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EXECUTIVE
SUMMARY

Brazil has the world's fourth longest road
network and a large road freight industry, but
the working conditions of truck drivers are
rarely discussed. This study addresses this
gap by using a combination of desk research
and focus group discussions to introduce and
contextualise the working conditions of Brazilian
self-employed cargo carriers (Transportador
Auténomo de Cargas, TAC) or self-employed
truck drivers, taking a broad view that includes
industrial structure, the state of vehicles and
road infrastructure, and work as a determinant
of health.

It finds that an ageing fleet and the poor state

of the roads and rest areas contribute to

health and safety risks for drivers. Drivers are
also subject to competitive pressures due to
extensive subcontracting, which puts downward
pressure on pay and conditions. Drivers work
long hours, often spending days and weeks
away from home. Pay is often below cost
recovery, so that drivers may be unable to pay
operational and vehicle costs.

These conditions contribute to health problems
such as poor diet, lack of physical activity, sleep
deprivation, stress, anxiety, and depression.
However, drivers may not be registered with
the healthcare services near where they

are driving, and so have difficulty accessing
adequate healthcare. Evidence also shows

that fatigue due to long distances travelled,

pressures to comply with deadlines required by
shippers, excess loads, poor vehicle condition
(high average age of the fleet), and poor road
conditions are main causes of truck accidents.
A severe lack of enforcement of regulations
and policies exacerbates the problems faced by
drivers.

In 2018, the Minimum Freight Floors system
(MFF) was introduced to ‘promote reasonable
conditions for the transport of cargo in the
national territory, in order to provide adequate
remuneration for the service provided’. The MFF
provides a set of minimum kilometre-based
rates of pay for self-employed drivers according
to cargo-type and vehicle composition. These
rates are based on calculation of actual

costs normally incurred by self-employed
drivers. They therefore provide a fair basis

for pay negotiations with shippers and have
the potential to improve conditions, health,

and safety. However, the MFF is facing legal
challenges and is not yet properly enforced.

This study concludes by recommending that the
MFF be properly enforced, including penalties
and fines for non-compliancy by shippers, and
that the system be improved by regular indexing
of costs and the incorporation of depreciation
costs to enable fleet renewal. These measures
should be supplemented by healthcare reform
to allow drivers to receive care when needed.
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INTRODUCTION

Brazil has the world's fourth longest road
network and a large road freight industry, but
the working conditions of truck drivers are rarely
discussed.

This study introduces and contextualises the
working conditions of Brazilian truck drivers,
taking a broad view that includes industrial
structure, the state of vehicles and road
infrastructure, and work as a determinant of
health. Drivers work long hours, receive low pay,
spend days and weeks away from home, faceill
health, and are subject to competitive pressures
that further degrade working conditions.

This study, which was developed for the
International Transport Workers' Federation

by the Technicians Cooperative of the
Northwest Region of the State of Rio Grande

do Sul (UNITEC), seeks to understand the

root causes of this situation. It is based on a
combination of desk research and focus group
discussions with driver-leaders from truck driver
organisations including unions, cooperatives,
and associations.

The study is presented in six sections.

Section 1 introduces the road cargo transport
industry in Brazil, starting with the types of
road carriers and other industry actors, while
Section 2 addresses hiring and subcontracting
patterns. The report then moves on to provide
background on Brazil's geography, its road
freight fleet, and the condition of its road
network in Section 3. Section 4 discusses
working conditions faced by drivers, from work
time to remuneration and driver health, and
includes an expanded understanding of health
that analyses how working conditions affect
health and social life. The summary of road

safety statistics in Section 5 discusses safety in
the context of the previous sections on industry
structure and working conditions. Section 6
introduces Brazil's nascent Safe Rates system,
the National Policy of Minimum Freight Floors
(MFF), and discusses some of the limitations,
particularly incomplete enforcement.

This study includes contributions from driver-
leaders of self-employed road cargo carrier
(SERCC) organisations from five Brazilian
Regions (Northeast, Central-West, Southeast,
North, and South). Three 90-minute focus
groups were held online via Google Meet. Due
to the difficulty in bringing together leaders from
the Northeast, only one leader from this region
was interviewed individually. Each meeting was
transcribed in full, then analysed to thematically
group contributions into three categories: the
road network, including road conditions and
safety; working hours and compensation in road
cargo transport; and driver health.

The driver-leaders who participated in the
study come from the following organisations:
Association of Cargo Transporters of the
Centre-West, Association of Organized
Transporters of Brazil, Association of Truckers
of Southern Fluminense, Autonomous Truck
Drivers Union of Sorriso and Region (state

of Mato Grosso), National Confederation of
Transporters and Logisticians, National Union
of Truckers, Transporters’ Cooperative of the
Central-West, Truck Drivers' Cooperative of
Southern Fluminense (RJ), Truck Drivers Union
of Sul Fluminense (state of Rio de Janeiro), and
Union of Autonomous Road Transporters of
Goods of the State of Sao Paulo (state of Sao
Paulo).
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ACTORS IN ROAD
CARGO TRANSPORT

There are three main categories of actor in road
transport in Brazil: the regulator, the National
Land Transport Agency (ANTT, Agéncia
Nacional de Transportes Terrestres); the
shippers; and the carriers.

AGENCIA NACIONAL DE
TRANSPORTES TERRESTRES
(ANTT)

ANTT plays a key role of regulating, monitoring,
and, if appropriate, penalising. Its purpose is to
regulate and supervise the activities of transport
infrastructure and service providers in order

to ensure the movement of people and goods,
harmonise the interests of road users with those
infrastructure owners and operators, preserve
the public interest, arbitrate conflicts of interest,
and prevent imperfect competition and other
challenges to the economic order.!

Law 10.233/2001 states that commercial

road cargo transport is subject to mandatory
registration in the National Register of

Road Cargo Carriers (Registro Nacional de
Transportadores Rodoviarios de Carga, RNTRC),
managed by ANTT. This applies to any entity
that provides transport services to third parties
for cargo charges.?

SHIPPERS

According to Law 10.2023/2001, the transport
shipper in the road freight sector is the person
(physical or legal) responsible for hiring space
in a road freight vehicle. In Brazil, it is quite
common for industry and commerce to hire
third-party transport, given the large number of

inputs received and goods that need to be sent.
Therefore, shippers often choose to outsource
logistics, hiring carriers, cooperatives, or even
self-employed carriers.

We can get a sense of the sectors of the
economy most dependent on road transport by
looking at the types of cargo that are shipped.
Although exact statistics on market share are
unavailable, various sources show that the main
cargo transported by road can be divided into
seven categories.

The first of these, certainly with the largest
volume transported, is bulk cargo, which
includes agricultural commodities (soy, corn,
wheat and other grains), fertilisers, ores, and
others. Bulk loads are those in which itis
mandatory to use a protective tarpaulin to cover
the load, in accordance with resolution 441 of
the National Traffic Council (Contran — Conselho
Nacional de Transito). This is followed by dry
cargo, mostly transported in box-type trucks,
containerised cargo (mostly linked to foreign
trade), live cargo (Brazil is a large producer of
cattle, pigs and poultry), refrigerated cargo,
fuels, and cargo of vehicles.

There is a wide range of shippers distributed
across the country. The largest platform in
operation is the company Fretebras, located in
the city of Sdo Paulo.

Despite outsourcing transport services,
shippers are responsible for transport tax
documents. The documents required for
transport and their description are shown in
Figure 1.



Figure 1. Documents required for transportation

Electronic Invoicing

Registers the goods (or services) that have been sold for the Tax on
Circulation of Goods and Services (ICMS - /Imposto sobre Circulagdo
de Mercadorias e Servigos)

Electronic Transportation Knowledge

Provides tax document information for the cargo transportation service

Electronic Tax Document Manifest

Describes the cargo transported

Insurance policy

Outlines liability for damage to the goods being transported

Transport Operation Identifier Code

Regulates payment for the value of the cargo in relation to the
provision of transport

Shipment planning

Identifies the weight and type of packing

Brazil (2001).2

Carriers

Road transport in Brazil can be undertaken by
a Self-Employed Cargo Carrier (Transportador
Auténomo de Cargas, TAC), a Road Cargo
Transport Company (Empresa de Transporte
Rodoviario de Cargas, ETC), or a Road Cargo
Transport Cooperative (Cooperativa de
Transporte Rodovidrio de Carga, CTC).#

A TAC is an individual driver who must be the
owner, co-owner or tenant of up to three road
freight vehicles. He or she must also have at
least three years’ experience in the profession.®
According to Paragraph 2 of Law 11.442/07, in
order to transport commercial cargo by road

as a TAC itis necessary to be registered in the
RNTRC. As will become clear, drivers who are
TACs are not adequately remunerated and not
guaranteed a dignified life in accordance with
the International Labour Organization (ILO)
Guidelines on the promotion of decent work and
road safety in the transport sector.®

A Road Cargo Transport Company (ETC)

is a legal entity that operates in the road
transport sector. It must have an active
National Certificate of Legal Entity (CNPJ,
Certificado Nacional de Pessoa Juridica) and
an active Certificate of Physical Person (CPF,
Certificado de Pessoa Fisica) for each of the
partners, directors and legal representatives.
The technical officer must have at least three
years’ experience in the field, or be approved
in technical training. The company may own or
lease its fleet of vehicles. Finally, the company
must possess a ‘social contract, a certificate of
registration, and a license for each vehicle.’

The Road Cargo Transport Cooperative (CTC)

is a ‘'simple society’ organisation® that provides
services in the cargo transport sector. Similar
to an ETC, a cooperative must possess an
active CNPJ as well as a CPF for each of its legal
representatives, and its technical officer (who
similarly needs three years’ experience in the
field or approval in a technical course). It is also
important that the cooperative is registered
with the Organization of Brazilian Cooperatives
(OCB, Organizagao das Cooperativas Brasileiras)
or another state institution. Cooperatives must
hold information on their vehicles’ tare weight
(the weight of the empty vehicle, which is
subtracted from the gross weight to provide the
cargo weight for the calculation of rates) and
registration and licensing certificates, together
with an original or certified copy of their Bylaws,
the minutes of the election of their Board, and
the registration forms or certificates of their
members, containing the name and CPF/CNP)J
of each.®

According to the latest figures from SENATRAN,
the National Traffic Secretariat, released in
February 2024, there are 1,009,674 registered
TACs, representing 89.10% of the total
registered carriers. Second in number are the
ETC, which total 123,003 companies (10.85%
of the total). The smallest group are the CTCs

- although it should be noted that most of the
self-employed cargo carriers are associated
with cooperatives. According to the OCB, at the
end of 2023, there were 886 CTCs operating in
the country.'®
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CONTRACTING AND
SUBCONTRACTING IN
ROAD TRANSPORT

In Brazil, the contracting and subcontracting of
road transport is legal, under the Civil Procedure
Code (CPC, Cddigo de Processo Civil), and

is a legitimate commercial activity. Law
11.442/2007 provides that carriers be registered
in the RNTRC of the National Land Transport
Agency (ANTT). This includes self-employed
cargo carriers (TACs), provided that they are a
legal entity whose main activity is road cargo
transport.

According to Jusbrasil (which systematises and
organises public and open legal information):

... the transport of cargo can be formalised
with the issuance of a bill of lading, which
may be endorsed, or by means of a specific
contract. Whether it is a bill of lading or a
contract, full identification of the parties, the
services and the fiscal nature is mandatory.
[...] It should be noted that the carrier

may provide the services in his/her own
name or delegate to third parties. His/her
responsibility remains from the moment
he/she accepts the cargo until its effective
delivery. His/her responsibility ceases with
the delivery of the cargo to the recipient,
without reservations or protests.’?

Also, according to Jusbrasil:

... when contracting the transport of cargo,
the carrier agrees to transport the cargo
presented to the destination to be delivered,
the carrier is obliged to do so, including

and above all passing the unscathed cargo
into the hands of the recipient. He/she is
responsible for loss, damage and delays that
may occur. In this case, all interested parties
are entitled to inspect the goods. If insurance
has been taken out, it is recommended that
the insurer’s representative be notified to
attend the place where the goods are to
examine their liability, in accordance with
what has been contracted, or the extent of it,
however the insurer’s liability is configured.’’®

Subcontracting is common, both to other
transport companies and to TACs, both for
an entire route or only to a predetermined
warehouse. The high costs of maintaining
structures in all cities in which they operate
turns many companies to subcontracting;
however, the high tax burden of this type

of operation is causing companies to lose
competitiveness.'*



Mario Natali, superintendent of Transcares'®,
has said:

“Outsourcing or subcontracting in cargo
transport is a reality throughout Brazil...
Perhaps for lack of a culture, current
contracts are not taking into account all

the terms of the law, causing many labour
liabilities. | believe that the doctrine and
knowledge of the legal aspects surrounding
subcontracting are the way for companies
to take a preventative stance, avoiding the
pitfalls of informality.”"®
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Road freight transport is a commercial venture
with its own pressure towards subcontracting.
Subcontracting to TACs can be either aggregate
or independent, provided for in Laws n.
7,290/84 and 11,442/2007"" respectively. Law
11.442/2007, which deals with commercial road
freight transport for third parties, establishes the
TAC as an individual who pursues road cargo
transport professionally. The subcontracting
chain is made up of the shipper, the contractor,
and the subcontractor. According to information
from the National Confederation of Transport
and Logistics Workers (Confederagdo Nacional
de Trabalhadores em Transporte e Logistica,
CNTTL), the lower down the subcontracting
chain, the greater the gap between what is paid
to those carrying out transport and the ultimate
cost to the shipper - this gap reaches 50%,
potentially even more, for TACs.



OVERVIEW OF THE
ROAD TRANSPORT
INDUSTRY, FLEET AND
ROAD NETWORK

THE BRAZILIAN ROAD
TRANSPORT INDUSTRY

Brazil is the fifth-largest country by area on
the planet, covering 8.51 million km?. It is

a federal republic, with power distributed
among 26 states and a federal district, and is
interconnected by an extensive road network.

Road transport accounts for 65.2% of all
transport in Brazil. Of the remaining modes,
waterways account for 15.3%, rail for 15.5%,
pipelines for 4%, and air for 1%. Three quarters
of rail transport is dedicated to iron ore. If we
subtract this category of rail transport and
transport by pipeline, which is dedicated to
fuels, Brazilian road transport is responsible for
75% of general cargo transport.'®

This volume of cargo is handled by over 4.2
million drivers qualified to transport cargo in the

country.' Not all qualified drivers work regularly.

Professional long-distance cargo drivers, who
carry the largest volume of cargo, travel on
average 9,561 km every month.2°

FLEET

The Brazilian fleet is composed of several

main types of vehicles, from light vehicles to
tractors with two articulated trailers, the so-
called bi-train. According to SENATRAN data
from December 2023, the national fleet size is
3,088,034 trucks. In addition, there are 892,680
tractors and 708,332 buses. When it comes to
the distribution of this fleet across the territory,
the south and southeast regions account for
67.24% of the total truck fleet in the country.?'

In addition, according to the ANTT, 65,053
foreign vehicles are registered to carry out
international transport across Brazil, expanding
the fleet that circulates in the country.?2 Due

to the intense commercial exchange between
Brazil and Mercosur, the majority of the
international fleet is located in the southeast
and south of Brazil.

A key characteristic of the Brazilian fleet is the
advanced age of its vehicles. The average age

of a vehicle is more than 15 years old, when the
technical indication of depreciation is 10 years.?®
Data on age is shown below in Figure 2.

Figure 2. Average age of the Brazilian
fleet, 2024
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Figure 3. Classification of Brazilian highways, 2023

Terrible Bad

Track geometry 17.2 23.3

Signaling 10.4
Paving 5.8 16.8
Overal State 5.8 20.3
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CNT (2023).2"

The issue of the age of the fleet has long
been an important issue for organisations

of road cargo carriers. There are numerous
governments and funding agency initiatives
in the search of alternatives for fleet renewal.
As shown in Figure 2, only tractors belonging
to companies have an average age below 10
years, with an average age of 7.42 years. On the
other hand, self-employed road cargo carriers
work with the oldest fleet in all categories,
with vehicles over 20 years old on average.
This situation has an impact on increased
maintenance costs, more accidents, and
increased transport costs.?®

THE ROAD NETWORK

The Brazilian road network is 1.72 million
kilometres long, constituting the fourth longest
road network in the world. Of this total, only
12.4% is paved. The country’s highways are
classified as federal, state or municipal. There
are 75,800 kilometres of federal highways, the
main highway network in the country, carrying
most of the country’s road cargo. This system
is complemented by 380,500 kilometres of
state highways. The remaining roads serve as
transit routes in the municipalities. Most of the
country’s paved highways are maintained by the
public sector; a small part, 26,093 kilometres, is
maintained by the private sector.2®

- Regular Good

- Great

50% 60% 70% 80% 90% 100%

THE CONDITIONS OF THE
ROADS

Historically, Brazilian highways have serious
problems with maintenance, and poor signage.
In addition, many have traffic intensity beyond
their capacity. In late 2023, the National
Transport Confederation carried out a study of
the state of Brazil's roads. Figure 3 presents a
summary of the results.

The study found that 61.7% of the highways

in Brazil are in a less than good state. This is a
worrying reality, and one of the main complaints
of the leaders who participated in this study.

“[...] we have few options [of roads], we

are restricted to this BR 1012¢ and those
connected to BR 101. So, we have few
options... And we suffer during the season
here in the South. [...] This is the main
problem, too many accidents... We do not see
investments in marginal [roads], especially
the BR 101.” (Leader 2, South Region)

“Highway conditions are terrible, especially in
Curitiba/Sao Paulo. Sometimes, when it rains
for ten, 15 days, for example, some absurd
craters appear.” (Leader 1, South Region)

12. ¢~



“[...] All the toll roads, which | know... most
of them are in poor condition, have no
supervision..., we pay toll and are travelling
without any structure.” (Leader 4, Central-
West Region)

“[...1 BR 319 and BR 230 are practically
impassable for trucks during the rainy
season. They are important routes for
transporting crops. Every year there is a
promise of improvement but every year itis a
sacrifice.” (Leader 12, North Region)

“As for the structure of the highways, [...] If
we take the 163, it is not two-way, [...] just a
few points when you arrive at the toll, it is
totally bumpy, the road is terrible. [...] from
Cuiaba upwards... there is now dual lane
either. It is a dangerous road, especially
because it has no shoulder. The risk of you
going off the road... the truck overturns,
because you have nowhere to go because
it has no shoulder.” (Leader 4, Central-West
Region)

“We often stop on the side of the road,
because we are unable to continue further,
due to the condition of the road network.
There are places where there are a lot of
potholes, where it is raining, where the
visibility is terrible, and then you are forced to
stop on the side of the road to avoid getting
into an accident or causing an accident.”
(Leader 9, Southeast Region)

However, there were some divergent opinions
among the participants of the focus group
about the quality of the highways.

“As for the quality of the roads... there is not
much to complain [about BR 101], we do

not have much problems, because it is a ‘toll
road, they are always there doing something.
The marginal roads are much worse.” (Leader
2, South Region)

According to the CNT, poor road quality
increases the cost of transport by 30.9% on
average.?®

The poor quality of rest areas along major
freight transport corridors is also a significant
issue. Demands appeared in our focus group
discussions.

“[...] there is no stopping point. At the [gas]
stations, which would be where the truckers
could stay, it is necessary to pay to stay there.
And not all trucks can stay there. [...] The gas
stations, on the roadside, are all crowded.”
(Leader 6, Central-West Region)

“There is no stopping point created by the
government. We have nowhere to stop the
trucks. [...], | know there going down the
mountain of Santos. There is one on the road
that goes to Avaré, in Sdo Paulo. In other
regions, there are none.” (Leader 4, Central-West
Region)

“Everything is private property, the gas station is
private property, it is a service provider that lives
off those who enter there, those who supply
fuel, those who generate revenue for it. [...] in
the north of Minas Gerais, from Governador
Valadares to the Northeast, there are very few
good stations with conditions for the truck
driver to stop safely. [...] They force you to make
a payment, you are obliged to supply a certain
amount of oil to take a shower, and you get to
the bathroom, and it is filthy, there is no shower
[...]. So, for some time now, this has been making
the truck driver’s quality of life during their stay
poor.” (Leader 8, Northeast Region)

“We have been fighting for stopping and rest
points (SRP) since 2018, for many years now, [...],
we made videos, complaints so that we would
have SRP. Here in Sdo Paulo, we have some and
it is beginning to improve, such as Post X, at

Km 156 of the Bandeirantes Highway, has the
area of the Post and has the SRP, but it is small
im comparison to the size of the capital and the
proportion of trucks that pass there.” (Leader 9,
Southeast Region)



ROAD TRANSPORT
WORKERS AND WORKING

CONDITIONS

ROAD TRANSPORT
WORKERS

Data from 2019 shows that the average age of
a Brazilian truck driver is 44.8 years, with an
average of 18.8 years in the profession. The
average net monthly income is BRL4,609.35
(USD806). Drivers drive on average 9,561.3
kilometres per month, working on average 11.5
hours per day and 5.7 days per week.*®

WORKING HOURS

The working day is governed by Law n. 13.103
(2015),*" which applies to drivers of motor
vehicles who require professional training,

for both passenger and cargo transport. The

law establishes rights, duties and working
conditions for truck drivers, covering topics
including working hours, driving time, rest
breaks, infractions, and penalties. Its objective is
to balance the needs of the transport sector with
road safety and the protection of drivers’ labour
rights.

A truck driver’s working day is set at eight hours,
with the possibility of up to four extra hours. The
driver must take a rest period of at least 35 hours
every six days, making it no longer possible to
accumulate rest on returns home. In addition,
there must be 11 hours of uninterrupted rest
within every 24 hours of work, coinciding with a
mandatory stop in driving a vehicle.

Despite the current legislation, the working
day of drivers most often exceeds eight hours.
According to the leaders participating in this
study, the reality of the profession differs from
the stipulations of the law.

“[...] in general, the truck driver works 10

to 12 hours a day. [...] We know that there

is a driver who rides outside the law, day
and night, which ends up causing a lot of
problems [...] the driver works 24 hours,
because he is not at home, he’s inside the
truck, he’s the guard of the employer’s
truck if he is under the labour law, or he is a
guard of the client’s own cargo. So, direct or
indirect, it is 24 hours a day in service of the
profession.” (Leader 2, South Region)

“[...]. When the harvest is over, the transport
to the Port [of Rio Grande], [...] the guy

stays all week, 24 hours a day. [even with

an appointment]. He leaves one and books
another, and so it goes on.” (Leader 3, South
Region)

By law, self-employed drivers are not
responsible for loading and unloading
activities. However, they regularly spend

time on these work activities, contrary to the
legislation. In addition, our research highlights
the insecurity and poor working conditions of
these workers in the process of loading and
unloading cargo.

An interviewee from the Northeast Region
said,

“You're arranging a load and then the guy
says: ‘oh, you have to go load there soon
because the load is ready. Then you move
from a minimal infrastructure for lunch,
shower, which is bad but there is something,
and move to the company yard, to load, a
yard without the slightest facilities, where
you have to beg to take a shower. You are
scheduled to load at a certain time, but you
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end up having to wait til the next day [...]. If
you ask for information, you are mistreated
by the security guard, by the company’s
cargo department, and you are at the mercy
of when the guy is going to load it. [...] What
about the unloading? This is another problem
for the truck driver. [...] we have to meet a
deadline, arrive on time, but we arrive, and
we have to wait. If we complain, do you know
what you hear from those in charge of these
wholesalers, these distributors? ‘We're the
ones in charge of unloading here, not the
transport company. Then you find yourself in
a situation, outside the company area, in the
middle of the street, subject to being robbed,
you are urinating on lamppost, you are unsafe
with your truck, you are subject to a fine and
no pay for unloading.” (Leader 8, Northeast
Region)

In light of this insecurity, this same interviewee
sought a political solution in his municipality -
legislation that could provide protection to road
freight transporters.

“When | thought about creating the
cooperative here, one of my main objectives
was to talk to a councillor here in Feira de
Santana, who is a former Federal Highway
Policeman (FHP), linked to the transport
sector, to institute a law obliging these
wholesalers to provide a minimum of
infrastructure to trucks arriving to unload.
And for those who are unable to unload,
trucks must be allowed to enter the parking
lots at night. This is even an idea for us to
spread throughout Brazil. This is our fight,
for better working conditions.” (Leader 8,
Northeast Region)

One of the leaders suggests that Federal
Highway Police (FHP) stations should be

available to truck drivers as stopping and rest
points, as is the case in other Latin American
countries.

“In Argentina, I've ridden there, it's allowed
to stop at FHP points, they insist that you
stop there, that you sleep safely, but here in
Brazil you are expressly prohibited near the
FHP base. You stop because you are tired or
because your schedule is close to finishing,
and then the first thing the police officer asks
for is your document, license, tachograph
disc. He doesn't interview you to find out
why you stopped there, he comes with the
intention of booking you. This is something
that would need to change; we needed to
be more welcomed by the FHP, especially
at their bases so we could rest.” (Leader 9,
Southeast Region)

REMUNERATION

There are three ways that drivers are paid in the
road freight sector: as wages paid by companies
to drivers they employ; as a percentage of the
freight values; and, for self-employed drivers,
through negotiating the value with shippers in
line with the National Minimum Freight Floors
Policy (MFF) contained in Law n. 13,703, of
August 8, 2018.32

Wages for employee drivers are established
through collective bargaining agreements
(CBAs). These agreements lay down the working
conditions and wages of road transport workers,
including bonuses and additional performance-
related payments. In July 2024, the ANTT
published the following figures (Figure 4) for
average minimum monthly wage values for
drivers of different types of vehicles categorised
by number of axles. These figures were derived
based on a survey of CBAs.%?



Figure 4. Average minimum wage for
employee drivers in Brazil, 2024

Number of axles Value (BRL) Value (USD)
2-3 2,058.35 340.88
4-6 2,568.52 499.08
7 2,813.98 491.99
9 2,929.35 512.17

ANTT (2024).%

There are situations in which payments are
calculated based on a percentage of the total
value of the cargo to be transported. In this case,
the percentage may be in addition to the wage
of an employee driver or the total payment when
the transport is performed by a self-employed
driver (TAC).

TACs face an uphill battle in negotiating fair
payments for road transport services that can
guarantee them a dignified life, due to their
weak negotiating position There are many
situations in which shippers (cargo owners)
impose a rate that does not even cover the total
costs of transport, meaning that TACs and their
families often struggle to survive. This is one of
the reasons that drivers work long hours and
accept dangerous conditions.

These difficulties have led to several
mobilisations by truck drivers, culminating

in widespread strike action in May 2018. In
response, the Federal Government instituted
the National Policy on Minimum Freight Floors
(MFF) with the aim of ‘promoting reasonable
conditions for freight transport in the national
territory, in order to provide adequate
remuneration for the service provided’. However,
TAC leaders point to widespread violations of
the MFF, meaning that the system is not yet
enforced well enough to have a significant
impact. (The MFF system and problems with
enforcement are treated in detail in Section 6.)
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DRIVER HEALTH

This section is based on an expanded
concept of health, in which work is one of the
determinants of health. Drivers are exposed
to unhealthy situations as part of their work
routine, which can have physical, chemical,
mechanical or biological factors, and/or
psychosocial effects.®®

Based on this concept, we highlight a
nationwide survey, published by CNT in 20193,
in which 1,066 drivers (67% self-employed

and 33% fleet employees) were interviewed.
The study found that drivers drive on average
9,561 km per month, 11.5 hours per day, and

a total of 5.7 days per week. More than half

of respondents (56.3%) mentioned taking off
five days or less a month on average, and 10%
said they did not take any days off. A fifth of
respondents (19.3%) reported spending 16-21
days outside their home, with 15% spending 26-
30 days away from their family. Half (51.8%) of
all drivers do not usually take vacations, rising to
67.3% among the self-employed. These trends
in working time can negatively affect the health
and wellbeing of both the worker and his/her
family. One of the leaders participating in our
study says:

“I have a friend, who worked with me, who
spent a year far from home; he spent a year
without seeing his children. He travelled with
me. [...] So, if there was a federal government
action at the PRF stations where the truck
driver was stopped and he talked with a
psychologist for about 15 minutes, in which
some test was done, the psychologist would
realise that the truck driver goes through
anxiety, depression, stress and various other
mental health situations.” (Leader 4, Central-
West Region)



Our expanded concept of health also needs

to consider eating habits, physical activity and
sleep quality. The CNT study found that 22.4%
of respondents usually eat one to two meals a
day, and half (50.9%) eat three meals a day (it
should be noted that this is a Brazilian cultural
habit, although the ideal is six times in 24 hours).
Furthermore, 73.8% of drivers eat in restaurants,
which may restrict healthy choices, as described
in this statement from an interviewee from the
Northeast Region:

“At noon you eat a plate of rice this size
[shows a very large plate with gestures],
carbohydrates, right. You don't have a
salad, a tomato; you stick to carbohydrates,
drover beans, rice. At night it’s the same,
Jjust with carbohydrates. You don't have an
adequate diet, because you are sometimes
diabetic, hypertensive and you have many
comorbidities that you are unaware of: and
then you are at the wheel all day and when
the thing happens, it has already happened to
kill you.” (Leader 8, Northeast Region)

Seven out of 10 respondents (70.2%) reported a
lack of physical activity. Eight out of ten (81.8%)
were overweight or had some type of obesity.

A majority of 69.8% considered their sleep
quality to be great or good, while the remainder
reported it as regular to poor. Focus group

data from the present study confirm this set of
findings.

“The driver finishes lunch and gets on the
road. [...] and his belly stretches, stretches...
he has hypertension, he has diabetes.”
(Leader 7, Central-West Region)

“The truckers [...] stay all night, they cannot
rest, they are practically 24 hours awake,
because they have to be pulling the truck and,
therefore, their stress is terrible, exhausting.
And there’s no rest point. Because of all this,
they have high blood pressure, diabetes, |, for
example, have one here at home [referring to
the husband] who is diabetic [...].” (Leader 6,
Central-west Region)

“Truck drivers are generally sedentary; they
have abdominal fat, because their work
causes this, because they don’t do physical
activity. He's a guy who has a blood pressure
problem, is diabetic.” (Leader 8, Northeast
Region)

“Even when there is a break, in the queues,
he is pulling. [...] And the queue goes on...
even with an appointment, and if he does
not follow the line, he gets behind; then, he
spends all night queuing, he does not sleep,
because he has to follow the line. The next
day, he is sleepy, tired, the trip is not that
good, he does not eat right, gets stressed,
nervous, accident happens. The truck driver’s
nerves are on edge these days. “(Leader 7,
Central-West Region)

“I have been following the topic of the Rest
Law, which, at the beginning of this year,
Minister Alexandre de Moraes denied the
shippers’ request for the truck driver'’s

time, while the truck is being loaded, to be
removed from this law. You see, our Region
is a steel Region, an industrial Region...
yesterday one of our trucks spent around 15
hours to load a load. Who did the loading?
The driver. Who took the note, loaded the
truck, tied the truck? The driver. And from
there he could no longer continue his
Jjourney, he would have to have uninterrupted
hours, eight hours of rest, and then continue
his journey. However, companies force you to
continue traveling and this creates physical
and emotional exhaustion that has destroyed
drivers.” (Leader 10, Southeast Region)

The CNT survey also asked about drivers’
reasons for seeking health professionals,
finding that 42.6% usually seek help to prevent
diseases or complications, 19.6% do so in the
case of worsening symptoms, and 13.2% do not
usually seek medical help. Drivers, not unlike the
rest of the Brazilian population, are affected by
hypertension (56.4%), diabetes mellitus (18%)
and heart problems (13.4%). Mental health
problems such as depression, as well as the
use of licit and illicit drugs, also appear in this
survey.



ArE A EA N Y MR T
VissmaTea@EIEumu

A literature review conducted via the Medline
database, which analysed 18 articles,
corroborates, at least in part, these findings.?”
A study carried out in a municipality in the
interior of Rio Grande do Sul, with the objective
of evaluating and identifying quality of life levels
of road transport workers, also confirms some
of the survey findings.®® The authors mention
that drivers have unhealthy lifestyle habits, such
as unhealthy eating, lack of physical activity,
insufficient rest time, addictions (cigarette and
alcohol), drug use, exposure to communicable
diseases, and a lack of periodic health control.

The difficulty of access to health services

is a key finding. The author states that road
transport professionals lack differentiated care
from the Unified Health System, since routine
work requires a differentiated demand for better
use of this service.® It is important to remember
that the Brazilian health system is regionalised,
which hinders access to health care for drivers,
since much of the time they are working far
from home, where they are registered for public
health services. These difficulties are mentioned
by the focus group participants in our research,
and it is worth noting that some also point out
the ineffectiveness of social services provider
SEST SENAT, which, in their view, should
provide health assistance.

S —

“[...] even places that have toll road
concessionaires don't have health support
services [...] So, if the driver has a health
problem on the road, he will run to a health
centre and go enter the mass grave. [...] there
is no service aimed at truck drivers. If he is
hypertensive and forgot the prescription at
home, or the prescription expired... forget it
my friend, only on the way back... when he
returns to his house.” (Leader 8, Northeast
Region)

“On the driver’s side, the trucker'’s side, he
does not have time to stop. If he is not feeling
well, how is he going to face queue? How is
he going to leave the truck anywhere? And
when the time comes for him to be seen,

the professional says: ‘oh, let's schedule an
exam for a month or two from now. That is
why there are a lot of drivers dying inside
the truck. | think that for the driver a ‘skip

the queue system’ is necessary. Of course,

it would not solve it all, but it would be a
beginning, it would begin to help.” (Leader 2,
South Region)

“I think we should say that every tax office
should have a health clinic for drivers, but
this seems to me more difficult because
soon the tax offices will end, everything will
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be electronic. But | believe that every 100,
200 kilometres, for example, in the Shell or
Ipiranga network, there should be a support
station for drivers. [...] it would be essential

to meet the health issues that affect drivers.
And it could also assist the population, but, as
G. said, prioritize the truck driver.” (Leader 1,
South Region)

“I think the driver’s health depends on
remuneration. [...] Once we have a well-paid,
well-organized freight floor table, we will be
able to pay for a good health plan and will

be able to consult privately. Because if we
depend on the public network, people will die
inside the trucks.” (Leader 3, South Region)

“Regarding SEST SENAT, according to the
last survey we carried out, it had one billion
and four million. This amount should provide
a return to the truck driver’s health, there is
no need to question that. My daughter gets
her teeth treated at SEST SENAT, but when
a truck driver needs an emergency dentist,
it's better to go to Upa, better to go to UPA,
because SEST SENAT won't help him.”
(Leader 10, Southeast Region)

ROAD SAFETY

The lack of safety on Brazilian roads is a long-
standing problem. According to the National
Observatory of Transport and Logistics (ONTL),
the country is third globally in the number

of deaths caused by road traffic accidents.*®
Similarly, according to 2018 data from the Global
Status Report on Road Safety of the World
Health Organization, Brazil was only behind
India and China.*' In 2022, there were 33,894
deaths from traffic accidents in the country (data
from 2023 not yet consolidated). According

to CNT, 67,638 accidents occurred on federal
highways in 2023, causing 78,308 injuries and
5,615 deaths.

Collisions represent 60.5% of accidents, with
frontal collisions being the most serious, and
63.1% of all collisions result in deaths.*?

The main causes of accidents are driving on the
wrong side of the road, failure to react or slow

reaction time by drivers, speeding, and improper
overtaking.*® Another important element is the
poor physical state of the highways, as can be
seen in Figure 3.

Another key factor that contributes to the
number of traffic deaths is alcohol intake. The
WHO estimates that alcohol is responsible
for 36.7% of all traffic accidents in Brazil
caused by men and 23% by women, affecting
other individuals, such as passengers and
pedestrians, in addition to the intoxicated driver.
Nevertheless, it is noteworthy that deaths due
to traffic accidents caused by alcohol intake
fell 32% on a per-capita basis between 2010
and 2021. The hospitalisation rate, however,
increased by 34% during this same period.*

ACCIDENTS INVOLVING
ROAD FREIGHT VEHICLES

Looking more specifically at accidents involving
road freight vehicles, 2019 data indicates that
between 2007 and 2018 most accidents were
collisions (67.4%), which were also responsible
for 77.2% of deaths, followed by rollovers
(15.8%) and runway departures (11.1%).

The state of the roads, the age and condition
of the trucking fleet, poor pay, poor working
conditions, and the health of drivers are all
contributing factors. Evidence shows that
among the main immediate causes of truck
accidents were fatigue due to long distances
travelled, pressures to comply with deadlines
required by shippers, excess loads, poor vehicle
condition (high average age of the fleet), and
poor road conditions.*® Our focus groups
confirmed these pressures. For example:

“...some of them today are taking rivet
[amfepramone], which are those energy
drinks so they don't sleep, because they have
to deliver faster, he’s the greengrocer, he’s
the one who delivers live goods, the one who
doesn’t comply with the 11 hour schedule,
which is there in the law of rest and you have
another group that is using drugs too. This is
the reality, this younger group, unfortunately...
and you don’t have a support service.”
(Leader 8, Northeast Region)
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CARGO THEFT

Another problem in Brazil's cargo transportation
system is the theft of cargo and trucks.
According to the CNT, the annual survey of the
National Association of Cargo Transportation
and Logistics (NTC & Logistica) based on
information collected from formal and informal
sources, shows that 18,382 occurrences of
cargo theft were recorded in Brazil in 2019.

This is a drop of 17% compared to the previous
year, when 22,183 cases were registered.*®
Overhaul’s Intelligence Centre, a supply chain
visibility and risk management software
company, reports 17,108 incidents of cargo theft
in Brazil in 2023, 4.8% higher than the previous
year. The Centre predicts a 1.1% increase in
cargo theft by 2024, up to 17,298 occurrences.*

Overhaul indicates that 88% of cargo thefts are
concentrated in the states of Sdo Paulo, Rio de
Janeiro, Minas Gerais, Parang, Rio Grande do
Sul, and Goias. Overall, the Southeast Region
had the most occurrences of cargo theft
recorded, both in 2022 and the first quarter

of 2023 (80% of incidents). The South Region
was in second place in 2023, whereas in the
previous year this had been the Central-West
Region.*®

The most stolen product category in Brazil in
the first quarter of 2023 was ‘various cargos’
(composed of different types of products in the
same truck), accounting for 51% of total thefts,
a drop of 3% compared to the same period of
2022. Tobacco was in second place, with 9%
of total thefts. Food and beverages were next,
accounting for 8% of total thefts, composed
mainly of meat theft. Vehicles and auto parts
were the fourth most stolen category of goods,
again with 8%, an increase of 6% compared to
the same period the previous year. This growth
in vehicle theft was due to the increase in the
theft of trucks, vans and other cargo vehicles,
which are being targeted beyond their loads,
often to be sold for parts.*
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Theft of essential vehicles parts contributes

to insecurity for workers in cargo transport.
Here, data once again backs up the narratives
obtained in our focus groups, where participants
addressed safety issues on Brazilian roads,
highlighting the theft of headlights, Arla 32%°
pumps, and control modules.

“Regarding security, it is poor, because every
day we listen, and follow in the media, about
theft of trucks, fuel, batteries, air pumps... SO
security is terrible.” (Leader 2, South Region)

“[..] Our Association alone has more than

50 stolen trucks and, of these 50, two trucks
were recovered by the police. [...] | have
already brought it to the attention of several
authorities [...] in Goiénia, Rio Verde is a
soybean export corridor stolen truck corridor.
[...]. The lack of security is huge.” (Leader 5,
Central-West Region)

“We have no security. [...]. We pull over the
truck to sleep in a courtyard of a gas station,
a private gas station that provides service to
truckers and society in general, but we do not
know if we will wake up, if the truck module,
if the headlights, if the truck parts will be in
place, if our tires will be stolen or not, there is
no way to know if they will break the windows
of our truck, get into our truck or take us.
Nowadays it is very complicated. [...]. As an
example, there is a very large Gas Station at
the exit from Uberldndia to Uberaba and last
year some burglars entered the Gas Station,
beat up the security guard and stole, | think,
57 trucks.” (Leader 4, Central-West Region)

The CNT Truck Driver Profile Survey conducted
in 2019 included the voices of 1,066 truck
drivers (self-employed and fleet employees)
from all regions of Brazil. The survey data reveals
that 7% reported having their vehicle stolen at
least once in the last two years, and that 49.5%
refused a job because of the risk of theft and/or
robbery.5' One of the reports highlights this.



“The section here in Ibo, which goes from
Euclides da Cunha to BR 116, to the Ib6
interchange. It is known as the Gaza Strip,
because it has a robber gang. You have a
section of BR 252, from Salinas to Montes
Claros, you have a section of Tedfilo Antbnio,
from Alagoinhas to the border of Sergipe,
which are sections known to the group,
which they try not to drive after a certain
time. [...] There is a section on BR 116, which
arrives in Serra Talhada, which people only
pass by train from six o’clock in the afternoon.
There is a cloverleaf area there, called the
marijuana polygon, in the Sdo Francisco River
Region, in Pernambuco, which is also known
among people for its danger. [...] | drove from
Euclides da Cunha to the Ibé interchange,
and | didn’t see an FHP vehicle. You don’t see
an FHP car and out there in Ceara... you don't
see it there either. [...] There should have
already been action by the Police to set up
Intelligence, espionage service, to discover
these gangs.” (Leader 8, Northeast Region)
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A NASCENT SYSTEM OF
SAFE RATES: THE NATIONAL
POLICY ON MINIMUM
FREIGHT FLOORS (MFF)

As a result of mobilisations of truck drivers,
especially those in May 2018, the Federal
Government established the National Policy

of Minimum Freight Floors (MFF) to ‘promote
reasonable conditions for the transport of cargo
in the national territory, in order to provide

adequate remuneration for the service provided'.

It was signed into law as Law n. 13,703/ 2018 -
Law of the Minimum Freight Floors on August 8,
2018.%2

The law makes the ANTT the regulator of the
new system of floors. A Minimum Freight Floor
is a minimum payment made to a road cargo
carrier, registered in the RNTRC. It applies to
transport services for the movement of cargo on
public roads, in the national territory, on behalf
of third parties, on a route with a fixed origin and
destination laid out in a single road transport
contract and calculated by kilometre based on
the cargo and truck axles.

The establishment of the MFF system
represents a starting point for negotiations
between self-employed drivers and shippers.

A minimum floor means that drivers at least
have their actual operating costs covered,

as the contractor or subcontractor is legally
responsible for paying the carrier for total
transportation costs (including taxes, and other
costs).

The MFF system provides greater legal
certainty to all road freight actors and supports
competition among carriers, strengthening the
market mechanisms of this important national
industry. The proposed cost worksheet for the
definition of the national floor represents the
reality of road cargo transport in Brazil, and
brings that reality into the legal system.

However, Brazilian transport unions claim that
the ANTT has not made corrections based on
market costs. The Agency applies corrections
based on official inflation indices. According to
the unions, a gap of around 30% has developed
between the cargo price and the actual cost of
freight.

The MFF policy has produced some significant
advances for road cargo carriers.

The definition of 12 cargo classes: this enables
a better understanding of the different types

of cargo and the different types of vehicle
composition required for transport. Cargo
classes will induce carriers to specialise,
resulting in improved operational efficiency and
improved quality of life.

The adoption of a cost sheet that reflects the
reality of cargo transportation: fixed costs

and variable costs are calculated on the basis
of actual production costs. The eight items
composing fixed costs, and the six items
composing variable costs, correctly represent
the costs of cargo transport.
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The segmentation of cost items into three

sets of parameters — market, operational, and
others: the separation between price indicators
(market), operational and productive indicators
(operational efficiency), and other necessary
inputs allows a clear reading of the criteria
adopted for the formulation of the cost model,
which gives rise to the minimum floor.

Mandatory payment for empty returns in the
transport of containers and, in the case of
specialised vehicles, restrictions that delimit the
type of product that can be transported.

The differentiation of minimum freight rates
based on vehicle carrying capacity, the number
of loaded axles, the ownership and composition
of the vehicle (for example, whether the

driver owns both the tractor and trailer of an
articulated vehicle or the trailer is provided

by the contractor). This differentiation allows

a clear understanding of the various cargo
contracting alternatives and expresses the
reality faced by the drivers.5?

The MFF policy has been on the agenda of
SERCCs for a long time. However, speaking with
drivers in our focus groups, it became clear that
while it has been adopted into law, it is not being
well enforced in practice, due to an ongoing trial
in the Brazilian Supreme Federal Court (STF).

“[...] l was the first person who entered with
an injunction charging the minimum freight
floor, and it was granted, but as it has not
yet been released, it is on hold [in the STF].”
(Leader 6, Central-West Region)

“I've been fighting since the minimum floor
was created for it to be implemented [...] that
itis judged constitutional by the STF in favour
of the trucker, to mainly end the famous
return freight, which is a cancer for the
category [...]. | hope it is approved so we can
start working on the minimum floor.” (Leader
2, South Region)

One leader summarises some of the difficulties
with remuneration and social rights.

“[...] these are our biggest difficulties: First,
we are working below the floor; at least in
the agrobusiness, most of those who work
for the agrobusiness are below the minimum
floor. Second, the issue of supervision on
the discount of our INSS, since the truck
driver does not present documentation and
does not charge this and you have to enter
with company by company in court to be
able to seek this right. Third, the issue of
the remuneration of the driver under labour
law, since his real wage is far beyond what
is in the wallet; because his wage is based
on commission; | find it very unfair, because
these values are very different, and this will
reflect both in his retirement and benefits in
case of disability.” (Leader 4, Central-West
Region)

The MFF therefore represents a starting point
for negotiations between drivers and shippers.
In this negotiation process, the existence of
the minimum floor means that at least actual
operating costs will be covered when the
transport contract is signed; however, this

has not occurred, according to the leaders
participating in this research.
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“[...] the problem is not how much they

[the intermediate] earn, the problem is

that we often work below cost. Here in the
region from Formosa to Uberaba, they were
paying BRL109 (USD19) a ton, so within the
minimum freight floor, the charge was to
supposed to be, if | am not mistaken, BRL140
(USD24) and something... so the difference
for you to reach cost, it is very high [...].”
(Leader 4, Central-West Region)

“From here to there, heading south, the
freight rate drops, even below the minimum
freight floor. It's like they said, ‘it’s better to
have this little bit than to return empty. Then
you are faced with the following condition;

it is the law of supply and demand. Because
no one respects the minimum freight floors
table.” (Leader 8, Northeast Region)

“The minimum freight rate is the economic
benchmark for this group; it is a very
important means for truck drivers, both

at a regional level and for long trips. The
changing scenario today for truck drivers is
the minimum freight rate, because there will
be no prostitution in the market, everyone will
have to comply with the standards, the rules.
But to do that, you need inspections.” (Leader
10, Southeast Region)

Leaders participating in this study reinforced the
general problem of poor enforcement.

“The biggest problem we have is the
absence of the State. [...] In Rio Verde, there
is a highway that leaves Mato Grosso, goes
through Goias and will end up in Santos,
Belo Horizonte, that world, reaches a stretch
of 200, 300 kilometers without inspection
by Highway Police.” (Leader 5, Central-West
Region)
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“ANTT does not monitor [referring to the
loading and unloading law]. They open a
‘contact us’ box and it doesn’t go anywhere,
nothing is resolved. And then what happens?
The truck driver knows the law, but it is not
followed and there is no one to monitor it.
And who does it end up with? It's up to the
truck driver, because he'’s afraid of charging.
He is afraid of retaliation.” (Leader 8,
Northeast Region)

“Regarding Toll Valley, you will do a service
for a certain carrier and then they put it on an
app, Fretebras, | will say the name because
you need to know it. So, it says, ‘freight S&o
Paulo-Salvador at 13,000’ and it says, ‘toll
included, and that cannot be done, that is
prohibited. The toll must be paid separately.
| ask: is there nobody to monitor this app,
which leaves the driver vulnerable, in terms
of profit? We know that there are ways and
means, through electronic mechanisms,

to guarantee the minimum floor, because
otherwise the documentation will not
come through. But they do not carry out
inspections.” (Leader 9, Southeast Region)

One way to improve enforcement of the MFF
would be the universal use of Electronic
Transport Documents (DT-es). This would allow
regulators to inspect cargo and prices and
determine infractions and penalties with greater
ease. Both industry representatives and self-
employed drivers understand that adopting the
DT-e is essential for all carriers in the country.
Carriers should not receive less than the values
established by the MFF policy. The ANTT should
also use the information necessary to generate
a DT-e to prove infringements against the
legislation. Currently, while a large number of
SERCCs having sent complaints with abundant
documentation to prove that the law is not being
complied with, the ANTT does not even hold all
the relevant data.



CONCLUSION AND
RECOMMENDATIONS

Road freight is a key industry in Brazil,
supporting every other sector of the
economy, making internal and external trade
possible. Truck drivers endure long hours,
low pay, intense pressure, and poor health

to move goods to the benefit of producers
and consumers. The road freight industry is
fragmented, with many drivers, especially the
self-employed, struggling to make a decent
livelihood.

Competitive pressures make the roads less safe
for all. Statistics, corroborated by interviews
conducted for this study, indicate that the
primary immediate causes of truck accidents
are fatigue due to long distances travelled,
deadline pressures, excess loads, ageing trucks,
and poor roads.

It is essential that the ANTT, government

and other relevant actors invest in highways,
primarily those that make up main freight
transport corridors. This includes the
construction of rest areas with the necessary
infrastructure and security to enable drivers to
take the required rest.

In addition, the ANTT must monitor the working
conditions of road cargo drivers, set standards
and strengthen enforcement. The absence

of supervision encourages non-compliance
with legislation, and therefore affects the living
conditions of drivers.

The system of Minimum Freight Floors,
introduced in 2018, is a start towards creating

a fair industry. Properly implemented and
enforced, it could stop the race to the bottom

in rates, working conditions, and safety. It could
create a level playing field, ensuring safe rates
for drivers, making good on a long-term struggle
by drivers.

RECOMMENDATIONS

Regular collection of safety and other statistics
specifically involving cargo trucks by the
national authorities.

Proper enforcement of the MFF system by all the
relevant national authorities, including penalties
and fines for non-compliance by shippers.

Regular indexing of minimum freight floors to
ensure that they keep up with the growth of
costs to drivers.

Proper incorporation of truck depreciation into
the MFF system, including historic depreciation
to enable fleet renewal, is a key factor in
increasing road safety for all.

Reform of the healthcare system to enable
workers such as drivers, who are constantly
moving across the country, between
jurisdictions, to receive care when and where
they need it.
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ABBREVIATIONS AND
ACRONYMS

CPF
CPC

ILO
ANTT
CNPJ
RNTRCR

Contran
SENATRAN
CNT

oCB

CTC

ETC

TAC

ICMS
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Certificate of Physical Person (Certificado de Pessoa Fisica)
Civil Procedure Code (Cédigo de Processo Civil)
International Labour Organization

National Land Transport Agency (Agéncia Nacional de Transportes Terrestres)

National Certificate of Legal Entity (Certificado Nacional de Pessoa Juridica)

National Register of Road Cargo Carriers
(Registro Nacional de Transportadores Rodoviarios de Carga)

National Traffic Council (Conselho Nacional de Transito)

National Traffic Secretariat

National Transport Confederation (Confederagdo National do Transporte)
Organisation of Brazilian Cooperatives (Organizacao das Cooperativas Brasileiras)
Road Cargo Transport Cooperative (Cooperativa de Transporte Rodoviario de Carga)
Road Cargo Transport Company (Empresa de Transporte Rodoviario de Cargas)
Self-employed road cargo carrier (Transportador Autbnomo de Cargas)

Tax on Circulation of Goods and Services
(Imposto sobre Circulagdo de Mercadorias e Servigos)


https://www.gov.br/antt/pt-br
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