prevention center - University of Catalonia Politics SE - III Road Risk and Their Preventive Talks, Consult Plans or Plan Your Activities. To know the exact effects of this phenomenon in Spain, a specific study or link data on parts of professional accidents to relevant parts of road accidents is
needed. The relative risk of a fatal accident is 1.5 times higher for accidents. It also highlights the highest relative risk of male mortality: 2.9 times higher than for women. The age profile of fatal accidents in Itiner is similar to that of young workers; however, in the case of mission fatal accidents, the incidence rate increases with age and is identified as a significant risk group than among older workers. Incidence rates, fatal traffic accidents by sex and age 3 8 In itinere 6 2 On Mission 4 1 In Itinere 2 On Mission 0 0 Women 16 to 19 Men from 20 to 24 25 to 29 30 to 39 40 to
49 50 to 59 60 and more 3. In almost all countries that have seriously considered the risk of labour and road risks, a systemic, multifaceted and multidisciplinary approach has been used, in which participation and shared responsibility are key. The style advocated is positive, focused on advice and encouragement (similar to the recent campaign to act in the event of an accident to defend, warn, assist). Participation of social agents: Representatives of workers and entrepreneurs. Agents Interest: Insurers, vehicle manufacturers, neighboring communities, etc. Se Training
Advice - IV Guidelines: Risk Assessment, Preventive Action Guide, Guide to Guidance and Criteria. Consultancy: Companies, Workers and Local Adm. Progress Administrative Actions of Horizontal Coordination: Road Safety, Labor and Infrastructure Administrations. Vertical: Autonomous Administrations (L'nder, Regions) and Local. Specific courses: road safety for PRL technicians, professional safety for sv technicians, intermediate controls and workers. Disclosure of material communications, Congresses. Scientific research, reports, observatory. Ergonomics and
Prevention Center - University of Catalonia Policy Executive Summary Chart above schematically shows the range of actions deployed by various administrations to address the problem of preventing occupational road risks. In the progression shown in this scheme, while some countries have already launched a significant number of actions (Germany, France, United Kingdom), others are halfway (Austria, Denmark) and the third group is starting (Italy). Spain will be in the last group, with some actions remaining relatively punctual and sporadic. 3.1 Structural
Administrative Actions Structural Action include the establishment of coordinating committees or councils with the participation of various administrative bodies, road safety, inspections of labor, social security, prevention of occupational risks and investments in infrastructure, coordination and unification of efforts at all levels of the Administration (Central, Regional/Regional and Local), as well as the participation of other agents involved, entrepreneurs, social agents, insurers, vehicle manufacturers, district communities, etc. Specific structural actions, coordinated or
supervised by these committees, include: (a) improving and coordinating information and statistics on road accidents at work. Promoting best practices at different levels of government. Agrees and prioritizes infrastructure investment policy. d) Setting the foundations for research. Encouraging associations and laboratories. (e) Conducting Research. (f) The development, channel and coordination of communications and counselling activities, training programmes and best practices in companies. 3.2 Administrative communications and advisory activities on
communications and advisory activities are generally carried out step by step. The first phase is dominated by sponsorship of conferences, seminars and outreach campaigns in order to raise awareness of the risk of the professional road. The second phase publishes manuals and information materials to help employers and employees prevent these risks. The third phase is regular awareness campaigns and campaigns to strengthen. In the case of manuals, two different approaches were taken, depending on the audience to which they are oriented and the scope of the
subject covered. On the one hand, the French model is aimed at a wide audience and deals with both missionaries and risks. On the other hand, the Anglo-Saxon model (UK, Australia) is aimed at entrepreneurs and managers and deals only with risks in the mission. Center for Ergonomics and Prevention - University of Politics of Catalonia SE - V Road and Labor Risks and their prevention In parallel with the situation in Spain and its style of writing, the French guidebook is a relatively applicable model in our country and will undoubtedly be a step forward and will have
great help in preventing professional and road risk. However, given the fragmented characteristics of the transport sector in our country and the gaps in road safety training in the current official training programmes to prevent occupational risks, it would also be useful to provide entrepreneurs and technicians with some information document in support of Anglo-Saxon management. You can also often see guides, complete with various audiovisual materials, brochures and CDS. 5. Four types of programmes are under way at the international level: comprehensive
interactive road training programmes, programmes promoted by insurance companies, theoretically practical road safety recycling programmes and special road safety courses. Comprehensive interactive road training programmes define the basic content of driving and road safety and are transmitted in a virtual manner, distinguishing between professional drivers, casual drivers and employees in general. In some countries, insurance companies offer their customers programs with theoretical and practical content (both with computers) and group-oriented (drivers Buses
or taxis commercial agents). Agents). theoretically, a practical development in the field of road safety, which aims to selectively improve safety of work. They are intended for companies and groups of workers subject to road risk. With a duration of one or two days, they end up preparing an audit or report on the company and each participating driver. Specific courses on occupational safety and road traffic in various fields: training instructors, courses for intermediary company executives, courses for employees, face occupational road risks in general. On the other hand, in
the training of safety technicians, usually in universities, a specific transport safety module, which is about 20% of the total, is usually included. In Spain, leaving aside mandatory training for the certification of the professional abilities of carriers (mainly dangerous goods and school transport), there are gaps in training in the teams of other professional drivers and the training of non-professional drivers is almost zero. In the case of senior occupational risk prevention technicians, they spend a total of 5 hours of road safety training in total for 450 hours of theoretical training.
6. Preventive practices at the international level are relatively lacking in information on specific preventive practices developed by companies. The exceptions are large companies (multinational companies) in the petrochemical sector because of the dangers of the goods they carry and the associated costs; in all of them, best practice is to have a specific road accident prevention system in a style developed by an Australian guide. SE - VI Center for Ergonomics and Prevention - University of Politics of Catalonia Executive Summary From a scientific point of view, only two
papers are repeatedly cited in the scientific literature concerning measures to improve risk prevention in the mission. Among the best methods of evaluating their proven effectiveness: training the driver, methods of behavior and the creation of discussion groups. In the evaluation process, as well as with medium- and long-term perspectives, there are methods based on climate measurement of security and mixed programmes of ergonomic and behavioural intervention. At the national level, preventive practices in the field of occupational hazards are meagre and, with
exception, are limited to assessing the risks of missions in transport enterprises. In most cases, when the information can be contrasting, these risks are assessed in a very general way. Center for Ergonomics and Prevention - Polytechnic Catalonia SE - VII Part I Introduction 1. The purpose and objectives of this work are: 1) to know and compare the best practices of countries, institutions and companies in the handling of traffic accidents and road accident safety in the professional risk prevention policy. 2) Know and compare action plans to reduce accidents at work on
the road or related to displacement and its victims. 3) Engaging companies and employees in public road safety policies. To achieve this, the following topics are set out: (a) the collection of plans or programmes of action by the Governments of Sweden, the Netherlands, the United Kingdom, Germany, France and Italy for action in relation to traffic accidents and their comparative analysis. (b) To collect initiatives, research, conclusions or recommendations from European Union institutions or European institutions or foundations specializing in the prevention of
occupational or road safety risks, how best and how to deal with work or traffic accidents and to conduct a comparative analysis of road traffic accidents. Center for Ergonomics and Prevention - University of Politics of Catalonia 1 Road and Labor Risks and Their Prevention (c) Collect the most significant plans or programs of action of companies at the European level to include road safety in the prevention of occupational risks and their comparative analysis. (d) To collect existing rules in different countries and conduct their comparative analysis. (e) To collect the
course's content, trainer profile and training materials in different countries and to conduct a comparative analysis. This document reflects the results of this work and offers a number of regulatory or recommendations for its implementation in Spain, all in accordance with the Framework Agreement on Cooperation signed between the General Directorate of Road Traffic (DGT) of the Ministry of the Interior and the Polytechnic University of Catalonia (UPC). 2. Occupational hazards: definitions and scales from a scientific and technical point of view, the risk between roads
and work means a personal risk of a road collision with a vehicle transiting along this route, where the employment of the person at risk inevitably contributes to the materialization of the vehicle. However, from a practical point of view, as it is applied and recorded in the official statistics of the countries around us, the definition established by the relevant labour laws is usually used, with different criteria among the Member States1, which influence the policies and practices of the various public administrations and companies operating in these States, coincide, both in
technical and legal literature, with a classification that distinguishes between the road risks a person is exposed to when a person goes to work or return from work (in Itin) and those that arise during the working day (in a mission)2. These risks will eventually materialize in a number of accidents that are of paramount importance in terms of their duality of road traffic and safety: according to 2004 data (see table 1), in terms of road traffic safety, in 2004 45.9% of road traffic accident victims were traffic accidents, as well as 11.7% of fatalities; in terms of occupational safety,
6.9 per cent of all accidents at work were road accidents, and this figure is 38 per cent in the consideration of fatal accidents. Estimates of the annual growth rate between 1999 and 2004 indicate that while a series of industrial accidents and road traffic fatalities continued to be hampered, a number of road accidents showed a significant increase of 4.6 per cent per annum; In the case of fatal accidents, both professional and road accidents showed a significant decrease of 1.6 per cent and 3.3 per cent respectively, but industrial accidents appear to resist this reduction and
have a slight (non-significant) increase of 0.9 per cent. 1 Details of these definitions are set in Chapter 5, although it should be noted that there are States in which road risk is never considered an accident at work. 2 The following, provided that there is no possibility of confusion, the terms in the mission and in itin should be used in reference to the scale of traffic accidents, but it should be taken into account that this is not always the case: there are accidents, both in the mission and in Itinra, which have nothing to do with traffic. 2 Centro de Ergonomía y Prevención -
Universitat Politècnica de Catalunya Introducción Cuadro nº 1: Accidentes Laborales, Víctimas de Tráfico y Accidentes Laborales-Viales (1999-2004) 1999 2000 2001 2002 2003 2004 TAC Total Total laborales 931.813 1.005.289 1.024.936 1.016.670 954.847 955.144 -0,1% Laborales-viales 50.853 57.834 63.786 63.110 63.879 65.626 4,6% - En misión 17.105 18.859 21.590 20.835 20.720 20.368 3,3% - In itinere 33.748 38.976 42.196 42.275 43.159 45.258 5,2% DGT (víctimas) 148.632 155.557 155.116 152.264 156.034 143.124 -0,6% % s/laborales 5,5% 5,8% 6,2%
6,2% 6,7% 6,9% 4,7% % s/tráfico 34,2% 37,2% 41,1% 41,4% 40,9% 45,9% 5,2% Mortales Total laborales 1.566 1.487 1.544 1.452 1.459 1.459 Labor Roads 525 526 508 562 515 554 0.9% - On Mission 237 249 223 285 246 248 1.3% - V Itine 288 277 285 276 269 306 0.5% DGT (victims) 5738 5776 5 517 5 347 5.5,5,5, 5 399 4741 -3.3% s/labor 33.5% 33.3% 34.1% 36.4% 35.5% 38.0% 2.6% s/traffic 9.1% 9.1% 9.2% 10.5% 9.5% 11.7% 4.4% Notes: TAC is annual growth rate (calculated by logarithmic regression). Sources: data on accidents at work, statistics of the
Ministry of Labor and Social Affairs. Accident data, Ministry of the Interior's General Directorate of Road Traffic. The data on traffic accidents are accurate for 2004, have statistics provided by the General Statistics of Social and Labour Activities of the Ministry of Labour and Social Affairs, and are estimated for 1999-2003 on the basis of the above. With all the observations3 that can be made on the basis of this data, they show that the phenomenon of professional and road risks is a pressing issue both in terms of work, and in terms of traffic accidents, which demonstrates
the ambivalence due to the quantitative significance of these accidents compared to general road accidents and the qualitative importance of fatal accidents at work as a result of fatal accidents, and which in recent years have been increasing in both relative and absolute terms, while road accidents have been reduced during the same period. In Spain, this phenomenon has not gone unnoticed by researchers in the field of road accidents (Montoro, Appearance before the Non-Permanent Commission on Road Safety and Traffic Prevention, Spain 2005), nor for
researchers in the field of occupational risk prevention4 (Mondelo et al., ORP2006). This has also been noted from some areas of administration, particularly the social security system; in this 3 it should be noted: (a) that it is aggregated data that does not provide exposure data by type of driver, vehicle and track (Evans 1991, Chipman et al. 1992, 1993, Shannon, Robson and Guastello 1999); (b) That, in the case of formal labour registration, self-employed workers are virtually excluded from the vote count (legislation relating to the possibility of including these workers as
recently as Spain 2003); and c) that in both types of accidents may occur in cases of sub- and excessive declaration of minor accidents (Chisvert Perales, Montoro Gonzalez and Ballestar Taran 2001, Guadeloupe 2003, Terres de Ercilla et al 2004, Amoros, Martin and Laumont 2006). Finally, it also does not include induced accidents that are relevant in some cases, such as road maintenance (Montes or those that are caused by obstruction of roadways in the case of larger vehicles (Retting 1993, af Wahlberg 2002, 2004, Brenac and Clabaux 2005). 4 The classic
handling of these accidents at professional and similar risk prevention congresses has been diffused, spread among various presentations (see, for example, Mondelo 1997), but recently major international congresses (Working on Safety, 2nd). International conference; The 2006 PPR, the Fourth International Congress on the Prevention of Professional Risk, included sessions, roundtables and monograph seminars on the risks associated with occupational and road accidents and their prevention. The Centre for Ergonomics and Prevention - The University of Politics of
Catalonia 3 Road and Labor Risks and their Preventive Sense, it is worth highlighting the cisnal (Cisnal Gredilla 2002) report, which economically assesses the cost of road-professional accidents for the social security system and analyzes the impact on the system of coverage of these accidents, especially those that occur in Itin. This may also include an increase in pressure in this area, due to the resources that reciprocal accidents at work and diseases have been having in recent years, mainly due to accidents in-itinere5 (Santos Palacios 2005). Obviously, this is not a
modern phenomenon or exclusively Spanish. There have been references to road accidents since the 1970s: in 1971, Haddon (William Jr 1971) wrote a safety report for truck and bus drivers; she stated that there were no wardrobes for trucks on most roads, and the issue remained unresolved even today, choosing solutions such as a cable shop in front of a cement shop; just 5 years later, Baker, etc. (1976) proposed a series of practical measures to prevent traffic accidents for professional drivers. However, this initial interest is not manifested in specific jobs and actions,
wherever it is, either from a scientific point of view or in terms of the administration's actions, until the 1990s (note that the 1989 Framework Directive on the Safety and Health of Workers) distinguishes between jobs and actions aimed at specific groups of professional drivers6 (most) and jobs that begin to address this problem with a broad approach including non-professional drivers and accidents in itinere7 (minority). There was a great deal of interest in this problem in the late 1990s and, especially since 2000, both in the scientific field8 and in the the administration,
which is investigating the problem and taking concrete action (see the second part of this report). 5 The fact that the pressure is higher for such accidents is due to the fact that in Spain, in-itinere accident is the creation of the law ... The notion of an accident in Itiner, which was not legally developed, was the subject of a broad, often controversial jurisprudence cited by Santos Palacios. 6 For example, as an illustration: epidemiological studies (Retting 1993, Halinen and Jaussi 1994, White, Dennis and Tyler 1995, Hamed, Jaradat and Easa 1998) or works related to the
study of the impact of traffic accidents (Miaou, S-P 1994, Miaou, SP 1994), fatigue (Brown 1994, Hartley et al. 1994, Williamson, Feuer and Friswell 1996, Dalziel and Work 1997) , stress (Cartwright, Cooper and Barron 1996), medical conditions (Dionne et al. 1995 - Laberge-Nadeau et al. 1996), working hours (Arnold et al. 1997) and even the influence of administration policy (Summala and Pihlman 1993, White, Dennis and Tyler 1995) or organizational factors of companies (Moses and Savage 1992, 1994, Williamson, Feyer and Friswell 1996). The administration's
actions, as well as examples, include the actions of the Swedish government, which in 1988 sent each of the 30,000 Swedish truck drivers a film with music and information about driving near jobs (see Summa and Pilman 1993, which have not been improved since the measure). 7 Precursor to work in this area is the work of Harrison, Mandrick and Offmer (1993), who analyse a series of court records (1982-1984) relating to fatal road accidents in Australia. 8 In this paragraph, the work of Murray and Whiting (1995), Salminen (Salminen and Heiskanen 1997, Salminen
2000, 2003, 2005, Salminen, Perttula and Merjama 2005), Brown, Kalenberg and Schmal (1999), Doerty, Aultman-Hall and Swaynos (2000), Harvey, Shepherd and Schmidt (2000), Haworth, Tingvall and Kowadlo (2000a, 2000b), Murray and Rand (2000), Chapman (2001), Charbotel (Charbotel et al. 2001, Charbotel et al. 2003) , Maureen and Sochon (2001) Murray (Murray et al. 2001, Murray et al. 2003), Pijon (2001), Stradling, Meadows and Beatty (2001), Sally (2001), Harris, Mayho and Paige (2003), Caird and Kline (2004), Mitchell, Driscoll and Healy (2004), Clarke,
Ward, Bartle and Truman (2005), Perry (Perry 2005), Wills, Biggs and Watson (2005), Angers (Anger et al 2006), Boofus and Williamson (2006) and Davey, Wishart, Freeman and Watson (in the press). 4 Center for Ergonomics and Prevention - University of Politics of Catalonia Introduction However, the economic principles underlying the phenomenon of professional traffic accidents, their relevance and growth patterns were known long before that, and can be explained in accordance with the theory of economic rationalism, outlined by Adam Smith in his study of the
nature and causes of the richness of nations (Smith 1776), with the theory of the whereabouts of Johann Heinrich von Tian (Der isolierte Staat, Volume I, II and III 1826, 1850 and 1867, see Hall 1996) and Hotelling Theory of Competition Stability (1929): 1) From the point of view of economic rationalism , Smith9 establishes a link between economic growth and transportation, both raw materials and processed products as well as people. For Smith, investment in transport is one of the four main uses of capital (along with the receipt of raw materials, manufacturing products
and the division of raw materials or processed products for use) and are mainly involved in the trading system either through its impact on the formation of commodity prices or processed products (Transportation of goods, when appropriate for the market, always visit with significant profits) , either through its impact on wages (If the working poor, therefore, can support their families in those parts of the kingdom where the price of labor is the lowest, they should be in abundance where it is highest) and their subsequent impact on the transportation of people (transport,
which is the highest) for Smith seems to be obviously from experience that a person of all types of luggage is the most difficult to carry) , or to lease the land, depending on their use and ease of transportation of raw materials extracted, products manufactured or built on such lands. 2) Von Thenen is part of Smith's theory and studies different agricultural uses of land under certain conditions (conditions of an isolated state). In these circumstances, a number of rings are formed around the central market with different use of land in each of these rings: in the ring closest to
the center, it will be used to produce market-advantageoused goods and which are difficult to store (perishable) or transport; In the outermost rings, the use will be devoted to products that are less market-beneficial but lighter in stored or transportable. This theory (like Smith's) was developed before the Industrial Revolution, and vehicles that he believes were limited to bull carts, but its results remain valid today and explain the formation of rings around major cities and that, for example, services Financial Services10 is located in the center of modern cities. 3) Von
Thionen's theory cannot explain the use of land when the dynamic evolution of the population (s), its size and size, nor the polycentric structure in the self-organization of urban areas (Toral Arto 2001) is introduced into the model. The theoretical approach to this phenomenon can be considered in accordance with the assumptions of the theory of competition stability, a theory that explains the existence of non-traditional income, as a result of the termination of the increase in the number of bidders for this demand, the existence of non-social economic pricing systems
(which lead to excessive transport), among other effects) and the tendency of competitors to imitate each other in quality, location and other significant issues. In terms of disclosure, 9 quotes below, from the 5th edition of Methuen and Co. (1904). Please note that services cannot be stored and their transportation usually requires the mobilization of people, although new telematics technologies change this situation (with their subsequent impact on their location). 10 Center for Ergonomics and Prevention - The University of Politics of Catalonia 5 Road Labor Risks and
their theory of prevention explains the existence of various streets or shopping malls in the city and usually polycentric structure around large urban centers. Thus, these three factors explain the relationship between transport and economic growth, the presence of concentric rings around cities, with housing at a more affordable price in the outer rings, and the existence of polycentric structures around major cities. Added to this is the impact of three phenomena of the current Spanish economy: rising soil prices, which have moved families to places further from work
centres and industrial plants to industrial zones; an increase in the tertiary sector, which, on the one hand, places jobs in urban centres and, on the other hand, means that workers must move during their working hours to certain industries (e.g. business services); and the inclusion of women in the world of work, which has not been accompanied by increased assistance and opportunities for collective school transport. All these elements, along with changing the concept of lifelong work in one company and city, largely explain the evolution of the data shown in Table 1 and
the increasing importance of accidents in Itiner. Table 2: Market Factors (1999-2004) Housing Services 1999 92,466 14,689.8 9 111.0 5,256.1 2004 Increase by 108,895 17.1 8% 17,970.9 22.3% 11,517.8 26.4% 7036.6 33.9% Notes: CPI series has a gap in 2001; data for 1999 are assessed according to the series communication ratio and should only be used for guidance. Data from employed (total), service sector and women are available to thousands of people. Source: Own development based on price index (CPI) data and active population survey (EPA) published
by the National Statistical Institute (www.ine.es). 3. The descriptive and epidemiological analysis of the occupational hazards of the 3rd Literary Review Of the Classic Method of Treatment of Drivers' Working Conditions focused mainly on the transport sector and professional drivers. Among the reasons that can justify this choice are the fact that professional drivers have the highest rates of morbidity and mortality among road accidents (Salminen 2000), as well as an abundance of data and information on the transport and professional drivers sector. In the field of
professional driving in the transport sector, the three sections dealt with with the greatest abundance are the technical aspects, vehicle and track, and the driver. In short, the most addressed issues (Baker, Wong and Baron 1976, Millies 2001) were: 1) Vehicle: tires, brakes, load fixing, gas scattering, bumpers, absorbent structures, seat belts, air bags, anti-break and anti-spill tanks, reinforced cabs. 2) Through: environmental conditions, asphalt conditions, movement separation, bending of radii (ramp), frequency and visibility of signals, fences, relief and assistance
systems in the event of an accident and/or emergency. 6 Center for Ergonomics and Prevention - University of Politics of Catalonia Introduction 3) Driver: training and training, experience, health, emergency preparation. Expanding this vision raises the question of adapting between the components of the previous three elements (see, for example, Mondelo 1997), including aspects such as ergonomics and adaptation or choice of schedules, routes, vehicles and vehicles, speed and power. When considering adaptations from an extensive perspective, the literature
explored in some detail organizational aspects (macroergonnomy), mainly concerning fatigue and working hours (Hartley et al. 1994, Williamson, Fire and Friswell 1996, Arnold et al. 1997), as well as issues such as stress (Cartwright, Cooper and Barron 1996, Mayhew and TheOrthun 2006) (Stradling, Meadows and Beatty 2001, Broughton et al. 2003). More recently, structural problems have been added (Mayhew and quinlan 2006), taking into account factors related to enterprise size, economic pressure, outsourcing and temporary contracts. These six aspects can be
considered: vehicle, track, driver, ergonomics, organization and structure, form working conditions that need to be explored from a narrative point of view, so that the relationship between these conditions and safety and health risks subsequently allows for the establishment of models of preventive intervention that eliminate or reduce risks. In the Spanish case, some of the most relevant data on the relationship between the working conditions of professional drivers collective and safety and health risks (according to the European Foundation for the Improvement of Living
and Working Conditions, Houtman et al. 2004): as far as the physical environment, noise, vibrations, emissions and contact with hazardous substances, as well as road safety; in terms of organizational environment, control over pace and organization of work. Unfortunately, there is no information that correlates this data with the six aspects mentioned above. From a structural point of view, the following elements specifically targeted for prevention purposes can be considered: common factors, sectoral fragmentation and a set of temporary or other nationalities. 1)
Common factors. In terms of trade, the road transport sector in the European Union accounts for between 1 and 2 per cent of total revenues. In Spain, however, the sector is much more important, accounting for 7.9 per cent of total revenues (Houtman et al. 2004). Another structural information to consider is the scope or degree of ownership of business and trade union organizations: across the European Union, employer coverage is relatively high (in Spain 72%), while employee coverage is small or medium (in Spain from 1% to 9.5%). (Houtman et al. 2004). 2) Sectoral
fragmentation. Across Europe, road transport is a fragmented sector, with many small companies, although there are significant differences between the various countries of the Union: from 65% to 95% of companies have zero to nine employees, depending on the country; in Spain, 95% of companies fall into this category (Houtman et al. 2004), which includes a very high percentage of freelancers (22.9% of drivers, see Maqueda Blasco, Ordaz Castillo and Olmedo Monje 2005). On freelancers and micro-enterprises highlight the following data, all of which were taken
from the studio Maqueda Blasco, Ordaz Castillo and Olmedo Monier: Center for Ergonomics and Prevention - University of Politics of Catalonia 7 Road and Labor Risks and Their Prevention - self-employed workers are relatively older, than employed drivers (38% of self-employed people aged 38 to 47, while only 32.9% of employees have these ages; in addition, former drive-old vehicles (13.6% report driving over the age of eight). , self-employed people practice regular medical check-ups less frequently (19.8% vs. 24.5% for all drivers), while increasingly believe that
their health is bad or very bad (3.9%, compared to 0.5% of the total), and must lift or displace heavy loads more often than employees. In micro-enterprises, the presence of older vehicles (15% of drivers of these companies state that they use vehicles older than eight years) occurs more frequently, and their employees are also less likely to practice regular recognition (22.4%). , in medium-sized companies (50 to 249 employees) and in international transport (26.7%), with a similar profile seen in drivers belonging to temporary workers. As for citizenship, 11.9% of drivers
working in Spain are from other countries, of which: 25.2% - Romanians, 17.0% - Portuguese, 13.3% - Bulgarians, 10.3% - Ecuadorians and 6.6% - Argentines; these are young drivers who work in relatively large companies with a large representation on international routes (Maquedasco Blasco , Ordaz Castillo and Olmedo Monje 2005). More or less approximate knowledge of the working conditions of professional drivers in the transport sector can only be used as a reference for the analysis of occupational risks, as it is also necessary: (a) to take into account
professional drivers working in sectors other than transport11; (b) Take into account non-professional drivers, i.e. workers who drive on the occasion of their work, not driving, being their profession (skilled and unskilled workers, commercial workers, managers, etc.); c) Take into account in itinere. And all this, in terms of professional road risks. In spite of all of the above, it is necessary to resort to specific literature in the light of two problems specific to these types of studies: the lack of data and statistics on these groups, the heterogeneous population and the bias in the
context in which the specialists worked. The lack of data and statistics is due to the difficulty of obtaining information on issues as diverse as the levels of impact, type of vehicle used, type and conditions 11 Various scientific studies extrapolate the results of drivers in the road transport sector to other sectors, such as the transport of people (buses and taxis) and ambulances (ambulance, police and fire engines), both in terms of working conditions (Millies 2001) and fatigue (Dalziel and Job 1997, Hamed, Jaradat and Easa 1998) or medical conditions (Laberge-Nad eteau
al. 1996). 8 Center for Ergonomics and Prevention - University of Politics of Catalonia Introduction of the road, purpose of travel, behavior, consequences of organization and responsibility in the event of an accident. To address this gap, some methodologies have been adopted: the use of questionnaires at petrol stations (e.g. Harvey, Shepard and Schmidt 2000) or companies (Chapman, Roberts and Underwood 2001, Stradling, Meadows and Beatty 2001), analysis of forensic and/or police information (Harrison, Mandryk and Frommer 1993, Mitchell, Mitchell, Mitchell
Driscoll and Healey 2004, Clarke et al. 2005), use information from insurers and reciprocity by completing them with individual interviews (Salminen 2000), comparing flight traffic crashes with those that occur in itinere or during free time (Salminen and Heiskanen 1997, Charbotel et al. 2001, Salminen 2000 In any case, a combination of databases ((Boufous and Williamson 2006) or cohort studies (Chiron et al. 2005). In any case, it is to be thought that each of these methods can give an incomplete image and extrapolate its results should be done wisely because safety
risk information can be low-reliability (Glendon and Hale 1984). The context of the researchers (a small group of experts around the world) is biased in the context of their countries' social security systems as missions and traffic accidents (in particular, see Part II of this report). In this regard, it is not surprising that, for example, Anglo-Saxon authors (Harvey, Shepherd and Schmidt 2000, Chapman, Roberts and Underwood 2001, Stradling, Meadows and Beatty 2001, Broughton et al. 2003) mostly turn to mission, not even considering the accidents in Itinere, which take into
account Finnish (Salminen 2000, 2003), French (Charbotel et al. 2001, Chiron et al. 2005) or Australian (Harrison, Mandryck and Frommer 1993, Mitchell, Driscoll and Healy 2004, Boufous and Williamson 2006). The main factors analysed by the researchers who studied these issues from a descriptive and epidemiological point of view are: 1) the relationship between internal working conditions in the organization and the risk to professional traffic 2) the relevance of professional road safety risks 3) the relevance of professional and safety risks to the professional safety (4)
relationship between these risks and the gender of the employee 5) the relationship between these risks and the level of the employee 5) the relationship between these risks on the professional or professional level. The conclusions reached on each of these factors are as follows: 1) there is a significant correlation between accidents at work and traffic accidents, both at work and at leisure, as well as in sports (Salminen 2005). Factors such as stress at work (Cartwright, Cooper and Barron 1996) and pre-travel fatigue (Williamson, Feyer and Friswell 1996, Chiron et al.
2005) affect (negatively) driving style and driving fatigue during the trip. The cumulative effect of all these factors is what is known as the driver's effect of the fleet: after correcting gender differences (more men), income (higher income households), age (younger) and mileage (above), the driver of the fleet has more accidents per kilometer (30% to 50% more) than the driver as a whole (Broughton et al. 2003). The explanation of this phenomenon is not fully proven, but it may be due to the fact that drivers of the fleet drive more often in conditions of fatigue, time pressure,
atypical schedules and distractions (mobile, etc.). In the case of accidents in Itinere, there is a conflict between the use of the Center for Ergonomics and Prevention - Universitat Politacnica de Catalunya 9 Road-labor risks and their means of preventing healthy (walking, cycling) or rapid movement (motorcycle) and their safety (Salminen 2000, Chiron et al. 2005), especially when environmental conditions are unfavorable snow (rain, slippery soil). 2) Mission traffic accidents account for 20 per cent of all road accidents and, if accidents are included in the accident, road
accidents account for 48 per cent of all road accidents (Chiron et al. 2005). These figures vary considerably between countries depending on their registration systems (see Part II), and their relevance is due to relevance (Bishaia et al. 2006). Comparing traffic accidents with the total number of traffic accidents, the first are less serious, with a possible explanation being the use of heavier and safer vehicles (Haworth, Tingvall and Kowadlo 2000b, Stradling, Meadows and Beatty 2001, Salminen 2003). The data obtained in Spain, summarized in Table 1, confirm these points.
(3) Professional road accidents constitute a significant group for general professional accidents and, in the case of fatal accidents, the mission of road accidents ranges from 25% to 40%; if road accidents are added to them, traffic accidents account for up to 20% (Charbotel et al. 2001). In the European Union, fatal accidents between 1999 and 2001 ranged from 43% (Austria in 2001, Finland in 2000) and 63% (Germany in 2000, France 1999) fatal accidents (EUROGIP 2003). The increased severity of such accidents can be explained by the presence of factors whose
danger is well known: the availability of energy (kinetics), changes in conditions (route and meteorology) and the diversity of actors (interests) involved (other drivers/types of vehicles and pedestrians). Again, the data in Table 1 confirm these results in the Spanish case. 4) In road-professional accidents on a mission, men make up the majority (approximately 80% of the total, Salminen 2000, Charbotel et al. 2001, Boufous and Williamson 2006), although they are also the ones driving the most kilometers (75%) of the total. The sex ratio is significantly reduced as a result of
accidents in Itin to 66% (Charbotel et al. 2001), as a result of which women are at risk of such accidents (Salminen 2000). With regard to the components of the Gazelle12 cohort, the incidence of itin accidents among women is higher than among men. McGukin and Murakami (1999) attributed the phenomenon to the fact that women's commutes were more difficult than men's, as they were more likely to include family or household responsibilities. The majority of men in the total number of traffic accidents is still higher when only fatal accidents are dealt with (Salminen
2000, Charbotel et al. 2001, Boufous and Williamson 2006); this connection may be due to the fact that men drive more often faster, tired or under the influence of medication or alcohol (Mitchell, Driscoll and Healy 2004, Boufous and Williamson 2006). 5) In terms of age, there are differences in the country in relation to the most in Finland, the most affected group is between 30 and 49 years old (Salminen 2000), while in France the most affected are between 25 and 34 years old (Charbotel et al. 2001), and in other countries, which usually include accidents in itinere no
data, including non-violent accidents. In terms of the number of workers in the age segment, the most affected group is more than 50 years old (Salminen 2000), a group that also represents 12 Gazelle cohorts established in France in 1989 and includes employees from Electricit De France - Gaz De France; The Chiron et al. study presented data on 14,216 subjects between 1989 and 2001, equivalent to 184,609 people per year (see Chiron et al. 2005). 13 However, this explanation does not apply to the Gazeli cohort, as there may be specific factors related to the age
and profession of its components (Chiron et al. 2005). 10 Center for Ergonomics and Prevention - University of Politics of Catalonia Introduction of Higher Mortality Rates (Charbotel et al. 2001). While the overall impact may depend on the age distribution of the working population, the greatest relative impact on the older group is due to the lack of adequacy of the task, vehicles and tracks (and signaling) regarding the natural deterioration of reflexes and the ability to respond (Claret et al. 2003). 6) When looking at the sector of activity and the profession of the employee, it
is the transport sector and professional drivers who have the highest incidence rates (Salminen 2000, Charbotel et al. 2001, Boufous and Williamson 2006). These workers are more at risk, measured in units of distance or time: a simple linear extraction of 14 accidents per kilometer (0.204 per 100 million km) or 15 (0.336 deaths per million hours) puts the profession, In terms of incidence, among high-risk groups: a driver who has made 100,000 km/year will have a rate of morbidity similar to a construction worker or, alternatively, a driver driving an average of 6 hours a
day will have a rate of morbidity similar to that of a mining industry worker. Finally, some authors question the widely used taxonomy, which classifies driver workers into two large groups - on a mission and in Itiner - especially against workers who drive as part of their work (on a mission) whether they are professional drivers. For example, Clarke et al. (2005) in its in-depth study of road accidents in the UK propose to use a rating of six main categories (covering 88% Depending on the type of vehicle used: cars, vans and cars for trucks, trucks and other heavy vehicles for
trucks, buses and large vehicles to transport people, taxis and radio taxis, as well as emergency vehicles; and two small subgroups (covering the remaining 12 per cent of cases): workers who play a role on or near public roads and workers using different types of vehicles. This classification is justified by the diversity of responsibility and behaviour of the drivers of these vehicles (see table 3). On the other hand, Chapman, Roberts and Underwood (2001) when analyzing the behavior of non-professional drivers offer to break them down into five categories: drivers who use
their own car at work, managers who have received the company's car as additional pay wages, professionals and managers of companies that have a car if they need it for work, drivers of trade forces, and working drivers flag vehicles (cars, vans and off-road). 14 This hypothesis is questionable, although sometimes considered, see Chipman et al. (1992, 1993). 15 These data were derived from 1997 data from Chisbert, Montoro and Ballestard on the number of deaths and mortality rates per 100 million vehicles per kilometre that died per vehicle and died per person;
and taking into account the fact that each resident spends 1.17 hours on transport activities, according to the INE Time Employment Survey. Ergonomics and Prevention Center - University of Catalonia Politics 11 Road And Labor Risks and Their Prevention Table No. 3: Classification proposed by Clark et al: Responsibility and Behavior by Category Responsibility Age / Gender Gravity Location Factors Of the Company Vehicles Pretty Responsibly Especially between 31 and 35 years; Mostly male, some women are more fatal than with other vehicles when the driver
responsible rural roads are not classified (95 km/h maximum speed.) Speeding; Poor surveillance Alcohol Slippery Road Vans/Vans Pretty Responsibly Especially between No.21 and 25 years old; mostly men, only a few women, unclassified city roads; Rural, Type B and Unclassified Roads Poor Observation (visibility restrictions and signals of other drivers) Heavy vehicles /trucks especially responsible especially between 26 and 30 years; almost all men are more deadly than with other vehicles, regardless of who is responsible for rural roads type A (95 km/h) and
highways (110 km/h) Observation Stay too close Fatigue Load problems Vehicle defects Other vehicles involving passengers/buses are very responsible, especially between 46 and 50 years; Almost all men have no effect Urban roads of all kinds (50 km/h and 65 km/h) Poor observation (at intersections); Stay too close Forgetting to mention taxi/radiotaxis Other participants have a great responsibility especially between 26 and 30 years; almost all male Without Effect Urban Roads of All Kinds (50 km/h and 65 km/h) Poor observation (180o turns and failures); Other
participants have a greater responsibility, especially between the ages of 26 and 30; Almost all men are more deadly than with other vehicles when the driver is responsible for urban roads of all kinds (50 km/h and 65 km/h) Speeding; Temporary Pressure Source: Clarke et al. (2005) 3.b Study based on data on industrial accidents in Spain (2004) This section presents the results of a statistical analysis based on detailed data on accidents at work in Spain for 2004. Most of the analyses to be presented are descriptive by type, leaving at this point 12Th anniversary center -
the University of Catalonia's Politics Introduction of possible output analyses that can be conducted on such data for possible follow-up research. The diagram to be discussed is similar to the one used in the previous section: first, the summary of the main values will be exposed by the type of accident, severity and time of occurrence (day of week and working time); Secondly, the relationship between the frequency of accidents, gender and age of the employee is shown; and thirdly, there is a relationship between accidents, the economic sector and the type of profession
of the worker. 3.b.1 Basic Table 4 contains a summary of the information contained in the file: 985,485 entries, including information on 955,744 accidents and 29,741 relapses. As mentioned above (see footnote 3 (b), file coverage is completed for workers (99.37% of registrations) and virtually zero for self-employed workers (6214 registrations). Table 4: Accidents at work (Spain, 2004): Major Magnitude Total Traffic Accidents If Total Accidental Recursidivism Recurrence Recidivism In Regular Center 772,231 24,335 796,566 4,094 137 4,231 776,325 24,472 On the road
23.4 2 642673 24 215 15 184 426 15 610 38 726 1 099 In the other centre 55 583 1 566 57 57 149 1 090 55 145 56 673 1 62113 20 986 871 724 27 192 In T./Mission 851 356 26 574 877 930 20 368 To work 27 047 803 27 850 28 894 9 10 29 804 5 5 941 1713 Return from work 11 715 329 12 044 16 364 507 16 871 28 079 836 2549 V Itiner 38 88 079 836 2 549 V Itiner 38 38 38 38 38 2549 V Itiner 38 88 079 079 836 2 54938 839 762 1 132 39 894 45 258 1 417 46 675 84 020 Total 890 118 27 706 917 824 65 626 2035 67.67 Total 800,797 39,825 58,294 898,916
57,654 28,915 86,569 985,485 Most accidents and relapses, 57,654 28,915 86,569 985,485 Most accidents and relapses, 917,824 (93.13%) they are not traffic, while the remaining 67,661 traffic, and most of them are in itinere (68.98% of traffic). It should also be noted that in the case of accidents and relapses occurring during working hours, there is a more convex majority of non-traffic-related cases, resulting in only 20,986 traffic accidents (2.33% of this subtotal); on the contrary, in accidents and relapses in itinere, traffic cases are the majority, 46,675 records (53.92%
of subtotal). In cases where these accidents and relapses occur, the distribution is different in cases occurring on a working day than when they go or return from work. Among those who occur on a working day, most of them occur in a normal center (800 797, 89.08% of subtotal), although this distribution is logically very different if accidents and road relapses are treated separately: in the latter case it is accidents that occur when most move, 15,610 accidents (74.38% of subtal). Among those that occur when moving or returning from work, we find a very noticeable
distribution, which, due to its attitude to prevention, is shown separately in Figure 1: most cases 57,654 (66.60% of subtotal) occur when moving to work; this asymmetrical distribution seems to reflect, although it has not been able to counter it, the greater complexity of the trips that occur when going to work before return routes, either because of their lower time staggering, lack of flexibility at the entrance or the Center for Ergonomics and Prevention - Universitat Polit'cnica de Catalonia 13 Road-Labour risks and their prevention of family tasks (such as taking children into
school or other relatives). Figure 1: Distribution of Accidents and Relapses in Itinere On Going to Work 27850 30000 29804 On return from work 20,000 16 871 12 044 10000 0 Total traffic Total traffic Total traffic In case of accidents and relapses on working days, its distribution of time, once on a working day, shows similar profiles in non-traffic cases, see Figure 2, no matter where which was seen to be different in both cases. Figure 2: Hourly distribution of working day accidents and relapses in working day 25% No traffic 20% Traffic 15% 10% 5% 0% 1 3 4 5 6 6 7 8 9 or
more Comparative analysis of the severity of accidents16 shown in Table 5, comparatively representing the total traffic accidents in itinere and mission accidents, as well as non-traffic professional accidents, in relation to their severity categories17 (soft, serious and fatal). The first third of the table shows absolute figures, the second third of the percentage in the row and the last third of the percentage on the column. 16 In the next case, accidents are dealt only, as the background and etiology of relapses are unknown. The original file includes four categories: soft, serious,
very serious and deadly: however, it was chosen to use the traditional classification in three classes, adding two intermediate categories. 14 Center for Ergonomics and Prevention - University of Catalonia Policy Introduction If the percentages for a number are observed, you can see that - in relative terms - non-traffic accidents are less serious than traffic accidents: 1.3% of non-traffic accidents turn out to be serious or fatal, while the same percentage rises to 4.6% in the case of traffic accidents. On the other hand, traffic accidents are more deadly (1.2%) accidents in Itiner
(0.7%). Cuadro nº 5: Accidentes laborales por categoría y severidad In itinere En misión Tráfico No tráfico Total In itinere En misión Tráfico No tráfico Total In itinere En misión Tráfico No tráfico Total Leves 43.240 19.329 62.569 878.682 941.251 95,5% 94,9% 95,3% 98,7% 98,5% 4,6% 2,1% 6,6% 93,4% 100,0% Graves 1.712 791 2.503 10.531 13.034 3,8% 3,9% 3,8% 1,2% 1,4% 13,1% 6,1% 19,2% 80,8% 100,0% Mortales 306 248 554 905 1.459 0,7% 1,2% 0,8% 0,1% 0,2% 21,0% 17,0% 38,0% 62,0% 100,0% Total 45.258 20.368 65.626 890.118 955.744 100,0%
100,0% 100,0% 100,0% 100,0% 4,7% 2,1% 6,9% 93,1% 100,0% Al contemplar los porcentajes por columna, se observa que la relevancia de los accidentes de tráfico sobre el total es de un 6,9%, pero que dicha relevancia aumenta sensiblemente al considerar los accidentes graves , up to 19.2%, and even higher in fatal accidents: 38% of the total number of fatal accidents in the workplace of road accidents. Table 6: Accident Activity (selected), Road Accident Mission Specific Physical Activity Leves Graves Mortales Total Driving/Being on Board Vehicle - Not
Specifications. 3 934 142 13 4089 Driving vehicles or cargo equipment - motor 10.805 468 202 11.475 Conducir un medio de transporte o un equipo de carga - sin motor 488 20 1 509 Ser pasajero a bordo de un medio de transporte 1.009 40 11 1.060 Otra actividad física específica de este grupo 190 5 0 195 Movimiento - sin especificar 209 5 0 214 Andar, correr, subir, bajar, etc. 566 36 12 614 Entrar, salir 34 2 0 36 Saltar, abalanzarse, etc. 10 0 0 10 Arrastrarse, trepar, etc. 3 0 0 3 Levantarse, sentarse, etc. 9 0 0 9 Nadar, sumergirse Hacer movimientos en un mismo
sitio 69 3 0 72 Otra actividad física específica de este grupo 42 0 0 42 Estar presente - sin especificar 261 17 2 280 Otras 1.700 53 7 1.760 Total 19.329 791 248 20.368 Centro de Ergonomía y Prevención - Universitat Politècnica de Catalunya 15 Los riesgos viales-laborales y su prevención Evidentemente , s.5 , Syllabus, 6 x 7, Itinere . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Помимо ценности самой информации, включенной в эти таблицы, стоит отметить, в обоих видах несчастных случаев, тяжесть несчастных случаев, в которых работник шел, бежал, восхождение, спуск и т.д.: действия, которые являются относительно более фатальными и более серьезными, чем в среднем. 7: Itinere Leves Graves MortalEs Total Driving - . 10.038 358 17 10.413 Conducir un medio de transporte o un equipo de
carga - con motor 22.840 885 222 23.947 Conducir un medio de transporte o un equipo de carga – sin motor 1.403 56 5 1.464 Ser pasajero a bordo de un medio de transporte 3.558 140 33 3.731 Otra actividad física específica de este grupo 656 29 1 686 Movimiento - sin especificar 424 14 2 440 Andar, correr, subir, bajar, etc. 967 87 13 1.067 Entrar, salir 91 2 2 95 Saltar, abalanzarse, etc. 5 0 0 5 Arrastrarse, trepar, etc. 2 0 0 2 Levantarse, sentarse, etc. 9 0 0 9 Nadar, sumergirse 1 0 0 1 Hacer movimientos en un mismo sitio 26 2 0 28 Otra actividad física específica
de este grupo 80 7 0 87 Estar presente - sin especificar 551 18 0 569 Otras 2.589 114 11 2.714 Total 43.240 1.712 306 45.258 Cuadro nº 8 : Агент, связанный с конкретной деятельностью аварии, миссия дорожно-транспортных происшествий Агент, связанный с конкретной деятельностью Leves Graves Mortales Всего наземных транспортных средств - без указания 2050 65 2 2117 Тяжелые транспортные средства: грузовики (грузовой транспорт), автобусы 957 94 68 119 эвакуаторов, полуприцеп - груз 579 52 44 675 Автобусы, автобусы,
пассажирский транспорт 181 9 0 190 Другие виды большегрузных автомобилей 47 6 1 54 Легкие транспортные средства - грузовые или пассажирские транспортные средства 914 42 0 956 Автомобилей 5,102 72 5339 vans, minibuses 1122 54 21 1197 Tractor truck without trailer 32 1 5 38 Other types of light vehicles 120 7 1 128 Vehicles - two, three wheels, motorized or non-442 25 3 470 Motorcycles, boats, scooters 3,503 131 11 3.645 Bicycles, skateboards 33 1 0 34 Other two- or tricycle vehicles 62 4 0 66 Other ground vehicles : skis, roller skates, etc.
foot of tourist equipment (skis, skates) Other types of ground vehicles 11 2 0 13 Other ground vehicles, Not listed 78 1 0 79 Other collateral agents 4,096 132 20 4,248 Total 19.329 791 248 20,368 16 16 Center for Ergonomics and Prevention - University of Catalonia Policy Introduction Also, data does not collect the type of vehicle used in travel that is the information set in tables 8 and 9 for the mission and ininere of traffic accidents, respectively. Again, in addition to the value of the information contained in these tables, it should be noted in both types of accidents, the
severity of accidents in which the employee uses a heavy vehicle, except for the bus (trucks, trailer or other types) or van or van: these vehicles are relatively more fatal and more serious than average. Table 9: Agent Related to Specific Activity Of Accident, Traffic Accidents in Itinere Agent Related to Specific Activities Of Leves Graves Mortales Total Ground Vehicles - No Indication 6,009 182 10 6,201 Heavy Vehicles: Trucks (Truck), Buses 228 11 5 244 Tow Trucks, semi-trailer - cargo 84 8 1 93 Buses, buses, passenger transport 293 8 0 301 Other types of heavy
vehicles 16 1 1 18 Light vehicles - cargo or passengers 1,560 40 15 1615 Cars 18,261 618 199 1978 Vans , vans 451 22 7 480 Tractor truck without trailer 10 0 0 10 Other types of light vehicles 232 8 1 241 Vehicles - two, three wheels, motorized or not 1,117 60 0 1177 Motorcycles, boats, scooters 7,903 466 33 8,402 Bicycles, skateboards 381 10 1 392 Other two- or tri-wheel vehicles 170 12 1 1 1 1 183 Other ground vehicles Skis, roller skates, etc. 1 0 0 1 Foot Tourist Equipment (skis, skates) 1 0 0 0 0 1 Other means of moving from the ground 34 4 0 38 Other ground
vehicles are not cited 211 9 0 220 Other related agents 6278 253 32 6 563 Total 4 3.240 1,712 306 45.258 3.b.2 Relationship between accident rate and gender and age This section provides absolute and relative data on the number of accidents of workers and their relationship to the sex and age of the child worker. Absolute figures are taken from the detailed accident data relative data are presented in the form of morbidity, accidents per 100,000 workers, based on the number of workers from the relevant reference groups, based on population data from 2004 in the
Active Population Survey (EPA) published by the National Statistical Institute (INE); therefore approximate data, because of their origin18 and because they are subject to sampling error (INE publishes information on alleged errors, which in the case of gender and age are relatively small, in order of 0.5% for gender and 5% or below, for age). It should also be noted that incidence rates are not equivalent to risks, but are much lower than those of risks, as they are calculated from relevant populations rather than from workers at risk; however, this information is presented in
such a way that it contains 18 accurate calculations that would include social security file data on which it has not been prepared for the implementation of this report. Center for Ergonomics and Prevention - University of Politics of Catalonia 17 Road Risks and Their Possible Prevention, for the reader concerned, to calculate the corresponding relative risks (or more strictly, odds ratios). Table 10 presents accident and morbidity rates by accident and DTP type. The data support the results obtained by other researchers who have studied this relationship: in absolute
numbers, men make up the majority of the overall group of accidents, both in the case of road accidents and in the case of road traffic accidents, although the distance from the indicators for women is much lower in the case of road traffic accidents in Itiner; This majority of men are even more bulging in fatal accidents, although there is also a noticeable reduction unlike women. Table 10: Accidents with low and fatal rates and incidence rates, and gender crashed Total Fatal Accidents Men's Women Total Women Total Accidents Unrelated to Traffic in The Mission Total
Index inc. Non-traffic traffic In itinere On Mission Total Pro-Memory Workers' Wages 692,052 192,224 884,276 43,978 21,392 65,370 27,550 17,665 45,45.392 65,370 27,550 17,665 45.35215 16,428 3.3.428 3.4.3.3550 727 20 155 736 030 213 616 949 646 7 959 506 317 189 8465 3190 355 293 62 3545 6 007 44 4 4 307 137 6 451 8 695 6 6 025 14 721 818 473 242 231 231 241 2311 291 77 72 62 10 149 895 545 304 241 1440 9.440 9.440 4 5,440 2,783 2,657 14,847 1,278 1,195 1,029 0.166 2,473 6,080 3,702 2,065 1,637 9,782 Note : Employees (EPA) are shown in
units of 1,000 employees. When performing in the same comparison in terms of morbidity, the difference between women and men is in all cases much smaller. It should be noted a small difference in the frequency of accidents in Itin; Statistically, this difference is significant, on the one hand, since the confidence intervals of both indices do not overlap19, on the other hand, some (but not all) of this value are absorbed when considering selective errors in the numbers of employees. Table 11 shows accidents and the frequency of accidents by accident type and age of
accidents. In this table, an analysis of morbidity rates shown in the bottom half of the table shows that: (1) in the total number of accidents, there is a negative relationship with age: at age, lower incidence, except for mission accidents for staff aged 60 and over; (2) in non-traffic-related fatal accidents, age is reversed from the previous one, as there is a positive correlation: in old age there is a higher incidence, with the exception of young workers under the age of 20; 3) In fatal accidents in Itinere, the ratio is negative again, with a very strong high in the younger group, and
19 accurate confidence intervals of 95%, assuming the distribution of Poisson, for men 317 (313;321) and for women 293 (289;298). 18 Center for Ergonomics and Prevention - University of Politics of Catalonia Introducing an exemption from the increase in morbidity among a group of workers between the ages of 50 and 59; and 4) in fatal accidents on a mission, the relationship is again positive, with a very strong high in older employees and a reservation group of employees between the ages of 40 and 49. In short, when you consider that in the Spanish system non-
traumatic pathologies are considered accidents when they occur on a working day, they correspond to what is noted in the review of non-scientific literature and places of the youngest (inexperience, low perception of risk) and older (loss of responsiveness) , sensory loss) among groups that should be considered in a certain way. Table 11: Low- and fatal accidents and incidence of disease, and Age crashed Total fatal accidents in Itinere In Mission Total non-traffic traffic in Itinere On Mission Total 16 to 19 42 719 5571 20 to 20 24 130 284 12 284 8 815 3 469 142 568 56
66 46 20 122 from 25 to 29 155 777 14 264 10 165 4 099 170 041 89 9355 38 182 from 30 to 39 256 224 18 427 12 478 5 949 274 651 205 156 81 75 361 40 to 49 179 184 9 533 6415 188 717 239 104 49 55 343 from 50 to 59 100,653 4 4 421 2 912 1 509 105 105 074 232 83 47 36 315 19 037 1 8 32 507 325 19 869 60 18 5 13 78 888 878 65 332 45 191 20 141 949 210 895 543 302 241 1438, 16 19 14 018 1,828 1,279 549 15,846 4,594 7,547 6.235 1,313 12,141 from 20 to 24 9150 863 619 24 4 10 013 3 933 4 635 3 231 1 405 8 568 from 25 to 29 6 369 583 416
168 6 953 3 639 3 803 2 249 1,554 7.554 7.554 442 from 30 to 39 5,655 407 275 131 6,062 4.524 3,443 1,788 1,655 7,967 from 40 to 49 5. 270 182 88 5,352 6,778 2,949 1,390 1,560 9,727 from 50 to 59 4,876 21 21 4 141 73 5 090 11,239 4 021 2 277 1744 15 259 of 60 and more than 4480 19 6 119 76 76 259 4 675 14 118 4 236 1 177 3 059 18 354 Total 6 004 444 307 1 37 6,448 6,080 3,689 2,052 1,637 9,769 16 to 19 20 to 24 25 to 29 30 39 40 to 49 50 to 59 60 or more Total 305 1,424 2,446 4,531 3,526 2,064 425 14.7 21 Accidents60 and 3,899 1,672 48,290 14
23 19 4 37 Indexes Inc. Pro-Memory Employees Note: Employees (EPA) are shown in units of 1,000 employees. 3.b.3 The relationship between the frequency of accidents, the industry and the type of activity of the employee Another of the relevant analyses is the relationship between the frequency of accidents, the economic activity industry and the type of profession of the employee. The procedure for calculating the incidence rate is the same as in the previous section, and therefore we do not repeat it. It should be noted, however, that there are more selective errors in
employee performance for the industry and the type of activity. For the industry, most of the sample errors are below 10 per cent, with the exception of fishing and mining industries, which have quarterly errors of up to 30 per cent; Production and distribution of electricity, gas and water with errors up to 14%; and extraterritorial organisms, with errors of more than 50%. As for the type of activity, inE does not report sampling errors, but warns that the quality of this information is lower than in the industry due to its complexity in classifying this characteristic (INE, 2005). Center
for Ergonomics and Prevention - University of Catalonia 19 Road and Labour Risks and Their Prevention The results of this analysis are presented using international classifications: NACE, revision 1.1 for the industry and ISCO-EU for the codes of occupation; have been made to ensure international comparison. This section provides a conclusion of statistics, exact confidence intervals provided that the indices are distributed at Poisson rates, using employees as an indicator of impact, which should be interpreted with caution, in fishing industries, extractive industries and
the production and distribution of electricity, gas and water (in the CLASSIFICATION of NACE selective errors of the branch of extraterritorial organisms are diluted in the integration in the branches of government, defense, compulsory social security and extraterritorial organisms). There should be great caution in the details of the relationship with the occupation, as their respective sampling errors are unknown. Table 12a: Professional Accidents and Incidence Rates, and Industry Activities (NACE) Professional Accident-Roads Asalariados Acctes Ind. Inc. LI95% LS95%
Agriculture, Livestock, Hunting and Forestry 452 850 1311 289.5 274.0 305.6 Fishing 29 550 65 220.0 x 169.8 280.4 Mining Industries 55,850 231 413.6 362.0 470.5 2708.82 5 12 443 459.4 451.3 467.5 Gas and Water Production, Production and Distribution 101 450 316 311,311,311,3 5 278.1 347.8 Building 1 818 350 9 284 510.6 500.2 521.1 Trade; Vehicle and domestic vehicle repair 2,002,950 12,127,605.5 594.7 616.3 Hospitality 874 425 4956 566.8 551.1 582.8 Transport, Storage and Link 857 375 6 596 769.3 750.9 788.1 Financial Intermediation 365 100 1 008
276.1 259.3 293.7 Real Estate and Rental Activity; Serv. empr. 1,224,925 5,636 460.1 448.2 472.3 State Administration, Defense, sec. Soc. obl and O.Extr. 1.125.575 4,044 359.3 348.3 370.5 Education 967,350 1027 106.2 99.8 112.9 Sanitary and Veterinary Activities; Social Assistance 966 975 3 136 324.3 313.1 335.9 Other social activities; Personal Services 577 975 3 127 541.0 522.2 560.3 Home Events 591 425 63 10.7 8.2 x 13.6 14,720.95 065.370 444.1 440.7 447.5 General Table No 12b: Professional Traffic Accidents and Incidence Rates by Type and Industry
Activity (NACE) Accidents on Mission Accidents at Itinere Employees Acctes Ind. Inc. LI95% LS95% Acctes Ind. Inc. LI95% LS95% Сельское хозяйство, животноводство, охотничье и лесное хозяйство 452 850 283 62,5 55,4 70,2 1 028 227,0 213,3 Рыбалка 29 550 20 67,7 41,3 104,5 45 152,3 111,1 20 3.8 Добывающие отрасли 55 850 66 118,2 91,4 150,3 165 295,4 252,1 344,1 2 708 825 2594 95,8 92,1 99,5 9,8 49 363,6 356,4 370,8 Производство и распределение энергии, газа и воды 241,3 101 450 135 133,1 111,6 157,5 157,5 135 133,1 111,6 157,6 157,5
135 133,1 111,6 157,6 5,157.5 181 178.4 153.4 206.4 Construction 1 818 350 2444 134.4 129.1 139.8 6840 376.2 367.3 385.2 trades; Vehicle repair 2 002 950 3544 176.9 171.2 182.9 8 583 428.5 419.5 437 .7 Hospitality 874 425 1727 197.5 188.3 2 07.0 3229 369.3 356.6 382.32 Transport, Storage and Link 857 375 4 081 476.0 461.5 490.8 2515 293.3 282.0 305, 0 Financial Intermediation 365 100 185 50.7 43.6 58.5 823 210.3 241.4 Real estate and rental; Serv. Serv. 1,224,925 1,682 137.3 130.8 144.0 3,954 322.8 312.8 333.0 Public Administration, Defense, sec.
Soc. obl and O.Extr. 1,125,575 1,831,162.7 155.3 170.3 2 213 196.6 188.5 20 5.5 0 Education 967 350 181 18.7 16.1 21.6 846 87.5 81.7 93.6 Sanitary Veterinary Activities; Social Assistance 966 975 547 56.6 51.9 61.5 2 589 267.7 257.5 278.3 Other social activities; Personal services 577 975 823 142.4 132.8 152.5 2304 398.6 382.5 415. 3 59 1 425 12 2.0 1.0 3.5 51 8.6 6.4 11.3 14 720.95 0 20 155 136.9 135.0 138.8 4 5 215 307.1 304.3 310.0 Home Events Total 20 Ergonomics and Prevention - University of Catalonia Policy Introduction Table 12a and No 12b
summarize information on workplace accidents due to industries and Figure 3 shows relevant incidence rates for the total number of accidents on working roads on a mission and in Itiner. Figure 3: Accidents at work, road accidents, incidence rates by sector and type of accidents at the production of road accidents - Morbidity Index (2004) Household Activity Education Financial mediation of agriculture, livestock, hunting and forestry and distribution of energy, gas and water sanitary and veterinary activities; Social Assistance State Administration, Defense, sec. Soc. Obl
and The Mining Industry Total Manufacturing Real Estate and Rental Activities; Serv. empr. Construction of Other Social Activities; Personal Services Hospitality Commerce; Repair of motor and domestic vehicles Transport, storage and communication 0 100 200 300 400 500 600 700 800 Accidents at work in Itinere - Morbidity Index (2004) Household Activity Education Fishing production and distribution of energy, gas and water public administration, defense, sec. Soc. obl and O.Extr. Financial mediation of agriculture, livestock, hunting and forestry of sanitary and
veterinary activities; Social Assistance Transport, Storage and Link Mining Industries Total Real Estate and Rental Activities; Serv. empr. Manufacturing Industry Hospitality Building Other Social Events; Trafficking in personal services; vehicle and domestic vehicle repair 0 100 200 300 400 500 400 500 accidents at work in mission - Morbidity Index (2004) Household Financial Activities in Health and Veterinary Mediation; Assistance to Agriculture, Livestock, Hunting and Forestry Manufacturing Manufacturing Industries Manufacturing and Distribution of Energy, Gas and
Water Construction Total Real Estate and Rental Activities; empr. Other social activities; personal services of government, defense, sec. Soc. obl and commerce; Repair Repairs Engine and Domestic Hospitality Transport, Storage and Communication 0 100 200 300 Due to the general professional-traffic accident, see Table No. 12a and the first part of Figure 3, seven branches of economic activity represent higher rates of morbidity of the Center for Ergonomics and Prevention - University of Politics of Catalonia 21 Road and Labor Risks and Their Prevention on average,
all of them significant: Transport, storage and communication; Trade, repair of motors and domestic cars; Hospitality; Other social activities, personal services; Construction; Real estate and rental, business services; and manufacturing. In view of the development of preventive policies, priorities should be taken to begin these economic activities. However, the reasons why morbidity rates in these industries are higher than average are different, see table 12b and the last two parts of chart 3: - On the one hand, the trade, vehicle and domestic vehicle industries; Other social
activities, personal services; Construction; Hospitality; Manufacturing; and real estate and rental activities, services for companies, are affiliates in which the incidence rate for the total number of accidents on the working roads is high, and is also high when dealing only with accidents in Itinere: either because there is a large fragmentation of business in these industries, or because of their location in other places than housing (especially in the case of production). On the other hand, transport, warehouse and communication branches; Hospitality; Trade, repair of motors
and domestic cars; and public administration, defence, compulsory social security and extraterritorial bodies; these are industries where the frequency of all traffic accidents and those on mission20 is high: it is the service sector where resources (people or goods) are often transported between the service provider and the customer. Finally, the much higher incidence rate in the transport sector reflects the increased exposure to road risk for workers in the sector. Membership - from each of the seven industries that should be a priority - for one or the other of these groups,
or both, allows for the development of preventive strategies and, within them, specialized training policies. Finally, this section of Table 13a and No. 13b summarizes information on road accidents in relation to employee occupations, while Figure 4 shows the corresponding incidence rates total number of accidents at work and on the roads, on missions and in Itiner. Table 13a: Accidents on the roads and frequency and occupancy (ISCO-EU) asalariados Acctes Ind. Inc.LI95%LS95% Armed Forces 87 450 396 452.8 409.3 499.7 287 475 536 18 6.5 171.0 202.9
Professionals 1,973,950 2,979 150.9 Professionals 1,973,950 2 979 150.9 9 145.5 156.4 Technicians and Support Professionals 1 676 300 4621 275.5 7 7 7 267.8 283.7 Administrative 1,539.250 7,727 502.0 490.9 513.3 Trab. Services Protection; Dependent Com. 2 342 90011 576 494.1 485.1 503.2 Legislation, Business Directorate and AAPP Thrab. Skilled Agriculture and Fisheries 574 315.7 290.4 342.7 2 501,32512.200 487.7 479.1 496.5 Plant and Equipment Operators, 1,502,75010.054 669.0 656.0 682.2 Trab. Skilled construction and industrial unskilled workers
Total 181 800 2 627 67514 707 559.7 550.7 568.6 8 14.720.87565.370 444.1 440.7 447.5 20 Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note,
Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note, Note that two other industries, other social activities, personal services and real estate and rental activities, business services have above-average values, but the differences are not significant (their confidence intervals coincide with the general). 22 Center for Ergonomics and Prevention - University of Catalonia Politics Introduction Table No. 13b: Professional Traffic Accidents and Morbidity by Type and Profession
(ISCO-EU) Accidents on Mission Road Accidents in Itinere Asalariados Acctes Ind. Inc. LI95% LS95% Acctes Ind. Inc. LI95% LS95% Armed Forces 87 450 142 191.4 254 290.5 255.8 328.5 287 475 247 85.9 7 5.5 97.3 289 100.5 Professionals 1,973,950 590 29.9 27.5 32.4 2,389 121.0 116,. 2 126.0 Technicians and Support Professionals 1,676,300 1620 96.6 92.0 101.5 3 001 179.0 172.7 18 5 5 Administrative 1,539,250 1,647 107.0 101.9 112.3 6,080 395.0 385.1 405.1 Trab. Services Protection; Dependent Com. 2 342 900 2 848 121.6 117.1 126.1 8,728 372.5 364.8
380.4 104.0 119.9 Legislation, Office of Affairs and AAPP Trab. 181,800 Trab. cualificados Construcción e Industria 189 162,4 136,8 89,7 89,3 112,8 385 211,8 191,1 234,0 2.501.325 2.955 118,1 113,9 122,5 9.245 369,6 362,1 377,2 Operadores de instalaciones y maquinaria, montadores 1.502.750 5.733 381,5 371,7 391,5 4.321 287,5 279,0 296,2 Trabajadores no cualificados 2.627.675 4.184 159,2 154,4 164,1 10.523 400,5 392,9 408,2 14.720.875 20.155 136,9 135,0 138,8 45.215 307,1 304,3 310,0 Total Gráfico nº 4 : Professional traffic accidents, morbidity rates by
profession and type of accidents in the workplace - Morbidity Index (2004) Law Specialists, Business Management and AAPP technical and support specialists Trab. Skilled agriculture and total fishing of Trab armed Skilled construction and industrial Trab. It's a trab. Protection; Dependent Com. Administrative UNs Skilled Workers Object and Equipment Operators, Collectors 0 100 200 300 400 500 600 700 800 Accidents at Work in Itinere - Morbidity Index (2004) Legislation, Business Management and AAPP Technical Specialists and Support Professionals Trab. Skilled
operators of agriculture and fisheries facilities and equipment, builders Total Armed Forces Trab. Skilled construction and industrial Trab. Services; Protection; Dependent Com. Administrative Uns Skilled Workers 0 100 200 300 400 500 400 500 Professional Traffic Accidents in Mission - Morbidity Index (2004) Specialists in Law, Business Management and AAPP Technicians and Trab Support Professionals. Skilled agriculture and administrative fishing Trab. Skilled construction and industrial Trab. Services; Protection; Dependent Com. Total Uns Skilled Workers of the
Armed Forces Facilities and Equipment Operators, Collectors 0 100 Center for Ergonomics and Prevention - University of Politics of Catalonia 200 300 33 Road-Labour Risks and Their Prevention in connection with the general professional-road accident, see Table 13a and the first part of figure 4, five professions have rates of morbidity higher than the average professional-road accident, see Table 13a and the first part of the figure 4 , five occupations have rates of morbidity higher than average, all of them significant: plant and equipment operators, collectors; Unskilled
workers; Administrative; Service workers, security officers and commercial dependants; and skilled construction and industrial workers (another profession, the profession of the armed forces, has more average, but not significant values). Once again, in view of the development of preventive policies, priority activities should be undertaken in these professions, in a logically coordinated manner with the industry priorities discussed above. In analysing detailed information on morbidity rates separately in the case of mission accidents and accidents in Itiner, see table 13b and
the last two parts of Figure 4: - On the one hand, four professions: unskilled workers, administrative workers, service workers, protection personnel and commercial dependents; and skilled construction and industrial workers, the current rates of accident incidence in Itinere are significantly higher than average. It is clear that the analysis of the underlying causes is predominantly the causes, similar to those discussed in the analysis of relationships with the industry and, in the case of unskilled workers, their greatest intensity in industries with higher incidence rates in itinere.
On the other hand Occupation: Installation and equipment operators, pickers and unskilled workers have rates of accident incidence in Itinere significantly higher than the average.21 Comments previously made on the industries to which these workers may be matched most explain their higher rates of morbidity, especially in the case of plant operators and equipment, the group to which professional drivers belong. Once again, membership in each of the five professions that should be a priority, one or the other of these groups, or both, along with industry priorities, allows
for the development of preventive strategies and specialized training policies. 3.b.4 Geographical (provincial) distribution of the frequency of accidents at work and on the roads We do not want to end this chapter without adding that there are many other possible analyses of this data. One of the most important areas of preventive measures, especially structural ones, is the geographical distribution of accidents at work and roads. The work was once again carried out at the same time as the EPA's work accident file and data, although the latest data was to be shared.
Table 14 and Figure 5 show the results of this analysis. As expected, the total number of road accidents at work (see table 14) is minimal in provinces with fewer workers, such as Soria, Segovia or Avila, with figures of about one hundred; and the maximum values are in the largest provinces, Madrid and Barcelona, with figures in order of 10,000 acid. 21 In this case there is also an occupation that workers in the armed forces with above average values, but they are not significant (because their confidence intervals coincide with the overall). 24 Center for Ergonomics and
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Incidence by Caseres Segovia Badajoz Avila Soria Cuenca Jan Burgos Albacete T Energy Ceuta and zamora T oledo Salamanca Ourense Castellon Huelva Madrid Palenance Lugo T Eruel Navarre Coruna Ciudad-Real Cordoba Owedo Gislo T Arragona Valencia Valladolid T or Saragosa'lava Vizcaya Cadiz Alicante Guadalajara Granada Chirona Sevilla Lleida Palmas (Las) Leon Santander Barcelona Baleares Almeria Murcia Malaga Pontevedra 0 100 200 300 400 500 600 700 Overall , the provinces with the highest incidence rates are those in which the density of the
road network is 2 surface area), above the percentage of one carriageway, or with a higher relative number of two-wheeled vehicles, being probable (we do not want in the so-called that similar relationships are obtained at the municipal level. Strict statistical analysis of these data will require the use of multivariate models (including as explanatory variables of sex, age, industry and profession) and tiered, taking into account the distribution of provinces and adding contextual explanatory variables (such as road network density, transport structure, type of vehicles used and
level of self-preservation in production). This type of analysis is not the purpose of this report, but it would be useful to conduct it in the short to medium term in order to be able to advise the various administrations with competence in these matters. 26 Center for Ergonomics and Prevention - University of Politics of Catalonia Introduction 4. The effectiveness of preventing occupational road risks We do not want to refine this first part without making a brief reflection on what, from a scientific point of view, has been said regarding the effectiveness of preventive actions in
the prevention of occupational road risks, breaking this chapter into three sections: a common approach to be used (synergies between road risk prevention) , special attention to organizations and the effectiveness of specific preventive measures. We expect that there are quite a few references and some degree of agreement in their conclusions (which have been implemented by countries that have developed active strategies in this area) with regard to the overall approach to use; with regard to a particular approach, its development is consistent with the overall
approach, and there is little or no rigorous research on the effectiveness of specific interventions (we will mention only the most mentioned in the literature). In both cases, the discussion will be very concise, almost telegraphic, providing the most relevant links to the relevant reader. 4. The approach to professional risk prevention, the approach used in the practice of preventing occupational and road risks, is based on the synergy between road risk prevention and occupational risk prevention, so that the prevention of the workforce can and should be used by such
synergies. To understand the scope of this approach, it is appropriate to describe the commonalities that have historically defined prevention in both areas.22 At the beginning of the technical development of road safety and professional safety, there is an important common ground known as the three E Safety Strategies (Williams 1927), under which accidents can be prevented through engineering interventions law enforcement and education. Three E strategies were well received in both areas of prevention.23 However, the defeats that had developed both areas were
different in the following years and for most of the twentieth century. In the road sector, development has been marked by investment in roads24 necessary for road traffic, and engineering prevails over other activities. In the field of work was the legacy of the working conditions of the Industrial Revolution25, with an important history of accidents that led to the creation of preventive legislation in the late nineteenth century to stop the growth of compensation claims by workers, which led to the notoriety of the insurance sector, along with 22 , citing exclusively the areas of
prevention and neglect, in particular, all technical advances in public works, automotive production active and passive security systems, etc., because the goal is to synthesize the approaches used to manage these risks. 23 The proliferation of the concept and the promotion of its application in the field of road safety was associated with Williams (Cummings 2000), although the origin of the three E,s appears to be related to Julian Harvey, the insurance manager who was the first of them, applying it in the field of industrial safety. 24 Explosion engine, the car development
driver, was a relatively recent invention, and its starting point in 1885 could be caught with a Daimler patent, and the history of traffic accidents was therefore limited. 25 W steam engine, driver of the production system, from 1788. The Centre for Ergonomics and Prevention - The University of Politics of Catalonia 27 Road and Labor Risks and their preventive implementation of social security systems. In this scenario, Heinich (an insurance specialist) published in 1931 the first edition of his book, Preventing Accidents at Work: A Scientific Approach, which highlights the
unsafe act as the root cause of accidents (88%), leading to a greater emphasis on compliance. , the species turns to two other E (training and observation), and Heinrich's ideas begin to harden in this area, while emphasizing the observation of learning. Under these conditions, in the mid-1960s, there was a new meeting of approaches and labor, this time promoted from road safety and with William Haddon, the first director (1966) of the National Highway Traffic Safety Agency of the United States. Haddon does not believe in preventive measures that depend on changes
in driver behavior, his main idea is that the design of the car should allow the occurrence of a collision does not mean damage to the driver (see Gladwell 2001). From this basic idea he develops his approach: accidents occur because the source of energy unexpectedly reaches people or things (target) and, to prevent this transmission, establishes a sequence of ten barriers: preventing escape (not producing or producing energy), reducing its amount containing escape, changing the rate of transmission, separating the source in space or over time , interfere with the
barriers material, change the surface concentration of contact , to strengthen the goal, limit harm and rehabilitate people or things (Haddon, W. Jr. 1968, Grimaldi and Simonds 1978, Hale and Glendon 1987, Technical Research and Analytical Center 1995). Haddon's ideas and his main prevention tool, Headdon's Matrix Note: This matrix aims to analyze possible changes in the combinations between driver and vehicle and environmental conditions, before, during and after the accident (see Baker, Wong and Baron 1976, below), have had varied recognition in how to
prevent road hazards and occupational hazards. Haddon's theories gave rise to the development of passive car protection measures. However, in terms of the actions of the administrations, Responsible for preventing road risks, the success of Haddon's theories is more limited and while the use of haddon's matrix is accepted as a reference system, the authorities do not abandon the emphasis on surveillance, given the prevailing role of driver behaviour in cause-and-effect accidents, the preponderance of the legal approach to the technique in setting measures and
probably the use of road safety legislation for purposes other than just preventive (Evans 1991 , 2004). In the field of occupational health, Haddon's theories have gained (and are) a great recognition, which has given rise to the doctrine of prevention based on working conditions, and has become the prevailing philosophy in the classical approaches of government agencies (Grimaldi and Simonds 1978), which has given rise to many rules (specific legislation), rules and guidelines for risk prevention.27 Subsequently, this current changes (without losing its essence) in some
countries, in the United Kingdom, in relation to the findings of the Committee for the Prevention of Occupational Risk, chaired by Lord Robens, the committee which points out that our current system 26 is critical of its approach, see Robertson (Robertson 2001). in the Spanish case, the documentation pages of the National Institute of Safety and Hygiene at Work (INSHT), . 27 28 Center for Ergonomics and Prevention - University of Politics of Catalonia Introduction overly relies on state legislation and too little on responsibility and voluntary efforts (CHSW (Committee on
Safety and Health at Work) 1972); It should be noted that this does not mean a reduction in the emphasis on conditions (engineering), but a change in responsibility and preventive action in which the employer (self-regulating approach) becomes a central role as responsible for the health and safety of the personnel, the population in the care of which it is, and employees as actors and actors in preventive actions, actions that become involved. Finally, also in the 1970s there was a review of the approaches adopted to date to introduce the system (read the organization as
a system) as the central axis of prevention. This review follows the development of a project led by William Johnson that resulted in the publication, in 1973 of the MORT method, with the goals of getting a substantial reduction in risks, for crash rates and low probabilities, through systems compatible with control (Johnson 1973). In a very short way the key to prevention lies in the system, particularly in its management, so that an accident can occur due to inadequate conditions and/or non-standard behavior, but it has always emphasized mismanagement. This approach
allows for a three-level intervention in improving the system's preventive effectiveness: management level, technical level and human level, see chart 6, although interventions at any level should take into account its effect at other levels, in terms of compatibility of system elements and, in the case of the human system, behavioural adaptation (Cause 1997, Elvik 2004). Figure 6: Levels of intervention in the Organization's Preventive Management Approach to Change Policies, Procedures, Structure, or Organization of Sub-Technical System Measures to Change
Resources in the Workplace, Including Investment and Acquisition, Standards and Ergonomics of Human Intervention to Change Knowledge, security-related relationships, motives or behavior Source: Robson et al (2001). The optics of the system had, for its good results, an immediate reception among companies and high-tech projects such as aerospace, chemical, nuclear, airline, etc. industry. And, during the 1980s, it began to be accepted (along with Lord Robens's proposals) in the area of professional risk prevention, first in the Nordic countries, and then throughout
the European Union with the adoption in 1989 of The Framework Directive 89/391/EEC, three axes of which: the employer is responsible for the health and safety of the responsible personnel, employees as actors and the Center for Ergonomics and Prevention - the University of Politics of Catalonia 29 road and labor risks and their prevention related to preventive actions, and the system as a reference; ensuring general prevention principles for adoption in enterprises.28 In the area of road safety, this approach takes much longer to adopt and is not unanimous, although
it appears to be progressive since the 1990s. As summarized in the report The Prevention of Road Traffic Injuries: the public health perspective for Europe implemented by the World Health Organization (see Rasioppi et al. 2004), the ideas underlying this new approach are: (1) the adoption of a systematic approach; (2) to predispoize the criterion of do no harm (Hypocrat), explaining the fundamental social values of road safety; 3) Focus on road safety on the person as a measure of all things (Protagoras), and resistance to human mechanical forces; (4) road transport
software systems, taking into account human error; (5) Make road safety a shared responsibility; 6) develop reference models of safe road transport systems, identify safety criteria and take steps to achieve them. European countries that have already adopted this approach more or less radically29 include: Sweden with the Vision zero programme, approved by the Swedish Parliament in 1997; The Netherlands under the Sustainable Safety Programme, developed in the 1990s and linked in 1998 to important long-term targets for reducing road traffic accidents; and the
United Kingdom with the Roads of the Future programme: Safer for All, adopted in 2000. In any case, what is relevant to this report is that even in countries where this new approach has not been adopted, such as Germany or France, in the area of professional prevention evidence in the second part of this work. 4.b The specific approach in organizations of the General Approach established in the previous paragraph was transferred in almost the same terms to organizations. In the 1970s, for example, it was recommended that the Haddon model be used to prevent
mission risks. Following, for example, Baker et al. (1976) is recommended: In the pre-accident stage, reduce the risk of an accident: driver training, wheel maintenance, brakes and other equipment, improving braking capacity, adapting the power of the vehicle to the load it must carry, ventilation systems to prevent inhalation of carbon dioxide, the separation of loads to prevent its movement, automatic speed control, greater separation of movement at intersections, greater curvature of the movement in the intersections. , improving the frequency and visibility of signals, the
use of alternative vehicles (rail, ships). At the accident stage, in order to reduce the likelihood of injury or severity of the accident: the absorption of bumpers and frontal structures, to improve the use of 28 We do not mean that the approach of the framework directive has no drawbacks, for example, in the case of temporary or self-employed workers, companies managing the value chain through extensive outsourcing and small organizations (see, for example, Vogel 2006). 29 The most radical end of existing is what is proposed by the Vision zero programme, which may
prove counterproductive in economically developed countries, as a result of more urgent priorities and where public investment can produce more necessary results (Elvik 1999). 30 Center for Ergonomics and Prevention - University of Politics of Catalonia Introduction of seat belts, compartments and other passive measures of retention, load-fixing, improved protection, special measures in more dangerous places. In the post-ugmatium phase to minimize the consequences: anti-spilled and anti-amilov fuel tanks, reinforced cabins to avoid treatment, exit hatches, train
drivers in emergencies and improvement of response and emergency systems. It should be noted that this approach is also used as a starting point in some later work (Murray and Whiteing 1995), but it includes an analysis of the cost of mission accidents and, above all, organizational measures such as activities related to the selection and training of drivers, route planning, adequacy of schedules (speed, schedules, rest periods) or implementation of recreational activities. motivation and incentives to lead to systemic treatment preventing occupational road risks, this is
the prevailing approach today. As for emerging aspects and which have high expectations in the medium and long term, in the theoretical field, there are aspects that address the relationship between organizational culture and the risk of professional road activities (see, for example, Pidgeon 2001, Sully 2001, Perry 2005) and, in a practical area, with longer-term perspectives, those that deal with the relationship between preventive climate, leadership styles and the professional risk prevention system30 (Wills Biggs and Watson 2005). 4.c Study of the effectiveness of
specific interventions 4.c.1 Accidents in itinere probably the area in which the lack of scientific research that assess the effectiveness of preventive measures is the area of accidents in Itinere. There are only two lines of work to draw appropriate conclusions to prevent these accidents: one that relates to the impact and mode of transport on the risk of accidents (Tulin and Nilsson 1994) and one that relates to the relationship between certain working conditions (particularly fatigue and stress) and traffic accidents31 (Cartwright, Cooper and Barron 1996, Williamson, Feuer
and Frieswell 1996). In terms of risk and mode of transport, Figure 7 shows the main results of Tulin and Nilsson32, which calculate the risk of accidents measured in injuries per million person-kilometers for different road transport conditions, along with mortality (measured by mortality per 1,000 injured) and risk exposure (in millions of people-kilometers). The most relevant thing in this study is that it allows both relevant administrations and companies to promote the use of safer vehicles in the application of general principle No. 6 prevention: Replacing dangerous by a
small danger or no danger at all. 30 With regard to the practicalities of such an approach to the prevention of occupational risks, see zoar (2006). 31 This line of inquiry has already been mentioned in the previous chapter, which mentioned the relationship between industrial accidents and traffic accidents. 32 This study is based in Sweden on official road accident data and the results of a national survey of transport habits taking into account persons under the age of 85 and their transport habits in 1992. Center for Ergonomics and Prevention - University of Politics of
Catalonia 31 Road and Labor Risks and Their Prevention (x1000 Диаграмма No. 7: Риски и последствия дорожно-транспортных происшествий в зависимости от воздействия и режим 80 Пешеходы 70 60 автомобиль (cond.) 50 Мотоцикл 40 30 20 Автомобиль (пассажир) 10 Велосипед автобус 0 10 100 1000 10000 раненых / MllPKm Примечание: Пузырь области пропорциональна экспозиции в тысячах MllPKm Источник: Собственная разработка, от Тулина и Нильссона (1994). Следует уточнить, что такие данные, как данные, отраженные на
рисунке 7, не были освобождены от критики, особенно со стороны Всемирной организации здравоохранения, критикуя их местный характер (Швеция, с экстремальными погодными условиями в зимний период) и неиварианский (для не разрушения результатов по возрасту или типу трека), или ограничения этих статистических данных сами при рассмотрении только риски для безопасности дорожного движения, так что некоторые из самых опасных средств с точки зрения безопасности дорожного движения Such as walking or using a bike,
can lead to a very positive impact on overall health and they will do to increase the risk of traffic. However, statistics in other countries usually confirm the results of Tulin and Nilsson, varying depending on the units of exposure examined, as shown in table 15, RoSPA, on transport mortality statistics in the UK. Table 15: Mortality per 100 million passengers in the UK per kilometre per hour motorcycle ride 9.7 100 300 feet 5.3 5.1 20 Bike 4.3 12 60 M. Water 0.6 25 12 Car 0.4 4.5 15 Van 0.2 2.7 6.6 Railroad 0.1 2.7 4.8 Bus 0.04 0.3 0.1 Plane 0.03 55 15 Source: Own
translation from THE DATA ROSPA (quoted by VPIT, 2006). The practical implications of such research to prevent accidents in Itiner are well known, but applied research on the behaviour of workers in the choice of environment is not enough. Studies of this type of vehicle used by students (Bamberg and Schmidt 2003) show that the choice should take into account the criteria of convenience, social standard (use of public transport associated with lack of funds 32 Center for Ergonomics and Prevention of the University - Polytechnic Institute of Economic Implementation
of Catalonia) and mainly economic. In this regard, the measures taken by Spanish trade unions in the case of forced mobility in industrial areas, which are coordinated with municipalities and companies, see Part III of this report, are very relevant; while in other countries there are contradictions: so, while some governments specific recommendations on workplace car parks (see part II of this report), the OECD Conference of Transport Ministers (2002) calls for the abolition of parking spaces and the replacement of free parking with monetary compensation and the
promotion of public transport. The second area of research related to the prevention of accidents in Itiner relates to general working conditions, mainly related to fatigue and stress, with traffic accidents. However, this line has not been developed in specific programs, so the only thing that can be found is the desirability of reviewing the vehicles used to get to or from work in stressful or fatigue management programs, in particular, promoting the use of safer funds among workers most exposed to these organizational risks, or even funding the safest environment in the event
of particularly long or stressful days. 4.c.2 Mission Accidents In the event of mission accidents there are only two scientific papers that have had some impact among specialized literature: the study of Gregersen, Bremer and Moren (1996) for the Swedish telephone company Televerket and the work of Ludwig and Geller (1991, 1997, 1999) to control the safety of professional delivery people. The Study compares the impact of four measures to improve the safety of Televerket drivers during the year: driver training, advertising campaigns, group discussions and incentives.
To study the effectiveness of these measures, a quasi-experiment (unsalcies) was developed, forming five groups (one for each measure, plus a control group) of approximately 900 employees. The four measures were: Driving training33: maneuvering training (at very low speed), drifts (on slippery surfaces) and annotated driving (perception and interpretation of events while driving). Advertising campaigns: five advertising campaigns on road safety during the year of intervention, through sessions led by specially trained company employees and supported by audiovisual
materials, brochures and printed materials. The content of the first session was introductory and motivating, while those of the following three sessions focused on relevant environmental topics with their dates: the second session, which was admitted in the autumn, covered topics such as driving in dark or rainy conditions and distance safety; Teh Winter, issues related to the loss of friction and tyre wear are considered; The fourth, held in the spring, addressed the 33rd of the questions that govern the Televerket study is the inefficiency of traditional training programs
aimed at training braking techniques, evasive and drifting maneuvers. Scientific literature has found no improvements in road safety after the implementation of these programs, which often cause adaptation of the behavior of a trained driver (the driver uses skills acquired for purposes other than to improve safety - mobility, pleasure, sense of adventure-). Center for Ergonomics and Prevention - University of Catalonia 33 Road and Labor Risks and their problematic prevention of the most vulnerable users of public roads (pedestrians, cyclists) and specific business issues
(loading and unloading, etc.). Finally, the fifth session was concluded and the contents of previous sessions were discussed. Discussion groups: through three small group meetings (eight to fifteen employees), approximately one to two hours long, and moderated by an experienced driver who has received introductory training. At the first meeting, after an hour-long conference on implementation, motivation and promotion, a discussion was provoked for participants to identify road safety issues in their workplaces; at the second meeting, participants discussed the
identified security issues, setting out which ones they could decide on their own and which required company intervention; and the third meeting discussed the measures to be taken, asking each participant to write on a piece of paper for personal and confidential use of their road safety obligations in order to serve them (by their nature) as a reminder; At the same time, the company issued an official statement considering the proposed working measures. Incentives: A group incentive scheme of thirty drivers was chosen to improve the efficiency of the incentive system
and reduce the potential tax effect; this system, its rules and the amount of money used were explained at the meeting at the beginning of the intervention. After the introductory meeting, each group was awarded a sum of money depending on the number of vehicles submitted, about 200 Swedish kronor per vehicle (6,000 kronor for a group of 30 drivers, equivalent to about 650 euros in 1996). For each accident carried by one of the group members, 100 to 200 kronor (11 to 22 euros) were deducted, the severity of the accident. At the end of the year, the surplus was used
to organize a party, travel or purchase equipment for the company's vacation. All activities were assessed according to the frequency of accidents at work in each group of 10,000 km and were based on costs, including the costs of companies and insurance companies, comparing these figures before and after intervention for each group and using the control group as a contrast. The end result, based on differences in incidence, produces the best results for the driver's training, followed by discussion groups and incentives, while advertising campaigns do not have a
statistically significant result. With regard to expenditure, significant reductions had been made in the course of the four activities, but they were very prominent in the discussion groups. Ludwig and Geller's research discusses various measures to change the behavior of drivers who share freight. These studies are particularly relevant because they show how to properly implement interventions called behavioral-based safety (BBS) interventions in prevention. Such interventions have a theoretical basis in behavioral theory, analyzing background, behavior and their
consequences. The intervention process always begins with finding a series of specific critical behaviors to make constructive changes: it analyzes what people are doing and why they do it, and intervention is done to improve that behavior, an intervention that always involves changing the effects, so it's the positive effects that motivate new behavior. 34 Center for Ergonomics and Prevention - University of Politics of Catalonia Introduction of the entire process includes the search for accency and consent of employees, identifying in accordance with them critical behavior
to improve, measuring such behavior before intervention, during intervention and after intervention; provide feedback to the group studied (usually using the timetable of the overall safety index) and realize the positive effects for correct behaviors of the note: note that the main thing is that the consequence is positive, relatively immediate and quite probable, and in particular that a positive effect is set on behavior (e.g. always using a seat belt or using flashing lights correctly) rather than on the results collisions or accidents. In that sense, this type this is usually radical:
rewarding the absence of accidents can be counterproductive, and lead to sub-announcement accidents, especially if cash bonuses are granted, which are immediate and very likely for each employee (e.g. differences, recognition control, small bonuses, etc.). Table 16 shows a number of behaviors that can be changed in the driver, and how to calculate security indices. Table 16: Critical Driving Behavior (Illustrative) Behavior using a seatbelt using flashing turns to the left right turns of the lane stops at intersections STOP Signals red traffic lights in amber without warning
of speed limits on the city road Overtaking Distance Service Total Correct Comments Note: Safety Index - correct observationsx100 / (correct and incorrect observations) Source: Geller (Right) Obviously, constantly specific monitoring of all these behaviors can sometimes be difficult (and costly) and cumbersome for the employee (in other cases it may be feasible, Chaloupka and Risser 1995), but the main contribution of Ludwig and Geller is that if there is participation and participation of employees, throughout the process and from the beginning, it is enough to make
specific comments on one or more behaviors, getting a generalization of the response. Synthesizing experiments that encouraged employee participation, the procedure used in specific activities to increase the use of seat belts was as follows: 1. Meeting for information and consensus: a moderate meeting that discussed the following aspects: the company's policy on safe driving, especially with regard to the use of seat belts; the importance of maintaining speed limits on urban travel and the consequences of faster driving and seatbelt are not used; that the use of the
Center for Ergonomics and Prevention - The University of Politics of Catalonia 35 Road and Labor Risks and their prevention of belts is appropriate even in cases of immersion; that most accidents occur at short distances; that the use of a seat belt can improve driving performance by keeping the driver in a safe position after driving; and that professional drivers have greater visibility among the general public and can influence other people's driving. 2. During the second at the session, the moderator presented earlier statistics on the overall percentage of correct seat
belts, and asked the proposed workers to increase the overall percentage by implementing measures with the highest degree of consensus among the participants. Finally, on a voluntary basis, it was suggested that all employees present at the meeting had agreed to participate in the programme, to sign a commitment card to improve safety and road safety; these commitment cards had separate parts that were entered into the urn to participate in the draw of the company's advertising point (balachon), choosing in the same act the winner of the draw and giving him his
prize. 3. Having made preliminary observations, the results of which were presented at the previous meeting, the behaviour was observed during the intervention phase and after it was completed to verify the improvement. Comments were made on the use of seat belts, as well as on the use of turn signals, not clostrumively, at peak times, around the parking lot. At these stages the relevance of the problem was recalled, using posters and slogans at various points of the institution, in the parking lot, as well as at some points coming out of the same, providing feedback
graphically on the overall figures and through informal negotiations by the control (after the intervention was periodically removed these reviews to make sure that the results were constant). The end result was a significant improvement in the use of seat belts and, in addition, there was a significant improvement in the use of intermittent, behavior that was not initially included in the measures: the participation and participation of employees achieved a generalization of the response, improving not only behavior related to seat belts, but other behaviors not directly addressed
in the intervention. 36 Center for Ergonomics and Prevention - University of Politics of Catalonia Part II Approaches of European administrations in the prevention of occupational road risk 5. Acquaintance. Common characteristics As mentioned in the first part of this work, professional-traffic accidents are those that occur on the road collision with a vehicle transiting along this route, when the labor relationship of the unfortunate person necessarily contributes to the accident able to materialize. This is a definition generally accepted in publications it is also administrative,
especially at the level of social security of the member states of the European Union (EU-15), with the exception of the Netherlands. In the Netherlands, the concept of occupational risk is not currently used because it falls under the concept of social risk. Thus, the distinction between different types of accidents (work or professional, mission accident and accident in itinere) has only preventive interest. However, the specific preventive treatment of such accidents leads to certain shortcomings, as it will be later. In the case of other States of the Union, given the division
between mission traffic accidents and Itiner, it is noted that: (a) For mission accidents, the agreed definition is valid: accidents occur within the labour force itself when the tasks assigned by the enterprise to its employees are performed (EUROGIP 2003). These accidents are recognized as professional unforeseen circumstances, as it is clear that the accident takes place in the Center for Ergonomics and Prevention - the University of Catalonia's Policy 37 Road and Labor Risks and prevent them during the work. This applies to truckers, taxi drivers, couriers, and any
profession in which driving, staying or walking on the road, even if it is not the main element of trade, is part of working time (commercial, medical visitors, help on the roads ...). In Spain, this type of accident is legally recognized in article 115.1 of the consolidated social security text (1994): An accident at work means any injury suffered by an employee in connection with this or as a result of the work he or she is employed. b) In the case of accidents in Itiner, there would also be an agreed definition: the accident in Itinere is the one that occurs in the way that an employee
takes between his residence and his place of work, and vice versa, including a small rodeo caused by the needs of life (this is the legal definition in Italy since 2000, cited by EUROGIP 2003). However, there are differences between the states, including: In Germany, when several people travel together to work, sharing costs, or when a longer route allows you to work faster, an accident is considered an accident in Itiner. In Finland, on the other hand, the victim should use the shortest route between his home and work (and vice versa). In Ireland, for an accident to be
considered a job, it must happen on the route interrupted between home and work (on the way back). In Portugal, some work-related situations allow for the recognition of a workplace accident: trips made outside of place and working hours, but performing tasks that the customer has requested or authorized, and trips made to travel to where wages are received. In Spain, the legal definition is enshrined in article 115.2a of the consolidated text of social security: 2. They are treated as accidents at work: a. Those who suffer from an employee on the way to or from the
workplace also include moving to a place where the employee carries out an elected mandate and rescue work-related operations; however interpretations, appeals and decisions are relatively varied (see Santos Palacios 2005). In other states, an accident in Itiner is not considered an accident at work: this is the situation in Denmark and the United Kingdom (in addition to the Netherlands). In Denmark, accidents in Itiner are generally not compensated under professional risk legislation, even if an accident occurs in a vehicle provided by the company; However, if an
employee leaves his home by car to go directly to the client, he will be covered by the legislation on compensation for accidents at work, as this type of movement is assimilated with the mission. In Britain, the accident in Itiner is not covered by the company's insurance, considering itself the responsibility of an individual and their own insurance. The next part analyzes administrative or structural actions in individual countries of our environment, and describes - for advice and advice, analysis, in particular, some examples of guides to the prevention of occupational road
risks. Chapter 6 summarizes the structural actions of Germany, France, the Netherlands, the United Kingdom and Sweden and outlines the actions of Austria, Denmark and Italy (actions taken in Spain are discussed in more detail in the next part of this report). In all these cases, the current legislation on occupational health and safety is uniform: in the relevant provisions of 38 the Centre for Ergonomics and Prevention - The University of Politics of Catalonia approaches European administrations in the area of prevention of occupational and road risk of the European
Framework Directive. However, differences in consideration of the above-mentioned DTP and differences between the road safety policies themselves typology, the number and intensity of the actions taken. Chapter 7 describes examples of communication and counselling, analysis of the contents of the four manuals that were considered particularly interesting for this work for their diversity, rigor and usefulness; two European states (France and the United Kingdom) and two from outside the European Union (Australia and the United States). Table 17 summarizes the



main features of these guides. Table 17: Highlights of the guide analyzed by Country France United Kingdom Title Risque routier encouru par les Driving at Work. Managing employees. Comprendre pour work-related road safety agir. The Guide to Evaluating No Pages Editor 39 24 INRS, uniting efforts between HSE la Sekurito routi're and Sekurith sociale en mission e in itinere en mission (mentions some factors relevant to the risk in itinere) The scope of Australia's road safety disclosure style into the workplace: Work-related road safety guide for all accidents. The
Challenges and Opportunities of Employers for Prevention 55 Road Safety Council 108 National Institute for Occupational Safety and Health (NIOSH) Mission (although it mentions Mission (although mentions the relevance of the impact factors of accidents in ininere) accidents in Itiner) Disclosure / Technical Techniques Broad thematic audience of entrepreneurs and managers of entrepreneurs systematic prevention, Integration into the management of an agreement with the principles governing the prevention of a general prevention of professional risk prevention
directive, an extensive framework directive to develop a common scheme for the prevention of vocational-road risk assessment facilities guide description of components of the risk management system on a professional road basis; professional road risk assessment. Elements of the system. Develop a combined strategy of preventive planning of professional and road risks of prevention of professional-road risks associated with the responsibility of the entrepreneur, the influence of organizational factors: infrastructure, vehicle, activities and restrictions of the employee,
travel conditions. Examples of good practice. Employer responsibility, management benefits, system components, the procedure for assessing professional and road risk. inclusion of epidemiological anelys road safety: PRL policy, risks of professional and road activities, initial regulation of selection and training, as well as applicable standards and procurement of employees, maintenance and maintenance of the fleet; special relevance, systems of registration of strategies of the unfortunate and incentivizing staff risk prevention, support support Training. Examples of good
practice. It should be added that in all the countries studied, this dual approach, structural and communication recommendations, which, using the words of the NIOSH (Pratt 2003) manuals, have been described as a multifaceted and multidisciplinary approach. multifaceted, as it includes road safety agencies, labour inspection, social security and occupational risk prevention, and investment in infrastructure; and does so by coordinating and joining forces with all administrations, central, regional or regional and local. Multidisciplinary because it includes the consideration
and participation of all agents involved, not just the administration: entrepreneurs, social agents, insurers, vehicle manufacturers, neighborhood communities, etc. in this sense, it is possible to emphasize the material prepared by the French INRS, available from its websites, ergonomics and prevention center - the University of Catalonia's Policy 39 Road And Labor Risks and Their Prevention 5710D003B2D5D/$FILE/visu.html? OpenElement 6. Administrative or structural actions of individual countries from the European environment 6th Germany In Germany since the
1980s, the importance of traffic accidents has been recognized and statistics are collected on them by vehicle type. German labour risk prevention legislation obliges the employer to ensure the health and safety of its employees in the event of a traffic accident. However, it is difficult to assess the type of workers involved in this matter and there is no mandatory training for those who drive during the working day. From a road safety perspective, the official body is the German Road Safety Council (Deutscher Verkehrssicherheitsrat, DVR), founded in 1969. An important
feature of this institution is that its organizational structure brings together all relevant social groups to coordinate public efforts to improve road safety: more than 270 agencies in the public and private sectors are members of this Council, which includes the government, federal states, mutual labor, automakers, motorist clubs, the Church, the oil industry, technical controls, the insurance sector, the police force and the workers and employers' associations. In terms of preventing occupational risks, reciprocal agreements on compulsory accident insurance and trade and
industry prevention (Berufsgenossenschaften, BG). There are currently 26 mutual, divided according to the industry of economic activity in which they work, as well as reciprocal for the agricultural sector and accident insurance institutions for the public sector, all of which are integrated into the German social security system and coordinated through the German Federation of Reciprocity (Hauptverband der gewerblichen Berufsgenossenschaften, HVBG). In his work, he emphasizes the fact that each employer is a member of a mutual that corresponds to him, depending on
his sector of activity, and that they are led by an autonomous administrative body in which employers and employees are represented in the same proportion and manage - non-profit - funds formed solely by the contributions of entrepreneurs. Insurance premiums, which each employer pays to each other, are calculated in accordance with their effectiveness in preventive matters (bonus-malus system); The coverage of occupational hazards is complete and includes both workplace accidents, occupational diseases and accidents in Itinere, although the latter are not
considered when it comes to remuneration or punishment paid premiums. The German Occupational Health and Safety Act (Arbeitssschutzgesetz) of 7 August 1996, which transients Framework Directive 89/391/EEC, obliges employers to organize work in such a way that mini-measures risk life and health and minimize residual risks. For insurance and forecasting authorities, the road risk of workers is indeed included in these provisions. That is why BG, in collaboration with DVR, helps entrepreneurs in this endeavor. The two agencies found that travelling back and forth
to work was more dangerous than the work itself: more people died from road traffic accidents and workplace accidents than as a result of workplace accidents. That is why 40 Center for Ergonomics and Prevention - University of Politics of Catalonia Approaches European administrations in preventing professional and road risk that BG and DVR have jointly developed a specific program called Safety on All Roads to promote a culture of responsible road safety behavior within the work. This program, adapted to a specific sector of each BG, takes into account the reality of
the company. It is based on the motivation and participation of management and employees. Bg-DVR joint campaigns will be mentioned road safety during rush hour. This awareness is done through posters, triptychs and slogans, and on the Internet. The Safety on All Roads programme is based on four principles: Continuity: because it does not offer point solutions, it has an unlimited duration and can only be successful if safety is an integral part of the company; Respecting the characteristics of the company because it draws on existing experience and takes into
account different parameters such as company size, management-employee collaboration, management style, work environment, skill level of participating agents and previous experience in assistance programs; The application of a method that integrates security aspects from the outset and continues gradually, seeks concrete results and allows for detailed solutions to problems, not to lose sight of everything; Participation that strengthens the commitment and responsibility of the participating agents. It's a modular system where companies can choose topics of varying
complexity. Elements that compile the programme range from demonstrations - annual or specific - organized on a specific topic, to the provision of documentation or a database on the Internet, to training courses on security or consultations adapted to the industrial sector. Training courses cover both cars and two-wheeled vehicles, trucks, dump trucks and buses. By forcing them to take the exam, they help establish a relationship to driving that integrates safety. Topics covered include: analysis and prevention of the risks of traffic accidents in the company; Identify the
company's specific strategies for limiting Itiner accidents and accidents during working hours; Adapting internal workspaces and circulation spaces according to safety criteria; Develop safety criteria for new equipment and vehicles; Helping to resolve internal conflicts. Numerous BGs bear the full cost of these measures. Road safety training is considered to be particularly effective to the extent that participants can exercise their practical and theoretical knowledge. Finally, it should also be noted that among the measures promoted by the German administration is the
promotion of voluntary security circles in companies. These circles attract workers from company fleets to discuss hotspots and design solutions, according to Moderator of the Center for Ergonomics and Prevention - University of Politics of Catalonia 41 Road and Labor Risks and their experienced prevention. This measure is promoted by DVR and can be said to be another feature of the German system. 6.b France In France since the late 1990s, there has been an important awareness of accidents at work, which account for a large proportion of all accidents at work
and most fatal accidents if accidents are included in the itin. The main feature of the French system of preventing such accidents is the implementation of agreements between the administration, insurance companies, socialists and some voluntary companies. These programmes focus on motivating companies to establish specific road safety plans, providing information on the costs of road accidents for the company, and reducing premiums for compulsory contingency insurance and auto insurance premiums if the plans are implemented. In order to better prevent road
risk in the company, the Interministerial Interagency Delegation (DISR, Interagency Delegation for Road Safety) and Caisse Nationale de l'Assurance Maladie des Travailleurs Salaris (CNAMTS) signed a specific agreement in 1999, demonstrating the strong willingness of the two participants to obtain significant results in relation to road risk control, mobilizing all participants. The approach to prevention used, thanks to the increase in CNAMTS, is common in the prevention of occupational risks and is therefore familiar to companies that have previously used it against other
occupational risks. Compared to Sakurie-Rutier's conventional approach, which focuses mainly on individual behaviour, the PRL approach promoted by KNAMTS is structural and collective. To harmonize these two approaches, the action is formulated around two axes: first, cooperation between those responsible for road safety of public authorities and the agency responsible for the prevention of occupational risks, the establishment of a national management committee, composed of representatives of public bodies and the Institute for the Prevention of Social Security;
secondly, a number of initiatives have been launched to begin to apply a structural approach to professional accidents to the risk of road accidents, such as the signing of the Convention at the national level - regional and provincial levels - and the implementation of local steering committees. This collaboration is reflected in the creation of tools that are largely imbued with the French approach to the prevention of occupational risks: the National Institute of Rechersch and Sekuret (INRS) in collaboration with disR, a guide to assessing road risk in the company; it had also
issued a recommendation to SMEs to assist them in gathering relevant information and in establishing a specific action plan for health and safety of road accidents. The Professional Risk Assessment - Guide for SMEs (2002) contains a specific sheet of data on road traffic risks. At the national level, KNAMTS organized in October 2001 a colloquium with the memorable name Road Safety: a social problem, a problem of the company. In parallel, 14 Regional Health Insurance Funds (CRAM) have signed an agreement with DISR to be part of the animation poles created at
the regional level, and strengthen the creation of health and road safety managers, with the functions of supporting local actors and 42 Center for Ergonomics and Prevention - University of Politics of Catalonia Approaches European administrations in preventing professional and road coordination of the risks of the activities of prefectures and the Institute of Prevention. On the other hand, about sixty agreements were signed with the prefectures. This structure has led to the development of various pilot activities, which were piloted in the first phase of the programme in six
regions; everyone had to have an idea or a concept. The working method was to offer or commission road risk diagnoses from companies using methods already used for traditional risks. The pilot activities also included the establishment of road safety clubs and other knowledge-sharing and best practices for SMEs. It can also be referred to a systematic audit of all accidents and to inform companies of specific programmes under prevention plans, including awareness campaigns (by developing a set of posters) on various road safety issues, such as alcohol, the use of
helmets (for two-wheeled vehicles) or vehicle maintenance. The assessment of the first phase in the summer of 2002 demonstrated the relevance of the approach used. The second phase, phased from 2002 to 2005, was aimed at assisting companies in assessing road risk as part of the professional and arise in structures responsible for occupational risks, skills associated with road risk. The possibility of training after the carnets is also available to drivers of light vehicles (less than 3.5 tons). 6.c The Netherlands since 1967 the Netherlands has compensated all
accidents undifferentiatedly, regardless of its reason. The concept of occupational risk has disappeared from the social security sphere in order to give way to a more global concept of social risk. In these circumstances, the notion of accidents at work, accidents and traffic accidents in Itin are only preventive interests. On the other hand, traffic accidents are not considered to be the cause of any employer-related reasons and therefore do not entail liability on the part of the employer: the injured employee may resort to accident insurance if applicable, and therefore the
prevention of traffic accidents is the very social security, which currently has no statistics on this phenomenon. In 1997, the Government of the Netherlands proposed new legislation on road accidents (Wet Verkeersongevallen) to improve the compensation system for the most vulnerable users of road accidents, including the employer's responsibility for accidents suffered by its missionaries. This consideration was partly motivated by the argument that the employee was in a difficult situation, since in practice he could not claim compensation from his employer, and his
employer was also not obliged to take insurance for that employee, and the employee himself could also be insured against traffic accidents as the driver of a vehicle that was not his own. Even if the employer has paid for the most extensive accident insurance, it will only benefit passengers, but not the driver, even if the driver has suffered similar or even more serious injuries than his passengers. Regrettably, the bill had received such criticism that it had been withdrawn, and although the Government had announced its intention to reintroduce a bill to revise the proposal,
it seemed that it would take time to arrive; a number of experts predict that the new legislation will only see the light of day in the long term, even if it is certainly desirable. The Centre for Ergonomics and Prevention - The University of Catalonia's Policy 43 Road and Labour Risks and Prevention 6.d UK In 2000, the British government was actively involved in vigorous action to reduce by 40% (until 2010) the number of road deaths. New fact, this play called Roads of Tomorrow: Safer Tomorrow's roads, safer for all), were also interested in accidents that occurred as part of
the work. Therefore, in 2001, the Health and Safety Commission (CPC) established an independent and specific working group, the Road Safety Task Force (WRRSTG), to initiate discussion of a proposal that employers face risks (and are caused) by their employees on public roads, including them directly in occupational risk prevention plans. The basic idea is that organizations must take positive measures to ensure the safety of their employees while working on the road as drivers, passengers or pedestrians. The Group took the approach that the risks associated with
labour were an important aspect that was less important than necessary, in part because there was no specific monitoring of the implementation of labour risk prevention legislation in that area. On the other hand, it was clear that there were several opportunities for companies to act in this area. Not only to improve the overall safety of workers, but also to reduce accident costs, create significant savings, improve the organisation's preventive image and make a significant contribution to the UK's road safety targets. WITH the participation of key players, WRRSTG has
asked the Health and Safety Executive (HSE) to establish more accurate traffic risk statistics for companies. HSE statistics show that between 25 and 33% of serious and fatal road accidents are related to those currently working. These figures include all categories of road users (car drivers, motorists, cyclists and pedestrians) as well as those working on the sides of the carriageway, indicating that between 10,175 and 13,512 people were killed or injured in road accidents in 2001. These accidents are the leading cause of labour mortality, with the number of workers killed
between 800 and 1,000 a year; The levels of risk to workers who work annually on workers who can be reached annually by car or minibus are similar to those associated with risks to workers in high-risk sectors such as construction, agriculture or mining. As part of your participation in this group, The HSC has published a report with the Department for Transport entitled Reducing the number of accidents at work. This report proposes that the Government and HSC apply existing workplace and road safety legislation to the company, meaning that employers, when
assessing these risks, integrate their appropriate preventive measures into the company's health and safety management system, and that employees cooperate fully in their implementation. To help companies meet their obligations, the report proposes that HSE develop specific recommendations on road hazards and that a large 34 campaigns will be launched in this regard, it is worth highlighting the particularly active involvement of the Royal Society for the Prevention of Accidents (RoSPA) and the Trade Union Congress , TUC). 44 Center for Ergonomics and
Prevention - University of Politics of Catalonia Approaches European administrations in preventing professional road risk to raise awareness on this issue. Finally, the report proposes that the organization piloted by HSE adopt the WRRSTG succession to ensure that these recommendations are implemented. This strategy aims to include the risks inherent in the act of driving among the risks that the employer must prevent. This is due to the fact that the British Professional Risk Prevention Act does not directly take into account the road risk in the company. This, in turn, is
due to the fact that road safety has been regulated until then by texts on the use of the road, the use of which depended on the police. The report's findings were left unanswered for some time until in 2002 the TUC called on the British government to implement and resume debate by asking hse to instide entrepreneurs to carry out road risk assessments faced by workers. This request was heeded, and in early 2003, in accordance with the Ministry of Transport, the WSC asked hse to develop a three- to five-year programme of work with the following paragraphs: working
with companies to develop and promote best practices for preventing traffic accidents; Organizing outreach campaigns to give companies a better understanding of the problem; Information and data collection - the beginning of investigations; Explaining the formula between the police force, the HSE and local authorities regarding investigations and enforcement of regulations; Preparing general recommendations. In February The HSE stated in 2003 that the Health and Safety regulations of 1999 required each employer to conduct a risk assessment and that driving as
part of work should be included in that assessment. On the other hand, close cooperation between HSE and the Department of Transport led to the publication in September 2003 of general recommendations for entrepreneurs: driving at work - work-related road safety management. This document clarifies the employer's responsibilities and interest in managing this risk; there is also a method for assessing road risk in the company. To be comprehensive about the situation in the UK, it should be noted that without waiting for hse to take action, RoSPA has launched its
own campaign to encourage entrepreneurs to manage the road risk of its employees. The campaign, called MORR, used a variety of tools, including best practices and triptychs on specific topics such as speed, driving sleep and maintaining driver skills. RoSPA makes it adconscioying that road risk management be integrated into global health and safety management policies at businesses. According to the body, two thirds of the accidents suffered by professional drivers could have been avoided if they had been forced to follow training programmes. In addition, RoSPA
wants to raise awareness among the company's fleet managers, who play an important role in their decisions and participation in the training of vehicle managers and maintenance. The Centre for Ergonomics and Prevention - The University of Politics of Catalonia 45 Road and Labour Risks and Their Prevention 6th Sweden As mentioned in the first part of this report, Sweden was the most radical country, adopting a new preventive approach to road safety: until 1997, it applied the traditional approach, focusing on training, monitoring and monitoring human behavior as a
road user; Since 1997, the Vision zero programme has marked Sweden's road safety strategy. The programme aims to minimize the risks of accidents, to ensure that, wherever they occur, their consequences are not fatal, and to promote the concept of shared responsibility, that is, to recognize the responsibility of all social agents for the problem. In this sense, the company is considered one of the agents of the global road safety policy. For creators companies are required to use suitable vehicles and maintain them in good working order, as well as to establish rules and
plans for routes, taking into account the safety of their employees, their training and monitoring of compliance with these standards and plans, as well as general safety rules (speed limits, seat belts or sobriety at the wheel). Similarly, transport customers and carriers should take responsibility for the road safety community when they are contracted for service. 6.f Austria, Denmark and Italy In Austria, Kuratorium f'r Verkehrssicherheit (KfV, Committee on Road Safety) took part in a training event organized by the Vienna Chamber of Commerce for professional drivers. This
training was aimed at both the taxi driver and the trucker. It had two parts: the practical part, with safety training, and the theoretical part, with interviews with KfV psychologists and with the stress control module. KfV also organizes training seminars for professional drivers. He has developed special modules for people who spend most of their working time behind the wheel. It is designed to raise awareness of risk factors and to find solutions tailored to each case. The target groups of this action are bus, truck and taxi drivers, as well as those responsible for transporting
hazardous materials. In Denmark, Radet for Storre Faerdselssikkerhed (RFSF) organized a program called Safety through a conversation aimed at enticing road safety as a topic of conversation between truckers. The upcoming campaign will target companies that will be asked to organize road safety plans. In Italy, contro gli Infortuni sul Lavoro (INAIL) (National Institute for Occupational Accident Insurance and Occupational Diseases) is working with the Ministry of Equipment and Transport and the Fiat group to organize a national outreach campaign to prevent
occupational risks associated with road transport. The idea is therefore clear that a significant reduction in these risks is possible through intervention in human activities by improving the organization of work, adapted training and awareness of the culture of safety. The proposed goal is to reduce the number of victims by 10% by 2010. 46 Center for Ergonomics and Prevention - University of Politics of Catalonia Approaches European administrations in the prevention of occupational road risk 7. communication and advice. The manuals on occupational and road risk and
its prevention of the 7th French manual published by inRS (and implemented in cooperation with social welfare authorities and road safety authorities) are carried out in an informative manner; includes professional road risks in the mission and in Itin, and its wording is focused on a broad task force, including entrepreneurs, managers, professional risk prevention specialists and employees in general. The issue around which the manual is being developed is the systematic prevention in accordance with French law on the prevention of occupational hazards, insisting on
general principles of prevention; The document is designed as a guide to assessing the risks associated with professional activities. It emphasizes the employer's responsibility for these risks, emphasizes the impact of organizational factors on aspects related to driver behaviour, and gives examples of good practice in companies of different sectors and sizes, usually medium. It consists of five main chapters: 1) Identifying areas of activity in which there is a risk of a professional road (both in mission and in Itiner): functions that generate travel to missions, knowledge of the
types of travel between home and work center. 2) Analysis of accidents and traffic accidents in the mission and in Itin (feeling, understanding, analysis in depth): census of accidents and incidents in recent years, record of indications of such accidents (victims, colleagues, witnesses), surveys of accidents and incidents in itinere, assessment of economic impacts for the company. 3) Analysis of organizational constraints imposed on drivers' behaviour: schedules, loading and unloading, conditions (day/night, temporary pressure, real-time information management), both in
mission and in Itin. 4) Travel management, route planning and planning, fleet management of vehicles and drivers, accident and accident information system, traffic management in the entrances and within the company, and the participation of the organization in terms of road safety. 5) Implementation of an action plan (preventive action planning) based on five elements: Travel Organization, Driver Improvement, Vehicle Status, Home/Work Trips, Company Access and Parking. Its detailed content is as follows: Travel organization: Preparation, planning, travel
management: choice graphics, logistics, driving time; Management of emergencies, delays, unforeseen events; Addressing specific difficulties Relationship between company/client and supplier (type of contracts, provisions); analysis and treatment of circulatory dysfunctions. Reducing movements: video conferencing, choice of meeting places, suppression of useless trips, choice of other modes of movement. Improving driver's condition: Staff awareness: risk information sessions; Monitoring of knowledge of the Code of the Center for Ergonomics and Prevention -
University of Politics of Catalonia 47 Road and Labor Risks and Their Prevention Of Circulation; Analysis of accident factors; Training that brings together reflections on the organization of displacement; recruiting and training new employees. Behavioral assessment: behavioral audit, improvement. Specific education. Vehicle status: Company vehicles: establishing safety criteria when choosing vehicles; Internal vehicle adaptations Compliance and adequacy of vehicles; regular monitoring of his condition. Campaign on personal control of the vehicle: driving headlights,
tires, windshield wipers; Safety diagnostics: key points financial assistance for vehicle technical control. Home/work routes: routes used: inventory of black spots specified by staff: road condition, specific risks, difficulties, dangers. Business relations/local communities/DDE: coordination with other actors involved in the organization of hazardous points activities; Infrastructure management contents of access roads: infrastructure, asphalt, snow removal...; Adaptation of transport schedules in general: frequency, amplitude; integration of the project into PDE (enterprise
relocation plan). Structural Adaptation: Restaurant Company. Access to the company and parking: access to the company: the development of a circulation plan aimed, in particular, at the organization of various types of access: pedestrians/vehicles, personnel/outdoor vehicles/PL, entrances and exits; showing the routes of traffic. Parking: parking control: number of required spaces, marking of premises, sufficient lighting, distribution of entry and entry flows, adaptation of traffic (especially during periods of maximum inflow); maintenance of the parking lot and its entrances
(asphalt, the condition of the road...). Internal circulation plan: indication, signaling on the ground; readable and clear circulation plan at the entrance. Finally, the guide includes an application with a standard questionnaire model to collect information on travel to the mission and in Itiner, including mileage, travel time, type of vehicle or half of the used, routes followed, etc. 7.b United Kingdom British Guide is published by HSE and has a volume of 24 pages. It is written in an informative style and is mainly aimed at entrepreneurs and managers. It is logical that under UK law
in this area, it only applies to road accidents on a mission. This is about integrating the road risk management subsystem into the overall occupational risk prevention system, and its purpose is to describe the components of this subsystem and assess risks. Its content emphasizes the employer's responsibility in these accidents, the benefits of its management for the company, components of the road risk management subsystem; the guide also describes the procedure for assessing these risks. It is structured into three chapters: company policy (responsibility,
organization and structure, systems, monitoring and monitoring), assessment stages (risk identification, identification of open employees, evaluation, accounting and evaluation of review/changes) and evaluation procedure. 48 Center for Ergonomics and Prevention - University of Catalonia Policy Approaches European administrations in the prevention of professional-road risk Assessment procedure is determined according to three elements: driver, vehicle and travel, showing a number of headlines for each element, with questions for reflection and questions about them.
The detail of this chapter is this: 1. Driver a) Contest: Are you satisfied with the competence and ability of your drivers to safely do their jobs for yourself and others? Do drivers have previous experience? Does work require more than just a valid driver's license for the type of vehicle used? Do your hiring procedures include a benchmark check of previous driver assignments? Do you periodically check the validity of your driver's license? Do your drivers know the company's professional road hazards policy and understand what is expected of their work? Have you set the
standards of skill and experience required to do the job? How do you verify that these standards have been met? Training: You satisfied with the training and training of your drivers? Do you provide initial training to your drivers? Do you have an on-site training policy that gives you a higher priority for those most affected (higher mileage, crash history, young drivers)? Have you provided special training on conventional safety checks (light, wheels, driver's position adjustment), use of safety equipment (seat belts and headrests), use of ABS devices, fluid check before travel
(water, oils, windshield wipers), correct load positioning, safety procedures in the event of a vehicle failure, road safety information, fatigue risks and procedures to be used if the driver is tired or sleepy, Is there a dedicated budget for training and training, both initial and periodic? c) Health condition: Are you satisfied with the health of your drivers? For drivers of heavy vehicles for whom there are legal requirements of medical testing, these reviews are fulfilled and verified? Even if there are no legal requirements, should other drivers of the company undergo medical
reviews and other sanitary supervision procedures? Do drivers are reminded of the importance of regular reviews, in particular sensor reviews, as found in traffic rules? Do drivers know that they should not drive if they are undergoing treatment that requires drug use, and that in these cases they should always seek medical attention? 2. Vehicle (a) Adjustment: Are you satisfied with the suitability of the vehicles for use given to them? Do vehicle procurement procedures include requirements for the safety of the driver and pedestrians? Is your fleet suitable for the work you
have to do, have you thought about replacing it with a lease or a lease? Do you check that private vehicles are not used at work if they are not insured for this purpose and their ITV certificates and their ITV certificates are checked periodically? b) Conditions: Are you satisfied with the way your car's safety and adjustment conditions are maintained? Do you have proper preventive and corrective maintenance procedures? How do you verify that maintenance and spare parts are properly managed, do you have an audit standard? Is there a procedure for preventive
maintenance in accordance with the specifications Car Manufacturer Center for Ergonomics and Prevention - University of Political-Nica catalonia 49 Road and Work Risks and Their Prevention (remember that ITV only check for major defects and does not guarantee the safety of the vehicle)? Do your drivers perform regular security checks before they travel? Do you check on each path that loads do not exceed the maximum allowed and are well protected? c) Safety equipment: Are you satisfied with the safety equipment of your vehicles, their fit and maintenance? Is
safety equipment adequate and in good working order? Do you check the correcting of seat belts and headrests and their proper functioning? d) Critical safety information: Are you satisfied with the information available to your drivers to help them reduce risks? Have you thought about how to make this information readily available to drivers, particularly concerning: recommended tyre pressure, vehicle headlight adjustments based on load, head restraint adjustments to compensate for the effects of whiplash, the actions they should take if they believe that the vehicle is
not safe, and with whom they should contact? (e) Ergonomic considerations: Are you satisfied with the use of the driver's position and seat settings regarding driving safety? Do you consider ergonomic criteria before buying or leasing a car? Do you provide drivers with instructions on driving correctly and how to use seat and steering wheel settings correctly? 3. Path to) Routes: Are you planning routes properly? Is it possible to use safer routes for the vehicles they use (such as motorways rather than roads)? Does this include load height limits (bridges and tunnels), level
steps, etc.) in your planning? b) Programming: Are your itinerary programs realistic? Do you take into account periods when the driver can be the most sleepy (between two and six o'clock in the morning and between two and four o'clock in the afternoon)? Do you have a procedure to prevent drivers from working if they are sleepy, even if they have to miss deadlines? Do you periodically check tachographs to make sure that drivers comply with the current rules and do not take too much risk, both for themselves and for others? Do you avoid peak traffic periods? c) Time:
Are you satisfied with the time distribution to be able to make the journey safe? Do you take in road conditions and rest time in the allocation of time? Do you force drivers to work under temporary pressure, forcing them to risk unnecessary risks (for example, exceeding the speed limit for delivery time)? Are there nightly procedures to prevent drivers from finishing their journey at the end of the day? Have you considered informing employees working irregularly about the dangers of driving from work to work when they are over-tired, making it easier for them to choose
alternative vehicles? d) Distance: Are you satisfied with procedures to avoid the fatigue risks of driving at excessive distances without proper interruptions? Do you take into account the fatigue factor when planning a route? What criteria do you use to ensure that workers are not required to perform 50 days of ergonomics and prevention - University of Catalonia's Policy of Catalonia Approaches European Administrations in Preventing Exceptionally Long Occupational Risk (including the journey they must make to travel from home to work)? Environment: Are you satisfied
with environmental conditions (snow, fog, rain, wind) when planning routes? Are routes reprogrammed under adverse environmental conditions? Is there enough automotive equipment to operate in an unfavourable environment? Do your drivers know the driving styles to take in different environmental conditions? Were there procedures in place to avoid pressure to meet deadlines in adverse environmental conditions? 7.c Australia In Australia, labour risk prevention legislation differs from the legislation established by the European Framework Directive but takes a self-
regulating approach. Australia is a leader in increasing the use of prevention management systems (although official documents remind that prevention management systems are aid but are not exempt from compliance). The Australian guide, published in 2001 by the Road Safety Board and implemented in a style between informative and professional, only includes professional road risks in the mission (in its introduction it refers to the importance of accidents in Itiner, but they do not specify specific measures). This guide examines employers and sets out in detail how to
plan for the prevention of these risks, and presents elements that should include a plan to determine the absence of (for each of these elements) how to approach good practice and the results of good practice. Management is therefore largely focused on best practices: about half of them set out a complete and exemplary plan to prevent the risks associated with professional activities. Detailed information on the elements reviewed and the proposed way to achieve practical practice is: 1) the inclusion of road safety as an integral part of the professional risk prevention
policy. As a first step in planning, it is necessary to ensure that the responsibility for the risks of road labor lies with top managers. Lack of good practice in this area can be identified by the absence of any specific road safety policies or processes; The path to best practice includes documenting policies on these risks in some areas of the company's activities, informing affected staff, informing some employees, identifying the responsibilities of some employees and adopting a policy review procedure; best practices include a common policy on these risks, participation -
communication and active consultation - of all employees, the creation of a system of responsibilities, regular policy review to verify its effectiveness and its systematic distribution to all employees. 2) Consideration of road safety issues in recruitment and recruitment. This element is aimed at taking into account their history of road accidents and concern for road safety. Lack of good practice can be identified by incorporating safe driving requirements into job descriptions or during the selection process; The path to good practice includes talking to candidates at the
selection process about their history of accidents, requiring them to carry out current driver's licenses and conduct an initial medical review specific to the Center for Ergonomics and Prevention - University of Politics of Catalonia 51 Road and Labor Risks and Their Prevention; Good practice has as a sign: incorporating the need for safe driving into job descriptions requiring driving tasks, assessing attitudes to safety of candidates for the position, and assessing the history of employee accidents. 3) Incorporating road safety materials into the initial training of workers. The
aim is to ensure that road safety is considered in the initial training programmes. Lack of good practice is evident when road safety is not Accounting in these programs the way to practice involves its treatment, even if it is limited in the initial training of drivers; Best practices include specific training of road safety workers and managers with information on the organization's policies and procedures in this area, as well as mechanisms to enable employees to drive until they are in full-time and assess their driving competence. 4) Using best practices in the purchase and
maintenance of the fleet. Lack of good practice can be identified if we do not look at vehicle safety characteristics when purchasing them and if maintenance is only corrective; a trip to best practice means that employees are consulted to determine safety requirements for the purchase of vehicles, that maintenance is carried out in accordance with the manufacturer's requirements and that procedures are in place in the event of vehicle problems or failures; It is possible to examine the safety characteristics of the fleet and the inclusion of safety specifications in procurement
procedures35, as well as the presence of well-documented preventive and corrective maintenance procedures, including recording repairs and changes. 5) The existence of a system of registration of traffic accidents. The purpose of this section is to maintain an effective system of registration and monitoring of accidents, for each accident, employee and for the entire fleet. Lack of good practice is characterized by a lack of data collection of accidents and the fact that they are documented only for the purposes of the insurance companies' claim; the way to practice means
that serious incidents are documented and all accidents in which injuries are investigated, even if there is no regular procedure for collecting such data. The practice is characterized by documenting and investigating all incidents, taking corrective measures and monitoring their implementation, and the fact that there is a managed procedure for collecting data on incidents and accidents, which also allows for comparisons and comparisons. 6) Creating a system of incentives and incentives36 for staff. This element is about recognizing good and bad behavior in driving.
Lack of good practice is manifested in the lack of follow-up to driver behaviour; way to good practice involves monitoring, even if there is no system Constraints. If such a practice implies the existence of this system, which further develops with the participation of workers, the identification of good and bad behaviour, as well as the existence of procedures so that the public can get an opinion on the behaviour of the drivers of the fleet. 35 The guide mentions data from ANCAP, the Australian equivalent of the European New Car Assessment Programme (Euro NCAP 2006),
of which Generalitat de Catalunya is a member, which has the Applus-IDIADA laboratory in Tarragona. 36 noted that incentives are much more effective than sanctions. 52 Center for Ergonomics and Prevention - University of Politics of Catalonia Approaches European administrations in the prevention of occupational and road risk 7) Support for training and learning through programs that promote safe driving. In the latter element, the lack of good practice can be identified by the very limited training programmes that have not identified the need for training and training;
the way to practice includes training, which is carried out if necessary, informing drivers about the safety of the fleet and documenting training programmes received by staff. Good practice is evident when road safety training is determined by a needs analysis (meeting of identified needs) analysis, when all training is assessed and a detailed training and training plan is developed. 7.d The United States below is the content of the guide developed by NIOSH. It should be noted that this guide is part of the NIOSH Hazard Review series and therefore includes measures to be
taken by various administrative states, employers and social agents. The manual only addresses mission accidents, although it explicitly mentions the impact of Accidents in Itiner (emphasizing the need to investigate such accidents). It is written in a technical style, and the task force, aimed at it, is extensive. It should be noted that, as in Australia, U.S. preventive legislation differs from European law: in particular, the legislative scheme used in the United States is based on standards and prescribes (compared to self-regulating schemes in Europe and Australia). However,
a quick overview of this guide is included here only for illustrative purposes. The guide begins with analysis Professional Accidents, go to the list of applicable standards (Department of Transportation, on carriers and vehicle safety conditions; Transportation Safety Board, recommendations based on accident analysis; Department of Labor, Employment and Occupational Safety and Health). The document below mentions five factors of particular interest: fatigue, specific aspects of road safety (safety, design and maintenance of vehicles, road design and emergency
assistance), driver distraction and the use of mobile phones and other systems, driver age factors (young and old) and aspects of fleet management. For each of these factors, the guide outlines its impact and the main scientific conclusions on its impact and specific preventive measures. The next chapter outlines a strategy to prevent professional road risk, which has shrunk in six main sections: fleet management, fatigue, trucks and large vehicles, distraction and the use of communication and information systems, young drivers and older drivers. Schematically, the
content of this chapter is this: Fleet Management: The guide sets guidelines for employers and employees. In the case of entrepreneurs: providing vehicles with the highest possible level of safety, implementing general maintenance systems, including pre-report checks, developing delivery plans taking into account preventive maintenance of vehicles, checking the training of drivers, keeping records of drivers, including medical examinations, history of accidents and sanctions, to carry out and monitor the mandatory use of the Center for Ergonomics and Prevention -
University of Politics of Catalonia 53 Road and Professional Hazards and its prevention of seat belts Informing workers that non-compliance with road safety requirements is as serious (and has the same consequences) as non-compliance with professional safety standards, adopting, as far as possible, the principle of assigning each driver to one vehicle, creating programs that allow drivers to comply with speed limits and rest hours, and ensuring the implementation of safe driving programs that include the relationship between safety at work and in the family ensure that
workers receive the necessary training and develop defensive driving training programmes for newly recruited workers and recycle workers. In the case of employees, management prescribes the use of seat belts when driving, familiarization of the vehicle and its control before use, as well as careful preparation of trips while driving to an unfamiliar destination. Fatigue: This section sets out criteria for employers in general, for transport operators, administrative and community service technicians and experts. Entrepreneurs in general should implement fatigue management
programs, provide drivers with detailed information about the company's policy on easing delivery plans to rest properly, preventing workers from driving at irregular times, or having to extend their journey over normal driving time. Carrier employers should establish programs responsible for speed and working hours and inform employees responsible for programming and setting delivery times and supervision of the driver's duties; they should also make the programmes and deadlines more flexible so that drivers can rest, minimizing the time the driver should spend on
loading and unloading; Finally, they should assess the possibility of installing electronic control devices - and installing them where appropriate - in order to comply with schedule legislation.37 The administration should conduct field research and research, as well as invite state and federal agencies to increase the number and quality of recreational areas. For community service technicians, the guide recommends that they encourage the use of soundtracks. Large trucks and vehicles: criteria are set for prevention technicians, carriers and public service technicians.
Prevention specialists should add safety information to training courses when sharing road with trucks and other heavy vehicles; in training professional drivers, technicians are required to report unsafe practices by other drivers when they are near trucks or heavy vehicles. Carriers must pay drivers (both their own and outsourcing) for the time that is overshadowed by the safety requirements. Public works technicians should consider reducing the number of access points to motorways and highways, checking signage and visibility of those needed. Distractions and the use
of communication and information systems: the manual sets out criteria for workers, entrepreneurs, equipment manufacturers, ergonomics and administration. In the case of workers, there are no requirements having no specific research, but a number of recommendations: avoid or receive phone calls while driving, call when the vehicle is stopped, allowing the accompanying passenger (if available and willing) to answer the phone, keep in mind local legislation, and avoid activities such as eating, drinking or adjusting irreplaceable controls while driving. All 37 In the United
States, the use of tachographs is not mandatory. In the European Union, the use of mechanical tachographs has been mandatory since 1985 (Pratt 2003). 54 Center for Ergonomics and Prevention - University of Catalonia Policy Approaches European administrations to prevent occupational risk employers should avoid pres presing workers to make phone calls for work reasons; specific tracking of accidents involving the use of mobile phones and other means of communication and information, changing the company's rules on their use if necessary. Manufacturers,
ergonomics and administration should develop information material on the dangers of distractions when using mobile phones and similar devices, including this information in gamekeeper training programmes (whether professional or not); on the other hand, the technical implications of combining mobile phones with other vehicle information systems should be analysed in order to minimize the need for attention. Young drivers: Management promotes standards of action for employers in general and for carriers in particular. Employers should ensure that young workers
have a valid driver's license and are aware of points recovery courses; in addition, they should try to gradually assign to them the task of driving. Carrier entrepreneurs should provide training based on safe behavior, including how to virtually improve risk perception skills while driving. Older drivers: The guide sets criteria for entrepreneurs, public service technicians and risk prevention technicians. Employers should strictly monitor the health of these workers, especially in terms of vision and general health, have a system for monitoring individual driving capabilities,
consider the use of vehicles that can facilitate driving (great assistance to steering and brakes, automatic transmission, etc.), and consider creating recycling courses that include monitoring procedures. Public works techniques should encourage an increase in markings on the sidewalk and make sure the signs and traffic control devices are large enough and well lit. Finally, preventive services should offer recycling courses specifically aimed at this team (night driving, intersections and if there are signs of leaving the road). The guide concludes with a number of needs for
road risk prevention studies. Center for Ergonomics and Prevention - University of Politics of Catalonia 55 Part III Promotions held in Spain. Specific training on road risk prevention 8. Introduction: The sources used in any accident data collection process are always part of a random or statistical questionnaire that collects the maximum information about each of the accidents that will be entered into the relevant data center. Whether we are referring to the statistical part of a traffic accident that needs to be completed by the road or city police, or referring to statistical
accident questionnaires prepared by companies, prevention specialists or MATEPS (given the schemes that, like the DELTA plan, are offered by the state administrations), we see a lack of data on work by road accidents and road data on the part of the accident. Therefore, there is a basic information deficit, which does not allow us to have important information about traffic accidents in both directions. That's why we turned to external sources of information. To make an X-ray of the situation of preventive measures in Spanish institutions, Organizations and companies
we have moved to three areas: - This is the ergonomics and prevention center of the Barcelona School of Industrial Engineering (UPC), which undoubtedly moves into a very large field of teaching and learning relationships in the field of professional risk prevention for 25 years, which puts it today in front of this Center for Ergonomics and Prevention - Universitat Polit'cnica de Catalonia 57 Road Risk and Specialization. Less intensely, but no less rigorously, it is in the world of road safety decisively (see and ). Barcelona's Labour and Social Security Inspectorate to the
extent that direct and extensive information has been received from SSN inspectors, duly accredited and authorized The risk of traffic accidents in the province of Barcelona, closely related to the guidelines of the Ministry of Labour and Social Affairs and the guidelines that could come from the Catalan Labour Authority (Departament de Treball i Ind'stria). Distribution of two surveys: one for good business practice and training. Both studies were specifically designed for this study and are aimed at an objective explanation of the level of handling of road and professional
hazards in the professional field. 8. Context for the Prevention of Occupational Risk Prevention in Spain To analyse the best practices of Spanish companies in the area of professional and road risk prevention, there are two procedures: all production sectors are being reviewed to analyse traffic prevention measures that are found in different areas of work and impact. - The strategies that every step of the world of road and work takes on are well reviewed in actions aimed at alleviating the professional risks that are needed. We choose the second option, as was done in
Part II of this work (referring to actions in the countries around us). We believe that public and private organizations are responsible for preventing occupational risks and that road safety has its own. However, we can move forward with a subsequent analysis of best practices by looking at road safety aspects, taking into account the following areas: 1) public administrations responsible for human trafficking and labour force. 2) Social agents (unions and business representations). 3) Mutual accidents at work and disease. 4) Third-party prevention services. (5) Companies
and their own or joint preventive services. To review educational activities, special attention was paid to the opportunities that the school sector has to offer to the business world. Without undermining the review of training initiatives that may have been linked to other organizations related to road safety or labour. 8.b State Administrations As a starting point are the current legislation on the prevention of risks associated with professional activities and road safety. You will not join the organization's possible improvements to the 58th Center for Ergonomics and Prevention -
University of Catalonia Policy Action conducted in Spain. Specific training to prevent administrative risks related to professional activities in both areas (legal or institutional changes that could contribute to best practices in occupational health and safety and are summarized in the conclusions of this The review will therefore focus on the actions of the executive branch rather than the actions of the legislature and the judiciary. And obviously we will not go into aspects that affect improving safety or road safety in a certain way, but in measures aimed at improving joint road
safety. 8.b.1 Public administrations responsible for road safety projects initiated by various public administrations to improve road safety should be the focus of attention in order to ensure road safety in addition to any other considerations that may be made. Proposals for amendments to the Criminal Code are a strong legal framework that denotes the criminal level of alcohol and speed with objective data, as well as a reference to which a set of administrative rules can be sent on the basis of the basis for traffic accidents. Another important factor is the launch in July 2006
of a new point driver's license strategy. It strengthens the legal and organizational structure, very important for the overall improvement of the behavior of Spanish drivers. Recent and stronger measures to address the risks associated with professional activities have been organized by the General Directorate of Roads and the Ministry of the Interior. It was the first congress on the topic of Prevention of Traffic Accidents in The Social and Labour Sphere and was held in Madrid in February 2004. It was attended by organizations that traditionally understand road safety
(environment of regular collaborating organizations DHT), which were absent from the working environment (during the three days of the congress there was only a presentation to the labor inspector, who is a technical specialist of DHT). Although the promoter, along with DGT, has had mutual accidents at work and ee.PP. Brotherhood, preferably activating the world of professional dangers has not been achieved. The first event was attended by the Labour Adviser of the Autonomous Community of Madrid and the Minister of Health. The necessary coordination between
the professional and road safety authorities has not been initiated. This initiative had no continuity in the second congress, which took the intensity of the concept of the labor road into the world of work and which was undertaken to advance in Barcelona (with mutual cyclops) and saragos (with MAz), opportunities that continue to appear today without consolidation. We face an invincible opportunity to strengthen the institutional relationship between traffic and work, which will undoubtedly give a final boost to the preventive strategies that need to be promoted on the labour
road. At the level of Catalonia to point out, above all, that traffic has been moving since 1996, although it is an unfinished process for all competencies. Servei Catala de Tr'nsit del Departament d'Interior de la Generalitat de Catalunya has developed two initiatives that can be considered as separate attempts to unilaterally enter the realm of professional road risks: the publication of Accidents in the Labour Market (2003) as the second publication of the travel notebook collection. The results of the survey of professional drivers, organized by the Sing and the trade unions of
the COP are presented. Oh. and UGT, which highlights the risk to driving this group. Center for Ergonomics and Prevention - University of Catalonia's Policy 59 Road and Labor Risks and Prevention - Road Safety Training, offered by Servei Catala de Tr'nsit to drivers of transport companies at the weekend. At the Basque Country level, road skills were transferred to the Basque government in 1982. This autonomous community has more experience than any other in work roads, even if it has not been implemented in compact projects. Areas that have been handled more
diligently have been trained, with a wide range of road education courses for all ages (including adults and workers). As a result of these courses, road safety experts in public places have set up professional risk prevention offices that conduct research for companies interested in improving road safety. For other autonomous communities, a study by INSIA (University of Madrid Police) (Aparicio 2000), which analysed traffic accidents in the road network of The Autonomous Community of Madrid in 2000, was known by comparing sources from DGT and the Ministry of
Labour and Social Affairs. Another community sensitive to the problem is the Valencian one, which promotes prevention. These activities are carried out by the Department of Salute, which is very active and sensitive to accidents at work and on the roads as sources of mortality and morbidity. Most recently (July 2006), it was reported that the junta de Andalusia would establish a centre to prevent occupational road safety risks. The Ministry of Employment will establish a centre in Cordoba dedicated to road safety for the self-employed and working. The centre will report on
the risks to which truck drivers are exposed and how to deal with an accident. It will have two directions: theoretical and one dedicated to practice for those who develop part of their work in the field of vehicles. Teh You will also have virtual exercise machines. While most town halls are developing safety plans with varying scale to reduce traffic accidents, there is not a single case where, at the municipal level, specific measures would reduce the number of road accidents. 8.b.2 The Public Administrations responsible for the Occupational Safety Act 31/95 of 8 November on
the prevention of occupational hazards are in themselves a legal framework that is essential for the development of specific provisions based on the basic text to improve the various components of occupational health and safety. Spanish law on the prevention of occupational hazards makes no specific reference to the risks posed by driving and in public roads. In particular, there is a lack of mention of the risks associated with workplaces on public roads and vehicle equipment. The only regulation related to the issue of labour roads is RD 2242/1996 of 18 October
(transition to EEC rules 3820/85 and 3821/85), setting rules for driving and rest time, as well as the use of a tachograph in the automotive sector. This RD states that driving time for two consecutive weeks may not exceed 90 hours. Thus, if within one week you drive for fifty-six hours (maximum permissible), the next you can only drive for thirty-four hours, since by adding them you will reach a maximum of ninety hours. Spanish authorities are currently preparing documents passing european directives governing mandatory training of drivers of vehicles 60 Center for
Ergonomics and Prevention - University of Catalonia Policy Actions conducted in Spain. Specific training to prevent the professional and road risks of transporting goods and passengers, in particular the 2003/59/EC Directive (which could be implemented in Spain in the coming months). Such a transposition requires important inter-agency coordination with the social agents involved, and its processing is likely to be somewhat delayed because of its complexity (both because of the number of drivers involved and because of the infrastructure that will be created to provide
the necessary quality training). The transposition will improve the administrative control over the skills, skills and approaches of professional drivers, who to date have only one publication of DGT on aspects of road safety basic knowledge (this is Practical Guide to Professional Driving, DGT 1999). It is the new approach to the European Directive 2003/59/EC on the training of truck and bus drivers that is an inter-mentioned registration of this training in vocational training administered by the Ministries of Education and Science. It is these ministries that will ultimately take
responsibility for this training, to which self-schools approved for this purpose are likely to be included as training centres. The specific characteristics of driving trucks and buses not only create the risks of accidents, but also affect - as is widely demonstrated - the occupational diseases of drivers of these vehicles, which usually do not reach 60 years (age limit of their work). In this sense, health and labour authorities play a special role: their assessments of fatigue, fatigue and sleep when driving should be taken into account by government agencies. The Ministry of Labour
and Social Affairs, the National Institute for Occupational Health and Safety (Technical Authority) and the Labour and Social Security Inspectorate (control body) as tools for developing their health and safety responsibilities. INSHT distributes its health and safety recommendations through technical guidelines and prevention notes that are a reference to the world's work on risk research and prevention. Revising the index and content of prevention management guidelines in SMEs, as well as other preventive guidelines and technical notes, we have not evaluated any that
can be considered as a benchmark for working roads. This confirms the gap in this area, despite the fact that the Ministry of Labour is aware of the importance of public roads in professional accidents, especially fatalities. Shock plans to reduce workplace accidents, which various public labor administrations (both central and regional) schedules, do not provide for actions that return in favor of professional road safety, but focus primarily on the general concept of labor accident and relate to the classic areas of construction, metal, mining, chemical industry and services.
The Labour and Social Security Inspectorate has a broad and unequivocal review of the situation in various areas of occupational risk prevention, including work. It is therefore interesting to note to what extent the supervisory body has established inspection measures that may affect the labour force. Starting it can be said that it is not known to date that specific inspection programmes have been put forward to review the management of occupational risk management in companies affecting the production of road accidents. The Centre for Ergonomics and Prevention -
The University of Catalonia's Policy 61 Road and Labour Risks and Prevention - It is not known that the Labour Authority (at the level of Catalonia) nor the Barcelona Labour Inspectorate (at the provincial level) have contributed to specific actions or plans that relate, in an organized and with some continuity, to the coverage of road and traffic risks in the road accident sectors. At the level of the province of Barcelona is the common ground that service orders have been opened - service with diligence and completeness - on fatal accidents. They are still punctual: they were
committed only in cases of accidents with explicit social prominence (school buses, accidents with many victims) or significant media coverage (e.g., a significant accident at work resulting from multiple collisions between trucks, paralyzing access to Barcelona; a collision of a bus and a truck with three dead; paralysis of rounds as a result of a truck accident). These are still anecdotal cases related to the reality of traffic accidents. Normally, despite an attempt by the labour inspectorate and even in writing to open a road accident information line with the Catalan Interior
Ministry, there was no response. This means that only when collecting data on a particular accident should companies and drivers of part of the police crowd (part that allows for measures to prevent occupational hazards) should be monitored. It is known that there are no systematic inspections of accidents in Itin. The volume of these accidents was such that whenever they tried to review them (by appointing an inspector), it was possible to check whether they could be legally considered as such without going into the causes of the accident and the preventive measures
necessary to prevent them. In cases where accidents in Itiner were assigned to zone inspectors, the lack of instructions on how to proceed eventually led to the trivialization of the inspector's actions, resulting in the failure of service orders. In this sense, it is necessary to understand that there has never been an opportunity to actively and effectively accidents from labor inspection. On the other hand, in Barcelona, the competent health and safety authorities (such as the Segureta Centre and salute initiations in Trebol del Deporte de Trebol-index-de-la-Generalita of
Catalonia) conducted a number of specific road accident campaigns based on the completion of their technical specialists' questionnaire of statistics; this had no operational effect on the inspector or on the preventive side. 8.b.3 Other administrations are defined by the Ministry of Development as part of the Strategic Infrastructure and Transport Development Plan (PET) as part of the Programme of Excellence for Occupational And Road Risks; it relates to urban and metropolitan transport and can have a significant impact on road traffic hazards in Itiner. The sector
receives an investment of 32,527 million euros, representing 13% of the total investment between public transport and exchangers (16 billion euros) and the Serkanais rail network (10.050 million, including mobile equipment); the city's rail integration is 2.4 billion. In terms of 62 Center for Ergonomics and Prevention - University of Politics of Catalonia Actions are held in Spain. Special training on the prevention of quality professional and road risks is also worth noting the inclusion in the program of research, development and innovation, which is allocated 2.040 million
euros. The participation of municipalities in the prevention of occupational hazards in their actions to ensure public safety is almost zero (as opposed to road accidents). The prevention of accidents at work has no place in the tasks of the mayor's office. 8.c Social Agents The World of Labour has a very important interim institutional step: social actors representing companies (business organizations) or employees (trade union centers). Its participation is always a transcendental asset to achieve the goals of improving safety and health on the roads. 8.c.1 Business
Organization Case of Catalan Institutions: - We can only talk about signs of interference of these organizations in preventing risks associated with the professional road. Foment del Treball (Catalan CEOE), CEPYME and CECOT have not established any significant course of action other than to promote courses to obtain the rank of higher, intermediate or basic level of professional risk prevention (in which road safety programs are considered as akin to technology). It is known that Barcelona Cambra de Comero is interested in holding technical and information sessions
on professional road accidents, although none have been convened at present. Only a few professional colleges, especially industrial engineers and technical engineers, developed some introductory monograph sessions in 2005 and 2006. Briefings are being prepared at the College of Economists of Catalonia and the Barcelona Bar Association by the end of the year. 8.c.2 Trade Union Power Plants of the Central Committee for Transport and Communications. Oh. and UGT are organizations that have so far been more organized in their concern for the risks of
professional activities through actions arising from the health and safety requirements of their respective preventive delegates and committees of the world's largest transport and mobile companies (truck, logistics and automotive concessionaires). Local performances are more intense than at the state level. It should be noted that in matters related to labour issues, the two trade union centres consider the risks associated with the mission and in Itin separately. As for the risks associated with missions, they are differentiated according to professional drivers or personnel
working on public transport roads (waste collection, urban cleaning, etc.). The most important activities and practical results promoted by trade unions are the promotion of collective transport for workers in industrial complexes located away from urban centres with different results. Collective transport is systematically justified when the company moves its work center from the area Oftro de Ergonom'a y Prevenci'n - the University of Catalonia's Politics 63 Road and Labor Risks and its urban prevention reported in an industrial zone incommunicado, as it is considered a
situation of mandatory mobility. The aim is to create public transport lines in collaboration with city halls and companies, even if they work exclusively during working hours of entry and exit from the most frequently visited shifts (6 a.m., 2 p.m. and 7 p.m.)38. The most detailed information allows us to know how much CC. Oh. because UGT is currently working on the risks associated with professional activities, both with the help of specially appointed technicians and by preparing positioning reports to the attention of all its affiliates. There is a tendency of most trade union
power plants to include aspects of safe mobility in collective bargaining these requirements, which are consolidated when each agreement is formulated or in plans Application. 8.d Mutual accidents at work and occupational diseases Mutual AA.TT. and the United States are subjects who, in theory, should be more aware of the causes of traffic accidents and work harder to prevent them, as they provide benefits for workplace accidents. In fact, when an individual accident occurs, its legal and technical services are mobilized to thoroughly assess the working nature of the
accident, especially the Itiner accident. In this sense, MATEPS very strictly recognizes the working nature of some accidents claimed by workers or trade unions, proceedings that are ultimately re-appealed by both parties and which in recent years have been the subject of Supreme Court jurisprudence (according to Santos Palacios (2005), the employment nature of accidents in Itinere is now recognized in the routes of the company's residence and the company-place rationally registered in the habits of the employee). However, decisive action is needed on the part of
ACMAT (Catalan Association of Mutual Accidents at Work) or from each mutual, in particular, for a more detailed analysis of this important type of work and economic and medical benefits. The Mutual Brotherhood has been dealing with accidents at work and on the roads since 2004, as evidenced by the fact that it, together with DHT, organized the first conference Prevention of Road Accidents in the Social and Labour Sphere. To this should be added the publication in 2006 of a very complete monograph on traffic accidents. Fremap, both the Mutual Accidents at Work
and U.S. Group Mapfre, closely monitors traffic accidents. Fremap's actions benefit the Mapfre group as a whole, including the Mapfre Road Safety Institute. He has carried out several specific actions, such as aimed at motorcyclists/motorcyclists delivering hot food and couriers, called road accidents workers with two-wheeled vehicles (2006, Barcelona). 38 Focusing on Catalonia, some lines have already been established in the province of Barcelona (in the counties of East Valls and Bages), with stops at the nerve points of adjacent industrial complexes. In Bages, this
issue is addressed in the general context of travel mobility, developed by the Catalan Mobility Act. The Act provides for the movement of workers in conjunction with the media of schoolchildren, the sick, the elderly, the disabled and young people (weekend leisure), as well as inter-municipal media covenants transport to access events without public transport, as well as using inter-institutions (setting shuttles between central railway and bus stations). 64 Center for Ergonomics and Prevention - University of Catalonia Policy Actions conducted in Spain. Specific training on
professional and road risk prevention by Mutual Cyclops, now MC Mutual following its merger with Midat Mutua (formerly Metallurgical Mutual), has long considered all aspects of professional risk prevention in collaboration with CEP SPC; Technical information on and prevention of road accidents (2003) is covered. Mutua Universal is currently developing awareness of its own managers to prevent occupational risk in workplace accidents; this year, the first meeting on the subject took place. In 2003, the SEE GCC, the General Address of Labour Relations (Retreat from
Treball i Ind'stria; Generalitat of Catalonia) and mutual AA.TT. and the United States attempted to conduct an in-depth investigation into a statistically significant number of industrial accidents (construction and traffic). The methodology used in the in-depth investigation of the MAIDS (Motorcycle Accidents in The Deep Research) project (developed in 5 European countries by THE PTW Powering Two Wheels) was to be applied at the labor level.39 8.e Third-party prevention services, both for prevention services and their own, are based on the knowledge of prevention
professionals. The knowledge of road safety from top-level prevention professionals is currently very limited.40 From the point of view of preventive services of others who are responsible for preventing the professional risks of the employees of the companies that hire them, you can see the level of assumption, employers and employees, initiatives on best practices in preventing professional road risks. Please note that this organizational option is the majority in our country, either as a unique service in the case of small business, or complementing specialties not covered
by preventive services typical of large companies Regardless of the direction of surveys and systematic collection of information, have established personal contacts with those responsible for preventive services to learn their impressions of occupational risk. Without being exhaustive, some of the comments of these executives were: - In general, employers are reluctant to allow the implementation of preventive measures that generate costs (including training professional and road risks) unless the labour inspection requires its completion. For this reason, and because of
the lack of rules, instructions and controls regarding the risks associated with the professional road, the prevention services themselves bypass the risks associated with professional activities in their assessment plans. Similarly, prevention programmes do not cover the risks of accidents - in companies - not directly related to public roads or driving vehicles as a primary concern, unless they have a professional driver. These 39 attempts to collaborate with mutual Asepeyo and Midat do not work because they consider the budget fixed group of researchers to be excessive.
It can therefore be said that an in-depth investigation of workplace accidents has not yet been considered in Spain, although the experience of the maid allows for progress in the field in depht professional investigation of road accidents. 40 A total of 450 hours of theoretical training, technicians receive 5 hours of road safety. It is taught as a related method, along with other subjects such as trendy, such as environmental management or product quality management (see annex 6 to the Preventive Services Regulation). Center for Ergonomics and Prevention - The
University of Catalonia's Policy 65 Road and Labor Risks and their empty prevention extends frequently and surprisingly to companies carrying goods and logistics and services for which, according to statistics of accidents at work, there is a risk of traffic accidents. The Gaudi de la Tonncio Institute, an organization with extensive experience in occupational health and safety, is hired by many companies in the construction and civil works sector not only as a common party of the preventive service, but also as a consultant to monitor the content of safety and health work
plans. They do not at any time cover the professional and road risks of builders, both at the level of the main contractor and at subcontracting enterprises. Subcontractors, as representative as those providing material and moving rubbish, also do not include the dangers associated with the professional road. All the preventive services contacted indicate that almost all the companies they work for do not take action to prevent accidents. Investigations of accidents at work are in most cases scarce because there are no proper protocols for gathering information. This leads
to the late action of third-party prevention specialists who simply receive a version of the participants or Facts. The actions of the labour inspectorate are more focused on administrative aspects than on the causes of the accident. In road accidents, these shortcomings are even more noticeable, as neither prevention specialists nor labour inspectors turn to the causal team's analysis (if they come at any time to take action in the event of these accidents). All this leads to the conclusion that in the case of road labour risks, preventive planning is the least scarce: there are no
procedures for identifying and assessing risks, and in general there is no specific protocol for labour observations, inspections or analysis of incidents and accidents. 8.f companies can influence the road safety of their employees by implementing organizational strategies that avoid employee fatigue by accumulating tasks, prolonging hours, long trips and stress (these are among the risk factors for traffic accidents). This approach, which is not always taken into account, should be systematically taken into account in the assessment of occupational risks carried out by
prevention specialists developed for the company; however, as has been said, few technical authorities responsible for occupational safety warn employers of the importance of these actions. Meeting companies that have created the same preventive methods for occupational road risk can be as difficult on a quantitative level as finding a needle in a haystack. However, the actions are so isolated and selective that when they are produced, they become known to the experts of the subject. Existing risk assessment manuals, such as the Guide to The Prevention of
Occupational Risk Management in Small and Medium Enterprises (2nd place) or the SME Environment Assessment Guide (5th place- 66th Centre for Ergonomics and Prevention - University of Catalonia Policy Actions conducted in Spain. open to traffic, the risk of traffic is theoretically more noticeable. The construction of new roads is more of a civil area than a traffic area, but as work is carried out near areas open to traffic (such as options, unfolding, roundabouts, black dot corrections or replacement of dangerous areas), there is a much greater risk of professional traffic
hazard. They are also part of the conservation, maintenance, horizontal and vertical signage and, in general, all tasks that usually constitute the operation and management of the infrastructure of the public road network (roads or streets) or public roads (roads, viaducts or toll tunnels). In these tasks are the following guides on preventive actions under the editorial board of the Ministry of Labor: Asphalt Plants (2003), Service Stations (2003), Road Cleaning (2004), People's Transport (2002). These guidelines contain only one sheet of data to assess the risk of traffic
accidents. In the following examples, it will be noted that in these sectors the risk of labour is not always related to the staff of the company, but primarily to third parties on public roads. In 2002, there was a landmark tourism accident, occupied by three young people in the Dalt round of Barcelona. The incident occurred at 5 a.m. on a working day; Tourism collided with a subcontracting company's signal van to paint the lighting poles of the rounds of ammo, simply surpassing the change in the level of the Diagonal Avenue. Affected workers removed the signal to cut lanes
(a key point of maximum risk). The trial warned of the responsibility of natural and legal entities involved in the works in which the collision occurred. As a result of this exercise, there has been an improvement in the preparation and implementation of precautionary measures. However, subsequent inspections have shown that an effective preventive procedure has not only been achieved. As an example and their representativeness mentions two fatal accidents that occurred in the province of Barcelona between May and June 2006: - On N-340 Road at the height of
Cubelles, a tourist ran over a worker who began removing cones from the shoulder at 17.30 hours, after repainting a horizontal sign near the roundabout. At the intersection of Bayen and Mallorca streets (Barcelona), when two cars collided in the amber phase, one of them rushed up against two workers who opened the back door of their van to put a vertical signal. In both cases, the Labour Inspectorate took regulatory action in the event of a failure to implement adequate safety measures to ensure that workers roaming the roads open to traffic were not implemented.
The road administrations responsible for these two events (respectively, the General Appeal of the Carreteres Department of Territorial Policy i Obres P'biques de la Generalitat de Catalunya, and l'Ambit Public through the city of Barcelona) encourage the contract of special services to work if it has a person, or temporary services in the event of service signage. This procurement includes the specification of technical frameworks, which are responsible for safety and health to the contractor who needs to submit risk assessments and a preventive action plan. Center for
Ergonomics and Prevention - The University of Politics of Catalonia 67 Road and Labor Risks and their prevention Only from a certain level of complexity of work requires a specific health and safety plan. The result is usually that in most cases you are part of the dynamics of preventive bureaucracy, in which you try to meet contractual and regulatory (often insufficient) requirements. Then, in practice, they are ultimately not strictly taken into account, with significant doses of improvisation appreciated (intervention by site managers, team managers or interim managers is
crucial). Toll road concessionaires are a good guideline for managing the prevention of risks associated with a professional road. The Achesa-Abertis toll road network management system (headquartered in Barcelona) consists of its own health prevention and surveillance service and a third-party health prevention service in the areas of hygiene, ergonomics and psychosociology. This system is based on the development of the Risk Assessment Plan and the Preventive Action Programme, constantly updated through the influential participation of prevention delegates
who meet on zoological health and safety committees and make decisions of common interest in a single inter-centre committee. The risks associated with professional activities are taken into account by both parties and discussed in detail, as it is known that Abertis' progress will always be a benchmark for other Spanish concessionaires because of the trade union intercom itself. Professional road safety is weakened when it comes to employees of outsourcing companies (for Acesa, 2,000 workers are on the way to more than 800 self-employed). In 2005, the Barcelona
Labour Inspectorate had to require 80 subcontracting companies to take preventive (especially formative) measures to prevent occupational risks in their tasks. 8.f.2 Transport and Logistics Companies This is perhaps the most representative group of labor risk companies, always waiting for improvement in generally very backward best practices. Merger of business and employment interests working hours, economic conditions for the development of busy transport and the very important integration of autonomous carriers do not help to find a stable path of development
for preventive action. According to Maqueda, Ordaz et al. (2005), 22.9% of drivers are self-employed, have a higher risk perception and a higher workload in loading and unloading operations compared to employees. They are older, use a higher percentage of older vehicles, and have fewer medical examinations. Another team singled out foreign national drivers (11.9% of drivers' wages). This percentage is higher in large companies, international travel and younger segments. The very neglect of the Spanish system of preventing occupational risks on the topic of labour
roads creates a paradox that the preventive services of other persons working under contract with transport companies do not adequately assess the risk of traffic accidents and, above all, do not offer the most adequate measures to prevent professional activities on the roads. Risk assessments of stable work centers (warehouses and offices) overshadow the risks of driving on public roads, despite the driving workplace at the center of 68 Center for Ergonomics and Prevention - University of Politics of Catalonia, conducted in Spain. Specific training in the prevention of
professional road risks of the public road has mandatory elements, such as a tachograph (attention to the digital model for its effectiveness) and a speed limiter. In the Murmansk community, a very interesting organizational initiative was made: the first Joint Service for the Prevention of Freight Transport Companies was established, which continued the creation of SP Martrans in Barcelona as a joint preventive service associated with the Transcalit Association (300 freight transport companies, mostly smaller than 1,000 federal companies), so it is better to adapt
assessments and prevention plans to the actual risk-related needs of traffic accidents. Intensive European regulatory activity in the coming months will significantly change the prevention of the risks of traffic accidents in the transport sector. In the training of instructors, starting with dangerous truck drivers following truck drivers, it will be allowed to allow drivers-passengers. 8.f.3 Professional road risk service companies are common in service companies that require many of their employees to be Not only do you have to visit a lot of clients (commercial agents), but you
also have to control many fixed or variable work centers. The risks extrapolated to all service companies are those that are threatened by employees who must be present, on their working day, at different points in a given geographic area such as zone managers, territorial delegates, team controllers, security coordinators, control agents, banking operators and in general all employees who must follow, who require direct checks, in place. These workers, who are not driving specialists, are very rarely grouped with commercial agents and workers who move to Itinere in
their private cars to work to do general training sessions on road hazards. Particular attention is paid not to the knowledge of rules and signals, but to the relationship of free driving, due to the circumstances of traffic; first of all, the conditions of reaction (alcohol, fatigue, medication, neglect and speed) are emphasized. 8.g Companies Survey For this report has been conducted and distributed to companies, preventive services and MATEPS to review the preventive actions of companies in the field of occupational health and road safety and to improve the quality of
teaching. Details of the survey are included in Chapter 10 (survey model, geographic coverage, start date, communication routes used and results). 8.g.1 Evaluation of survey results by companies as a whole is a correlation between those companies that perform traffic prevention tasks and their commercial or industrial activities. It is much more likely that the Center for Ergonomics and Prevention - the University of Politics of Catalonia 69 Road and Labor Risks and Their Prevention activates good practice of professional road safety in car companies, motorways, motor
insurers, ITV, passenger, children's and old transport, that companies in independent manufacturing sectors, such as construction, metal, textiles or chemical industry (where road hazards are considered only by tangent). It is clear that the research offices on road safety recognized professional solvency, with a long history of research on policies and strategies for safe mobility, do not apply their recommendations to their employees. In the responses received from companies, responding to our survey, there are practically no priority measures to prevent professional road
risks. Exists generally forming and without over-imagination, in the context of prevention work programmes. They enjoy the offers of practical driving courses (content is not always recommended because they are more playful than practical), or with theoretical content (several virtual or non-face-to-face Spanish courses offered online). Toll road concessionaires, and especially senior management companies, have made progress in implementing initiatives to mitigate occupational risks. The most important good practice is to create a strong group of prevention technicians
who know how to understand the priority need for continuous road safety. This equipment should be sensitive to the proposals and complaints of delegates to prevent the risks of three groups of workers, the most prone to traffic accidents on their working day: pedestrians (risk of impact, maintenance personnel (sphere) and external personnel (various risks). though leisurely. Recent initiatives include the creation of an individual road safety map that will be delivered to all employees of companies affiliated with the system; this map is completed with new preventive sheets
as new risks are discovered. The main concessionaire of the system has signed an agreement with the SSF Road STD, which provides for solvent and recent road safety sessions. The world of workshops and ITV has not provided, in the review, reassuring information, especially when it comes to joint construction repair-service services companies in which transport and mobility of people are ultimately a secondary factor. The European Occupational Risk Prevention System established in Spain is not conducive to the introduction of best systematic practices in the field
because of the secondary assessment given to it. Only when the company's prevention specialists manage to understand the importance of road work, there are positive programs. We have an example in a textile company in which the prevention team are motivated and ready to prevent traffic accidents in Itinere and during the working day conducted a fairly complete program that deals with the safety on the road of their zoned, technical and commercial delegates using the company's vehicles; The programme addresses vehicle safety issues and provides continuous
training for workers. The company also provided resources for the collective transport of its employees at the beginning and end of the working day, from the central bus and train stations to the industrial zone of the company's headquarters. 70 Center for Ergonomics and Prevention - University of Catalonia Policy Action conducted in Spain. Specific training on road risk prevention 9. Specific training on occupational hazards. The introduction of road accident prevention systems, as well as accidents at work, the inclusion of reliable training on professional road risks in the
systems of company prevention is a priority goal of prevention in programs aimed at reducing accidents on public roads, which forces us to give it preferential treatment in this section. 9. International initiatives to increase the training of road safety workers, especially among road safety professionals, are widely under way in countries with the highest travel or road safety experience. These countries are mainly Anglo-Saxon countries (more than in Northern or Central Europe). Approaches to these programmes are not significantly different: their goals and content are
repeated. However, the contexts and tools may vary, allowing them to be classified: 9.a.1 Full interactive road learning training programs determine the basic content of traffic and safety and transmit them virtually; these are programmes designed to reduce road risks in general, which are adapted to different groups of students. The most comprehensive of the programs analysed is Drive Smart, created by the Centre for Accident Research at Monk University, Australia, which has spread widely in the Victoria region of Australia. The program consists of a course for drivers
or an aspiring 40-hour driver, followed by a computer. It presents options in accordance with the target audience (parents, schools, seniors, motorists, car parks) and provides additional information on methods, travel, schools, statistics, campaigns and organizations. Health and safety issues are dealt with in the basic course for employees working in Itiner or during working hours. There is also a routine about truck fleets, motivated by the fact that a quarter of the company's cars in Australia are involved in some kind of traffic accident. The maintenance of the fleet courses
is short, but it concerns vehicle safety and 'Security checks'. The implication is that the human factor should be considered in the self-forming section of the house with the appropriate screens. 9.a.2 Programs promoted by insurance companies in Australia and New York, a programme developed by Lumley's industrial risk insurance group is based on the Risk Management Guide. This guide is distributed free of charge to the insurer's client companies, and its motto is zero goal (i.e. eliminating the risk of an accident). The highlight of this program is that dedicated to the
safety of the fleet, which contains the theoretical part and practical part; the latter is controlled by 'Drive cam' software. In addition, a professional risk prevention programme is being implemented in the United Kingdom, the United States and southern Africa under the name Traffic Edge, which is accessed through a portal. This portal offers the content of Ergonomics and prevention center - the University of Catalonia's Politics 71 Road Risk and Their Multipurpose Prevention, which directly relates to the behavior of drivers like trucks, buses or taxis, as well as commercial
agents. 9.a.3 Theoretically-practical Road Safety Recycling Programs are programs used by many companies that want selective job safety improvements for important groups of road workers. In several theoretical and practical sessions, a palpable level of efficiency is achieved as students are satisfied and accidents are reduced. The most well-known of these programs is the Safe Driving Safe Path developed by Smith System, an agency with 50 years of experience in 70 countries. Smith System programs have been translated into 24 languages and are used by 500
companies for their aircraft carrier fleets; in the United States, the clientele includes CocaCola, FedEx, Exxon-Mobil, BP and Johnson Johnson. These are programs aimed at both the company and the employees in particular; they last one or two days and prepare an audit or report for each participating driver in order to achieve zero collisions. To do this, the necessary aspects of assembly with the help of a car and a person are considered. Smith System tries to keep your students ' 5 keys' (principles of safe driving based on space, visibility and time). In addition, the
body reveals the most influential causes of road accidents, with a particular focus on aspects that can have a stable impact on the future behaviour of motor vehicle drivers. 9.a.4 Specific Safety Courses The most specifically developed professional risk prevention line is probably the THSAO (Ontario Transportation Safety Association) line in Canada. It presents a wide range of eye courses in three areas: 1) One-week training courses for trainers (about 30 hours) on defensive driving, dangerous cargo transport and practical and efficient driving. 2) Courses for interim
company executives (similar to the previous one) to investigate accidents, safety and health of drivers and fleet safety coordinators. 3) Courses for employees facing professional road risks in general (sessions from 5 to 8 hours) on defensive driving, driving school buses, driving relations, postural ergonomics in driving, hazard recognition and basic principles of handling dangerous substances. 9.a.5 Ergonomic initiatives to improve safety of work and road traffic Large variance of research and measures aimed at improving the safety of vehicles through intelligent systems,
forced the European Union to sell the study of the compilation institute and seminar on the economics of transport at the University of Cologne. Presented in 2005, this study examined the results of Assistant, Arcos, Cartalk2000, Chameleon, Edel, Emerge, GST, Humanist, Inventing, Prevent, Defender, Radarnet and Safeu projects, and collected the progress made in the following areas: 72 Center for Ergonomics and Prevention - Universitat Polit'tnica de Catalonia Action conducted in Spain. Specific training in the prevention of occupational risk on the roads - ABS (Anti-
block braking system): high performance of anti-lock and braking systems. ACC (Adaptive Cruise Control): Safe driving on a cruise ship. Adaptive Light - Crooked Lighting: Adapting the distance of headlight lighting depending on the radius of the curve. Airbags and their evolution. Automatic Ligth On/Off: Automatic shutdown or shutdown of car lights depending on the exterior brightness. Accident Detection / Warning: Automatic accident risk warning. Driver monitoring - Driver's Sleepiness: Safety Guidelines for Drivers. EBS (Emergency Braking System): Emergency
brakes. ECALL: Emergency calls from the vehicle if necessary. ESP( Electronic Stability Program): Automatic vehicle stability correction. LDW (Exit Warning): Notice of the location of stop or exit lines at intersections. Nigth Vision: Vision devices in the dark. Passenger classification: weight, size and correct position of passengers of the vehicle. Pedestrian protection: elements (especially the front parts of passenger cars) to mitigate the effects of disturbances by pedestrians. Preliminary accident: preparing the vehicle for a collision with minimal consequences for
passengers. Safe speed: Adapting the maximum speed of vehicles. There is no doubt that these technological advances can be important for road safety and especially for companies and employees of large fleets. With regard to electronic vehicle stability control, it should be noted that ADTSEA (American Association for The Education for Driver Safety), following the recommendations of NHTSA (National Road Safety Association), introduced a device developed by the University of Michigan at its 2006 Congress. These are the areas of work and promotion that ensure
the acceptance of new technologies among manufacturers, prevention organizations and users. Government organizations are reluctant to promote new projects to the extent that they do not want to be compromised by any approach to supporting commercial interests, but private road safety agencies are more likely to encourage companies to use technologically advanced devices to improve safety and control or follow-up of their employees. The Smart Driving License (SDL) project is part of this area. Developed by engineer Ana Benito of the Engineering Projects
Department of the Polytechnic University of Catalonia, this device constantly adapts the conditions of the track and vehicle to the skills, relationships and limitations of the driver, through regulators that record the following factors: 1) Driver factors: driving level (measured in kilometers traveled and frequency of use of the vehicle); dysfunction (accident, disorders and ergonomics and prevention measures - University of Catalonia's Policy 73 Road and Labour Risks and their prevention of permanent psychophysical restrictions); (determined by age, medical conditions and
skills or abilities). 2) Factors of the vehicle and their load: the mechanical characteristics of the vehicle and its load (length - width - height and maximum permitted weight). 3) Road factors and their environment: physical and mechanical characteristics of the route (slope, curvature, width, rails, signs), weather conditions and day or night visibility. The principle of the SDL is that each driver has a personal card with their own data. The map has a microprocessor, multiple memory and interface to connect to the control center, and is activated when entered the vehicle. It
collects track data using sensors. The information that is sent is processed Answers are returned to the vehicle and the driver. if the risks are detected, the driver is alerted and/or corrected. SDL monitors driver performance, records risk situations, and acts as a black box. This would be an element of absolute permanence with regard to the driver's census (public authorities and insurance companies); will also be of great importance to road safety as a result of driver support function. 9.b Labor road training in Spain Analysis of the various initiatives that have been
identified in Spain to train workers in labour roads leads us to differ: - Training activities aimed at professional drivers are understood as a large group of workers whose usual task is to drive vehicles and whose place of work is essentially a public road. This section includes workers carrying goods or persons with or without heavy vehicles (trucks and buses with or without a trailer), with smaller trucks (vans), with cars (taxis) or with two-wheeled vehicles (couriers or distributors of hot food). - training activities aimed at workers in general who, repeatedly moving from their
home to the workplace and vice versa (in itinere) or during the working day (in labor or mission), use the car, even if driving is not their specific function (commercial agents, group coordinators or zone managers). In considering training strategies, two distinct areas have been identified and developed in the following sections: 1) Mandatory training, statuous standards for programme and procedure. (2) Recommended training, which falls under the basic principles of preventive action referred to in The Occupational Risk Prevention Act 31/95, and, in particular, Articles 18
and 19 on employee information and training. To complete the inventory of initiatives developed in Spain, it is possible to identify different areas of training depending on their purpose and connection with the safety of professional traffic: - public administrations and agreed or contract organizations. Universities (permanent curricula or specific courses). 74 Center for Ergonomics and Prevention - University of Catalonia Policy Actions conducted in Spain. Specific training in the prevention of occupational and road risks - road organizations (road safety side). Self-schools as
training centers for howlers. Companies (own or third-party preventive services). Publishers specializing in Drivers. 9.b.1 Professional drivers of the European Joint Rules for the Training of Professional Drivers in Road Safety are enshrined in the Guidelines governing the training of truck and passenger drivers, the latter being a competitive zone assigned to the Ministry of Development (and therefore avoids the Directorate-General for Road Traffic). However, the prospects for development indicate that this training should be taught as vocational training, as it is part of the
assumptions of the Organic Training Act. This does not prejudice the transfer of competence to autonomous communities in the areas of transport, education, labour and even transport (e.g. in the case of Catalonia and the Basque Country). Higher social jobs Accidents, described below, are very important benchmarks for the strict implementation of European ADR and TPC (car freight) and school transport regulations, which make up the two most regulated and never sufficiently controlled aspects of transport for their specific characteristics. This is the explosion of a
truck laden with ethylene in the Tarracon city of Los Alfaquez, which killed more than 100 holidaymakers, and a collision in Soria of a bus carrying children, with a truck (numerous injuries and deaths). Training of dangerous goods drivers has spread, but has sometimes been trivial. The university plans to conduct this type of training.41 To the extent that these rules create safety indicators for hazardous goods inspectors, specific entities (e.g. data from security consultants) have been upgraded to adapt courses to specific regulations. Training of school transport drivers
has been diluted in the organizational stages of the region and the municipality (which subsidize this mode of transport, schedule their routes and hire buses, but do not control drivers). Professional Certificates of Duty for Carriers In the Spanish context of unfinished regulations are currently in force three Royal Decrees of the Ministry of Labour and Social Affairs: - RD 1998/1996, september 6, establishing a certificate of professionalism of the profession of bus driver (BOE 2-10-96, Section I). 41 In this regard, the GSS offers a postgraduate degree from 240 hours to 20
students; accreditation was requested from DGT (probably the audience is school staff). From this point of the iceberg Build a whole process of training dangerous truck drivers in the field of self-schools with well-trained teachers. Center for Ergonomics and Prevention - University of Catalonia 75 Road and Labor Risks and Their Prevention - RD 2000/1996, September 6, establishing a certificate of professionalism of the profession of light vehicle driver (BOE 2-10-96, Section I). - RD 2001/1996 of September 6, establishing a certificate of professionalism of the heavy-duty
driver (BOE 2-10-96, Section I). These royal decrees, implemented and implemented by the transport and labour authorities of autonomous communities, are carried out in the madrid community only as part of a specific programme for unemployed workers. This means ten years of non-compliance with state regulation. In response to the desire of public leaders to regulate professional road safety in the field of professional driving, the 2003/59/EC Directive of the European Parliament and the Council of the European Parliament and The Council of 15 June 2003 on the
initial qualifications and continuous training of drivers of vehicles intended for transporting goods or passengers arises. This Directive amends EEC Regulation 3.820/85 and the Council Directive 91/439/EEC. Sets new mandatory training for some professional drivers. It provides for an authorization check for current drivers and introduces a new procedure for new drivers. But all drivers must be redesigned every five years to keep their CAP (Certificate of Professional Fitness). The Cap program (280 hours, or half by age and 35 hours for recycling) is so comprehensive
that include the themes of dangerous goods that allow ADR driving and road safety issues provided by Act 17/2005 of July 19 to overwork and raise awareness courses to restore the point of driver's license. It even allows access to driver's licenses for grades C - D - E if students do not have them. CAP teaching applies to schools, although given the curriculum, curriculum and the table of teachers-regulators, teacher training means that not all schools will be able to cope with this. Schools must be prepared in advance for the centre's permit and its two-year visa. Training
truck and bus drivers is not only based on regulatory knowledge, but, while regulatory compliance is established, employers, reciprocal accidents at work and in the U.S., prevention services and administrative authorities, such as the Labour and Social Security Inspectorate, facilitate training sessions that address the risks associated with labour accidents, which are most affected by the causal risk of road accidents. The frequency and intensity of these sessions are very different, and we believe that this is not enough today. In Catalonia, servei Catala de Tr'nsit
(Departament d'Interior, Generalitat de Catalunya) promotes the most striking initiative in training truck and bus drivers, which offers free weekend transport classes from its budgets (public). These sessions are held in collaboration with CEDEC (a professional training center associated with Etrasa, one of the most influential publishers in Spain in the field of driving training and driving test tests). Widespread practice in transport companies is not so much the organization of theoretical classes on professional road risks, but in providing their drivers with practical courses of
economic and safe driving. They are quite effective for professional road safety, as well as the services of organizations that have historically organized courses on special driving, among which can be cited: 76 Center for Ergonomics and Prevention - University of Policy of Catalonia Action conducted in Spain. Specific training in professional risk prevention - club cars (RACE and RACC), which usually employ teachers, which include former riders; offer driving sessions on specific race tracks (Jarama and Monmel). - Training companies with driving related or non-related
schools that have or rent internships (such as Can Padre in Manres, whose facilities are prepared for dangerous goods practices - fire and explosives). We do not wish to conclude this paragraph without insisting that some of these measures, especially those related to the practice of closed circuit manoeuvres, may be counterproductive to the purpose of the purpose. Other driving specialists To the extent that the range of driving specialists extends to other less traditional areas, such as couriers, distributors, etc., the lack of training is becoming more visible in accordance
with inspections by labour and welfare inspectors; they require more specialized road and labour training. The rationale for employers as well as preventive services in conditions of poor training in this area is twofold: appropriate driver's licenses. In addition, they argue that the Senior Professional Risk Prevention Programme (5 hours as a related method) lacks adequate road risk trainers and that knowledge of road safety in the Senior Technical Specialists for Occupational Risk Prevention (5 hours as an appropriate technique) is insufficient to convey relevant knowledge.
However, we were able to learn specific training activities on specific aspects of road safety: - The use of helmets and handling motorcycles and mopeds for messengers and delivery of pizza and hot food people (training provided by road safety experts of insurance companies (Mapfre) and collaborating organizations (RACC). - Sports driving for workers in competitions, club cars and their respective schemes. bodyguards, firefighters and drivers of emergency vehicles (practical courses on schemes or specially included sites). - Safe driving courses for taxi drivers and
carriers (taught by specialized training centres and advanced schools). 9.b.2 Sometimes drivers of this group will consist of employees who, sometimes or intermittently, must develop part of their working day driving vehicles (usually private vehicles) of two or four wheels. To this group could be added a contingent of workers who use their personal car to get to and from the workplace (in itinere). Center for Ergonomics and Prevention - The University of Catalonia's Policy 77 Road and Labour Risks and Their Prevention Lack of training on the part of entrepreneurs and
preventive services alone or other already identified in the previous section for specialists not directly related to the world of transport, becomes more pronounced for all workers exposed to the transition and unplanned risks of traffic accidents. Occupational risk assessment plans and their more general prevention programmes do not include the risk of occupational activities or the risk of an Accident in Itiner, so training in this area is not planned. Some initiatives have been put forward at the level of remote road safety courses for employees, such as BDN Online, which
are offered in training packages or as specific courses for contractors (see the company's website). In Catalonia, given the large number of road accidents - and especially fatal accidents on public roads - interesting training initiatives were undertaken in 2006 professional and road hazards42. 9.c Review Review As a result of the report, a survey was conducted on training in schools and related centres. The level of mobilization of road training centres in the field would be useful and quantified. Schools have always been closely linked to the process of educating users to
obtain a driver's license. They have only expanded their activities for formal moped licensing courses, as well as for overwork and awareness-raising during the recovery of the point. Schools were free to encourage other road formations, such as voluntary recycling by reviewing driver's licenses, practical theoretical improvements in driving training or driving training in certain aspects of work; is the last point discussed in the survey. 42 The SSS Center for Ergonomics and Prevention already has a 30-hour full-time programme to train road risk instructors, two options (see
2Dvial/): a training option for road teachers (schools) to which the world of work is represented and, in particular, a vast area of occupational health and safety to raise awareness of the need for road safety reports (labour and occupational risk prevention legislation, prevention organizations and management systems), especially in the productive sectors most in need of training. This option is well received among schools because it covers the space left by the reward to racC overwork and awareness courses for recovery points (courses have already been conducted for
Altis (10 schools) and Formaster groups, and is planned to do the same for the RACC itself). Another option for senior and mid-level professional risk prevention professionals, who will then be given to workers in charge of professional road safety training. The program covers aspects of the track and the vehicle and has a special impact on the human factor (driving with adequate reaction time and problems associated with its absence from alcohol, fatigue or speed). Commercial school departments and preventive services trained by instructors are already in a position to
offer workers training on labour roads; this would meet the requirements of the Labour and Social Security Inspectorate. 78 Center for Ergonomics and Prevention - University of Catalonia Policy Action conducted in Spain. Specific training on information on road risk prevention the study was found in Annex II (the survey model used, geographic coverage, start date, communication routes used, and results). 9.c.1 Assessment of the results of the school survey was processed on the basis of two approaches. On the one hand, we have quantitative data, which are presented
in the tables below. On the other hand, we have received quality information about the training activities, which is presented below the tables. Table 18: Occupation Types Trained in Occupation Type Centers Receiving Training Number of Responses Perform Training % Centers, provided by dangerous cargo drivers 12 7 58.3 Truck drivers 12 9 9 75 Trainer or bus drivers 12 8 66.6 Direct distribution of drivers products 12 3 25 Messengers with tourism or motorcycle 12 2 1 6.6 Hot food delivery/moped Use 12 1 8.3 Taxi Drivers 12 4 33.3 Police 12 4 33.3 Ambulance
Drivers 12 8 66.6 Firefighters 12 5 41.6 Agents Commercial 12 3 25 Special Equipment (forklifts, bulls, cranes, etc.) 12 3 25 Others - Navy workers 12 1 8.3 Others - escort 12 1 8.3 Others - driving in itinere 12 1 8.3 Observed , percentages on the fields that road training centers are willing to train a wide range of professionals. On the other hand, there is little cooperation between schools that does not offer training programmes in their package. Center for Ergonomics and Prevention - University of Politics of Catalonia 79 Road Risk and Their Prevention Table No. 19: Type
of specific training on occupational hazards and their prevention Type of Learning Number of Responses Perform training % centers that provide ergonomics and driving posture 12 8 66.6 Psychosociology 12 6 50 Time rest, fatigue, fatigue, Stress, Exercise 12 7 58.3 Occupational Diseases and Their Prevention (Health Surveillance) 12 6 50 Route Planning and Planning 12 6 50 Vehicle Maintenance and Inspection 12 6 50 Emergency Actions (Accident, Fire) 12 7 58.3 Accident Investigation and Reconstruction 12 2 11 6.6 Road safety 1 2 8 8 66.6 Dangerous goods 12 4
33.3 It is worth noting the clear shortage in the investigation and reconstruction of road accidents by training centres, which indicates that that these subjects are not covered by the curriculum. The technical characteristics of the physical and mathematical formulas are far from the usual knowledge of the industry specialists, who, even if the subject is interesting to them, are hesitant to conduct postgraduate trainings existing in this area. These on the contrary, they are very receptive to proposals for 30-hour face-to-face courses on occupational health and safety in order to
catch up mainly on work issues. In general, it is clear that road training centres and related schools have a micro-enterprise structure. They are often family organizations. We do not appreciate this point negatively, although it is true that this typology can slow down the emergence of new technologies. Few schools are determined to have their own internet portal and dynamic electronic messaging system for their communications. A wide range of traffic training centers is grouped into a single Internet portal, and from there offer their services. As a rule, the information
offered is minimal: there is only the name of the school, the location of its centers and its characteristics. When training occupational safety and road instructors, we perceive a wide range in learning. Teachers have not received specific training, but are based on their own road knowledge; sometimes rely on some methods 80 Center for Ergonomics and Prevention - University of Politics of Catalonia Actions conducted in Spain. Specific training in the prevention of occupational and road pedagogical risks or in labour road statistics. Some schools invest in training their
coaches and updating content, but we cannot guarantee that the information used comes from specialized work centers. However, we have found a road training center that performs internal training and recycling every 2 years, although we do not know more about them. Finally, non-school teachers are hired by road repair training centres to train workers in general or specific professionals (such as forklift handlers). However, the school sector is beginning to respond to clear examples of mergers or partnerships between several schools; as a result, groups are proposing
new activities, such as road safety training for business workers or multilingual training for immigrants. This is an attempt to diversify the products offered in order to compensate for the possible ups and downs of the usual clientele of aspiring driver permits and licenses. Road training centres clearly base their courses for specialists under the prism of road safety and labor. Improving driving is almost non-provided, although it is for professionals who base their work on precision movements (bullfighters in loader processing). Training differentiated in class and on-track
sessions. Practical classes are held even individually, and sometimes in open traffic, which allows to identify the most common risks of driving. The possibility of completing practical training with simulators is offered to a lesser extent. These entertainments allow you to practice with typical traffic jams (inclusions, cut lanes), control different traffic parameters, speed limits and even the level of education/aggressiveness of drivers. The distribution of hours per day is very wide. Courses range from 8 hours (5 theories and 3 practices) to 80 hours (50 theory and 30 practices).
There is no clear strategy for the distribution of time between theory and practice. Each course performs this distribution according to needs. Therefore, we cannot talk about only theoretical or exclusively practical activities. Determining theoretical content at the quantitative level is often complex. Each course has a theoretical basic content divided into modules, chapters, topics, etc., and hardly one course follows the model of the other. We can focus on relevant content such as defensive driving, economic driving, reaction times, distractions, fatigue, alcohol, travel
preparation, vehicle mechanics and measures to be taken in the event of an accident or breakdown. The educational material used is not excessive. Books are still used in conjunction with multimedia (CD, DVD) (requiring a personal computer). Videos, touch screens, and projection guns are used interchangeably to present content to the class as a whole. Practical occupations preferably cover defensive driving. It is formed to a lesser extent for driving in adverse weather conditions. The practice of manoeuvres has no priority, except for those that are aimed at handling
loaders, as mentioned above. Center for Ergonomics and Prevention - University of Politics of Catalonia 81 Road and Labor Risks and their prevention 10. The messages and results below are the total number of distributed questionnaires and the results obtained in all two surveys, Shown: Table 20: Number of questionnaires distributed by mail In the usual email Fax Total Sector Road Training Centers 100170 257 3 530 Preventive Services 0 0 0 67 0 67 MATEPS 0 2 26 0 28 Companies 0 14 26 0 40 Total questionnaires 100 186 376 3 665 Notes: Total number of road
training centers was 402. In 128 cases there was a duplicity of transmission routes (a total of 530 transmissions). The total number of companies questioned was 27. It is duplicity of transmission routes in 13 cases (total figure of 40 transmissions). Table 21: Questionnaires: Received Number of Responses Subjects Interviewed Number of Responses - Responses Received % Responses Received By Road Training Centers 402 12 2.98 Preventive Services 67 0 0 MATEPS 28 0 0 Company 27 4 14.8 Total 524 16 3.1 Notes: Low Overall Response Percentage May Reflect
Low Interest to Work Side Issues From Organizations organizations while there are adverse factors, such as the period of dissemination of surveys (July-August) and the need for a rapid final report (some responses continue to arrive towards the end of the study). The highest percentage of companies' response can be attributed to the fact that it has been directed to companies that are known to develop road safety practices, which is a certain bias. In addition to the survey, the mutual MC Mutual and the DBprevenci Prevention Service actively cooperated through in-
depth interviews that confirmed the conditions set in the sections relevant to the actions of these agencies. 82 Center for Ergonomics and Prevention - University of Politics of Catalonia Appendix I: Major European Institutions Related to Road Safety Annex II: Type conducted surveys - Model Review Center for Ergonomics and Prevention - University of Politics of Catalonia 83 Road and Labour Risks and Their Prevention Appendix I: Major European Institutions Related to Road Safety GERMANY Bundesanstalt f.r. - Federal Automotive Transport Research Institute Br-
derstrasse 53 / D-51427 Bergisch Gladbach / GERMANY Tel. 49.22.04.43.0 / Fax: 49.22.04.43.673 (e-mail protected) / www.bast.de Institute of Technology, established in 1951. This depends on the German Ministry of Transport, Construction and Housing and Utilities. It aims to improve road construction and maintenance and improve road safety. Advises agencies responsible for the management of the road network. Develops transport guides and standards. Study of environmentally friendly methods of road construction. It manages the OECD IRTAD (International
Road Accident and Accident Database) database on road accidents in OECD countries. Budget and staff (2003): 35 million euros / 400 people. Deutscher Verkehrssicherheitsrat (DVR) - German Road Safety Council Beueler Bahnhofsplatz 16 / D-53222 Bonn / GERMANY Tel. 49.228.4000.10 / Fax: 49.228.4000.167 (protected email) / non-profit association www.dvr.de, established in 1969. Its goal is to promote responsible behavior of all users of the road network. He's got some members (including the German Ministry of Transport, Construction and Housing, BG,
Automakers, Insurance Companies, etc.). Develop prevention programs. It focuses on road safety education and safety, legislation and its implementation and prevention of professional road hazards. Budget and staff (2003): 11 million euros / 45 people. Deutscher Verkehrswacht (DVW) - German Committee for the Promotion of Road Safety Alexanderstrasse 10 / D-53111 Bonn / GERMANY Tel. 49.228.4338.00 / Fax No49.228.4338.070 (protected email) / non-profit association www.dvw-ev.de founded in 1924. It is the oldest and most important committee for the
development of road safety in Germany. Its main objectives are to disseminate information on road safety, raise awareness and prepare traffic. DVW carries out, with the support of the German Ministry of Transport, Construction and Housing, and together with agents of the industrial sector, numerous actions in this area, such as the campaign 84 Center for Ergonomics and Prevention - the University of Catalonia Policy Action conducted in Spain. Specific training in the prevention of occupational risks in kindergartens, schools, nursing homes and special campaigns for
cyclists and young drivers. Hauptverband der gewerblichen Berufsgenossenschaften (HVBG) - BG Federation (Association of Mutual Accidents in Manufacturing and Occupational Diseases) Alte Heerstrasse 111 / D-53757 Sankt Augustin / GERMANY Tel. 49.2241.231.01 / Fax: 49.2241.231.1391 (protected email) / Berufsgenossenschaften Federation (BG). Established at the end of the 19th century, BG is now a regulatory body under public law, which under the German social security system is responsible for preventing professional and traffic accidents and
occupational diseases, as well as rehabilitation and compensation for victims. There is a BG for every industrial sector. HBVG's mission is to support BG's activities. HVBG's activities mainly cover occupational safety, occupational medicine, medical and professional rehabilitation of victims of workplace accidents and diseases, as well as their compensation, health and safety information, research, consultation and training of BG personnel. Squad (2003): 600 people. AUSTRIA Kuratorium f'r Verkehrssicherheit (KfV) - Schleiergasse 18 / A-1100 Wien / AUSTRIA Tel Road
Safety Council. 43.5 770,770 fax 43.5 770.77.1186 (email protected) / www.kfv.at KfV is an independent association founded in 1959 to prevent accidents occurring on the road, at home and in your spare time. Yours is to improve road safety through prevention. KfV advises Austrian government authorities, disseminates information on road safety, conducts research, consultations and training activities, organizes awareness-raising activities, develops preventive measures and assesses their impact. Budget (2003): 8.9 million euros. BELGIUM Institut belge pour la
s's'scurite routi're (IBSR) - Belgian Institute of Road Safety Chauss'e de Haecht 1405 / B-1130 Bruxelles / BELGIUM Tel. 32.2.244.15.11 / Fax: 32.2.216.43.42 Center for Ergonomics and Prevention - University of Politics of Catalonia 85 Road and Labor Risks and Their Prevention (Protected Email) / Non-profit Association www.ibsr.be founded in 1986. Its mission is to develop and assist in the implementation of road safety policies by the Belgian Public Authorities, and in particular the policies of the Ministry of Mobility and Transport and the Federal Public Service for
Mobility and Transport. IBSR aims to improve road safety and quality of life by raising awareness, training and research. IBSR's activities cover the user (research on factors that influence road behaviour), vehicle (monitoring of approval rules and technical specifications) and road environment (infrastructure adaptation). Its budget and staff (2003): 13.2 million euros / 100 people. DINAMARCA R'det for Saint-Rre F-rdselssikkerhed - Danish Road Safety Council Lers-Parkall 111 / 2100 K-benhavn / DINAMARCA Tel. 45.3916.3939 / Fax: 45.3916.3940 (e-mail protected) /
www.rfsf.dk Private Association, founded in 1935, is now a group of major Danish road safety authorities and agencies. It aims to improve road safety through information and user training. It organizes awareness campaigns, provides counselling and develops educational materials. He is a member of the International Organization for Road Safety. Squad (2003): 30 men. Ferdselsstyrelsen - Adelgade 13 / PO Box 9039 / 1304 Kobenhavn K / DINAMARCA Tel. No. 45.33.93.22.92 (e-mail protected) / www.fstyr.dk Independent Body established in 1994 by the Danish
Ministry of Transport. Its aim is to develop legislation on commercial transport and to promote environmentally friendly road transport. This body is drafting legislation and drafting responses that the Danish Ministry of Transport must provide to members and citizens. Trucks and buses and vehicle inspection authorities are licensed It is also developing new technologies that reduce fuel consumption. Budget (2003): 6.24 million euros. Euro. Sixty people. 86 Center for Ergonomics and Prevention - University of Catalonia Policy Actions conducted in Spain. Specific training in
professional and road risk prevention AT THE SPAIN Center for Ergonomics and Avda Prevention. Diagonal, 647, plant 10 / 08028 Barcelona The General Directorate of Road Calle Josefa Valc'rcel, 28 / 28027 Madrid www.dgt.es The Section of the Ministry of the Interior is responsible for the management of traffic control centers (CGT) of all regions of Spain. He is responsible for the management of long-distance traffic, information and assistance to drivers, actions to improve road safety and the publication of instructions on dangerous transport and special measures. It
carries out research and innovation projects in various fields. Mapfre Institute of Road Safety Mapfre Building / Pozuelo Highway 52 / 28220 Majadahonda (Madrid) / SPAIN Email is a protected non-profit organization established in 1996. It aims to organize and encourage a wide range of measures to reduce the high rate of traffic accidents by trying to operate on the road and its environment, vehicle and human factor. Institute of Road Traffic and Road Safety / University of Valencia Calle Hugo de Moncada 4 B / 46010 Valencia / SPAIN Tel. 34.96.339.38.80 / Fax
34.96.339.38.81 (protected email) / Interdisciplinary Centre for Research, Development, Training and Advice on Road Safety and Traffic Accidents, mainly in terms of human factors and driver behaviour in interaction with the vehicle, infrastructure and police supervision. It was registered in 1995 and consists of professors and researchers from various faculties of the University of Valencia. University Institute of Automotive Research / Polytechnic University of Madrid University Institute of Automotive Studies of the southern campus upM Carretera de Valencia, km.7 /
28031 MADRID Tel:913365300 / Fax: 913365302 Center for Ergonomics and Prevention - University of Politics of Catalonia 87 Road and Labor Risks and Their Prevention INSIA (University Institute of Automotive Research) is the Center of the Polytechnic University of Madrid, dedicated to research and research, training and consultation (prototyping, testing, certification and approval, technology services). With a workforce of 79 (including possible project personnel), it has five divisions: safety research and intelligent vehicle systems; Designing collective, industrial and
special vehicles; Research and research in acoustics; Approval and testing; documentation and distribution. INSIA is made up of professors and researchers from Madrid Polytechnic University. FINLANDIA Tiehallinto - Finnish Road Administration PO Box 33 / Opastinsilta 12 A / 00521 Helsinki / FINLANDIA Tel. No358.204.2211 / Fax: 358.204.22.2202 (e-mail protected) / www.tiehallinto.fi Public Authority under the Finnish Ministry of Transport and Communications. Maintains the road network and road safety. It plays an important role in transport research and road
construction. He gives his knowledge to the Ministry of Transport and Communications, local authorities, universities and research institutes. It is also responsible for dissemination information. Budget (2003): 931.5 million euros. Liikenneturva - Finnish Institute of Road Safety PO Box 29 / Sitratie 7 / 00421 Helsinki / FINLANDIA Tel. No. 358.9.417.4700 / Fax: 358.9.417.47.400 www.liikenneturva.fi/fi Public Law Association founded in 1971 and is protected by the Ministry of Transport and Communications of Finland. Its mission is to promote road safety by changing
people's attitudes and values. To this end, Liikenneturva disseminates information, organizes outreach and training campaigns and conducts research. Budget and staff (2003): 4.48 million euros / 55 people. 88 Center for Ergonomics and Prevention - University of Catalonia Policy Actions conducted in Spain. Specific training in occupational and road risk prevention FRANCE Caisse nationale de l'assurance maladie des travailleurs salaris (CNAMTS) - Risk Occupation Direction (CNAMTS-DRP) / National Health Insurance Box for Employees - Professional Risk
Management Tour Man Montparnasse / 33, Avenue du Maine / BP7 / 75015 Paris / FRANCE Tel. 33.1.42.79.30.30 / Fax: 33.1.42.79.32.99 component of the French social security system responsible for accident insurance at work and disease. It identifies the necessary measures to prevent occupational hazards that cover the risk of road labour. These measures are detailed at the regional level by the Regional Health Insurance Funds (CRAM) and the General Social Security Funds (CGSS). Eurogip 55, Rue de la Fedion / 75015 Paris / FRANCE Tel. 33.1.40.56.30.40
Fax No33.1.40.56.36.66 (e-mail protected) / www.eurogip.fr french public body responsible for development and coordination, at the European level, French professional at the level of social security. Squad: 15. Group of pre-tournaments du risk (GP2R) - Road Risk Prevention Association 54, quai Michelet / 92681 Levallois-Perret cedex / FRANCE Tel. 33.1.41.34.58.76 / Fax 33.1.41.34.58.60 protected email / non-profit association www.gp2r.com established in 2000, which brings together consultants and companies that focus on preventing professional road risks in
terms of advice and training. Its purpose is to create synergy by strengthening communication. The target audience of gp2R are companies, health and safety committees, CNAMTS, CRAM and DSCR (see above). He supports the work of the French government to ensure road safety at work. National Institute of Smoking Ruthier and Debauchery (INSERR) - National Institute of Road Safety and Research 122, rue des Montapins / BP 15 / 58028 Nevers cedex / FRANCE Tel. 33.3.86.90.90.59 / Fax 33.3.86.59.53.82 (protected email) / www.enserr.org ergonomics and
prevention - University of Catalonia Politics 89 Road and Labour Risks and their prevention INSERR is a French public body, dedicated to providing training (initial and continuous) in road safety for traffic inspectors, coaches, driving doctors and accident assessment experts. Research on driving training. Squad: 16. National Institute recherche et de s'curit (INRS) 30, rue Olivier Noyer / 75014 Paris / FRANCE Tel. 33.1.40.44.30.00 / Fax No33.1.40.44.30.99 (email protected) / www.inrs.fr Non-profit association sponsored by CNAMTS (see above). Established in 1947, it has
existed under its current name since 1968. The aim of INRS is to ensure human health and safety at work through scientific and technological means. His presentations are based on three axes: predicting future prevention needs by developing new knowledge and transforming existing knowledge into practical knowledge, raising awareness of the world of work through information products, and providing assistance and training to prevention professionals. INRS has published several professional guidelines for the prevention of traffic accidents for employers and
prevention technicians. Budget and staff (2003): 70 million euros / 650 people. National Institute of Transportation and Transport (INRETS) - National Transportation Research Institute 2, av. du General Malleret-Joinville / 94114 Arcueil cedex / FRANCE Tel. 33.1.47.40.70.00 / Fax No33.1.45.47.56.06 www.inrets.fr the French Public Body established in 1985 by the Ministries of Research and Transport. It aims to improve road safety by targeting infrastructure, funds and users. Conducts technical, economic and social research research and vehicles, the dissemination of
knowledge and trains. Budget: 45 million euros. Squad (2003): 550 people. Reutier La Prevenation - Traffic Prevention 6, Avenue Hoche / 75008 Paris / FRANCE Tel. 33.1.1.15.27.00 / Fax No33.1.47.63.72.71 e-mail protected / www.preventionroutiere.asso.fr Private non-profit association founded in 1949 and recognized as a utility company in 1955. Its purpose is to analyze and support the necessary measures that reduce the frequency and 90 Center for Ergonomics and Prevention - University of Catalonia Policy Actions conducted in Spain. Specific training in the
prevention of professional traffic hazards of the severity of road accidents. It is supported by a hundred provincial committees that provide training and training. Squad (2003): 250 permanent and 3,000 volunteers. Ministry of Transport, du Logment, du Tourisme et de la Mer / Directorate of Safety and Road Traffic (DSCR) - Ministry of Transport, Transport, Housing, Tourism and the Sea / Department of Safety and Road Traffic Arche Sud / 92055 La D'ofense cedex / FRANCE Tel. 33.1.40.81.21.22 / Fax 33.1.40.81.81.81.98 DSCR offers a website
(www.securiteroutiere.equipement.gouv.fr) with extensive information about driving (code code, information, campaign). It contains a section on the actions of the National Road Safety Council (CSR) and the Interagency Committee on Road Safety (CIS), the French government's road safety authorities. Squad (2003): 200 people. Promotion et suivi de la Securite Ruthier en Entreprise (PSRE) 3, Avenue du President Wilson / 75116 Paris / FRANCE Tel. 33.1.40.73.86.90 / Fax 33.1.40.73.86.98 www.asso-psre.com Non-profit Association established in 1998 by companies
that signed a road safety agreement with French government authorities. Encourages prevention plans and conducts activities to raise awareness and provide technical assistance. It also conducts road safety research for companies and communities. IRELAND National Safety Council (NSC) 4 Northbrook Road/Ranelagh/Dublin 6/IRELAND Tel. 353.1,496.3422 / Fax No 353.1.496.3306 e-mail protected/www.nsc.ie Semi-Public Authority, established in 1987 to promote road safety and fire safety. Develop training programs and communication campaigns. Budget: grants
from the Department for Transport and the Irish Federation of Insurance, Cooperation and Patronage. Squad (2003): 12 people. Center for Ergonomics and Prevention - University of Politics of Catalonia 91 Road and Labor Risks and their prevention ITALIA Centro di Coordinamento Informazioni sulla Sicurezza (CCISS) - - Centro RAI di Saxa Rubra / Largo Willy de Luca, 4 / I-00188 Rome / ITALY Tel. 39.06.331.79.0 / Fax No39.06.331.999.3 (e-mail protected) / www.radio.rai.it/cciss The Municipal Agency established in 1990 by the Italian Ministries of Infrastructure and
Transport and Interior. Its mission is to coordinate existing information on road safety and circulation. It aims to promote a culture of road safety and promote reasonable behaviour. To inform traffic users about standards, pollution, technological advances, etc. Ispettorato Generale per la Circolazione e la Sicurezza Stradale - General Inspectorate of Road Traffic and Road Safety Piazzale Port Pia, 1 / I-00198 Rome / ITALY Tel. No39.06.44.121 (e-mail protected) Under the Italian Ministry of Infrastructure and Transport, the mission of this body is the organization of
circulation, the development of road construction and management rules, its safety check and the development of the National Road Safety Plan. Organizing communication and education campaigns in schools. HOLANDA Stichting Wetenschappelijk Onderzoek Verkeersveiligheid (SWOV) - National Road Safety Research Institute PO Box 1090 / 2260 BB Leidschendam / HOLANDA Tel. 31.70.3173.333 / Fax No.31.70.3201.261 (e-mail protected) / www.swov.nl The Research Institute of Public Utilities, established in 1962. Its mission is to promote road safety by
researching and disseminating scientific knowledge. Budget: 4.4 million euros. Squad: 47. Science Safety Group / Delft University of Technology, Netherlands Jaffalaan, 5 2628 BX Delft / HOLANDA 92 Center for Ergonomics and Prevention - University of Catalonia Policy Action held in Spain. Specific training in occupational and road risk prevention by the Safety Unit of Delft Polytechnic University (Netherlands), which comprises 15 researchers from different disciplines, aims to assess the level of risk of the technology or activities to develop recommendations for its
development, implementation and management. To do this, it explores risk modeling and inclusion in project processes, risk management in organizations and legal risk management. The Group conducts specific studies in the domestic, hospital, construction, industrial and high-risk sectors, as well as in the transport sector, particularly in the road sector. It also offers undergraduate and postgraduate studies. UK Brake PO Box 548 / HD1 2X / UK Tel / Fax 44.1.484.559.983 (protected email) / www.brake.org.uk non-profit foundation established in 1995. It aims to educate
all road users, to compel public authorities to develop road safety and to help victims of accidents and their families. It organizes outreach campaigns such as Road Safety Week, develops educational materials and intervenes in classrooms and the media. Budget: 400,000 euros. Squad: 10 men. Department for Transport (DfT) - Department for Transport Great Minister House / 76 Marsham Street / London SW1P 4DR / UK Tel No 44.20.7944.8300 / Fax No 44 .20.7944.9643 (e-mail protected) / www.dft.gov.uk The mission of this Ministry is to ensure the reliability and
safety of the British transport system and adapt it to the needs of its users while protecting the environment. The Road Safety Division improves road transport and reduces the number of road accidents. Health and Safety Executive (HSE) - The Health and Safety Authority rose court /2 Southwark Bridge/London SE1 9HS/UK Tel. 44,845.345.0055 www.hse.gov.uk/roadsafety/index.htm HSE is a government body established in 1974 to help the Health and Safety Commission (HSC) prevent occupational risks. This is the Center for Ergonomics and Prevention - The
University of Politics of Catalonia 93 Road and Labor Risks and its prevention is responsible for monitoring the application of health and safety regulations in various sectors of activity and advises on the prevention of occupational risks. Budget: 318 million euros. Squad (2003): 4,000 people. Road Safety Alliance (ORSA) - Alliance for Road Safety at Tel. No44.121.248.2095 / UK (e-mail protected) / www.orsa.org.uk Founded in 2002, this association now brings together more than 100 health and safety organizations. Its aim is to bring employers, trade unions, local
authorities and police agencies together so that companies can manage the risks of road work in the same way that they manage other occupational hazards. Encourages a systematic approach to professional road risk. Royal Society for the Prevention of Accidents (RoSPA) Edgbaston Park, 353 Bristol Road /Birmingham B5 7ST/UK Tel. No 44.121.248.2000 / Fax No 44.121.248.2001 (e-mail protected) / www.rospa.co.uk non-profit foundation founded in the early 20th century. Its mission is to prevent accidents in all walks of life through information, advice and resources.
In the field of professional road hazard works with national and local governments, health services and with the police and with numerous public and private organizations. It was one of the engines of the ORSA alliance (see above). Revenues from advisory and training activities account for 90% of RoSPA's budget, while donations account for 10%. Transport Research Laboratory (TRL) - Crowthorne House Transport Research Laboratory / Nine Mile Ride / Wokingham / Berkshire RG40 3GA / UK Tel. 44.1344.773.131 Fax No44.1344.770.356 (protected email) /
www.trl.co.uk Created in 1933 by the British Government and privatized in 1996, TRL conducts research, advice and evaluation in all areas of transport. One of its priorities is to improve the safety of roads and vehicles in the area in which it conducts interdisciplinary research. 94 Center for Ergonomics and Prevention - University of Politics of Catalonia Action conducted in Spain. Specific training for the prevention of professional and road risk SWEDEN Nationalf-reningen f-r Trafiks-kerhetens Fr-mjande (NTF) - National Society for Road Safety Skytteholmsvagen 2, 3 tr /
PO Box 30 / 171 11 Solna / SWEDEN Tel. 46.8.705.59.00 / Fax No46.8.705.59.50 (e-mail protected) / www.ntf.se Association established in 1934, which now unites 24 regional federations and 70 Swedish national road safety associations. Its purpose is to promote road safety through road safety and training activities so that road users accept responsible behaviour. One of the most important performances of the NTF is Vision zero, a long-term program to reduce serious and fatal accidents. Budget and staff (2003): 6.5 million euros / 100 people. V-gverket - Swedish
Road Traffic Administration R-da v-gen 1 / 781 87 Borl-nge / SWEDEN Tel. 46.771.119.119 Fax No46.243.758.25 (e-mail protected) / www.vv.se This administration is responsible for the Swedish road transport system and all road safety aspects. Established in 1841, it has existed under its current name since 1983. It aims to improve the road network and public transport, taking into account the environment, safety and people with limited mobility. It is responsible for the development and maintenance of the Swedish road network and public transport, as well as for the
development of rules for vehicles, driver's licenses and professional transport. Budget and staff (2003): 770 million euros / 6,500 people. V-g-och transportforskningsinstitutet (VTI) - National Institute of Automotive and Transport Research Olaus Magnus v.g. 35 / 581 95 Link-ping / SWEDEN Tel. 46.13.20.40.00 / Fax 46.13.14.14.36 (protected email) / www.vti.se Institute of Research, established in 1971 by the Swedish Ministry of Industry, Employment and Communications. Research all modes of transport for a large number of customers, including the Swedish Road
Administration. In the field of road transport, his research covers safety, economics, the environment, traffic, vehicle-staff interaction, and road network design and maintenance. Budget and staff (2003): 22 million euros / 185 people. Center for Ergonomics and Prevention - University of Politics of Catalonia 95 Road Risks and Their Prevention SU'A Bureau suisse de pr'veence of accidents - Swiss Office for the Prevention of Accidents Laurenstrasse 11 / CH-3008 Bern Tel. 41.31.390.22.22 / Fax 41.31.390.22.30 (protected email) / www.bpa.ch Private Fund established in
1938. Its goal is to develop safety on the roads and in domestic, entertainment and sports areas (without including labor problems). It organizes awareness campaigns, conducts accident research and provides training. Contributions to the Swiss social security system, contributions from the Swiss Road Safety Fund and their own resources are financed by contributions to the Swiss social security system. Squad (2003): 90 people. Smoked Ruier Funds (FSR) - Swiss Road Safety Fund Thunstrasse 9 / CH-3005 Bern / SUI'A Tel. 41.31.350.51.11 / Fax No41.31.350.51.10
www.verkehrssicherheitsfonds.ch State Body established in 1976. It aims to improve the safety of all road users through training, information and research. He is one of the main Swiss road safety agents. Budget: 10 million euros (from liability insurance premiums). 96 Center for Ergonomics and Prevention - University of Politics of Catalonia Action conducted in Spain. Specific training on occupational hazard prevention Annex II: Type of surveys - Survey models Following survey models prepared for this report: (a) Survey of schools and training centres: shipments were
carried out to centres in all Spanish provinces, including the Canary Islands and the Balearic Islands. The way the survey was transferred to road training centres varied: - By hand-delivery. It was distributed on the occasion of the Day Of The Permission to Drive on points: teach not to re-educate, held at the ETS Industrial Mechanical Engineering Of Barcelona on July 8, 2006. This date has been taken as a starting point for the various distributions that need to be made. - By regular mail, email or fax. The number of surveys, distribution routes and the number of centres
surveyed are reflected in the relevant chapter. For privacy reasons phone and contact addresses of schools in case of cooperation in our project. The documents sent to the schools are below: Review of Schools Dear Friend: A team of researchers of professional security bottle CEP (Center for Ergonomics and Prevention) Polytechnic University of Catalonia prepares, for the Ministry of the Interior, a guide to good practice in the field of professional security vial. It includes an analysis of the prevention activities of the companies that have worked on the topic and the
educational activities carried out by the school sector and related organizations. We understand how training in professional road safety sessions are on road safety sessions that are given to employees from companies or specific professional sectors who face road risks in the performance of their functions. Since your company is among those who promote training initiatives and with the idea of including them in this study for management, we would be interested to know it in more detail and to have (if you think it is appropriate to provide it) the following information about
your activities: Center for Ergonomics and Prevention - University of Politics of Catalonia 97 Road and Labour Risks and Their Prevention 1.- GENERAL DATA OF THE TRAINING CENTER IN VIAL SAFETY FOR STUDENTS OUTSIDE THE DRIVING PERMISSION: Center Name: Autonomous Community: Number of Centers: Number of Centers Open: Provinces: Municipality: Number of Teachers: 2.- FORMATIVE SPECIALTIES DEVELOPED 2.1.- Types of professions that are trained (answer yes - no) Dangerous truck drivers Bus drivers or bus drivers direct
distribution of products Messenger With tourism or motorcycle hot food delivery machines / moped use police taxi drivers Fire special equipment (carts , bulls, cranes, etc.) Others (indicate which) 2.2.- Training Instructors Option 1: There is no need to train trainers, because classes for employees are taught by road training teachers with their own knowledge (in this case say in what percentage of the training table) Option 2: Classes are given by teachers road training with increased training (specific percentage); in this case, specify the type of training these instructors
receive (not theoretical and practical hours) and from whom they receive it. 98 Center for Ergonomics and Prevention - University of Catalonia Policy Actions conducted in Spain. Specific road risk prevention training: Classes are conducted by other experts who are not road training teachers (indicate percentage and indicate profiles of these experts). 2.3. - Training of workers in occupational safety and road safety: Tell them whether they are courses of recycling or improvement in driving or, conversely, the prism of professional or road safety prevails. B: The type of
training students receive (the number of theoretical and/or study hours, indicating whether it is in class or on the track). C: Theoretical basic content of an employee's training course (agenda may be attached). D: Used educational material (books, flyers, photos, slides, videos, movies, compact sites, Scheduled Sessions) E: In the case of practical sessions of concrete, if it is: a) Driving in open traffic (concrete, if urban / roads / mixed) b) b) Driving on tracks or closed circuits in) Use of simulators (specific type) F: Practical classes have as preferred strategy: a) b) d)
Defensive driving maneuvers in adverse conditions G-limit: Please indicate whether these working-drivers provide any specific training on professional occupational risks and their prevention: a) b) d) d) d) d) d) d) d) d) d) d) d) d) d) d) d) d) d) d) d) d) d) d) ephilromology and driving posture Psychosocyology Rest time, fatigue, stress, exercise Occupational diseases and their prevention (health monitoring) Planning and planning of routes Maintenance and Inspection of the Vehicle Of Emergency Action (accident) , Fire) Investigation and Reconstruction of Road Accident
Safety Dangerous Cargo 3.- FUTURE PROJECTS Has so far informed us about the activities you are developing in life training and about activities that you have not developed. Could you tell us if you are interested in starting any activity still undeveloped, and what would they be? Center for Ergonomics and Prevention - University of Catalonia Politics 99 Road and Labor Risks and Their Prevention 4.- OBSERVATIONS AND COMMENTS: We believe that the most practical is that you use the same questionnaire and pass it to us completed by:
xxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxx
You can do this at the address below or in the link: xxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxx
The Center for Ergonomics and Prevention Polytechnic University of Catalonia NOTE: this information is requested only for scientific purposes and individual answers will be considered with absolute confidentiality 100 Center for Ergonomics and Prevention - University of Policy of Catalonia Actions made in Spain. Specific risk prevention training The survey of companies, preventive services and MATEPS Shipment was made to centers in various Spanish provinces including the Canary Islands and the Balearic Islands. A way to get surveys by regular mail or email. The
starting point was July 8, 2006, a day equally chosen as a benchmark for school surveys. The number of surveys, distribution routes and the number of centres surveyed are reflected in Chapter 10.1. The documents sent are below: Dear Friend: We are doing a CEP (Center for Ergonomics and Prevention) UPC survey of preventive action by companies in the field of road safety to improve the quality of our training in this area. We know that you are working on this, and so it would be very helpful if you could send us this questionnaire by filling out as much as possible: 1.-
COMPANY DATA Title: Municipality: Activity Type: Type of Service Prevention: General Staffing: No Road Workers Travel Area (city/road/mixed): No kilometers/year: Kilometers/person/year: 2.- IDENTIFICATION AND ASSESSMENT OF THE RISK then, please give a brief description: 3.- LABORAL-VIAL PREVENTIVE PROGRAM (General Aspects) Summary of the program: the number of workers affected: Are there specific actions for professional drivers? Are there specific actions for casual drivers? Are there global measures for all workers? Do you cover risks in
Itinere or on a mission or both? 4.- COMPANY POLITICS IN THE FOLLOWING ASPECTS 4a) Selection and training of workers/drivers 4.b) Procurement policy, maintenance and vehicle renewal of Ergonomics and Prevention Center - University of Catalonia Politics 101 Road-working Risk and Their Prevention 4.c) Incentives/Motivation for Driving Safe (Without Accidents) 4.d) Procedures for The Preparation of Travel and Activities during Travel (use of mobile phones, routes, maps, maps, etc.) 4.e) Media Choice (collective/individual transport) 4.f) Risk Report 4.g)
Inspection 4.h) Monitoring 4.i) Monitoring/Accident and Incident Investigation 5.- GENERAL ASPECTS ON LABERALVIAL TRAINING PROGRAM: 5.a) Duration 5.b) Teachers 5.c) Materials 6.- OBSERVATIONS AND COMMENTS that the most practical thing is that you use the same questionnaire and pass it to us by:
xxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxx
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