
1 

Author: Dahunsi, Atinuke, A. 
Title:  An Analysis of Company XYZ’s Fleet Losses and Risk Control Practices.   
The accompanying research report is submitted to the University of Wisconsin-Stout, 

Graduate School in partial completion of the requirements for the  

Graduate Degree/ Major:  M.S. Risk Control 

Research Advisor:  Dr. Brian Finder, CIH 

Submission Term/Year: Spring, 2014 

Number of Pages: 119 

Style Manual Used:  American Psychological Association, 6th edition 

 I understand that this research report must be officially approved by the Graduate School and 
that an electronic copy of the approved version will be made available through the University 
Library website 

 I attest that the research report is my original work (that any copyrightable materials have been 
used with the permission of the original authors), and as such, it is automatically protected by the 
laws, rules, and regulations of the U.S. Copyright Office. 

 My research advisor has approved the content and quality of this paper. 
 

STUDENT: 

  NAME Atinuke Dahunsi   DATE:    3-18-14 

ADVISOR:  (Committee Chair if MS Plan A or EdS Thesis or Field Project/Problem):  

 NAME           DATE:  3-18-14 

--------------------------------------------------------------------------------------------------------------------- 
This section for MS Plan A Thesis or EdS Thesis/Field Project papers only 

Committee members (other than your advisor who is listed in the section above) 

1. CMTE MEMBER’S NAME:   DATE:          

--------------------------------------------------------------------------------------------------------------------- 
This section to be completed by the Graduate School 
This final research report has been approved by the Graduate School.  
 
Director, Office of Graduate Studies:            DATE:            



2 

Dahunsi, Atinuke, A.  An Analysis of Company XYZ’s Fleet Losses and Risk Control 

Practices.   

Abstract 

The purpose of this study was to evaluate the fleet losses as well as risk control practices that 

Company XYZ utilizes. A data analysis was performed on loss summary reports for calendar 

years 2011, 2012 and 2013. A gap analysis was also performed on Company XYZ’s policies/ 

procedures as it relates to the development of appropriate preventive measures commensurate to 

what the literature review indicated to be industry best practices. The study indicated that the 

highest number of crashes were recorded during the months of May, June, July. Rear-end 

accidents were identified as the most common type of crash and represent more than half of the 

total accidents recorded. Company XYZ’s fleet policy touched on meeting necessary regulatory 

requirements to maintain the organization’s fleet vehicle operation. However, key compliance 

with identified industry best practices was not adequately applied. For example accident reviews 

and analysis are not carried out in Company XYZ which is contrary to the fleet industry best 

practice. The conclusions of this study indicate that the implementation of a comprehensive fleet 

vehicle operating policy which aligns with industry best practices as indicated the literature 

review likely to assist with reducing the occurrence of accidents for Company XYZ. 
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Chapter I: Introduction 

The need to transport products and services from one place to another is a fundamental 

part of numerous industries.  Businesses which function in this capacity usually operate fleet 

vehicles to aid production, promote growth and ease the transportation of products and delivery 

of services.  However, in recent times, a considerably high rate of crashes is occurring among 

fleet vehicle drivers.  An average of 20% of fleet vehicles are involved in accidents each year 

(Donlen Corporation, 2012).  This probably explains why transportation incidents are a major 

cause of occupational fatalities.  In the United States, between the years 2003 and 2008, a total of 

8,173 occupational highway transportation fatalities caused an estimated death rate of 0.9 

individuals per 100,000 workers (Center for Disease and Control Prevention [CDC], 2011). 

Transportation crash incidence accounted for more than two out of every five vehicle-related 

fatalities.  In 2012, roadway incidents involving motor vehicles caused approximately 1,044 

fatalities out of an estimated 1,789 transportation-related fatal injuries (U.S Department of 

Labor, Bureau of Labor Statistics [BLS], 2012).  A statistic that every U.S employer should find 

alarming is that someone is injured every 10 seconds in a motor crash and every 12 minutes a 

person dies (U. S. Department of Labor, Occupational Health and Safety Administration 

[OSHA]).  This indicates that while a traffic crash is being cleaned up, several other vehicular 

accidents are likely to be occurring at other locations.  In addition to the frequency of occurrence, 

fleet vehicle crashes create costly worker injury claims which may average over $21,000 per 

incident. 

Company XYZ was formed in 1926 as a small insulation contracting division of a 

mechanical company.  By 1964, the organization extended its operations throughout the Midwest 

region with an increase in revenue of approximately $30 million.  In 1980, Company XYZ 
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launched an initiative to branch into other construction-related industries such as structural steel 

design, roofing and waterproofing, design and installation of piping systems, metal fabrication 

for building and structures, garage door installation, scaffold rentals, and fire protection systems.  

Today Company XYZ owns over 40 small to medium-sized construction companies, with 

approximately 9,000 active employees in over 100 branch offices located throughout the United 

States.  The nature of Company XYZ’s business requires the movement of skilled employees and 

equipment from one location to another in order to deliver service at various client sites.  

Company XYZ operates a fleet of approximately 3,000 vehicles and the corresponding 

employees typically perform task functions in a certain area of specialization in addition to the 

critical task of operating a motor vehicle.  It is however possible that employee’s area of 

specialization is accorded a higher priority during recruitment, which may be contributing to the 

continuous increase in the number of motor vehicle accidents (MVA) at Company XYZ.     

Between 2012 and 2013, a total of 68 MVAs were recorded by Company XYZ, of which 

50 were due to a driver’s negligence.  It appears that majority of the incidents were rear-end 

accidents, while a minority were vehicle operators who failed to obey traffic lights.  These 

continuous occurrence of MVA’s at Company XYZ signifies that the current fleet-safety 

programs which have been established to prevent or reduce accident based incidence is not 

entirely effective and thereby places the company at risk of experiencing continued loss.  

Purpose of the Study 

 The purpose of this study is to evaluate the fleet losses as well as risk control practices 

that Company XYZ is currently utilizing. 
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Goals of the Study 

• Analyze past motor vehicle crashes to determine the major causal factors which 

contributed to the occurrence of such losses. 

• Analyze Company XYZ’s current fleet risk control policies and activities in relation to 

identified industry best practices.  

Background and Significance 

Considering the significant increase in the number Company XYZ motor-vehicle crashes 

(MVC) recorded between 2011and 2013 there is a need to evaluate company’s fleet- vehicle 

operation.  The company strictly enforces its fleet policies and senior management as well as 

employees participate in the established safety programs. Still, the number of crashes continue to 

increase on a yearly basis.  By mid-year 2013, Company XYZ experienced the exact number of 

accidents which were recorded in the entire 12 calendar months of 2012. 

Company XYZ uses a motor vehicle record (MVR) evaluation system as a basis for 

evaluating driving performance. A MVR is a report which indicates driving history, driver 

license information, violations, convictions and the individual’s license status (LexisNexis, 

2013).  A MVR review is conducted on prospective applicants as well as during annual reviews 

for existing employees.  However, this approach appears to exhibit little or no impact on the 

prevention of motor vehicle crashes. (MVC).  Asset loss as a result of MVCs may include 

employee injury, property damage, productivity loss and/or lost revenue and potential third-party 

liability claims, all of which adversely affect company image and negatively contribute to it 

profit margin.  This research intends to achieve results that will provide guidance for preventing 

asset losses, thereby contributing to Company XYZ’s profits.  
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The possible consequences of fleet vehicle accidents include a driver fatality, property 

damage, loss in productivity and /or lost revenue and potential third-party liability claims from 

at-fault crashes (OSHA, 2005). Company XYZ loses thousands of dollars on property repair 

/replacement, injury treatment and liability-based settlements. Payments of loss which are less 

than a specific amount are paid through company’s reserves which could be used for other 

purposes that are beneficial to the growth of the company.  

 MVA losses might appear simple to control, but a company’s negative reputation as a 

result of such adverse events is probably more difficult to curb. Reputation is as an 

organizational asset which cannot be controlled (Medeiros, 2011). A company’s reputation 

serves as an advertisement that attracts multiple stakeholders. Organizations with positive 

reputations appear to be attractive to clients, potential employees and current employees; this 

attractiveness produces extra recognition, increases revenue and selection advantages, and often 

persists for long periods of time (Reuber & Fischer 2008).     

Limitations of the Study 

The limitations of this study include:  

• Management’s refusal to provide sufficient data for analysis. 

• There may be limited in information to determine if employees follow current policies 

since there is no one-on-one interview with workers.  

• Insufficient information from past accident report records might prevent this study from 

tracing the problem to its root cause.    

• The result of this study will only apply to Company XYZ.  
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Definition of Terms 

Fleet vehicle. A group of motor vehicles owned by a company or government agency 

and used for business purpose (Entrepreneur, 2013). 

Motor Vehicle Record (MVR). MVR is a report that indicates driving history, driver 

license information, violations, convictions and license status (LexisNexis, 2013).  

Accident. “An unplanned or unintended event or series of event which may result in 

death, injury, loss of or damage to a system or service” (American National Standard Institute 

[ANSI], 2006, p.8). 

Best practice. This is a method or technique that, through experience and research 

produce reliable result, and often used as benchmark (TechTarget, 2013).   

Public reputation. This is a general, overall and long term impression of the public on a 

specific organization (Smith, R. (1948). p.30). 

Third party liability. This could involve bodily injury or property damage caused to a 

third party as a result of wrongful act, and which injury and/or damage must be remedied 

(Interamerican, 2013). 

Casual factors. Element that can lead to an incident or make an incident worse (Taproot, 

2012).  

Expertise. In-depth skill or knowledge of a particular field acquired through professional 

training and practical experience (Ericsson, 2000). 

Fleet safety program. Procedures set in place to support safe operation and safe work 

behavior to prevent motor which is vehicle crash (National Safety Council [NSC], n.d.). 

Rear-end accident. When a vehicle crashes into another vehicle which is situated in 

front of it. (Hallock, S. 2013). 

http://en.wikipedia.org/wiki/Motor_vehicle
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Chapter II: Literature Review 

The purpose of this study was to evaluate the fleet risk control practice currently utilized 

in Company XYZ to determine the major causal factors of vehicle crashes that contribute to 

significant loss of company assets. Loss due to a company’s operation may imply adverse effects 

on an organization’s profit margin. This literature review sheds light on the various activities 

involved in the fleet vehicle operation. It considers the implementation of both active and 

reactive approaches as essential steps in minimizing profit loss. This review also describes in 

detail the fleet transportation industry’s crash statistics within the continental United States 

(U.S.), crash analysis and reporting, and critical measures to develop, communicate, and enforce 

effective fleet policy and motor fleet loss data analysis.  

Fleet Transportation Crash Statistics in the United States (U.S.) 

It is accepted by companies operating fleet transportation systems that work-related 

crashes are the leading cause of occupational fatalities in the U.S. Data collected indicates that 

the death rate from vehicle crashes increased from 0.99 to 1.13 per 100,000 full-time employees 

between 1992 and 2000. Approximately 11,952 work-related highway fatalities were recorded 

between 1992 and 2000 (National Institute for Highway Safety [NIOSH], 2003). The researcher 

acknowledges that the data utilized is fairly old, but this is being presented due to limited 

availability of recent data on work-related highway fatalities. Between 2003 and 2008, the 

Morbidity and Mortality Weekly Report (MMWR) developed by the Center for Disease Control 

(CDC) indicated that a total of 8,173 occupational highway transportation fatalities occurred 

which therefore represents 24% of all fatal occupational injuries. Recent data by the National 

Highway Traffic Safety Administration (NHTSA) has indicated a 3% decrease in the number of 

vehicle crash fatalities between 2009 and 2010 at 33,883 and 32,885 respectively. This crash 
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fatality decrease is notable, especially when a continuous increase has been observed in the 

number of licensed drivers between 2008 and 2010 from 208,321 to 210,115. An increase in the 

number vehicle operators places a driver at heightened risk of being involved in an accident. 

According to Bob Goos (2011), 90% of accidents are due to human errors which are likely to be 

attributed to distract driving. Other cause includes drunk driving, drowsy driving, a lack of seat 

belt usage etc. (Watson, 2013). These factors position an organization at a high risk of 

experiencing a fatal crash. The data indicates the need for transportation related associations such 

as public health, highway safety, labor state agencies, and highway designers to unite in an effort 

to strategize methods for reducing the number of highway transportation deaths in the U.S.  

Over the years, numerous forms of data on work-related roadway crashes have been 

compiled. The trends observed from this information may provide assistance in predicting future 

events and also aid in the development of policies that will reduce the number of roadway 

accidents for both the transportation industry and the nation as a whole. The past incidence of 

loss is a source of information used in efforts to reduce future roadway crashes. Previous 

accident analyses indicate results that summarize past behavior, which may be used to forecast 

future action (Dowling, R., 2004). Once identified, the potential risk may either be accepted, 

reduced, or eliminated. An organization’s response to information gathered and used in 

predicting future accidents is essential in identifying problem areas and taking the appropriate 

action, through policies and appropriate training techniques, to reduce the occurrence of future 

roadway mishaps. 

Factors That Contribute to the Occurrence of Transportation-Related Fatalities 

The Occupational Safety and Health Administration (OSHA) states that employers must 

provide their employees with a workplace free from recognized hazards likely to cause death or 
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physical harm. It should also be noted that the Occupational Health & Safety (n.d.) act asserts 

that employees also have the duty to cooperate with measures that an employer has developed to 

eliminate or reduce a risk. However, the roadway work environment presents daunting 

challenges to employers’ and employees’ risk- reduction efforts due to several factors and 

events. This section provides an overview of the various factors that contribute to the severity 

and frequency of work-related roadway crashes with a focus on preventing such loss-based 

incidents. 

Collision type. It could be commonly regarded by the general population that the 

frequent roadway crashes typically involve collisions between two or more vehicles. However 

between 1992 and 2000, more than 49% of work-related highway fatalities were due to single-

vehicle crashes into a stationary object on the side of the road. Such single-vehicle accidents 

resulted in 17.6% of deaths of workers on U.S highways. The predominant non-collision incident 

common among truck drivers is due to loss of control of the cab and trailer which is commonly 

referred to as a “jackknifed” vehicle, which claimed the lives of over 26.4% of employees in the 

truck driving profession (NIOSH, 2003). NHTSA reported that in 2010, over 5.4 million vehicle 

accidents occurred in the U.S. with 28% (1.54 million) of those crashes resulting in an injury and 

approximately 30,196 involving casualties. Collisions with fixed objects and non-collision 

crashes in 2010 accounted for 18% of the 5.4 million accidents, but they resulted in 45% of the 

30,196 individuals who were killed in roadway crashes. 

Understanding the dynamics of a vehicle crash on the human body explains the reason for 

the high rate of death due to collisions. Ellis (2013) found that when a vehicle travelling at a rate 

of 35 miles per hour (mph) collides with another vehicle or a stationary object, the human body 

continues to move forward at similar rate of speed. The body loses its momentum when the 
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restraint from a seatbelt completely absorbs the force. If no restraint is used, the internal organs 

will collide with other organs, bones and the skull. The occupant will then strike objects in the 

path of motion, which may cause the soft tissue of the brain to impact the inner part of the skull 

or tear as the skull fractures. Between 2003 and 2008, 31% of occupational traumatic brain 

injury deaths were attributed to a motor vehicle crash in the U.S. (Tiesman, Konda & Bell, 

2011). The impact of a crash is extremely harmful to the human anatomy. In a limited number of 

instances, the effect of a collision on the human body is fairly high at extremely low speeds when 

compared to the effect on the vehicle. A vehicle collision at 20 mph may cause little motor-

vehicle damage. However such speed poses significant impact on the human body (Ellis, 2013). 

Frequent types of collisions that contribute to highway fatalities include the following:  

• A rear-end collision, with a vehicle striking the back end of another, is a common type of 

accident (Sciencedaily, 2008), and the frequency of such may be attributed to a driver’s 

engagement in distractive activities, following too closely behind another vehicle, and/or 

driving at a high rate speed (Eby & Kostyniuk, 2003). According to the NHTSA (as cited 

in National Safety Commission, 2013), of the 6 million crashes that occur yearly in the 

U.S., over 40% are rear-end collisions. In various cases, minimal speeds as low as 8 mph 

may cause serious body injury. Therefore, it important to maintain considerable driving 

distance between vehicles. Maintaining control of the vehicle is an ideal method to 

prevent a rear-end collision. This may be achieved by a gradual close-in when 

approaching another vehicle, maintaining a four-second following time, and ensuring 

visual view of the rear tires touching the road when behind a vehicle (Mottola, 2012). 

• A side impact collision is the second common crash (Martinson & Beason, 2013). This 

occurs as a result of an inappropriate roadway lane change and/or a violation of stop sign 
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and/or traffic light rules which results in one vehicle striking the side of another. The 

impact causes the head of an occupant to strike the window. The resulting injuries occur 

due to the fact that the head, neck, and upper back region are not firmly cushioned against 

the headrest during crash (Ellis, 2013). Proper intersection design may be effective in 

preventing side impact collisions, and injury reduction measures may be achieved 

through side door padding and airbags, improved seat belt system, and improved side 

glazing (Fildes, Lane, Lenard, & Vulcan 1994). 

• Head-on collisions are common in rural areas (NHTSA, 2005) and occur when vehicles 

which are travelling in the opposite direction collide. This type of high force impact 

typically leads to serious injuries or even death. The force from colliding vehicles at 20 

mph or even lower may result in significant injuries on the human body (Ellis, 2013). The 

size of the vehicles involved in the crash is also a determinant of the severity of the 

injury. In 2003, Albright (2003) found that head-on collisions constitute 2% of all crashes 

in the U.S.; however, they represent 10% of all fatal crashes. In 2010, head-on crashes 

claimed 2,848 lives and left 66,000 injured (NHTSA, 2010). To prevent head-on collision 

the following may be considered: 

  Drivers should observe next hill, curve or overpass in order to be aware of the 

surrounding and other vehicles. 

 Vehicle operator should drive slightly to the right of the center of his/her lane on a 

two lane road in order to be spotted earlier by oncoming vehicle or closer to the 

right for an “escape route’. 

Drivers should obey the speed limit as it, it provides sufficient time to react to potential 

accidents (HometownSource, 2012). 
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 Time of the collision. A high number of work-related crashes in the U.S. was observed 

to occur during a specific time of day. Considering the years from 1992 through 2000, 51% to 

58% of all vehicle collision fatalities were recorded within the 8:00 a.m. and 4:00 p.m. hours 

ranged from (National Institute for Occupational Safety and Health, 2003). Recent data indicated 

that in 2010, between 6:00 a.m. and 6:00 p.m., 10,525 fatalities and 841,000 injuries occurred in 

crashes from early Monday morning to Friday evening (NHTSA, 2010). 

 The role of specific employees combined with the time of day that they are performing 

employment duties is a factor with regard to the number of traffic accidents that the applicable 

company would sustain. Driving responsibilities, which are common with sales, repair-calls, and 

functions relative to the delivery of services to a client’s site places these workers are at a higher 

risk of being involved in a vehicle crash, especially if their duties involve movement from one 

place to another during standard daytime work hours (8:00 a.m. to 5:00 p.m.). Lauren Fletcher’s 

(2010) research indicates that, for employee drivers who deliver service to a client’s site, the 

majority of accidents occur between the 2:00 p.m. and 4:00 p.m. time frame, while for sales 

drivers, a significant number of crashes occur between the hours of 12:00 pm and 2:00 p.m. A 

trend observed on the Fatality Analysis Reporting System (FARS) indicated that during the 

calendar year 2008 and 2011, the highest number of recorded fatal crashes occurred between the 

3:00 p.m. and 6:00 p.m. time frame. This may be attributed to the rush-hour period when the 

majority of people leave work to their home. Traffic accidents often occur when significant 

numbers of people are on the road. It should be noted that in the early 1990s, a larger number 

fatal crashes occurred between the hours of 10:00 p.m. and 2:00 a.m. The change in the traffic 

crash occurrence may be attributed to adequate implementation of new fleet vehicle laws, 
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enforced usage of seat belts, and/or an overall awareness of the dangers of drinking and driving 

(Minnesota Motor Vehicle Crash Fact, 2010). 

Age. Studies indicate that age is a factor which is related to the occurrence of 

transportation work-related fatalities. Research indicates that between 2003 through 2010, 

workers aged 65 and older experienced the highest rate of occupational highway transportation 

deaths (CDC, 2013), and in general, older crash victims are more likely to be involved in 

collisions between vehicles. This may be a result of an elderly individual’s more frail body 

condition as well as reduced mental alertness for immediate preventive action to avoid a crash 

(NIOSH, 2003).  

A considerably large number of work-related highway fatalities involved workers aged 

35 to 44, during the years between 1992 and 2000 (NIOSH, 2003). In 2010, driver fatalities for 

this age group were at 7,313, while 503,000 injuries were recorded (NHTSA, 2010). Also, 

workers in this group are usually more experienced or are in the first five years of being 

employee drivers (Fletcher, 2010). Due to employee’s eagerness to perform well, drivers over-

schedule and rush their task in order to please management. This may be the cause of vehicle 

crashes involving 60% of vehicle operators during the first five years on the position. Another 

issue with this age group may be that experienced drivers are regarded as being professional; 

therefore, employers may not organize training sessions for such individuals. It is recommended 

that refresher programs be implemented in every vehicle-operating organization for all 

employees, regardless of the age group or experience (OSHA, 2005). 

Employee age groups between 18 to 25 and 20 to 25 recorded the lowest number of 

work-related highway fatalities at 326 and 873 respectively between the years 1992 and 2000 

(NIOSH, 2003). However, road crashes are the second highest cause of death for 15 to 29 year-
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olds worldwide (World Health Organization [WHO], 2002). From this information, it appears 

that a significant number of workers in this age group lack sufficient experience and possess less 

ability to analyze potential risks than older drivers. Other studies on this age group have 

indicated that the cause of a vehicle crash may be due to underdevelopment of a part of brain 

which allows critical scrutiny of an event before an evasive action is carried out (Organization 

for Economic Co-operation and Development [OECD], 2006). The extent of work-related 

highway fatalities within this age group appear surprising considering the nature of younger 

individuals; however, it is a positive statistic, and further research may lead to the 

implementation of programs that will further reduce youth fatalities in non-work related traffic 

accidents. However, in 2010,  data indicated that employees between the ages of 16 to 20 and 21 

to 24 recorded 4,487 and 4,585 fatalities while the number of injuries were at 353,000 and 

331,000 respectively (NHTSA, 2010) . This implies that employees within this age group must 

be adequately trained. 

Gender. Over the years, it appears that women experience lower occupational fatalities 

and non-fatal injuries across every industry. Despite the fact that women constitute the majority 

of the workforce in the U.S at 47% while 11.6% are searching for work opportunity, the 

percentage of work-related accidents still remains significantly low in comparison to men. In 

2003, of the 5,575 fatal occupational injuries recorded in the United, 446 involved women while 

5,129 involved men. Predominant among incidents that claimed the lives of women were 

highway vehicle accidents (Hoskins, 2005). Thus, work-related accidents are a long-standing 

issue that cut across both genders and thus claim the lives of thousands of American workers. A 

study conducted by NIOSH (2003) indicated that between 1992 and 2000, male work-related 

fatalities totaled 10,714. Recent data indicates that between 2003 and 2008, highway work-
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related crashes involved 10,516 males while 471 were recorded for females (CDC, 2013). The 

NIOSH research concluded that the continuing increase in the number of vehicle crashes among 

men may be attributed to the aggressive and higher risk taking nature of their driving (2013). The 

apparent lack of aggression in women may be due to lower levels of the hormone testosterone, 

which is associated with aggressiveness in men who possess at least 10 times more than women 

(Emrich, 2010). Men, in general, exhibit a tendency to overestimate their personal driving skills, 

which increases the risk of a vehicle crash. (Streff, Kostyniuk, Molnar & Hopp, 1995). Such 

being the case, employers may consider hiring women as drivers because this gender is adapt at 

following vehicle operating procedures and communicating effectively with clients (Voie, 2013).  

Industry. The length of time that a worker spends on the road determines his/her level of 

exposure to a work-related crash, although such an exposure may vary across different 

industries. A transportation company that operates a fleet of vehicles and industries involving 

sales and delivery of services to client sites by employees are at higher risk to occupational 

vehicle crash injuries as compared to employees who handle work functions within the premises 

of the facility. Between 1992 and 2000, the industry divisions with the highest number of 

fatalities due to work-related crashes included communications, transportation, and public 

utilities at 3,893 out of 11,952 highway casualties. The construction industry also recorded 1,244 

work-related highway fatalities during this time period. Industries such as manufacturing, 

agriculture, real estate, and mining recorded significantly lower fatalities rate at 987, 860, 240, 

208 respectively (NIOSH, 2003). The construction sector is classified as one of the higher-risk 

industries in the U.S. due to the excessive number of occupational fatalities which are 

experienced on both the highways and construction sites. The Occupational Safety and Health 

Administration (OSHA) reported that in 2011, 738 out of 4,188 private industry worker fatalities 
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occurred in the construction sector. It should be noted that the extent of private industry 

construction fatalities increased to increase to 775 between the year 2011 and 2012. Roadway 

incidents involving private construction industry vehicles caused 216 fatalities in 2011, which 

was the second top cause of construction related employee-based loss (Bureau of Labor Statistics 

[BLS], 2012). This information requires a need for urgent implementation of an effective motor 

vehicle safety program that will reduce employee driver’s exposure to a variety of highway risks. 

The Cost of Crashes 

A standard workplace for fleet organizations’ employees includes the highways and 

vehicles that are used to deliver products and services to a client’s site. If an employee is injured 

in a company or personal vehicle while performing an assigned task, the organization is 

responsible from a workers’ compensation liability standpoint (Vermont, Department of Labor, 

n.d.). Employers typically pay for injuries that employees suffer on the job and they may also 

pay for the harm caused to non-employees involved in a crash with a vehicle from an employer’s 

business (Zaloshnja & Miller, 2005). According to OSHA (n.d.), motor vehicle crashes cost 

company owners roughly $60 billion annually in medical care, legal expenses, property damage 

and lost productivity. An average amount an employer pays for a crash is $16,500 and may 

exceed $500,000 when a fatality is involved. This data indicates the potential losses which are 

associated with operating a fleet organization are extremely high. From a cost minimization 

standpoint in the event of a crash, few organizations prefer an employee to perform company 

business in a personal vehicle (NHTSA, n.d.). However, in the article, The Economic Burden of 

Traffic Crash on Employers (2000) it was pointed out that in the event of a crash, an employer is 

responsible for healthcare cost, fringe and non-fringe benefits, and lost wages if the accident 

occurred while the employee was performing work duties for the employer, regardless of vehicle 
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ownership. Employers are positioned to pay significant amount on fleet-base loss, which in 

essence could be used for other purpose to improve organization’s procedures. In calendar year 

2000, it was estimated that injuries as a result of a vehicle crashes to on-duty employees and 

crash victims cost employers $41.5 billion. It also required them to pay almost $18.4 billion in 

insurance premiums. Health care often time costs roughly $7.7 billion, and approximately $8.6 

billion is paid for sick leave and life as well as disability insurance claims for accident victims 

(Miller & Zaloshnja, 2003).  

The costs of on-the-job vehicle crashes vary depending on the industry. Industries such as 

agriculture, forestry, land transportation, mining, and construction pay the highest cost per 

employee involved in vehicle crash. These industries have an extremely high risk exposure to 

potential accidents. It is important to know that the brunt of vehicle crash is not only felt by the 

employer, but also society as a whole, which pays through increased insurance premiums and 

taxes (NHTSA, 2005).  

Crash Reporting and Analysis  

Research indicates that the most efficient method of generating qualitative and 

quantitative crash reports is through the careful collection of accurate information from an 

accident scene. Crash analysis and reporting is essential in maintaining the integrity of an 

organization and to track its progress toward achieving established goals involving accident 

prevention safety (Family Health International, n.d.) Qualitative information is descriptive, and 

therefore it provides a visible picture of crash scenarios and may be described as a true 

expression of human behavior and action before and after a crash (Sage, n.d.). Quantitative 

information is typically presented in the form of statistical data, where numerical trends of past 

situations may be used to predict the occurrence of future events. This implies that data may 
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serve as the essential lead in the anticipation, of a crash event. Qualitative and quantitative data 

may be represented as leading indicators which should demonstrate trends and indicate safety 

performance (International Council on Mining &Metals [ICMM], 2012). The use of both 

qualitative and quantitative reporting assists in determining the strength and weakness of an 

organization’s fleet vehicle operation. It is a process of collation, interpretation and presentation, 

of the information contained in the incidence report which facilitates quality decision-making 

(Durosaro, 1995).  

Crash reporting and analysis is an initiative to build a safe transport system and these 

activities would likely encourage the immediate notification of a specified authority. OSHA 

(n.d.) states that crash events must be reported to the employee’s supervisor as soon as possible 

after the incident. The reason for this is that in several cases, the story that is first told is often 

clear and true. It is also the duty of the safety manager not to apportion blame when the incident 

is being reported, thus aiding in obtaining accurate details. Irrespective of the magnitude of the 

incident, it is imperative that the employee reports the incident to the appropriate authority 

within the organization. This enables management to critically analyze the crash to determine the 

cause and possibly prevent a reoccurrence of the incident. Regardless of the severity of an 

accident, a crash must be reviewed to effectively understand the root cause. Determining the root 

cause forms the basis of possibly eliminating future loss-based occurrences (OSHA, n.d & the 

American National Standards Institute [ANSI], 2012). It should be noted that crash reports may 

also be used by an organization in order to decide to accept or deny a claim.  

Data gathering. Obtaining data at the scene of accident is critical to completing an 

effective crash analysis. The driver, if he/she not severely injured, is the first person who would 

begin this data collection process. Immediately after a crash, drivers may be anxious and a little 



24 

confused on the next course of action due to the severity of the incident. Having an appropriate 

procedure in place prepares a driver to gather pertinent accident data. Establishing a standardized 

policy that explains necessary operating procedures involved in incident reporting and analysis is 

essential for a fleet organization. This procedure aids in guiding employees in obtaining pertinent 

information needed for the eventual analysis and development of corrective measures to prevent 

future incidents (ANSI, 2012). Employees must pass through a step-by-step training procedure to 

understand what information needs to be collected and its relevance. Issuing a refresher test to 

drivers may also serve as an essential tool to ensure the policy is properly understood. An 

accident report should be obtained from the safety manager or designated person in accordance 

with the established standard operating procedures, which must be consistent with existing 

culture within the organization (ICMM, 2012). A planned system of obtaining relevant 

information pertaining to a fleet accident is necessary to identify accident causes and take 

appropriate steps to prevent a re-occurrence of similar events (Brodbeck, 1996).  

Data gathering is a less complicated process when an incident reporting form is available 

to vehicle operators (ANSI, 2012). This form, commonly referred to as an “accident reporting 

kit” (see Appendix A), contains reporting forms with relevant questions sufficient to collect 

information needed for a proper investigation of a traffic incident. According to the Institutional 

Laboratory Biosafety Manual (2013), an ideal investigation will reveal factors that contributed to 

the occurrence of accident. The proper investigation also aids in developing preventive measures. 

Based on the recommendation of the National Safety Council (2013), a driver should be required 

to carry out the following steps after an accident: 

1. Protect the scene,  

2. Request emergency assistance if someone is injured,  
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3. Notify a company representative, 

4. Collect crash information, and identify witnesses. 

Drivers must also be aware to not admit to any level of fault at the scene of the accident. 

It is important that accident information be gathered as soon as possible. Relevant facts collected 

by the driver at this point include the date, day of the week, time of crash, vehicles/other property 

damage, drivers/injured names and contact address, witnesses at the scene, police officer’s 

detailed description of the collision, and a detailed diagram of crash scene. (U.S Department 

Motor Vehicles, 2011). Waiting until emergency responders leave the scene of the crash may 

alter accurate information collection; therefore, such an approach, is not a viable option 

regarding the information gathering process. The Montana Department of Labor and Industry 

(n.d.) suggests that when data collection starts after the emergency response is completed, 

material evidence is often not at its original location, thus causing difficulty in pinpointing the 

initial spot of the impact as well as other pertinent crash-related information.  

Crash information gathering should not stop with the driver, thus the next step in the 

investigation process would likely fall on a company representative. The designated person 

obtains the driver’s initial information and checks for verification, then continues to gather more 

detailed information such as, vehicle condition, specific location of the crash, monitoring system, 

weather condition, estimated manner of event, photographs of crash scene, the driver’s account 

of the accident,  the driver’s condition at the time of the crash (including the number of mile 

driven, activity in previous 24 hours, and trip details), and diagrams indicating various crash 

factors such as skid marks and debris (Brodbeck, 1996). The Texas Law Enforcement Explorer 

Advisement Association (n.d.) recommends that the accident sketch must indicate all details at 

the scene. It may also be utilized to determine the speed of the vehicles and the point of initial 
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contact. Recommended tools and supplies that need to be used by the company’s representative 

for accurate information gathering include a cellular phone, global positioning system, digital 

camera, measuring tapes, tire pressure gauge, warning reflectors, auxiliary lighting, lumbar 

crayons, bright spray paint, reflective safety vest, and cold weather gear (Brodbeck, 1996). The 

array of crash-based information to be obtained by the company representative should be 

specified in the organizations established policy, and such must be sufficient to identify the root 

cause of an incident in order to develop preventive measures and thus avoid reoccurrence of loss 

producing situations. 

Information research and analysis. The thorough analysis of a vehicle crash is essential 

to identify the causes that led to a particular accident and thus institute preventive measures to 

reduce or eliminate the probability of a reoccurrence (ANSI, 2012). In recent times, loss 

causation models have been described as a vital tool used to determine the actual cause of an 

accident. The models suggest that an accident occurs as a result of prior events. The premise 

behind a loss causation model is that a chain of reactions involving numerous processes are 

contributing factors to an accident. According to Erik Hollnagel (as cited in the Safety Institute 

of Australia, 2012), accidents may result from a combination of interacting variables or factors. 

Understanding those factors may assist in the prevention of accident reoccurrence. A traditional 

causation model postulated that a majority of accidents occur due to human error. H.W Heinrich 

(1931) stated that 88% of accidents are caused by unsafe acts of people, 10% occur due to unsafe 

conditions and 2% by an act of God. This theory therefore suggests that human factors are the 

cause of a considerable number of accidents. However, an alternative theory presented by 

Peterson (2003) implies that an unsafe condition may be as a result of a management system that 
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enabled the hazard to exist. For every unsafe behavior or unsafe act, there is probably a reason 

why people engage in such actions (Safety Institute of Australia, 2012). 

 A simple causation model in Figure 1 below illustrates that an accident may result from 

various elements which include management, environment, personnel (human factor), task, and 

material. An incident investigation should therefore consider each of these elements during an 

analysis in order to determine the root cause of an accident and develop possible measures to 

prevent re-occurrence of such incidents. These factors are depicted to detail below.  

 

 

Figure 1.Simple causation model. This attempt to illustrate that the causes of any accident may 

be grouped into five categories management, environment, personnel (human factor), task, and 

material: Accident causation model by Canadian Center for Occupational Health & Safety 

[CCOHS], 2006. Copyright © 1997-2013 by CCOHS. 

The focus on identifying the major causes of accidents through the utilization of data 

represented as material in Figure 1 above greatly assists in the proactive revision of 
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organizational policies and thus prevents future losses. Through the examination of accident 

information, organizations are able to identify possible malfunctions in vehicle, identify 

inadequate circumstances that led to an accident, and carry out necessary adjustments and repairs 

(CCOHS, 2006). The results obtained from reports provide critical information for an effective 

system analysis and procedure that may reveal other types of operational problems due to similar 

causes. Determining the cause and treating it immediately may be regarded as an effective 

permanent control (Peterson, 2003). It is advisable that since the SOP outlines the succession of 

activities required to carry out a procedure safely, it is ideal to compare the established standard 

against actual employee actions that led to the incident. 

Management. This element in Figure 1 above considers management factors which 

could directly or indirectly cause accidents (CCOHS, 2006). Research indicated that prior to 

analyzing an incident report, it is important to first consider the organization’s system of 

operation. Goetsch (2008) found that, management may contribute significantly to accident 

causation within a system as a result of the absence of standard procedure, poor enforcement of 

operating requirements, or pressure to meet deadlines. The root cause of a problem within a 

management system may be due to inappropriate safety policies and procedures, or inadequate 

methods of supervision and patterns of training. A supervisor’s negligence to remove a defective 

ladder is an example of an inadequate safety policy to address such a defined task responsibility 

(Peterson, 2003). Goetsch (2008) recommends that in order for management to be adequately 

prepared to provide a safe and healthy work environment for its employee, it must develop a 

standard procedure that addresses the potential risks at hand for a likely accident and improve 

system operations.  
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Accident analysis procedure must start with management. The involvement of 

management and participation of employees is crucial in establishing safety standards. 

Management must establish a detailed policy that outlines standard operating procedures within 

the system (CCOHS, n.d.). It is imperative that management considers safety a function, just as 

every other operating procedure included in the company policy. Employees at every level must 

possess a specified role of accountability (Peterson, 2003). According to the American Society of 

Safety Engineers (ASSE) a certain amount of management failure may be due to lack of a 

cooperative effort between safety professionals and the corresponding supervisors. Supervisors 

are often the mediator between upper management and the employee; they assist employees to 

understand established policies and respective roles. Supervisors also play a critical role in 

ensuring that employees work in a safe and healthy environment because workers are the keys to 

promoting accident prevention. The responsibilities of a supervisor need to include: 

• New employee orientation with significant reference to safety, 

• Continuous training for employees,  

• Employees performance monitoring,  

• Enforcement of standards regulations,  

• Assisting in conducting accident investigations, 

• Assisting to develop accident reports,  

• Maintain an up-to-date policy on safety issues (Peterson, 2003).  

Safety programs are significantly effective when it becomes a joint effort between 

employees at every level in an organization. Any absence of cooperative efforts among workers 

within an organization should be analyzed in order to determine the reason for performance gaps 

at non-cohesive operational procedures. The first principle of safety, according to Peterson, 



30 

suggests that an unsafe act, an unsafe condition, and an accident are symptoms of an existing 

process deficiency within an organization’s (2003). This simply suggests there are various 

factors as to why accidents occur, and that a critical analysis of accident may uncover 

management oversights which may have contributed to a loss-producing accident. Christopher 

Janicak (as cited in ICMM, 2012) found that integrating safety with management systems assists 

in identifying the root-causes of an accident, which may lie in another unit of the organization. 

Correcting the root cause of accidents will not only decrease the chances of reoccurrence, but 

also will result in more efficient organizational operation (Ferry, 1988). Therefore, it is important 

that the analysis trace contributory factors to determine the underlining causes of accidents in 

order to discover the reason why the act was committed and for what purpose the condition 

existed. 

Human factors. It may be stated that organizational standards are established to prompt 

employees toward achieving set goals. However human behavior at every level of an 

organization may cause an accident. According to research, both organizational and human 

factors are the major causes of safety incidents. Identification of such factors in a company’s 

policies will assist in managing and preventing potential harm to employees (Reason, 1995). 

Goetsch (2008) highlights that the capacity in which an employee functions is the product of 

his/her natural ability, state of mind, training, and physical condition. Overloading human 

capability with an exorbitant amount of responsibility may negatively impact human-behavior as 

a result of fatigue, stress or perceived pressure. The state in which an employee functions is also 

based his/her on the level of motivation. In certain workplace circumstances, an employee may 

find it logical to engage in performing an unsafe act. Peterson explains that this may be due to 

peer pressure, a boss’s compulsion to meet a deadline, a mental condition, an employee with an 
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“it can’t happen to me” attitude, and/or other reasons that suggest an unsafe behavior may be 

preferable (2003). Also, for unknown reasons, an individual may identify a hazard and simply 

decide not to take action to mitigate or eliminate the associated risk in order to prevent the 

incident from occurring.  

Human factors such as a lack of knowledge and skill to perform assigned tasks may be 

due to insufficient training. Proper training may provide the knowledge and skills, but it also 

needs to be periodically updated to improve competency and thus reduce the possibility of 

human error (Reason, 1995). An accident may appear preventable to a safety expert, but the 

victim may not envision the degree of risk and proceed based on the misjudgment. This may be 

termed an inappropriate employee activity due to insufficient training (Goetsch, 2008). 

Therefore, it is crucial to properly train employees on safe operating procedures in an effort to 

avoid work-related accidents.  

The safety culture within a system may also influence an employee’s decision to engage 

in an inappropriate act. Management creates an organizational culture through its vision, core 

values, system of appraisal, recognition, and rewards (Peterson, 2003). Christopher Janicak (n.d.) 

reports that safety culture plays a significant role in determining the success of safety activity 

within an organization. Dominic Cooper (2002) found that an organization’s safety culture is 

indicated by the level of management’s commitment to safety and its visibility in employees’ 

task routines. Culture defines an organization’s general mode of operation and safe practices 

penetrate through all operational processes and activities within a company. An organization 

embedded with safety as a culture positively affects human factors within its system (Peterson, 

2003). 
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Working environment. Information analysis of the workplace needs to consider external 

conditions such as a tight work schedule which affords an employee minimal spare time, an 

increase in demand for a product, and high management expectations as possible contributors to 

unsafe acts and the presence of high-risk conditions. One of Peterson’s (2003) safety principles 

state that an unsafe behavior may be a result of normal people reacting to their environment. It is 

therefore management’s responsibility to identify and subsequently change the environment that 

promotes the occurrence of unsafe behaviors. A positive change in the work environment may be 

achieved by identifying the factors that cause the unwanted behavior, controlling the identified 

factors, identifying management’s role in creating such adverse conditions, and considering 

previous management decisions (Groeneweg, 2011). Goetsch (2008) found that the overall 

environment of the workplace is one of the main components of an organization. He explains 

that a great interaction exists within the workplace and the probability of an accident is 

determined by extent that various system components (i.e., person, machine, and environment) 

are adequately controlled. A change in one component of the system may result in a lack of 

system control and thus increase the probability of an accident. A fleet-related system provided 

by the Traffic Association Causation in Europe (2009) refers to a driver (person) who operates a 

vehicle (machine), steers the wheel, changes direction, switches gears, accelerates, declutches, 

applies the brakes, and observes the mirror (interaction) in an environment (weather conditions, 

road surface, road signs, light conditions, etc.) as  major components in that organization. This 

signifies that an accident is a result of the failure of multiple factors in an organization, including 

the work environment.  

Task. An organization may set standard operating procedures (SOPs), which describe 

safe work practices and required procedures to carry out various tasks within the system. A SOP 
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should clearly state the relevant tools required for each operation as well as the proper 

maintenance procedures which must be employed (Cooper, 2001). This means that the actual 

work procedures used at the time of an accident should be compared with the SOP during the 

crash analysis. Non-utilization of an agreed-upon SOP may be described an unsafe act on an 

employee’s part. Another factor to consider is the physiological effect that a workplace imposes 

on its employees. There may be unsafe working conditions from the standpoint that the 

workplace design and task-routine may not align with the capability of an individual. A typical 

example of a challenging work-task alignment is a nearly full-termed pregnant woman 

performing a task routine that requires three hours of continuous standing (Goetsch, 2008). The 

act of gauging the strengths and weaknesses of the human condition in relation to the workplace 

conditions is crucial to reduce the probability of a workplace accident (Federal Aviation 

Administration [FAA], n.d.).  

Written communications. The formal procedure for documenting loss and 

communicating needed preventive safety activities within the management system is through 

written reports. The purpose of developing an incident report from the gathered data and analysis 

information is to communicate findings and implement accident prevention measures. 

Communications are crucial for persons with authority to implement necessary changes to 

prevent loss-base incident from occurring in the future (ANSI, 2012). Written reports must be 

well-detailed and easy to interpret. Photographs and diagrams may be added for further clarity. If 

any discrepancy exists in any part of the report, it should be clearly stated. Conclusions and the 

related strategies to prevent a re-occurrence of an accident should align with recommendations to 

correct possible organizational policy deficiencies. (CCOHS, 2006).  
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The literature indicates a fundamental need for a company to examine and revise, if 

necessary modify it’s currently procedures. This strategy is employed to identify and correct 

likely deficiencies in currently existing organizational practices. Taking corrective measures to 

reduce major safety issues will also improve an organization’s conformance with established 

operating procedures. Corrective recommendations need to be implemented in a timely manner 

in an effort to effectively address factors contributing to accident rates (ANSI, 2012). All 

corrective recommendations should describe specific actions that an organization needs to 

implement in order to prevent future workplace accidents. For example, rather than suggest an 

increase in driver competencies to address continued cases of accidents within an organization, it 

is preferable to state a recommendation such as “training shall be utilized to enhance the drivers’ 

competence” (CCOHS, 2006). All factors contributing to an accident need to be explained in full 

detail before suggesting any necessary corrective actions. The act of openly apportioning blame 

to a specific person for a given accident may limit the quality of information which obtained for 

the development of future crash prevention efforts. According to Kane and Cunningham (as cited 

in Goetsch, 2008), in order to avoid presenting an accident investigation as a fault-finding 

procedure, an employee should not be disciplined because of an accident; however, an employee 

may be chastised for nonconformance with an internal safety regulation/standard. To improve 

the long-term safety efforts of an organization, recommendations must be explained in a 

language that both management and the employees can clearly understand.  

Development, Communication, and Enforcement of an Effective Fleet Policy 

 The purpose of establishing a vehicle fleet policy is to promote employee conformance 

with agreed-upon activities which are needed to ensure consistent operating practices. The 

success of implementing a safety policy is determined by management’s commitment and active 
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participation in the enforcement of standard procedure. To a significant extent, the manner in 

which an organization functions is related to the quality of decisions which are made by the 

associated management. An organization with defined safety practices embedded into its culture 

will likely practice such activities on a daily basis just as a normal task routine. A safety culture 

within an organization is defined by how a management system values and perceives risk in the 

workplace. Commitment and devotion to safety by employees at every level within an 

organization indicates   how effective a safety program will be (Janicak, n.d.). Management’s 

decisions toward safety must be clearly described in the organizational policy. It creates an 

avenue for top-executives to communicate their desire towards enforcing safety initiatives in 

order to improve operating procedures. 

Policy and procedures. A policy is defined as an expression of management’s interest, 

concerns, and commitment towards achieving organizational goals and processing improvement 

(Peterson, 2003). An insufficient management effort to develop agreed-upon safety procedures 

may render a standard fleet vehicle operation less effective. Management’s support and 

enforcement of a fleet policy implies its attitude toward safety. A policy is essentially a clear and 

forceful statement of management’s desires and needs to be clearly communicated to employees, 

supervisors, and top executives (Brodbeck, 1996), in order to promote the health and well-being 

of  the organization’s employees. It also establishes the expectation that vehicle operators 

comply with established system policies for safety, which are applicable to federal, state, and 

local laws, and regulations pertaining to standard vehicle operation (ANSI, 2012). According to 

the International Organization for Standardization 39001 (2012) and OSHA (2005), policies 

should be clear, comprehensive, and easy to interpret by employees at every level. Copies of 

policies should be available throughout the workplace and distributed periodically as stickers, 
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posters, or printed desk mottos, as well as periodically discussed during organizational meetings. 

Effective safety policies are signed by top management and are clearly communicated 

throughout the organization. OSHA (n.d.) suggests that employees should also be required to 

sign an agreement to acknowledge the understanding of the policy and receive consequences for 

violating it. According to Maine Municipal Association (2005), the following are necessary 

elements of an ideal vehicle safety policy:  

• Assign responsibilities for safety activities and/or results 

• Driver selection  

• Driver discipline  

• Driver training  

• Drug and alcohol testing  

• Emergency equipment 

• Vehicle inspection and maintenance 

• Recordkeeping 

• Accident reporting and investigation  

Assigning responsibilities. A system of assigning responsibility is found to be essential 

in the development, communication, and enforcement of an effective fleet policy. Assigning 

responsibilities should be established in an organization in order to promote effective 

implementation of a vehicle safety program (ANSI, 2012). Management owns the responsibility 

to delegate supervisors and employees to carry out accident prevention efforts to an established 

degree. The designation of roles and authority need to be further streamlined in order to assign 

individuals who are accountable for smaller operating units or departments. It is important that 

every employee with a designated role understand his/her assigned responsibility and the related 
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degree of authority. A designated supervisor is expected to exhibit a positive attitude towards 

fleet vehicle safety initiatives in order to influence driver efficiency. Any semblance of a 

negative fleet safety-based disposition on management’s part may ripple throughout the 

organization and adversely affect vehicle operators and other workers performance (Brodbeck, 

1996). According to Peterson (2003), an organization may assist supervisors to effectively 

understand assigned safety-based roles by developing a management checklist (see Appendix B). 

The organization’s upper managements would likely be best served to request that supervisors 

complete and submit the checklist in order to determine how well their responsibilities are 

understood. While Peterson did not explicitly state in the literature how the checklist may be 

follow-up on, one may conclude that training will assist supervisors to understand management’s 

expectation of their roles regarding safety and also manage employees effectively (U.S Merit 

System Protection Board, 2010).    

It is easier to hold people accountable for specific tasks if an employee is involved in 

activities that are designed to positively affect a system. Such a person should be able to explain 

where the organization is in terms of reaching its goals and how the system is performing 

(Iannarino, 2013). Top management may make requests for frequent reports on how well the 

safety program’s activities are being carried out. This report must clearly identify all deficiency 

within the organization and the corrective recommendations required. The immediate review of 

preventive actions against the re-occurrence of reported incidents is important in order to assist 

in prompt implementation. ISO 3900 has recommended that the responsibility for monitoring 

and reporting the performance of a road transport system (RTS) management be placed on top 

executives.  From top management support standpoint, the safety personnel must be 

knowledgeable, truly interested in managing risk of the operation, have strong administrator 
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qualities, and be able to sell ideas to new and existing employees as well as top executives 

(Brodbeck, 1996). 

Driver selection. Research indicates that the selection of an ideal candidate to operate a 

vehicle is a crucial and a significant step toward ensuring legal as well as internal compliance in 

a motor vehicle safety program. To a reasonable extent, the overall success of a vehicle fleet 

program may be attributed to proper driver selection. Since a majority of preventable accidents 

are directly related to driver error, it is essential that the organization hires drivers with an ability 

to quickly envision a possible roadway hazard and the correct driving decision to avoid a 

potential mishap. The primary objective of a driver selection process is to hire skillful applicants 

that are highly qualified for the task description. This objective may be attained by reviewing the 

driver applicant’s past driving experiences and the review of drivers’ commercial driver’s license 

(CDL) endorsements. It should also be noted that a highly effective method of assessing the 

driving knowledge of applicants is to conduct a road test to evaluate their proper skills 

(Brodbeck, 1996).  

According to ANSI (2012), organizations are recommended to implement a system that 

recruits and selects qualified drivers to ensure the safe operation and management of its motor 

vehicle safety program. The new driver selection process may consume a significant amount of 

time; therefore, it is important to streamline the process as much that is practical in order to 

remove unqualified applicants within a short period of time. It is essential that the selection 

procedure uncover relevant facts regarding the respective applicant. Management personnel who 

are responsible for hiring new employees must ensure that an applicant meets both the 

organization and the DOT requirements. A company may develop its own hiring standards based 



39 

on the organizational goals or factors relevant to the mode of operation. Towne Air Freight 

(2006) established a driver selection procedure which considers the following: 

• Complete driver application form for employment 

• Commercial driver’s license (CDL) with endorsements 

• Motor vehicle record (MVR) from every state the applicant has lived in during the past 

3years 

• A criminal back ground record check 

• Commercial driver’s license information system (CDLIS) Dac services previous 

employment record  

• DOT recordable accident record 

• Investigation on previous employment records from past and present employers for the 

previous three years. 

• Drug and alcohol test information from previous employment during the preceding 2 

years 

• DOT physical exam and certificate 

• Pre-employment drug test 

• Driver screening “Road Test” for a minimum of 20 miles in length 

• Driver Orientation (Towne Air Freight, 2006). 

The DOT requirement with regard to driver selection and hiring procedure is a legal 

mandate. According to the U.S. DOT (n.d.), employers operating vehicles used as part of 

business, involved in interstate commerce, weighs 10,000 pounds or above must comply with all 

the FMSCA requirements. This implies that a qualification file for each potential employee must 



40 

contain required documentation as stated in CFR 391.51 of the General Requirements for Driver 

Qualification Files (GRDQF), which are summarized to include the following:  

• A signed and completed application for employment form (see Appendix C) 

• Motor vehicle report (MVR) from applicable state agency for the preceding three years 

• Driver’s road test certificate 

• Annual review of driving record 

• Annual drivers’ certificate of violations 

• Medical examiner certification  

• A record of inquiries from previous employers for the last three years  

(Commercial Truck and Bus Safety Synthesis Program [CTBSSP], 2013).  

One-on-one interviews are an effective approach during the driver selection procedure as 

such presents a chance for the interviewer to ask questions based on an applicant’s strong and 

weak points, which may also be deduced from the employment application form (Brodbeck, 

1996). The interview creates an avenue to obtain information regarding gaps in employment time 

records and to also to determine reasons for inconsistencies in previous documentation 

(Warczyglowa, 2012). There must be no form of biased judgment, and the interviewer must be 

objective towards an applicant’s disposition. However, the interview should not serve as the only 

basis of the final applicant selection. Final hiring decisions must be based on overall information 

obtained (Brodbeck, 1996). 

Driver discipline. According to available literature, employee safety should be 

paramount in an organization. In an effort to reduce the number of high-risk drivers, a fair 

disciplinary program needs to be established in order to address the occurrence of various driving 

violations. OSHA (n.d.) suggests that organizations develop a system that recommends 
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corrective action/discipline based on the number of violations or preventable crashes of the 

involved vehicle operator. A higher number of violations increase the level of discipline which is 

enacted on the employee. Utilization of progressive violation system may be in form of two 

written warnings rather than one suspension, which thus provides employees the chance to 

correct their unsafe behavior and avoid re-occurrence (Connecticut Business & Industry 

Association [CBIA], 2013). It therefore can be concluded that driver discipline discourages 

employees from engaging in organizational misconduct and also provides workers the 

opportunity to correct unsafe behaviors.  

Driver training. The acquisition of driving skills is facilitated through effective training. 

An ideal driver training program improves skills to a significant level needed to perform an 

assigned task properly. Tutoring is a prominent tool utilized by management to pass along 

relevant driving concepts and other standard procedures to drivers (Brodbeck, 1996). ANSI 

(2012) suggests many topic areas for driver training, among which the following are identified:  

• Defensive driving training assists in saving lives, time, and money, regardless of the 

condition and actions of other road users ANSI (2012). Defensive driving training is one 

of the surest ways to take advantage of safe vehicle operating approach; it improves skill 

and address driving dangers and hazards. (National Traffic Safety Institute, n.d).  Vehicle 

operators are prompted to anticipate situations and make well informed decisions based 

on road and environmental conditions. According to NSC (n.d), the increasing number of 

new drivers and vehicles on the road creates a continuing need for defensive driving 

training across all age groups.  

• Distracted driving training addresses various distractive issues such as mobile phone 

usage, eating or drinking, reading, smoking, global positioning system usage, mp3, cd, 
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and / or dvd players. It is the leading cause of most vehicle incident and near crashes in 

the United States (California Department of Motor Vehicle, 2011). According to OSHA, 

25% to 30 % of all traffic crashes are due to distracted driving. In 2011, 3,331 people 

were killed in crash involving a distracted driver while 387,000 people were injured 

(CDC, 2013). ANSI (2012) states that organizations should have a policy regarding 

potential distraction while driving, it recommends periodic training to inform drivers of 

the impact of distracted driving on safe vehicle operation. 

• Aggressive driving training addresses and identifies aggressive driving issues such as 

speeding, tailgating, failure to signal a lane change, running red lights and stop signs, 

yelling at other drivers, and excessive use of the horn. A substantial number of the 6.8 

million crashes that occur each year are estimated to be caused by aggressive driving 

(OSHA, n.d.). It is important for vehicle operators to be courteous and not take actions of 

other drivers personally. ANSI (2012) suggests that, on a periodic basis drivers should 

receive information and training regarding the impact of aggressive driving on safe 

vehicle operation. 

• With regard to the effective utilization of vehicle restraint systems, ANSI (2012) suggests 

that an organization establish policies addressing the use of seat belts with required 

training on the methods of use. Frontal air bags combined with seat belts offer effective 

safety protection for passenger vehicle occupants (NHTSA, 2011). According to OSHA 

(n.d.), a seat belt is a highly effective means of reducing deaths and serious injuries in 

vehicle crash. This device may reduce the risk of fatal injury by 60% and it should be 

noted that nearly 12,000 lives are saved and 325,000 serious injuries are prevented on a 

on a yearly basis in the United States due to its use. In 2011, an estimated of 2,204 lives 
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was saved by frontal air bags while 11,949 survived vehicle accident due to seat belt 

usage (NHTSA, 2011). 

A highly trained driver will assist in the operation and maintenance of a company vehicle as 

well as ultimately promote an increase in the quality of the delivered service. Other potential 

benefits of effective training include a reduction in accidents, a lowering of maintenance costs, a 

decrease in absenteeism, a less burdened supervisory staff, and improved public image 

(Brodbeck, 1996). It is discovered that training will not only teach specific skills, but also 

enhance learning strategies, attitudes and motivation (Mayhew & Simpson, 2009). Three 

common methods in which training may be achieved are through group session, one-on-one 

guidance, and self-tutoring. Group training includes lectures and discussion sessions while one-

on-one instruction involves mentoring the trainee to learn specific directives. Self-tutoring is 

accomplished through personal study, which may be through pen and paper or a computer based 

method (Werner & Desimore 2009). It is essential that a fleet organization considers the 

utilization of proven successful training procedures as well as effective driving skill maintenance 

and improvement strategies. A periodic review on a company’s training methods should also be 

performed to determine the overall effectiveness as it relates to the overall success of the 

organization’s safety program. The success of a training program may be noticeable through a 

reduction in vehicle crashes; therefore, it is important that management consider this educational 

process as a continuous phase of development for drivers starting from hire through retirement 

(Brodbeck, 1996). OSHA (n.d.) recommends continuous training because experienced drivers 

may become complacent and thus begin to develop unacceptable driving habits. Regular training 

is an ideal reminder for the execution of safe driving practices. It is also relevant that training be 

carried out right after the applicant is hired (orientation), throughout employment (refresher 
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training), and after a driver is involved in an accident (remedial training) to establish a 

predominant safe driving culture (Brodbeck, 1996, Compliance Safety and Accountability, 2013 

& Royal Society for Prevention of Accidents, n.d.) 

Drug and alcohol testing. Driving under the influence is regarded as one of the most 

common causes of crashes in the U.S. According to CDC (2013) in 2010, 10,228 people were 

killed due to alcohol impaired driving, while 18% of all crashes were a result of controlled 

substance intoxication and alcohol consumption. For a privately owned vehicle, a driver is 

regarded to be under the influence when the blood alcohol content (BAC) level is at 0.08% or 

higher (NHTSA, 2008). The Federal Highway Administration (FHA) regulations under the 

Omnibus Transportation Act of 1991 require that employers establish an alcohol and controlled 

substance testing programs for employees who operate commercial vehicles. The objective of 

this act was to prevent work-related accidents as a result of alcohol and / or controlled substance 

use and thus reduce the risk of injury. Employees are to be tested for alcohol, marijuana, 

amphetamines, cocaine, opiates and phencyclidine (PCP) usage. Laboratories certified by Health 

and Human Services under the National Certification Program (NLCP) are the only places where 

the controlled substance urine samples may be tested. Department of Transportation (DOT) 

testing methodology approves urine samples for the drug screening procedure, while the alcohol 

breath testing is used to determine the drivers BAC. For commercial drivers, a positive test for 

alcohol at a BAC level of less than 0.04% and greater than 0.02% requires minimum penalties 

that may require a driver to be out of service until the next shift. A positive test result of 0.04% 

BAC or greater requires the driver to be or out of service until he/she is evaluated by a qualified 

substance abuse professional (Safety and Health Department, n.d.). Organizations are required to 

maintain test results on a confidential basis and only discuss such with individuals directly 
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involved. As indicated in the Omnibus Act requirements, commercial vehicle drivers are subject 

to the following alcohol and controlled substance- based tests:  

• Pre-employment testing. An alcohol as well as controlled substance test is carried out 

after an applicant is formally offered employment, although the offer is contingent on the 

results being negative (FMCSA, 2013). A negative result proves an employee is free 

from illegal use of drugs and is in the right frame of mind to perform the required driving 

task. A positive result requires an employer to withdraw necessary documentation 

regarding the employment offer. A positive result due to prescribed medication requires 

an applicant to provide necessary documentation before or within 24 hours after the 

positive test result is communicated to the individual ( Administrative Regulation, City of 

Chesapeake, 2005). 

• Reasonable suspicion testing. This type of test is carried out when a trained supervisor 

reasonably believes that a driver may be under the influence of alcohol or a controlled 

substance (Firstlab, 2002). The driver may not be permitted to perform safety sensitive 

tasks until the results of an alcohol and controlled substance test are received. A refusal to 

be tested may be considered as positive result. A negative test should result in immediate 

reinstatement of the employee’s driving privileges, while a positive result confirmed by a 

medical review officer (MRO) subjects a driver to the organization’s disciplinary system 

(FMCSA,2013). 

• Post-accident testing. As soon as practicable following a vehicle crash occurrence, 

employers shall test for alcohol and controlled substance for its surviving drivers and this 

procedure is required to be conducted at least within 2 and 32 hours respectively after the 

incident (FMCSA, 2013).  If the test is not conducted within the specified time frame, the 
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employer should cease any attempt to administer the test and prepare a written report 

stating the reason why the test was not carried out (Firstlab, 2002). A negative test may 

result in immediate reinstatement of employee for work, while a positive result confirmed 

by a medical review officer subjects a driver to the organization’s disciplinary system 

(Federal Motor Carrier Safety Administration [FMCSA], 2013). 

• Random testing. Selection of drivers for random testing may also be carried out through a 

scientifically valid method such as a computer-based arbitrary number generator, which 

provides workers with an equal chance of being selected. The minimum annual drug and 

alcohol testing rates are 50% and 10% respectively (FMCSA, 2013). A negative test may 

result in immediate reinstatement of employee for work, while a positive result confirmed 

by a medical review officer subjects a driver to the organization’s disciplinary system 

(FMCSA, 2013). 

• Return to duty testing. A driver who tests positive due to reasonable cause, post-accident 

and random testing is required to pass through a return-to-work process as stated in 

49CFR40. 281- 313 subpart O. The employee must test negative to drugs and /or prove 

less than a 0.02 breath alcohol concentration before resuming duty (FMCSA, 2013). The 

driver’s reinstatement back to work is based on the recommendation of a DOT qualified 

substance abuse professional. 

• Follow up testing. This procedure is established by the organization to grant a driver who 

tests positive with another chance to operate a commercial motor vehicle. The driver 

must be willing to complete all substance abuse professional recommended rehabilitation 

requirements. Upon admittance back to work, the driver must be subjected to random 

testing and an observed controlled substance test. At least six tests must be performed 
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within the first twelve months of active duty. According to the U.S. DOT (2013), the 

follow-up test period must not exceed 60 months in length from the date that the driver 

returns to duty. 

Emergency equipment. The ability to prepare for an anticipated risk is a significant step 

in safety and it may assist in reducing the severity of an incident. ANSI (2012) recommends that 

vehicles be equipped with appropriate emergency equipment in the event that the driver 

experiences mechanical difficulty or a crash on the road. The Automobile Association of 

America (AAA), which is the largest emergency roadside assistance organization in the U.S., 

claims to handle between 29 and 30 million roadside request for assistance each year from 

motorists who are stranded on roadways (Griffey, 2013). To effectively prepare a driver for such 

emergency roadway situations, it is recommended that every vehicle possess an emergency kit, 

which may increase safety, reduce stress, and assist drivers to recommence his/her trip back on 

the road within the shortest time frame. The U.S. DOT (2013) & Minnesota DOT (2012) 

regulations requires at least a fire extinguisher, a spare fuse, and reflector triangles. Other forms 

of recommended emergency equipment include a flash light with extra batteries, a high visibility 

vest, first aid kit with nitrile gloves, blanket, spare gloves, a disposable flash camera,and crash 

reporting kit. It is essential to conduct a periodic inspection of the emergency kit to ensure 

required components are in proper working order (Brodbeck, 1996). 

Vehicle inspection and maintenance. The proper inspection and maintenance of a fleet 

vehicle involve several entities and it requires the cooperative effort of the organization to 

establish an effective maintenance culture. ANSI (2012) suggests that an organization should 

develop a standard procedure that ensures all vehicles are examined and serviced on regular basis 

in accordance with the minimum recommendation of the vehicle’s manufacturer. Periodic 
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vehicle inspection is recommended to be conducted by qualified inspector. A file should be 

assigned for each vehicle to maintain a track record on its maintenance status and repair 

activities. Standard operating procedure should specify that a driver performs a pre-operation and 

post-operation visual inspection of the vehicle. At the beginning of the shift, a driver’s vehicle 

inspection report (see Appendix C) as recommended by the DOT, may be used to carry out this 

inspection within a short time frame. At the end of the work day, a driver’s post-inspection 

written report must at least include a check of the tires, horn, wind-shield wipers, rear-vision 

mirrors, coupling device, wheels and rims, and steering mechanism. Lighting devices, service 

brakes, emergency equipment, and parking breaks should also be included in the report 

(Brodbeck, 1996). Thus, any necessary repairs and/or maintenance are based the daily reports 

which are submitted by the vehicle operators. According to OSHA (n.d), mechanics should 

perform a thorough inspection of a vehicle at least annually with documented results placed in 

the vehicle file. This yearly procedure involve an audit on the braking system, coupling 

equipment, exhaust and fuel systems, lighting devices, steering mechanism, suspension, frame, 

tires, wheels and rims, windshield glaze and wipers (see Appendix D). This audit is a minimum 

requirement that must be met in order to pass the annual inspection. It is carried out every 12 

months, counting from the last day of the month in which the procedure was performed (U.S 

DOT, 2013). 

Recordkeeping. A major responsibility in owning a fleet transportation organization is 

government- required recordkeeping. The purpose of recordkeeping is to retain detailed 

information regarding accidents which have occurred within the organization in order to 

determine the cause of incidents and develop measures to prevent a possible reoccurrence. 

Records of leading and lagging indicators serve as resources of information that summarize 
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incident data for various levels of management to review. Records also provide an opportunity 

for management to set goals for system improvement (The Zenith, 2013). Managers are advised 

to consider expanding their recordkeeping system to include all incidents relating to workplace 

safety and health due to the benefits that such information may provide in pinpointing causes of 

unsafe acts and conditions (Behavior Safety Associates, 2011). Desired improvements in 

recordkeeping should not include providing faster methods to log incidents, but to aid in 

incorporating an improved and accurate method of carrying out a thorough investigation, 

gathering relevant information, and correctly filling-out required accident forms (Kellerman, 

2013).  

Brodbeck (1996) states that the purpose of record keeping is to maintain accurate data. A 

precise organization ensures consistency and validity of statistical data regarding organizational 

incidents (Hesselton, 2010). Jordan Barab (as cited in Kellerman, 2013) stated that, “Exact and 

honest records are essentially important to workers’ health and safety.” OSHA (n.d) requires 

recordkeeping to determine where industries may need additional safety program assistance. 

According to Kellerman (2013), it is also an essential tool for employers and workers to identify 

problems within an organization. 

Accident recordkeeping based on DOT recommendation, as stated in 49CFR, Part 390 

requires an employer to maintain an accident register for three years after an incident occurs. The 

incident record should contain a list of accidents with the following information for each: 

• Date of accident 

• City or town and state in which accident occurred 

• Driver name 

• Number of injuries 
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• Number of fatalities  (Minnesota Department of Transportation, 2007) 

Management involvement and employee participation. Management involvement in 

an effective safety program sets the pace for an organizational-wide effort in the prevention of 

workplace accidents. To a considerable degree, safety awareness in industries has contributed 

notably to the reduction of accident rates in a number of organizations. OSHA discovered that 

there is a significant relationship between the application of sound management practices in the 

operation of safety and health programs and a low incidence of occupational injuries and 

illnesses. A correlation between these elements may not be achieved without the involvement of 

management and active participation of employee in safety initiatives. As long as top 

management individuals are highly interested in profitability, they should also be deeply 

involved in promoting employee’s wellbeing and building a positive work climate within the 

organization (Peterson, 2003).  

The success of a safety program to a large extent is dependent on management’s 

willingness to be actively involved. A favorable outcome of safety initiatives serves as a 

motivating force that draws employee participation. According to OSHA (n.d.), identification, 

prevention, and control of recognized hazards may effectively be achieved through the joint 

effort of management and employees. The establishment of a safety policy provides management 

the opportunity to express its interest, concerns, and commitment toward organizational safety. 

Management should establish a clear plan on how safety is intended to be carried out in terms of 

the requirements to achieve expected results. Management involvement may further be enhanced 

through visible participation, assigning and communicating responsibility, granting authority and 

resources to responsible parties, and holding those parties accountable. Visible management is 

explained as top executives carrying out audit procedures, being approachable by every 
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employee, conducting his/her self as an exemplary leader by following operating procedures as 

written in the policy, and displaying active involvement  during safety committee meetings. Top 

management must be objective and open to employee participation in expressing constructive 

opinions. Establishing a safety committee and periodic meeting encourages cooperative effort of 

both management and employees to work together to identify problems, develop solutions, 

review incident reports, and assess the effectiveness of safety initiatives. The committee should 

consist of top designated management and selected employee representatives from each 

department that exists within that organization (Department of Labor and Industry, n.d.). OSHA 

(n.d) states that employee participation may be described as a response to management 

involvement. Top executives are encouraged to be involved in incident investigations, procedure 

development, safety and health audits or surveys, the development and implementation of safety 

and health training, performing job safety analysis, safety and health committee/team 

involvement, providing recommendations for specific actions in response to employee safety 

suggestions, and being involved in problem-solving techniques to seek solutions to identify 

safety and health issues. Employee participation encourages workers to communicate with others 

concerning unsafe actions and conditions (Licensing and Regulatory Affairs [LARA], 2011). 

Every operational procedure carried out within an organization contributions to the system. As 

production is important to maximize profit, so is safety is to minimize human, property, and 

financial loss. Therefore safety should be treated as a management function and adopted as every 

other operating procedure (Peterson, 2008).  

Motor fleet loss data analysis. The effectiveness of a safety program may be measured 

by the amount loss incurred in an organization as represented by OSHA’s recordable incident 

rates, dollar loss due to accidents, and the cost of insurance (Janicak, n.d.). Measuring 
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performance provides insight into a system’s operational efficiency. A high standard of safety 

performance is achieved through a well-organized and structured pattern of analysis, which is 

expected to be proactive and preventive (NSC, 2013). An organization must carefully study its 

system to assess relevant questions that provide needed insight to determine if goals and 

objectives are being met. Through data analysis, the effectiveness of an organization’s safety 

program may be optimized by the decrease in injury rates, property damage, and financial losses 

(Janicak, n.d.). 

Loss monitoring .The process of monitoring losses assists management to identify areas 

of the organization that need to be improved and the ones to be commended and/or rewarded. 

Loss monitoring creates a basis for performance comparison within an organization and other 

companies.  ANSI (2012) recommends that organizations should collect data to calculate rates 

for tracking safety performance over time. It also suggests that companies identify the most 

appropriate rates based on the patterns of vehicle usage and the nature of vehicle operations. An 

incident rate is used to measure the frequency of loss occurrence. The effectiveness of 

procedures in an organization may be gauged by monitoring the rates of incidents (Harleysville’s 

Risk Control department, 2008). ANSI (2012) outlined the following formulas as measures to 

determine organization’s safety performance: 

• Incident rate based on number of vehicles operated. This rate is determined by 

multiplying the number of incidents by 100 and dividing by the number of vehicles being 

operated with the fleet 

 

• Incident rate based on vehicle mileage. This rate is determined by multiplying the number 

of incidents by 1,000,000 and dividing by the mileage driven. 
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• Injury incident rate based on vehicle mileage. According to ANSI (2012), this rate is 

most frequently used to indicate severity of incident. It is useful for tracking events that 

have the potential to affect financial or operational performance of the operating unit.  

The injury incident rate is calculated by multiplying the number of incidents that result in 

an injury by 1,000000 (or other mileage multiplier) and dividing by the actual fleet 

vehicle mileage: 

 

• Incident rates based on service activity. Motor vehicle operations that pose injury risks 

other than those associated with driving should also use the service activity as the basis of 

a safety performance rate. The number of deliveries, stops, or loads should be considered 

as appropriate indicator of risk or exposure. These rate are calculated by multiplying the 

number of incidents by 10.00 (or other appropriate multiplier) and dividing by the 

number of service activities, such as : 

 

 

Passenger carriers may also use a passenger-based rate based on vehicle mileage: 

 

For service such as urban transit operations, it is also appropriate to calculate the 

passenger injury rate based on the number of fares collected, including transfers. 
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• Motor vehicle injury rate based on work hours. Motor vehicle operations, whose drivers 

have high levels of exposure to driving, should consider tracking incidents based on 

hours of exposure. The rate of vehicle incidents per 100 full-time equivalent workers is 

calculated by multiplying the number of incidents by 200,000 and dividing by the number 

of hours actually worked: 

 

 

The above rates are considered lagging indicators because such are based on post loss data. The 

incident rate is valued in fleet industries since it may be used as a quality check tool for tracking 

the progress of the organization with peers in the transportation industry. Loss monitoring data is 

relatively simple to measure and often produces a tangible outcome such as accident and injury 

rate and dollar loss (Close, 2010). As limitations, a significant amount of variables are involved 

due to various factors that contribute to an accident that could be confusing. An incident rate is 

not contributory to the prevention of an accident until after the loss occurs. However, it still 

remains a necessary metric that should be regarded as one of the several that exist (Angnew & 

Daniels, 2011). OSHA and other regulatory agencies have utilized loss-based data to determine 

if an organization needs assistance in improving its safety program. 

Loss benchmarking. Policy development establishes operating procedures with an 

objective of improving a system’s level of performance. Benchmarking is described as a 

systematic procedure used to determine performance level within the system itself and other 

similar industries (Wyrick & Storching, 2003). This method for measuring a system’s operations 

against its competitors may initiate an organization’s drive toward a projection beyond the 



55 

available practice. This may trigger the implementation of proactive measures to improve 

procedures and thus lead to preferred performance (Janicak, n.d.). Having a standard method for 

collecting data and underpinning indicators in which a comparison will be achieved is important 

for organizational improvement. Ideal practices may be determined in the area of leadership, 

safety performance (rewards and recognition), communication, and training (Peterson, 2003). 

Active benchmarking may also be considered an indicator used to determine the performance of 

quality risk control efforts before an incident occurs, data collection based on facts, hazard 

analysis, employee training, routine inspection, adherence to internal standards, and pre-loss data 

analysis. A reactive benchmarking approach considers, incident rate, vehicle crash rate, and lost 

work day. Both procedures provide sufficient data for the benchmarking process (Worksafe-

Australia, 1996).  

Benchmarking is not only used to compare data with competitors, it is also a continuous 

learning process that aids in the identification of organization’s strengths and weaknesses 

(Facilities Management Association [FMA], 2013). It also provides management with a shortcut 

to gauge how a system is performing. Though it may not provide a full description of the 

situation, benchmarking serves as technique to obtain a quick overview of what is occurring 

within the organization and reveal any needs for immediate attention (Telogis, 2013). Peterson 

(2003) also described benchmarking as a process of comparative measurement which is used to 

identify and monitor improvement in order to identify possible deficiencies within a management 

system. Similar operation comparison is also a part of benchmarking. A typical example would 

be comparing Company A and Company B’s OSHA recordable rate against one another to 

determine the organizations’ overall level of safety performance. The success of benchmarking 

procedure is not achieved by directly replicating the optimum practice of other organizations, it 
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is also important to determine which procedural change will result in the most ideal practices and 

yield the largest improvement in safety performance. Carefully incorporating the changes may be 

time consuming, but it remains crucial to the success of the organization. It is necessary that 

sufficient resources are available for implementation of changes. A follow-up procedure such as 

monitoring is encouraged to ensure that the implemented changes meet the actual need of the 

organization (Janicak, n.d). 

Summary 

This chapter provided a review of fleet transportation crash statistics in the U.S., standard 

procedures for crash analysis and reporting, ideal methods to develop, communicate, and 

effectively enforce fleet policy and a motor fleet loss data analysis. It is a common knowledge 

that roadway crashes are the leading cause of death among American workers. Over 40% of 

work-related fatalities are caused by transportation related incidents (NHTSA, 2008). This high 

rate in the number of employee casualties and financial base loss has been of great concern 

among employers. However, the increasing pace of this rate has generated the development of 

improved motor fleet safety programs with various proactive measures which are embedded 

within such. Although OSHA has not provided a standard to guide fleet vehicle operation, 

employers usually customize safety program to their specific needs (Zurich, 2011). 

This chapter analyzed the proactive measures that contribute significantly to the 

reduction and possible prevention of vehicle crash reoccurrence. Data gathering and information 

analysis are inextricably linked to the metrics for leading indicators (ICMM, 2012). Effectively 

incorporating this into organizational procedures will enhance top-level management’s ability to 

analyze reports and effectively make timely decisions regarding safety policy (Ewing, Farah, 

Kwong, & Santorsola, 2008). Considering causation models has provided the opportunity to 



57 

analyze the various components of a system in order to determine possible contributing factors to 

a safety mishap. This aids the development of appropriate corrective action to prevent 

reoccurrence of similar accidents. 

The establishment of a safety policy also focused on the inclusion of proactive activities 

such as assigning responsibilities, driver selection, driver discipline, driver training, drug and 

alcohol testing, emergency equipment, vehicle inspection and maintenance, and accident 

reporting and investigation (Maine Municipal Association, 2005 & ANSI 2012). A safety 

program with these elements will assist in setting the path for a more proactive approach to 

reduce accidents and improve safety, while increasing productivity (Zurich, 2011). 

 To a sizable extent, this chapter considers the usage of active and reactive measures due 

to the fact that both are critical to the growth of a system. While leading indicators demonstrate 

the ability to influence and improve future performance by guiding current actions, lagging 

indicators will not provide enough information to guide future actions because the corresponding 

results are based on past incidents (Pojasek, 2009). However, leading indicators possess few 

limitations (ICMM, 2012). Douglas Wick (2010) suggests that for every one lagging indicator in 

a system there must be two leading indicators to support it. A mix of both address risk at the 

source level, measure the system failures, and impact risk exposures (ICMM, 2012). These 

indicators assist in building on the strength of a system and may also lead to the improvement of 

unfavorable organizational trends (Society for Maintenance and Reliability Professionals 

[SMRP], 2009). It is practicable to conclude that an organization constantly seeking 

improvement in its safety operation should consider both lagging and leading indicators in 

management decisions regarding improved safety measures. In summary, the above fleet-based 

activities and loss measurement techniques will be assembled into an audit- based checklist to 
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assist in determining the extent that Company XYZ is performing the necessary actions to 

prevent future fleet losses. 
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Chapter III: Methodology 

The ongoing increase in the number of vehicle crashes at Company XYZ is an indication that 

changes needs to be made to its current loss prevention procedures as well as the implementation 

of such internal standards. Therefore, the purpose of this study is to evaluate the fleet losses as 

well as risk control practices at Company XYZ. In order to achieve this purpose, the following 

goals were established:  

• Analyze past motor vehicle crashes to determine the major causal factors which 

contributed to the occurrence of such losses. 

• Analyze Company XYZ’s current fleet risk control policies and activities in relation to 

identified industry best practices.  

This chapter will describe the procedure for data source and data collection procedures, data 

analysis and limitation of the study. 

Sample Selection and Description 

Human subjects are not involved in this study and the researcher will ensure that all 

information received from Company XYZ will not contain human based identifiers. The 

information that will be received from Company XYZ includes its current policies as well as 

vehicle loss data from calendar years 2011, 2012 and 2013. 

Data Collection Procedures 

The data source was a loss summary from 2011 to mid-2013. This data maintained by 

Company XYZ’s claims specialist and only authorized personnel of the organization may access 

or utilize this information for business purposes. As an intern, the researcher formally requested 

for the report to analyze the respective data and to make recommendations in order to improve 
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the company’s fleet vehicle operation. This information will be maintained in a locked cabinet 

and destroyed at the completion of this study.  

The main objective of this study is to evaluate the fleet losses as well as risk control practices 

that Company XYZ is currently utilizing. Data collected by comparing what the literature review 

indicated to be the best practice of the industry and Company XYZ’s policies/procedures will be 

used to perform the gap analysis. Table 1 is a brief description of what will be found in 

Appendix F which is the actual assessment form utilized to achieve goal two. This information 

led to the development of the matrix below. 

Table 1  

Industry Best Practice 

ELEMENT BEST PRATICE 

Policy Policy must be communicated to all 
employee, supervisor, and top management. 

 Establishes management expectation of 
employee’s compliance to safety programs 
and all applicable states and federal laws. 

 Policy should be revised annually. 

Assign responsibilities 

 

All level of management should be involved 
in and held accountable for program 
development, management and 
implementation. 

Drug and alcohol testing On a periodic basis, drivers should receive 
training regarding the effect of alcohol and 
controlled substance on safe vehicle 
operation. 

 Pre-employment, reasonable suspicion, post-
accident, random, return to duty and follow-
up test should be implemented as required by 
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the Omnibus Act. 

Emergency equipment 

 

Vehicle shall be equipped with appropriate 
emergency equipment in the event that the 
driver experiences mechanical difficulty or a 
crash on the road.  

 At least, a fire extinguisher, a reflective 
triangle and spare fuse must always be in a 
vehicle base U.S. DOT (2013) & Minnesota 
DOT (2012) regulations. 

Vehicle inspection and maintenance  Vehicle must be service and inspected on a 
regular basis. Pre & post trip Inspection, 
periodic inspection, and annual inspection. 
 

Driver selection 

 

Well written educational and physical 
requirement of the position. 

MVR of each state where a driver holds 
motor vehicle operator’s license during the 
preceding 3years. 

 Driver’s road test license. 

 Annual review of the driver’s MVR. 

 Road and skill test. 

 Acceptance Interview. 

 Employee annual disclosure of violation of 
motor vehicle traffic laws and ordinances. 

Driver discipline Applicable to every level of employee.           

 Regularly implemented, and well 
documented. 

Driver training Initial, refresher, remedial and on-going 
training. 

 Training must be constantly revised in terms 
of audience reaction, trainee success on the 
job and the changing needs of fleet. 
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Recordkeeping 

 

Contain a comprehensive detail of all 
activities within an organization, such as 
driver qualification file, training record, driver 
discipline record, drug and alcohol testing 
results, vehicle maintenance record, accident 
reporting and investigation and incident rates.  

 Must be valid, consistent and uniform, 
capable of producing reliable statistical 
information. 

 Maintained in a secure location with 
controlled access. 

Accident reporting and investigation  Availability of accident reporting kit in the 
vehicle at all time. 

Designated person or office to which the 
driver must report the incidence. 

 Incident review and analysis by designated 
person(s) to identify the root cause and any 
contributing factors. 

 Corrective actions are developed and 
presented to management. 

Data Analysis 

The data analysis is based on available information on the loss summary report. Table 2 

contains relevant loss analysis information which includes single versus multiple crash injury, 

crash type, vehicle used for personal business, total number of crashes, crash occurrence and 

costs by month, and the presence of company versus non-company passengers to achieve goal 

number one. Variables and measurements are grouped into the following categories/matrix 

below.  
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Table 2 

Incidence Data 

Variables 
 

Measurements 

1. Single vs. Multiple Injury Accident         
- Single 
- Multiple 
- Undetermined 

 

Classified by percentage of total accidents 
 

2. Crash collision type 
- Backing  
- Rear-end 
- Intersection  
- Intersection / w debris 
- Roll- over 
- Single vs.  Multiple vehicles 
- Concrete/ Gravel 

 

Classified by percentage of total collisions  

 

3. Vehicle utilized for personal business 
- Yes 
- No 
- Undetermined 

 

Classified by the percentage of total 
incidences. 

 

4. Crash /Collision cost by month 
- Jan               Feb                     Mar 
- Apr              May                    Jun 
- Jul                Aug                     Sep 
- Oct              Nov                     Dec    

 

Identified cost incurred on loss for each 
month                         

 

5. Crash /Collision cost by month                                                 
- Jan               Feb                     Mar 
- Apr              May                    Jun 
- Jul                Aug                     Sep 
- Oct              Nov                     Dec 

 

Identified month with highest number of 
crash 
 

6. Company vs. non-company 
passengers in vehicle? 

                Company 
- Yes 
- No 
- Undetermined 

               Non-company 
- Yes 
- No 

Classified by percentage of total passenger 
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- Undetermined 
 

7. Total number of crash /collision                                     
Identified crashes listed on the 
incidence report. 

 

Identified crashes listed on the incidence 

Limitations of the Study 

The accident report was not properly detailed. As a result, numerous limitations were 

identified. Stated below are the foreseeable limitations associated to this study 

• This study is limited vehicle loss to data obtained from 2011 to 2013. 

• The amount of loss incurred was not indicated for all incidents. 

• The number of injuries involved in each crash was not disclosed.  

• The number and type of passenger in the vehicle were not clearly stated.  

• There is a possibility that not all crashes were reported. 

• The type of information obtained for the development of preventive measures was not 

stated. 

• The report does not indicate if an accident investigation was performed. 

• The result of this study is limited to Company XYZ and is not generalizable to any 

other organization. 

• Since management and hourly employees were not interviewed during this 

assessment process, it will not be possible to verify that any/all of Company XYZ’s 

current policies are being followed as stated. 
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Chapter IV: Results 

The purpose of this study was to evaluate the fleet losses as well as risk control practices 

that Company XYZ utilizes. In order to achieve this purpose, the following goals were 

established: 

• Analyze past motor vehicle crashes to determine the major causal factors which 

contributed to the occurrence of such losses. 

• Analyze Company XYZ’s current fleet risk control policies and activities in relation to 

identified industry best practices.  

The methodology utilized for this study involved a gap analysis performed on Company 

XYZ’s policies/ procedures compared to what the literature review indicated to be the best 

practices of the industry. An analysis was also performed on Company XYZ’s loss summary 

reports for calendar years 2011, 2012 and 2013. 

Presentation of Collected Data 

Data collected was analyzed according to the two goals of the study. Sub-sections 1.1 to 

1.7 represents the first research goal which involves an analysis of past motor vehicle crashes to 

determine the major causal factors which contributed to the occurrence of such losses. Sub-

section 2.1 represents the second research goal which involves analyzing Company XYZ’s 

current fleet risk control policies and activities in relation to identified industry best practices.  
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Goal 1: Collected Data 

Table 3 

Goal 1.1 Total number of accident listed on the incidence report between 2011 and mid 2013 

Variables Number of Claims (83) 

Company 1 1 

Company 2 3 

Company 3  4 

Company 4 5 

Company 5 1 

Company 6 3 

Company 7 6 

Company 8 2 

Company 9 4 

Company 10 5 

Company 11 2 

Company 12 2 

Company 13 2 

Company 14 25 

Company 15 2 

Company 16 9 

Company 17 1 

Company 18 3 

Company 19 3 
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Table 4 

Goal 1.2 Number of vehicle crash / collision by month between 2011 and mid 2013 

Month Number of vehicle Crash/Collision (80) 

January 5 

February 6 

March 6 

April 8 

May 15 

June 13 

July 10 

August 2 

September 6 

October 2 

November 6 

December 1 

The loss summary indicates that between 2011 and mid-2013, a total of 80 vehicle 

accidents were recorded. The cause of two incidents were not clearly stated in the loss report and 

the remaining one was due to a hard rock hitting the wind-shield. As indicated in Table 3, a total 

of 83 claims were settled by the company during this time frame. This signifies that for every 

vehicle accident there is a potential claim to settle. Companies 5, 7, 10, 14 and 16 experienced 

the greatest number of vehicle crashes, which is an indication that these segments of the 

organization are in need of significant risk assessment and control-based measures. As presented 

in Table 4, the highest number of crashes were recorded during the months of May, June, July, 
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which is an indicator of heightened vehicle use as well as employees being initially unfamiliar 

with operating the fleet vehicles. 

Table 5 

Goal 1.3 Cost of crash / collision by month between 2011 and mid 2013 

Month Cost of Crash/Collision ($) 

January 78,858.90 

February 90,494.18 

March 13,766.18 

April 80,867.78 

May 149,665.24 

June 71,057.74 

July 108,046.72 

August 17,723.12 

September 70,101.39 

October 1,231.30 

November 11,081.29 

December 4,183.92 

The highest amount of money which was paid due to vehicle crashes was during the 

summer seasons as indicated in Table 5. Based on this study, the costs incurred due to vehicle 

accidents during the month of September, January, and February were substantial. However the 

frequency at which crashes occurred during the winter season is lower compared to that of the 

summer season. The high losses which were due to motor vehicle accidents (MVAs) during the 

month of January, February and September were the result of a limited number of crashes which 



69 

involved multiple vehicles hitting each other from behind. The amount of money spent covering 

the cost of MVAs during the summer season was the result of numerous accidents (a higher 

frequency).  

Table 6 

Goal 1.4 Crash /collision type 

Type of Crash  Number of Crash (80) Percentage 

Backing 7 9% 

Rear-end 49 61% 

Intersection 4 5% 

Roll-over 1 1% 

Hit stationary object / debris 3 4% 

Other forms of crashes and / or accidents 16 20% 

Rear-end accidents were identified as the most common type of crash as indicated in 

Table 6 and represent more than half of the total accidents recorded. Nine percent of the recorded 

incidences were due to an employee backing up from parking area and hitting another vehicle. 

Other forms of crashes and / or accidents as represented in Table 6 are the result of causes which 

were not clearly stated in the loss summary report. A significant number of crashes were 

recorded under this category. As portrayed in Table 7, out of the 83 accidents recorded in the 

loss summary report, information regarding the number of injuries sustained was mentioned in 

only four incidents. There were no injuries in two of the accidents while the other two indicated 

injuries. Ninety-five percent of the accidents did not indicate the number of injuries which were 

sustained during the calendar years of 2011- 2013.   
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Table 7 

Goal 1.5 Number of injury accidents 

Accident Injury Number (83) Percentage 

Single 2 2% 

Multiple - 0% 

Undetermined 79 95% 

No injuries 2 2% 

Only one of the vehicle crashes indicated that the vehicle was utilized for personal 

purpose as presented in Table 8. Since workers are only allowed to operate company vehicle to 

execute organization’s duties, data indicates that 95% of vehicle crash/collision incidents 

occurred while employees were performing company business. As indicated in Table 9, the loss 

summary report provided limited information regarding the presence or absence of passengers in 

the vehicles which were involved in recorded crashes between 2011 and mid-2013.  

Table 8 

Goal 1.6 Vehicle(s) utilized for personal purposes 

Vehicle utilized for personal purpose Number (80) Percentage 

Yes 1 1% 

No 3 4% 

Undetermined 76 95% 
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Table 9a 

Goal 1.7a Company vs non-company passengers in vehicle 

Company Passenger Number (80) 

Yes - 

No - 

Undetermined 80 

Table 9b 

Goal 1.7b 

Company Passenger Number (80) 

Yes - 

No - 

Undetermined 80 

Goal 2 Collected Data 

Company XYZ’s fleet vehicle policy was assessed based on 11 of the industry’s best 

practices which were identified in the literature review (see Table 10). This analysis was carried 

out by utilizing the previously developed fleet assessment template which is found in Appendix 

F. Table 10 below compares industry best practices as well as legal requirements with Company 

XYZ’s fleet risk control activities in order to identify possible performance-based gaps.  
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Table 10 

Goal 2.1 Company XYZ’s fleet risk control practice compared with industry best practice. 

Element Best Practice and / or Legal 
Requirement 

Company XYZ 

Fleet Vehicle Policy Policy must be communicated to 
all employees, supervisors, and 
top management. 
 

Yes 

 Safe operating procedures which 
employees must follow during 
their designated duties are present 
 

No 

 Establishes management 
expectation of employee’s 
compliance to safety programs 
and all applicable states and 
federal laws. 

Yes 

 Policy is reviewed annually. Yes 

Assign responsibilities 

 

All levels of management should 
be involved in and held 
accountable for program 
development, implementation and 
management. 

No 

Drug and alcohol testing  

 

On a periodic basis, drivers 
receive training regarding the 
effects of alcohol and controlled 
substances and safe vehicle 
operation. 

Yes 

 Pre-employment, reasonable 
suspicion, post-accident, random, 
return to duty and follow-up tests 
are performed as required by 
Omnibus Act.  

  Yes 

Emergency equipment Vehicles are equipped with 
appropriate emergency equipment 

No 
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 in the event that the driver 
experiences mechanical difficulty 
or a crash on the road. 

 At least a fire extinguisher, 3 
reflective triangles and spare fuses 
are present in each vehicle 
[FMCSA (2013) and Minnesota 
DOT (2012)]. 

Yes 

Vehicle Inspection and 
maintenance 

Vehicles are inspected pre and 
post trip on a regular basis 

 Yes 

 Periodic vehicle inspections are to 
be performed 
 

 Yes 

 Vehicle servicing is to be 
performed 
 

Yes 

Driver selection Fleet vehicle policy recommends 
up-to-date educational and 
physical requirements for all 
driver-related positions. 

 No 

 A MVR from each state where a 
driver holds motor vehicle 
operator’s license during the 
preceding three years. 

  Yes 

 A driver’s road test performed. Yes 

 Annual review of the driver’s 
MVR are to be performed. 

Yes 

 A road and skill test is to be 
performed. 

Yes 

 One-on-one interviews with 
applicants are to be performed. 

Yes 

 Employee are to annually disclose 
violations of motor vehicle traffic 
laws and ordinances. 

Yes 
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Driver discipline Applicable to all levels of 
management and employees. 
 

No 

 Implemented as needed Yes 

 Documented in the driver’s 
personnel file. 

Yes 

Driver training Initial training performed for new-
hires. 

Yes 

 Refresher training performed on a 
routine basis. 

Yes 

 Remedial training is performed 
for drivers who are involved in 
crashes or receive moving 
violations. 

No 

 On-going training is performed 
when equipment changes occur. 

No 

 Training is constantly revised in 
terms of audience reaction, trainee 
success on the job and the 
changing needs of fleet. 

No 

Recordkeeping Documentation is maintained of 
all activities within an 
organization, such as driver 
qualification file, training record, 
driver discipline record, drug and 
alcohol testing results, vehicle 
maintenance records, accident 
reporting analysis and corrective 
actions. 

Yes 

 Assigned responsibility for safety 
activities and/or results to 
departmental heads or unit 
supervisors. 

No 

 Incident rates are maintained No 
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 Documentation of all activities 
within an organization must be 
valid, consistent and uniform. 

Yes 

 Capable of producing reliable 
statistical information. 

No 

 Maintained in a secure location 
with controlled access. 

Yes 

Accident reporting and 
investigation  

Availability of accident reporting 
kits in all vehicles. 

Yes 

 Designated person or office to 
which the driver must report the 
incident 

Yes 

 Incident review and analysis is 
expediently performed by 
designated person(s) to identify 
the root cause(s) and any 
contributing factors. 

No 

 Corrective actions are developed 
and presented to management.   

 

No 

Company XYZ’s fleet policy may be described as a general overview of necessary 

regulatory requirements to maintain the organization’s fleet vehicle operation. It touched on 

appropriate procedures vehicle operators should follow in order to minimize vehicle accidents, 

reduce personal injury and property loss claims. However key compliance which were identified 

as industry best practices were not adequately applied. Based on Company’s XYZ’s policy, 

following is a summary of observations which stemmed from the completion of assessment 

template which is located in Appendix F:  

• Industry best practices suggest the inclusion of operating procedures in a policy, 

however, Company XYZ’s fleet written policy does not incorporate procedures which 
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employees must follow during their designated duties. As stated in the literature review, 

the absence of definite safety procedures may render a standard fleet vehicle operation 

less effective.  

• Company XYZ’s drug and alcohol testing policy addresses the necessary testing 

requirements and thus is in reasonable alignment with the FMCSA regulation, but the 

post-accident testing process is not performed on all vehicle operators who are involved 

in crashes with minor injury which does not require medical evaluation. Employees are 

also not advised of the requirement to remain readily available for a test after an accident 

and thus not consume alcohol. The FMCSA requires a post-accident alcohol and 

controlled test as soon as practicable following a vehicle crash incident. Therefore the 

severity of employee injury should not determine whether or not to carry out a post-

accident testing. This procedure may assist to identify the root cause of the accident in 

order to prevent re-occurrence.  

• At least three reflective triangles, a fire extinguisher and spare fuses are required to be in 

each company vehicle, however the policy does not state all the listed regulatory 

emergency equipment (indicated in Appendix F) a driver should possess in the company 

vehicle to assist in the event of mechanical difficulty or a crash on the road. As stated in 

the literature review, an emergency kit is essential in all company vehicles to effectively 

prepare a driver for urgent roadway situations. This may assist to increase safety, reduce 

stress, and assist driver to recommence his/her trip back on the road within the shortest 

time frame.    
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• Vehicle operators carry out the pre and post trip inspection on daily basis. Based on 

Company XYZ’s policy, an annual inspection is also carried out in compliance with the 

DOT’s requirements. 

• During the driver employment procedure, a road and skill test is performed as a basis for 

employment. Company XYZ’s driver selection process ensures that all the listed 

documentation in Appendix F are contained in the driver qualification file. A road test is 

particularly important with the type of vehicle the employee will be operating in order to 

determine driver’s overall skills. This best practice assists to remove problem drivers 

from the highway and encourages continuous monitoring of driver performance on the 

road which helps to improve the quality of vehicle operators. 

• As stated in the literature review, driver discipline discourages employees from engaging 

in organizational misconduct and also provides workers the opportunity to correct unsafe 

behaviors. Therefore, the practice of permitting a level of leniency on various workers 

such as managers or foreman could be detrimental to maintaining safe driving behaviors 

and should be avoided. Driver discipline should apply to all levels of employees. 

• Company XYZ does not have a remedial training program which addresses the type of 

accident an employee is involved in. However this guidance is essential in order to 

discuss techniques which will assist in preventing a re-occurrence of similar incidence. 

The rear-end collision was identified as the most common type of crash, a remedial 

training which focuses on the prevention of such accidents will assist to eliminate this 

type of incident. The refresher training is also carried out once a year. As stated in the 

literature review, OSHA recommends continuous training because experienced drivers 
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may become complacent and thus begin to develop unacceptable driving habits. Regular 

training is an ideal reminder for the execution of safe driving practices. 

• Company XYZ’s recordkeeping procedure do not include documentation of vehicle crash 

incident rates. This is an indication that little or no attention is paid to reduce the loss rate 

within Company XYZ which is detrimental to the growth of the organization. As stated 

in the literature review, detailed information regarding accidents which have occurred 

within the organization should be maintained in order to determine the cause of incidents 

and develop measures to prevent possible re-occurrence vehicle related loss. The loss-

summary report utilized for this analysis was not properly detailed. This non-

comprehensive level of vehicle accident recordkeeping indicates the need to mentor 

vehicle operators on how to develop a comprehensive auto incident report.  

• The Canadian Center for Occupational Health & Safety (CCOHS) indicates that the 

identification of the root cause of an accident assists in developing measures that prevent 

re-occurrence. Thorough analysis of accident information, organizations are able to 

identify possible malfunctions in vehicles, identify inadequate circumstances that led to 

an accident, and carry out necessary adjustments and repairs. Company XYZ’s policy 

clearly indicates that accident reviews and analysis are not carried out in the organization. 

Therefore it is unlikely that corrective measures are developed or presented to the 

management for implementation.     
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Chapter V: Discussion 

A significant increase in the number of Company XYZ motor-vehicle crashes (MVC) 

indicates that inadequate risk control practices are occurring in the organization’s fleet vehicle 

operation. Hence, the purpose of this study was to evaluate the fleet losses as well as risk control 

practices that Company XYZ utilizes. In order to achieve this purpose, the following goals were 

established: 

• Analyze past motor vehicle crashes to determine the major causal factors which 

contributed to the occurrence of such losses. 

• Analyze Company XYZ’s current fleet risk control policies and activities in relation to 

identified industry best practices.  

The methodology utilized for this study involved a data analysis on loss summary reports for 

calendar years 2011, 2012 and 2013. A gap analysis was also performed on Company XYZ’s 

policies/ procedures as it relates to the development of appropriate preventive measures 

commensurate to what the literature review indicated to be the best practices of the industry. This 

chapter presents the study’s findings, conclusions, recommendations and areas of further 

research. 

Major Findings and Conclusions 

 This section focuses on the findings obtained in reference to the two research goals. The 

first research goal involved an analysis of past motor vehicle crashes to determine the major 

causal factors which contributed to the occurrence of such losses is sub-sectioned into seven 

categories (Goal 1.1 to Goal 1.7). The second research goal involved analyzing Company XYZ’s 

current fleet risk control policies and activities in relation to identified industry best practices 
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(Goal 2.1). The following are major findings and conclusions obtained from the performed data 

and gap analysis: 

Goal 1.1 Total number of accident listed on the incidence report between 2011 and 

mid 2013. A total of 83 incidents were listed in the accident report between 2011 and mid 2013 

in which Companies 4, 7, 10, 14 and 16 had significantly high accident rates as compared to 

other companies. It is quite possible that more than 83 incidents occurred during the calendar 

years 2011, 2012, 2013. There is only one auto claim specialist handling the MVA cases of 

Company XYZ’s over 40 small to medium-size sub-companies. It may be concluded that not all 

the incidents are reported or written in the loss summary record. Also, since remedial training is 

not based on near-misses or minor accidents, the need to report such incidents might be 

irrelevant to employees. A recordkeeping procedure with no reporting of on incident rates does 

not inform Company XYZ of the frequency that loss occurs and the probable crucial need for 

implementation of preventive measures. This is against the recommendation of ANSI (2012) 

which suggests that organizations should collect data and calculate rates in order to track safety 

performance over time. The effectiveness of procedures in an organization may be gauged by 

monitoring the rates of incidents. It may be concluded that essential information required to 

perform a loss analysis in order to improve fleet vehicle operation is not on record. 

Goal 1.2 Number of vehicle crashes / collisions by month between 2011 and mid 

2013. A total of 80 vehicle crashes/collisions were recorded between calendar years 2011-2013. 

Performing task functions in a certain area of specialization in addition to the critical task of 

operating a motor vehicle may be quite exhausting for workers, and thus this could be a reason 

for the increased accident rate. Forty-eight percent of the number of vehicle crashes / collisions 

occurred during the months of May, June and July. A higher number of construction activities 
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are performed during the summer season and employees tend to be move more frequently from 

one client site to the other during this period. Also, employees seem to work more hours during 

summer season due to longer days. It may be essential for the company to consider employing 

other individuals to perform driving functions rather than have one individual perform two 

critical functions. Traffic accidents often occur when significant numbers of people are on the 

road. There are a high number of road users during the summer season due to school holidays. 

People also tend to move around more often due to the beautiful weather condition. While 

workers carry on with their day-to-day activities of moving from one client’s site to another, a 

bulk of young non-professional drivers on school holidays are present on the roads during this 

period. It could be concluded that employees are at a higher risk of accidents during the summer 

season due to the number of inexperienced drivers on the roads. Defensive driving practices 

should be proactively utilized by vehicle operators to help anticipate crash situations and make 

well informed decisions based on environmental conditions and actions of other road users. 

Goal 1.3 Cost of crash / collision by month between 2011 and mid 2013. High losses 

were incurred in the months of January and February due to vehicle crashes. Of the crashes 

which occurred during the month of February, a single crash that led to multiple vehicles hitting 

each other from behind incurred significant amount of lost money. A major contributing factor to 

this and other winter-based crashes might be slippery roads due to adverse weather conditions. 

Thus, there may be the need for intensive training on defensive driving in order to prepare 

vehicle operators for against the risk of collisions in adverse road conditions. Substantial amount 

of money is lost due to vehicle crashes on a monthly basis. Since an accident analysis is not 

performed after each accident, the organization might not be promptly informed of the 

significant amount of money being spent on the occurrence of claims. It is also a plausible that 
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claimants may be demanding compensation for unnecessary cost which could have been denied 

if information obtained from an incident analysis was available. 

Goal 1.4 Crash /collision type. Sixty-one percent of all the collisions were rear-end 

accidents which are well above half the total number of crashes recorded. This implies that 

employees lack the required knowledge to avoid the occurrence of this type of incident. The 

proximate cause of this may be due to employee speeding and following too closely behind 

another vehicle. The absence of remedial training to correct repeat offenders may also be a factor 

that contributes to the high rate of rear-end accidents. Training should focus on the importance of 

maintaining considerable driving distance between vehicles by a gradual close-in when 

approaching another vehicle, sustaining a four-second following time, and ensuring visual view 

of the rear tires touching the road when behind a vehicle (Mottola, 2012). Rear-end crashes incur 

a significant amount of cost on the repair of company vehicles as well as others involved in the 

incident. In various cases, a rear-end accident at minimal speeds as low as eight miles per hour 

may cause serious body injury, and therefore, a significant amount of money may also be spent 

on treating the incident victims. This explains the high cost incurred in the month of January and 

February due to rear-end accidents. Distracted driving is also a major cause of rear-end 

accidents. This is attributed to vehicle operators engaging in other activities while driving such 

as mobile phone usage, eating or drinking, reading, smoking, and operating global positioning 

system, mp3, CD, and / or DVD players. Based on the recommendation of ANSI (2012), the 

organization should have a policy regarding the control of potential distractions while driving 

and perform periodic training to inform drivers of the impact that distracted driving can have on 

safe vehicle operation. Seven of the crashes occurred while the vehicle was in reverse (backing). 

Accidents which occur while vehicle operators are reversing or backing out of a parking space 
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are typically caused by inadequate use of the rear view mirror. Many drivers do not consider a 

need to utilize this tool effectively due to a sense of overconfidence in their driving skills. 

Vehicle operators should cultivate the habit of seeking for assistance from others while backing 

in order to prevent the occurrence of a crash. Twenty percent of the MVAs were due to other 

forms of crashes which were not properly explained in the loss summary report. The need to 

state the type of collision in a loss summary report cannot be over emphasized. Preventive 

measures are typically developed based on the type of accidents which frequently occur. A loss 

summary report should state all necessary information sufficient to carry out an effective 

accident analysis.  

Goal 1.5 Number of injury accident. The number of injuries sustained was mentioned 

in only four incidents. It is probable that employees do not report all injuries that occur in various 

accidents. In the data obtained, information regarding injuries sustained was mentioned in only 

four incidents. The loss summary report indicates there were no injuries in two of the accidents 

while the other two incidents recorded wounded victims. Considering the high rate of rear-end 

accidents, it is not realistic to conclude that only two accidents resulted in injuries. Serious body 

injury often occurs with rear-end accidents at speeds as low as eight mile per hour. It is important 

to note that the minimum speed limit on most highways is 40 mph. This is an indication that 

most accidents occur at speeds well above eight mile per hour. It is also possible that several 

injuries were not recorded because bodily-harm was not apparent immediately after the accident. 

While data indicates the frequency of injury as low, the severity of the two injury-related 

accidents could be described as high because victims involved in the crash were likely 

transported to the hospital for immediate medical treatment. It was observed that minor injury 

was not included in the summary report which is an expense covered by Company XYZ. This is 
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an indication that the amount of money spent on vehicle-based losses may be more than what is 

recorded. Irrespective of the severity of an injury, employees must be prompted to report all 

forms of bodily-harm which are caused by vehicle crashes. This will aid in an accurate analysis 

of accident reports as well as development of proper presentation-based recommendations.  

Goal 1.6 Vehicle utilized for personal purpose. The policy states that Company XYZ 

will not be responsible for accidents on vehicle operated outside the normal business hours or 

utilized for personal purpose. While only one accident occurred when a company vehicle was not 

being utilized for business purpose, ninety-five percent of the accidents occurred when company 

vehicle was utilized for business purpose. It is possible that drivers are less concerned about 

preferred driving behaviors while performing company activities since the organization will be 

responsible for any loss incurred. This is an indication that employees may disregard an 

organization’s safe driving procedures, and thus the significant difference in the number of 

accidents occurring while the company vehicle is being utilized for company duties as compared 

to non-business activities. It could be concluded that vehicle operators drive more carefully while 

using a company vehicle for non-official purposes.  

Goal 1.7 Company vs non-company passengers in vehicle. The loss summary report 

did not indicate the involvement of passengers in any of the accidents, and thus appears that 

more emphasis was placed on the vehicle operators. Detailed information regarding a crash 

including all the victims will assist to perform an accurate data analysis which will aid to 

optimize the effectiveness of an organization’s safety program. Precise information also provides 

an opportunity for management to set goals in order to improve its operating procedures. 

Therefore, vehicle operators should be required to provide details of all the passengers involved 

in a crash as well as other relevant information. 
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Goal 2.1 Company XYZ’s fleet risk control practices compared with industry best 

practices. Company XYZ has a written fleet policy, but it does not contain generic safe 

operating procedures which drivers should follow during their designated duties in order to 

achieve organizational goals and continuous process improvement. Safety should to be managed 

like other company function but there is no assigned responsibility for safety activities and/or 

results to departmental heads or unit supervisors. As indicated in Chapter II of this study, the 

responsibility for monitoring and reporting the performance of a road transport system (RTS) 

management requires the participation of all employees. However not all levels of management 

were involved in or held accountable for program development, implementation and 

management. It was also observed that the policy does not state if vehicles are to be equipped 

with appropriate emergency equipment in the event that the driver experiences mechanical 

difficulty or a crash on the road. 

The primary objective of a driver selection process is to hire skillful applicants that are 

highly qualified for the task description, however, the policy does not enforce educational and 

physical requirements for all driver-related positions as an employment condition. While a fair 

corrective program ought to be established in order to address the occurrence of various driving 

violations, driver discipline is not indicated in the policy to be applicable to all levels of 

management and employees. 

Remedial courses should focus on the type of accidents the drivers have experienced in order 

to suggest corrective techniques and from such. However, Company XYZ does not perform this 

type of training for drivers who are involved in crashes or receive excessive moving violations. 

A periodic review on a company’s training methods should be performed to determine the 

overall effectiveness. However training is not constantly revised in terms of audience reaction, 
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trainee success on the job and the changing needs of the fleet. On-going training is also not 

performed when equipment changes occur. 

Organizations should collect data to calculate rates for tracking safety performance over time 

and thus determine the effectiveness of procedures, but for Company XYZ, crash incident rates 

are not maintained. A precise organization should also ensure consistency and validity of 

statistical information regarding organizational incidents, however, data which could better assist 

Company XYZ in the analysis of accidents is not on record. Corrective actions to prevent 

possible re-occurrence of accidents are not developed or presented to management because 

incident review and analysis are not expediently performed by designated person(s) to identify 

the root cause(s) and any contributing factors.  

Based on the above results obtained from the comparison of the fleet risk control procedure 

in Company XYZ and industry best practices, a significant gap in operational approaches was 

identified. This difference might be due to insufficient knowledge of effective fleet vehicle 

management practices with regard to vehicle crash follow-up and preventive measures among 

policy writers at Company XYZ and/or the absence of sufficient data to inform the organization 

of the need to align its fleet risk control procedures to align with industry best practices.  

Company XYZ’s disposition towards its significant loss rate may be regarded as passive since 

proactive measures do not appear to be enacted to prevent the re-occurrence of accidents. Rather 

than concentrating on analyzing accidents in order to develop control measures as well as its 

implementation, non-proactive organizations accept incident occurrence as a norm. However the 

collective effort of all levels of management to increase awareness towards performing industry 

best practices in Company XYZ will likely aid in process improvements and decrease the rates 

of loss. 
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Recommendations 

This study suggest the implementation of the following recommendations which will likely 

minimize the occurrence of vehicle crashes and reduce the rates of loss in Company XYZ.  

 Develop of fleet vehicle policy which aligns with industry best practices. 

• Establish agreed-upon safety procedures which renders an effective and efficient fleet 

vehicle operation.  

• Outline the need to perform a root cause analysis on all vehicle crashes. 

 Develop a comprehensive training program which deals with every aspect of safe driving 

behavior. 

• Vehicle operators should be trained on defensive, distracted and aggressive driving 

procedures. 

• Vehicle operators should receive effective training on backing techniques with emphasis 

on the use of rear-view mirrors.  

• Encourage employees to assist each other while backing or else seek other competent 

assistance. 

• Perform remedial training with drivers who are involved in a crash. 

• Carry out on-going vehicle specific training for all employees.  

• Evaluate the effectiveness of all training that is performed for all employees. 

• Perform regular updating of training materials based on evaluation reports and other 

necessary factors. 

 Administer post-accident drug and alcohol testing irrespective of the severity of the injury. 

 Ensure a well written educational and physical requirement for applicable task descriptions. 

 Perform regular accident analysis and necessary follow-up activities 
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• Develop accurate and detailed loss summary reports for effective incident analysis. 

• Report all near miss incidents in the identical manner as accidents. 

• Report all accidents irrespective of the severity of injury. 

• Include the names of every passenger involved in a crash on the report. 

• Develop a proactive attitude by visiting on the scene of the accident rather than 

depend on the police reports alone for the analysis.  

• Designate and train individuals to perform incident review and analysis on accident 

cases in order to identify the root cause(s) and any contributing factors. 

• Develop and present needed corrective actions to management.  

• Evaluate the effectiveness of recommended corrective actions. 

 Recordkeeping should include all incident rate data and statistical information which is 

required to effectively monitor safety performance and tangible outcome such as the number 

of accidents and the amount of dollar loss. The following data should be included in the 

records: 

• Incident rate based on the number of vehicles operated 

• Incident rate based on total vehicle mileage 

• Injury incident rate based on the amount of vehicle mileage 

• Incident rates based on the service activity 

• Motor vehicle injury rates based on the number of employee work hours 

 All regulatory required equipment should be in all company vehicles. 

 Perform a study to determine the feasibility of employing more drivers rather than have 

employee perform two separate functions (i.e. driving and heavy equipment work) during 

the summer. 
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 Perform a study to determine the feasibility of employing more auto claims specialists to 

handle Company XYZ’s vehicle crash incidents. 

 Establish a shared responsibility of Company XYZ’s fleet risk control program among 

every level of management. 

Recommendation for Further Research 

Recommendation for further research may be conducted in the following areas: 

• Evaluate the level of employees’ compliance to Company XYZ’s policies 

• Compare Company XYZ’s fleet risk control procedures with another organization in a 

similar industry. 

• Research the exact time of the day in which the highest number accidents occur. 

• Research the rate of substance abuse among Company XYZ’s drivers. 

• Examine the extent that distracted driving has on the organization’s accident rate(s). 
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Appendix A: Accident Reporting Form 

 

 

  

MOTOR VEHICLE Ple!lse re!ld the INSTRUCTIONS; S..Cti<>ns I tl..-u IX""' f~le<l QVt by 11-.... v<>hid~ opmot<>r. S<>cti<>r> X, IW!ns 72 
ACCIDENT REPORT Privacy Act State- thru 82c are filed <JUt by the <>perator's superviS<>r. Sections XI tiYu XIII are filled oo..c by an 

ment on Pall" 3 . eccider>l inwesli9Bl« f« bodily in)'-"Y, falali lv. andl<>r damagoe ex<:eeding >$500. 

S ECTION I -FEDERAL VEHICLE DATA 

4o. DfPAIUM ENTiFEDERAI. AGENCY PERMANENT OFRCE ADDflESS 

!;. TAG OR IDENTIFICATION NIJMBCR 

, OESCRJEE VEHICLE DAMAGE 

6-EST. 
$ 

10- SU.T BB.TS U&D 
D YES D NO 

SECTION II OTHER VEHICLE DATA (Use Section VIII it additional space is needed J -
12. DRIVER'S NAME fl.a.st_. first..,. middeJ _1 13. DRIVER'S UCENSE N..JMBER/STA TE/LIMITA TIONS 

I""· DRIVER'S WORK ADDRESS 141>. WORK TEllPHONE NIJMBER 
( ) 

1 5e. DRIVER' S HOME ADOAJESS 15~. HOME TELEPHONE NIJMBER 
( ) 

16. DESCR1BE VEHIC LE DAMAGE 17 ESTIM ATED REPAIR COST 
$ 

1 9 . YEAR OF V EI-UO..E '19. M AKE OF V EHICI..E 120. MODEL OF VEHICLE ;21. TAG NUMBER AND STATE 

.22o. DRIVER' S INSUIIANC£ COMPANY NAME AND ADORE$ .22b. F'Ct.JCY NUMBER 

;22c. TELEPHONE NUMBER 
( ) 

;23. VEHICLE IS 124o. OWNER'S NAME(~ (Last, first, midde/ 2 4b. TELEPHOI'£ NUMBER 

D co-ovvNED D RENTAL 

U ~EMED u FfliVATEI.Y~D ~ ) 

25. 0\Met'SAODRESS(~ 

SECllON Ill - KILLED OR INJURED (Use Se-ction VIII if additions/ space is needed J 
26. NAME (Last, first, middel 127. SEX 128-MTE OF B!RTf< 

2'9. ADD= 

A 30. MAFIK •x: IIN TWO APPROPRIATE BOXES , 131. IN WHICH VEHICLE 132. LOCATION IN VEHICLE 133 ARST A.1D GIVEN BY D KILLED u ORIVffi u PASSENGER. Cl FED 

D INJURED D HElPER D PEDESTRIAN D OTHffi (21 

')II _ TR.ANSfl'O~TWBV ~~5- T~SPORTED TO 

313. NAME (L._~ f~, rnld{lcl 137. SEX 1'36 O • .O.TE Q F B!RTH 

39.AOORESS 

B -'~<>- MAFIK "X : ( N lWOAP!'ROPRIATE ElOXES 

1 

141-IN WHICH V"HICLE ~<t:l- LOC...TI<ll-! !N VEHICLE 143. ARST A.!O GIVEN I!Y 
D KILLED D DRIVER D PASSENGER D FED 

D ll'lJ\JRED D HELP'OR D PEDESTRIAN D OTHER 121 

"-4_ 'TRANSPORTED BY 14!;_ TRAI>ISPORTED TO 

a. NAME OF STREET OR HIGHWAY I b. OJRECTICI'l OF PEDESTRIAN (S\¥ CO/T1fi!V to IVE comel', etc..} 

I FROM ITO 

16. Pedes- c. DESCRIBE WHAT PBlESTRIAN WAS DOING AT n ME OF ACCIDENT 
trian p/ay;fl!!, w.>llrii'(J, hitci!Mrit7!J, lm:-1 

NStl 1'>1<)-00-6'*-1011 
f'rev)out~iE-on n-ot u~Se~ 

(Cross/n<g lrrrer.iectlon with signal, against signal, dlagore!.¥; lrr IOOO'way 

0 1-100 STANDARD flOAM ~1 PAGE; 1 tf'EV. 2-9'31 
~ritwed by 0!&\-FPMR 101-~-G 

IJ:S,.l.l'I"=V1.00 



99 

 

 

SECTION IV- ACCIDENT TIME AND LOCAllON (Use Section VIII if ftdditiomtl sPliCe is needed.) 

47. DATE OF ACCIDENT ~- RACE OF ACCIDENT (Slreer address, city, -~ ZJI' ~Nearest lan:Jm8tlt; Distance nedrest irrtersecrkJn: Kind of locality 
liM<l:;tri.Y, ~=, rc:ncntiol, oPCI' C<X/711'1Y, etc./; 11:1a<1 <lcllil/iptbnl. 

49. TIME OF ACCIDENT 
AM 
PM 

_,50'-=--. !!.IN"'D"'IC"'-A.;.:TE_,_,O"-'N'-::llii!.!..!!.S~D,_IA"'G"'RAM'-7--'-'-'H.!.!O'-'W"--!.T!..!H,.,E: '-'A"'C~C"'ID"'-E:!.!NT.!...!.!HAP~P_,E:"""'N"'"E:D"'--------------15 1 . POINT OF IMPACT 
use one of these outlines rr> sketch the (Check one tor 
~"::.e n street or /llgflway ,.,.. each vehicle} 

a. /WmtJor F-1 110/l.<d•" I, t>tlw ~ I U \\ 1 1 ~ vehiCle IS 2, a~flit;cr!fl vehiCle as 3/JM FED 2 AREA 
shaw <flrectbn of tfiJvel w ith arrow. 

1 

\ 

1 

1--+-----+-=~ 

ExNf"Pie; --IT><.]]-- a. rnoHT 
b. Vg ~~;~ r,. 10 ~how pe.U> /---- - - --~ - -- -- --\--- -- -- -- I - - --------... f--1f--l-=-b.:..:II.:'.:.::FI'\>;;M":::=.=-
~«tio~~ an~ \ I -
tlleQcc;<lent ---- ----- -IT> ~ I .--I ----,\ \ ,\ I I ~ ~: ~RONT 

c. Show pe<lesuian by ---0 f--1f----i.:....;=:..:.... __ 
f--1f----l~··~ll.~~~~­

d. Show railroad by 

t . Plae'!l ill'<)W in 
lhis circle 1D 
in::Jica1e NORTH 0 

f. L.~ 

0- 11. SID£ 
h. L $IDE 

SECTION V • WITNE:SSIPASSENGER (Witness must fill out SF 94, Statement of Witness} (Con'linuein Section VIII.) 

SG. BUSINESS A~ 

154- V.ORK TEL.Ef'I-IONE NIJMil!:R I ( 5. HOME TEI..Ef'!-IONE NUIIASER 

A~--------------------. ~ I ( I ________ _ 
I~· HOME -l!)l)f!£$$ 

53. NAME tLast. first, middle! 

I ~9. v.oAK TEI.B'HONe NUMBEI'I I so. HOME TEL.fi'HONE NUMilB'I 

8~------------------. ~ I I< '-------
1 t>2 HOME 1\DDFlESS 

~8. NAME tLast, tlrsr. miJdlei 

6 1. BUSINESS ADDflESS 

SECTION VI - PROPERTY DAMAGE ((),se S«rion VIII if ftdditioml spttee is neecfed.) 
633. HAM[ or ov.Ntn: I &3b. or n ee TCLCI'IIONt NIJMDC.n: e3c. l iOMt TCLCI'IIONt NIJMDC.n: 

I( ' t ) 
6 3d. BUSli'ESS ADDRESS 163e. HOME ADDA£SS 

61 a. NAMi OF IN$IJRAHa COMPAHY 61o. POUCY Ht.t.lli!ER 

65. ITEM DAJvW;ED lfl"'-""..J.'""" nr.Al!l.illTI.-.....,._,1 nu:F..J.!.!! " ' ""'.r.""'-'FI">'-1· ITA<J..WL_ ________________________ -j67. ESTIMATED CQI>T 

I $ 
SECTION VU- POUCE INFORMATION 

68a. NAME OF POLICE OFFICER 68b. BADGE NUMBER 

701>. VIOLA TION{SI 

!fEV. 2·S31 
VSAPPC V1.00 
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SECTION VOl- EXTRA DETAILS 
SPACE FOR DETAIUDAHSWERS. INillC.ATE S EC n ON AND ITEM HIJMI!ER FOR EACH ANSWDI. IF MORE ~CE IS NEEDED, CO«TTNUE ITEMS ON PlAIN ll()ND PAPER. 

SECTION lX- FEDERAL DRIVER CERllACATION 
In compliance> with the Privacy Act of 1974, solic itation of the information requested on lhis f<Jrm is authorired by Title 40 U.S.C. Section 
491. Disclosu'& or the in.formaticn by a Federal employee- is mandlatory as the first step in. the Government's investigation of a molOI' 
vehicle acci<1ent. The principal porpo<ses for usingo this information is to provide necessary data for legal counsel in legal actions r8SUti119 
from the acci<1ent ard to provi~ accident informati<Jnfstatistics in analyzing accident causes ard ~eloping mettOOs of re<txi119 
acci~ts. Aovtine use of information may be by Federal, State- or local governments. or agencies, when relevant to civil , c riminal, or 
reg .. atory iJWe-stiar ations or prosect.nions. An e-mploye-e of a Fe<leral a~y who ta~s to report accv.rately a motor vehicle accit.tent 
irMllving a Federa vehicle or woo refYSes to cooperate in the investi9<1tton of an accidem may be 5\!bject to administrative sanctions. 

I certify thin me. information on this form (Secrions llhfll VIII/ 

7 1a . NAME AND llTLE OF DRIVER 71b. OAJVER'S SIGNATURE~ DATE 

SECTION X - DETAILS OF TRIP OORING WHICH ACCIDENT OCCIJRRED 
72. ORIGIN 173-DESTINAnON 

74. EXACT PURPOSE OF TRif> 

7S. TniF' BCGAN r
TIME (c.l'c/<: ~X?<:/ 

a .m. 
p.m. 

77. AUTHORITY FOR THE TRlf> WI'S GIVEN TO THE a>ERA TOR 

n ORAllY n IN WRlllNG 1&./JSinl 

79. WAS THE TRJ P MAOE WrTHIN ESTAeLISHED w:JRKING HOUR& 

D YES D NO IE1fPiain} 

76. ACCIDENT ' DATE 

OCCURRED I 
78. WAS THERE IWf DEVIA TIQII FROM DIRECT ROUTE 

n NO n YES IEXJJ!ainl 

IC~ orw:J 
a.m. 
p.m. 

00. DID THE Of>ERA TOll, WHILE EI'ROUTE, ENGAGE IN ANY ACTIVITY OTHER 
'Tl-W-1 THAT FOR: WHICH THE TRJP·W.PS AUTHOFUZED. 

n NO n YES (EXPfainl 

8 1 
.COMPLETED SY a. DID THIS 1\CCIDE~T OCCUR W ITHIN THE EMPLOYEE'S OCOPE OF DUTY 
DRIVER' S D YES ,b. COMMCNT~ 
SUFUWISOn 0 NO I 

82a. NAME AND llTLE OF SUPeRVISOR: lib. SUf>ERVISOR' S SIGNATURE AND DATE 182c. TELEPI--Ja'IE NUMBER 

I( , 
STANOAfiO FORM ~1 PACE 3 lltla'- 2·9:31 
IJCAPP<:VI .OO 
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SECTION XI - ACCIDENT INVESTIGATION DATA 
83. DID THE INVESTIGATION DISCLOSE CONFLICTING INFORMATION. 0 n S 0 NO (If "Yes", explair1 below.J 

84. PERSONS INTERVIEWED 
NAME 

I DA~ 1: 
NAME DATE .. 

b. 

85. ADDITIONAL COMMENTS (Indicate section iN1d ftem n<mber fw eaclt comment.} 

SECTION XII - ATIAC:HMENTS 
UST ALL ATTACHMENTS TO THI:S REFORT 

6ECTION XIII - COMMENT$/ APPROVAL$ 
86. REVIEWING OFFICIAL'S COMMENTS 

87. ACCIDENT INVESTIGATOR 88. ACCIDENT REVIEWING OFFICIAL i. SIGNATURE AND DATE 

b. NAME (Rm, micld/8, lilstl 

~- TITLE 

d. OFACE 

e. OFACE TELEPHONE NUMSEII 
( ) 

a SIGNATURE AND DATE 

b. NAME (FirSL miclcf.IJ, Wtl 

c. 11TLE 

d. OFACE 

e. OFFICE TELEPHONE NUMSEII 
( ) 

STANDARD FORM 91 PAGE 4 1n:v. 2·001 
U3APPC V,.00 
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Appendix B: Supervisor’s Responsibility Checklist 

 

 

~led below - .. Ia_.. - -D >I IIMI•I .. a. (Scoloe ol "-'0 -y ftol M a-· ol 

,_......,- • - - .. - -- - -- ..... - · ._._your 
• _ _, .... - -· ........ ,. lett 

u.-1y you wGJ ,.... ,_we "' a ll ' "'" _.,.,,. Tboa .. ,__, Oo not t>e .,._,..s to~-you-.-o! C:"«' ......u " ' '"- l"""'- e-, .... -
.... c ,, .... 

t H •te 
2 AC"**)I « t-.!ac;t -lleenla 
3 RotPOn on~~......_,_ ,,...,...., ,, ·-
.. Or .... r:....,. amalo; ... 
S. ~sale..,...., • ., .._ • __ w,.a:ct _ _..,_ 
7 - a.lety (1001-1~ 
• Ce>ac;h .,.,!>..,._ 01'1 u. toe --• QlftUQI _.wy 

JO Convol ~,., 
II $1opaj00 111~ 

12 ~c::·•·· ... -.. , ,. lllllllq--.lilat.o-. ,,, .. 

I • OI><T:n>l acrap 

·~ &tal)llall ~-·ng . ......,.,'" 
Salary 
•• T..,a u<1JWde -'• e>ut of P<OductiOft 
17 ,,_,ooa•• ace-ta 
18 Estat>4s" ..._,_ - •-• 
,. ll!se>a<:l your - ~· 

:10 c.-.ct ........ -·-
2 • Co<rec:t ----· 12.. s.f"'ld ..-npacr, ••• to •N dOCtor 
Ottdp"ne 
21 -.... .... ocr...--•- ~ ~ ~.-_____ .. ,__ 
aow.ge-- , , .............. t ' .. 

--~·-,_ %7----.s J*ld 
:tel>~ ._....,.,.w_ 
» Pr ..... WOI"k K-...., ... 
:tl ~-·lc-32. ~· aut-.ty to....,.,.. 
33A .. .IIr.otua~-
• 0 2 ) •• Atl1llrw 
)4 Paca•~-"'••.._ 
l& Grllnl .......... 0C 101 I tOe 
» t.ey oil for lacll 0< .-
)7 Proc .. ,~ 
C1 r ·''en 
-"""'t~~·~.,.. ........ 
:JI MaKe .atCQail tOne tor~ .. :crrwnea• 
.. Dill •• ., t 1 

...,. .,. -d 

• • Ate+ II cP 0 " polircy 
Q_ ., .. u .. ..otk ........... 
eo.t~ 
4Reduc:ewUla .. ~ producl--
-~ -~._...s.·-
0.. 
•1 C.., 80 •040;M ........ 

---~-

Y- ... I Oa•"l ~ 
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Appendix C: Application Form 

 

APPLICAT ION FO R EMPLOYMEN T 
COMPANY STREET ADDRESS 

C liY, STATE AND ZIP CODE 

NAME 
{FIRsn (MIDDLE) ( M.-:ten Name. ~any) {LAsn 

ADDRESS HOW LONG? 
{STREEl) {Ci lY) {STATE & ZIP COO E) 

DATE OF BIR TH SOCIAL SECURITY NO. HIR E DATE 

TELEPHONE NUMBER E-MAIL ADD RESS 

PREVIOUS THREE YEARS RESIDENCY 

ti YEARS ---(STREET) {CIT't) (STATE & ZIP CODE) 

ti YEARS ---(STREET) (CIT't) (STATE & ZIP CODE) 
# YEARS __ 

{STREET) (CIT't) (STATE & ZIP CODE) 

(ATTACH SHEET IF M ORE SPACE IS NEEDED) 

UCENSE INFORMATION 
Section 383.2 1 FMCSR states "No person \vtlo operates a commercial motu- vehicle shaJI at any tirre have more than one 
<lr!ve<"s l icense". 1 oert•fy lhal l do nol have mo-e INn one moloc vehicle loe<>se, lhe h lonnaliOn focwnlch is isl e<l below. 

I 
STATE 

I 
LICEN SE NO. 

I 
iYPE 

I 
EXPIRATION DATE 

I 
DRJVJN G EXPERIEN CE 

C LASS OF TYPE OF EQUIPMENT DATES APPROXii:O. ~~ 
EQUIPM ENT IVAN. TANK. FLAT. ETC.l FROM TO M ILES OTA 

STRA IGHT TRUCK 

TRACTOR AND SEM I-TRAILER 

TRACTOR- TWO TRAILERS 

O THER 

ACCIDENT RECORD FOR PAST 3 YEARS OR MORE (ATTACH SHEET IF M ORE SPACE IS NEEDED) 

OATES NATURE OF ACCIDENT NUMBER NUMBER C HEMICAL 
f HEAD-O N. REAR- END . UPSET. ETC.l FATALITIES INJURIES SPILLS 

YES NO 

YES NO 

YES NO 

TRAFFIC CONVICTIONS AND FORFEITURES FOR THE PAST 3 YEARS (OTHER THAN PARKING VIOLATIONS) 

o~;;;,~=,!.~ED V IOLATION STATE OF V IOLATION PENALiY 
LCCATION t fa1eite<l bon<l, coUaten~ ancVa- ooW!tsl 

(ATTACH SHEET IF MORE SPACE I S N EEDED} 

A Have you ever been denied a license. permit or privilege to operate a motor vehide? YES -- NO --
If yes, eXI)Iain 

B. Has any lcense, pennl oc pl1vllege ever been suspencled oc re\IOI<ed? YES __ N O --
I f yes, eXI)Iain 
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EMP~OYMENT RECORD 
fAn ACH SHEET IF MORE SPACE IS NEEOEDl 

Apptieants that<teslre todrive lntntastate/in1erstate commerce m.Jst provide the b l owjng infonnatJOn on aUetrpbyers dutiog the previous 
three years, You must gflfe 1\esame lnlonnahon total emplOyers )Ou have <lttven a corrmerdal motor vehicte b tU'! seven years prioc to 
the htlaf three years ( total of ten years em,P~oyment record), 

Must hst the complete maUmg address. street number and name, city, st ate and Zip code. 
LASTEMP~OYER: NAME __________________________________________________ __ 

ADDRESS --------------------------------- PHONE -------------------

POSITION HE~ ------------------FROM _______ TO _______ SALARY----------

REASONS FOR LEAVING---------------------------

ANY GAPS IN EMPLOYMENT AND/OR UNEMP~OYMENT MUST BE EXPLAINED. INCLUDE DATES (MONTH/YEAR) 
ANDREASON. -----------------------------
V\'6t'$ )'OU Subject b the Foc:letll Motot Carritr Sllfoty ROI)!Aa\iOns ( FMCSRt)whie ompbyed by the pt6'1iOUI OO'l))Oytt'? Yf4 No 

Was tie l)l'e'Vbus ;ob po.t,ffiOO dMignA'ted as a safety 80nsifvel.lne-1i0ninflny DOT f'OOUI.l1ed m>d&. sub;&c-t to *<>hoi Mel ¢0~\tl(l~ed 
sub~ -~ req\8r6m6nts as tequi'ed by 49 C FR Part 40? Yet No 

SECOND LAST EMP~OYER: NAME --------------------------------------------

ADDRESS --------------------------------- PHONE ------------------

POSITION HE~ _________________ FROM ___ TO _____ SALARY---------

REASONS FOR ~EAVING -----------------------------------------------------­

ANY GAPS IN EMP~OYMENT AND/OR UNEMP~YMENT MUST BE EXPLAINED. INC~UDE DATES (MONTH/YEAR) 
ANDREASON. ------------------------------
\!\'Oro )'C)U 1\lbied. b the Fed&tll MotOI Cllt'tiorSafoty R6Q!H\i0ns { FMCSR.a}wh ie omtlbyed by the pc~OU$ OIY'pbye.f? Yes No 

Wa• tie previous ;ob I)O$iti0n d&tignated as a safety sensifve tunc-\iOnint~rry DOT togul.ated m::>c:So. sub;&c-t to *<>hOI Mel ¢00tdtd 
subaanc. tNting roQuhm6nts 411 requir6c:l by 49 C FR Patt40? Yes No 

THIRD LAST EMP~OYER: NAME --------------------------------------------------

ADDRESS --------------------------------- PHONE --------------------

POSITION HE~ ------------------FROM _______ TO _______ ,SALARY---------

REASONS FOR ~EAVING -------------------------------------------------­

ANY GAPS IN EMP~OYMENT AND/OR UNEMP~OYMENT MUST BE EXPLAINED. INC~UDE DATES (MONTH/YEAR) 
ANDREASON. ---------------------------------------------------------
Were )OU subject D the Federal Motor Carriec Safety RegLiations ( FMCSRs}whle employed by the puMous etJl)byer? Yes No 

Was t'le previous Job position des9la1ed as a safety 9enstiN'e l.lnebOn lnarry DOT regula1ed moc:te. subject to~ anct cont:mled 
sUbSianees test.ng teqUtements as reQUired by 419 CFR Part 40? Yes No 

TO BE REAO ANO SIGN EO BY APPUCANT 

I authori ze you to mak& t ure Investigation• and lnqulrlts to my p&l'$01\11, e.mploym&nt, financial Ot medleal h lttory and other 
r&lated matt&rs u may b& ne-ee-:uary I" aiTivlng at an &mploym&" td&elslo". (Gt" &rally, h'lqulriH r&galdlng m&dleal hlt tory wll 
be made only If and after a conditional offer o f employm&nt hu bH n extended.} I hereby relea.aeemployets, achoola, healh 
care providers and other pe180na from al llabBity In I'Hpondlng t o Inquiries and releasing lnfo~mation In connection with my 
application. 

In the event of employment, I understand that false ot misleading inbrmation given in my applicationo rintaMe'H(s) may restlt in 
discharge. I unclerstand, abo, that I am required to abide by a l n.«es and regulations of tle CotJl)any. 

· 1 oodersland flat Rormation I provide regarding CUTentandfor previous emrJoyers may be used, and those em~yer(s) wl be 
contac.1ed, for the pt.rposeof invest:Qamg my safety performance history as required by -49 CFR 3fU.23(d) and (e). I oodersiind fla t I 
hiVe the tight to: 

ReW!w information ptOIIiclecf by current~rev'ious emplOyers: 
Ha\-& 011'011 in th6 WonnatiOn conected by l)t'e'Y'ious omployott; Mel for f'l<»t: prfi'V'iOus omployet1 t> ,.._send tat ¢()1'1'$Cfed WonnatiOn 
t> tM pr<»pec:tivet:mpt.oye:r, •rd 
Haw a rebuttal stalementatt.adled t> the ale Qed errooeous information, i the previous emp.D)el(s) and I cannot agree o n the 
acaJrKY of the Wormation." 

DATE APPLICANrSSIG~ lURE 

This eerufles tun 1 compteled thts ~plicathn, ancl lhat al entries on~ and Wormation in~ are true anc1 complete t> the best o f my 
knoW:edge. 

DATE APPLICANT SSIGNATURE 
Note: A motor carrier may require a n applicant b ptO".ide Wotmation in addi6on b the information reqund by tle Federal Motot Carrier 
S alely Re "'*"lions. 
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Appendix D: Pre & Post Vehicle Inspection Report 

 

 

Driver's Vehicle Inspection Report 
Check Any Defective Item and Give Details Under "Remarks." 

DATE: 

TRUCK/TRACTOR NO. 

0 Air Compressor 0 Horn 0 Springs 
0 Air Lines 0 lights 0 Starter 
0 Battery Head- Stop 0 Steering 
0 Brake Accessories Tail - Dash 0 Tachograph 
0 Brakes Turn Indicators 0 Tires 
0 Carburetor 0 Mirrors 0 Transmission 
0 Clutch 0 Muffler 0 Wheels 
0 Defroster 0 Oil Pressure 0 Windows 
0 Drive Line 0 On-Board Recorder 0 Windshield Wipers 
0 Engine 0 Radiator 0 Other 
0 Fifth Wheel 0 Rear End 
0 Front Axle 0 Reflectors 
0 Fuel Tanks 0 Safety Equipment 
0 Heater Fire Extinguisher 

Flags-Flares-Fusees 
Spare Bulbs & Fuses 
Spare Seal Beam 

TRAILER(S) NO.(S) 

0 Brake Connections 0 Hitch 0 Tarpaulin 
0 Brakes 0 Landing Gear 0 Tires 
0 Coupling Chains 0 Lights - All 0 Wheels 
0 Coupling (King) Pin 0 Roof 0 Other 
0 Doors 0 Springs 

Remarks: 

0 CONDITION OF THE ABOVE VEHICLE IS SATISFACTORY 

DRIVER'S SIGNATURE-----------------------------

0 ABOVE DEFECTS CORRECTED 
0 ABOVE DEFECTS NEED NOT BE CORRECTED FOR SAFE OPERATION OF VEHICLE 

MECHANIC'S SIGNATURE---------------------DATE _____ _ 

DRIVER'S SIGNATURE ------- ---------------
DATE ___ _ _ 
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Appendix E: Annual Vehicle Inspection Report  

 

 

 

VEHICLE CONDfT'ION REPORT 
US£ YOUII 5£ATIIEU 

DATE 

l.OCAT iON (Ch y) OkGAHtZATION TRUCK or TR..t.CTOit-TAAitC:Il HUMIU~S 

ORIVEk OlUVEO 

IN$TfU.JCTIOHS: .DtNet"S wt'l p~tform ~I')' imprcriorl. A c:hKJt. ( \/) inctGtn wnisfKO)' wnditi<Jn. An -x- intrtGJt~s ~!e 01' irrprop!'f 
cond'taom. ~ <Of'rt'OeG' will t>e <irehd by ma,..age-rnet~t cenltk'f. 

INSIDE 
0 P•rking Brake (Ap.p)J) 
STAin ENGJNE 

0 Oi l Pf'e:Ssure ~ltght cw ~t.l~) 
Q Air PY.uure o r V11cuum (Gau,..) 
0 low Air or ~Q.Ium ~raing Ocvic.e (A.i.- preuur-e bel OW¥ 40 p,.; 

ch~dc" Qn pressu.re tu• d ·up. Ai r pre~ure abo....e 00 pit dept«. 
iiit un'til wamir'tg ~e wo•to:.~ . Va<v\olra ~low e inc:he). Hg. 
d 'l t'Ck on bt.atc>up. Abo•t: 8 rnthe. 1'19· de-ph~U~ v a:cuu,..._ t.~nti l 

d~f'IU WOrkt. 
C 1nstn..~rnent ~net (Telltalt lights or butt~) 
G Hom 
0 W in dd'lleid Wiper and Wa .sher 
0 Wo~t..r-Oofroc;t:Dr 
0 Uir rOO"$ 

0 Steerin9 Wheel ( Ll<<C':S) Phay) 
0 A.ppl)' Tra i ler Brat:~ in EMERGEr-tCV 
0 'T\,.I rn on ;)I tight;,. i nc:ludlng ~y f'loWJ.her 
0 ~u~ Pr-operty 
ON COM ... .A_"nnOrrS 
0 KCJOWt.. Con.-..cti.ons 
0 C.OUplmg s(Fitth Whee l. low a:t r-,.S..f rtyQ-....ar"s, Lodung IH'vk~) 

DHitGENCY £QliPMENT 
G ~ir• IOwtingu~•rot 
0 "-*9"• S~..,d.-~~. W . .unOng ~o.igt.ts. 
0 h,l !jC$ 

0 ftcflccto•~ 
0 )p~rc: eutbs 
0 Ch•ins in s..aa·,.on 
0 First Aid Kits 

"'OHT 
a tte~dighu 
C <J.ear-ance U g.hts 
0 lttcnt,ficoatton lights 
0 Tum Sign~ls an::f 4-way Flotihtr 
0 Tir~s and Wh.e~ls-logs a ad Setvice ability 

lft$40£ 
0 Re lease ,.,.-a iter Ernoerg tncy Bn.k~s 
0 Appty ~Nice Stake-air loss st..ould not e:ttftd 3 psi p tr- minvte 

on sin~e vehidei. ' psi ~r tninute on combinations 

START TIM£ 

RE:N ARKSJOTHER DEFECTS 

0£F£CTS COARECUD 

<~n;,;.,o 

I SP'ESOOMETER 

CEA'T1FIEO av 

SW£ 
l£FT RIGHt 
0 0 F\let Tw* • Ad Ca.p 
0 0 S~dcm•rtt~:-r Ligh~ 
0 0 RefiKt:On 
0 0 Tues and wrveefs..t..u.gs ~nc1 se-rnceatHirty 
0 0 Ca"J(> Tie-<iowm/Of Door> 

ttAII 
0 Tall Llghu 
0 Stop Ughc 
0 Turn S-ig.nals and 4-w•y FIHher 
0 Cleacan<e- Lights 
0 ldentifiutkln Ligh;s 
0 Reflecton 
0 T'~~'•" ::1u,d Wh••k. Lug~ and 'S.eNi<e~biiitv 
0 ft~t End Pro'te ctio n (8 UtTOpCt') 
0 U rso lic--dowru/Door'$ 

MECKANICAL OP'EM~ 
0 Eng:ne knocks. ~nis.ses, ovtfhto~ts. etc. 
0 Clutch stiP5. 9"abs. other 
0 Tr.;u·,:u-rtiuiOI"' noAy, hard <d-liftin.g~ jlJm.PS o ut of gear. othf't' 
0 Aides - noi$)'. cthet 

0 St.Hring Joost .. shi mmy, hard. other 
0 Air, oit watet. leaks 
0 Sorinas broken, ot~ 
0 BtakM no~. pull~. 'U)ft,. otlv rr 
Q Sp.ie+~UI', T~dlomcrt~H 
0 T.achogr-..,h, Spc:«< CO""Vo l ~;<n 

0 ~·------------------------------------
OTIIUI 
YB 
0 
0 

0 

0 

0 

0 

NO 
0 Equipmf!notlnsPt'Cben Enro~.>"tf! 
0 C...rgo S.eu~'ng: o..ri O*'-

0 

0 

0 

0 

ISPUDOMETER 

I OfltiVf:~"'S S.IG NATUR.£ 

DillE 

DEFECTS CORJUCT£[) DRJ'VER'S SlGNAIURf (If o.ie<U) 
0 Yts 0 No 
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Appendix F: Fleet Risk Assessment Template 

 
The company’s policy should 
indicate  

Y  N Comments 

Title- Name of policy     
Background- About the service     
Purpose & scope     
Policy statement     
Operating procedures     
Company XYZ will be in 
compliance with federal, state and 
local laws and  regulations 

    

Policy accessibility to employee at 
all levels 

    

Approved by being signed and 
dated by top management  

    

Acknowledgement by being signed 
and dated by each employee  

    

Annual policy review by 
management 

    

 
 
 
The company’s assign 
responsibility should indicate  

Y N Comments 

The policy clearly explains a 
designation of roles, responsibilities 
and level of authorities 

   

Management delegates supervisors 
for various departments within the 
organization 

   

Supervisors designate individuals 
to be accountable within each 
smaller unit 

   

Supervisors are trained to 
understand management’s 
expectations of their roles regarding 
safety 

   

Supervisors mentor designated 
individuals accountable for smaller 
units on their responsibilities 

   

The company carries out an 
evaluation to determine how well 
supervisors understand their roles 

   

Supervisors follow-up on    
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performance of representatives of 
smaller units 
Top management request for 
performance report on safety 
program activities frequently 

   

 
 
 
The company drug and alcohol 
testing should indicate 

Y N Comments 

Organization train drivers of the 
prohibitions against using of 
controlled substance or alcohol 
while on duty 

   

Company XYZ train drivers of the 
prohibitions against operating a 
company fleet vehicle while in the 
possession of controlled substance 
or alcohol 

   

Employees are tested on alcohol, 
marijuana, amphetamines, cocaine, 
opiates and phencyclidine (PCP) 

   

Company informs applicant that 
employment is contingent on the 
result being negative 

   

At least 10% of drivers are 
randomly tested each year for 
prohibited alcohol use. 

   

At least 50% of drivers are 
randomly tested each year for 
controlled substances use 

   

Company prohibits driver who 
tested positive to controlled 
substance or BAC of 0.02% or 
above, or refused to be tested, from 
performing a safety-sensitive 
function 

   

Company conducts required post-
accident controlled substances and 
alcohol tests  

   

Company advises drivers of the 
requirement to remain readily 
available for a post-accident test  

   

A driver is tested when there is a 
reasonable suspicion that he or she 
is under the influence alcohol or 
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controlled substances 
There is a measure of penalty for 
employee who test positive to 
controlled substance and BAC 
greater than 0.02% 

   

A negative test result implies 
immediate reinstatement of the 
employee’s driving privileges 

   

Prior to returning to a safety-
sensitive function following a 
positive test result for alcohol or 
controlled substances, the driver is 
required to pass a return-to-duty test 

   

Drivers who engage in prohibited 
conduct are evaluated by a 
substance abuse professional to 
determine what assistance the 
employee needs in resolving 
problems associated with alcohol or 
controlled substances use 

   

Company ensures that a driver who 
engaged in prohibited conduct and 
is returned to performing safety-
sensitive functions is subject to 
unannounced follow-up testing at 
the direction of a substance abuse 
professional  

   

Test results are maintained in a 
confidential manner 

   

 
 
 
The company’s emergency 
equipment should include  

Y N Comments 

    
• Fire extinguisher    
• Spare fuse    
• Reflector triangles    
• Flash light with extra 

batteries 
   

• High visibility vest    
• First aid kit with 

nitrile gloves 
   

• Space blanket    
• Spare gloves    



110 

• Disposable flash 
camera 

   

• Crash reporting kit    
 
 
 
The company’s vehicle 
inspection and maintenance 
should indicate  

Y N Comments 

The vehicle pre and post trip 
inspection involves the 
following: 

   

Seat belt    
Service brakes    
Parking brakes    
Steering mechanism    
Horn    
Windshield wiper(s)    
Coupling devices    
Fluid leaks    
Radiator    
Windshield wiper(s)    
Light devices and reflector    

• Head light    
• Brake light    
• Turn Signal    
• Hazard Lights    

Tires 
• Proper inflation 
• Adequate tread 
• Spare tire 

   

 Mirrors 
• Rear view mirror 
• Side view mirror 

   

Gauges 
• Fuel 
• Temperature 
• Dashboard warning 

light 

   

The Periodic check involves 
the following 

   

Brake system    
• Service brake 

 
   

• Parking brake    
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• Brake drum or rotors 

 
   

• Brake Hose 
 

   

• Brake tubing 
 

   

• Low pressure warning 
device 

 

   

• Tractor protection valve 
 

   

• Air compressor 
 

   

• Electric brakes 
 

   

• Hydraulic brakes 
 

   

• Vacuum systems 
 

   

Coupling device    
• Fifth wheel    

• Pintle hook    

• Drawbar/tow bar eye    

• Drawbar/tow bar  

tongue 

   

• Safety  devices    

• Saddle mounts    

Steering mechanism    
• Steering wheel    

• Steering  column    

• Front axle beam    

• Steering gear box    
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• Pitman arm    

• Power steering    

• Ball and socket joints    

• Tie rods and drag links    

• Nuts    

• Steering system    

Suspension    
• U-bolts / axle 

positioning part 

   

• Spring assembly    

• Torque, radius, or 

tracking component 

   

Frame    
• Tire & wheel clearance    

• Adjustable axle 

assemblies 

   

Wheel and Rims    
• Lock or side ring    

• Fasteners    

• Welds    

• Wheel and Rims    

Exhaust system    

Fuel system    

Lighting device    
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Tires    

Windshield glazing    

Windshield wipers    

    
Reporting procedure for 
vehicle defect 

   

The company keeps 
maintenance records for all 
vehicles 

   

The company keeps a valid 
annual inspection record for 
the entire operating vehicle  

   

Drivers are trained on the 
proper completion of pre and 
post-trip inspections 
 

   

The company documents the 
pre and post inspection 

   

Continuous preventive 
maintenance procedure 

   

 
 

 
The company’s driver 
selection documentation 
should indicate 

Y N Comments 

The company has a written 
hiring policy for employing 
drivers 

   

The driver qualification file 
contain the following: 

   

• Complete 
employment 
application 

   

• Driver’s License    
• Information from 

previous employer 
during the preceding 
3 years 

   

• 3 years MVR from 
state agency(ies) 
where a driver holds 
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motor vehicle 
operator’s license  

• Driver road test 
examination 

   

• Written examination    
• Medical examination 

report and medical 
examiner certificate 

   

• Annual review of 
driving record  

   

• Annual driver’s 
certification of 
violation. 

   

There is a system to ensure 
all license and endorsements 
remain current and valid  

   

Motor Vehicle Records 
(MVR's) are obtained on all 
new drivers and compared 
to the written hiring criteria 

   

There is a system that will 
ensure drivers' medical 
certificate is current  

   

The company verifies that 
the physician is 
knowledgeable in the 
completion of the exam 
forms 

   

The files will indicate a 
complete and accurate 
investigation of past 
employment history of 
drivers 

   

The company can produce a 
complete and accurate 
driver qualification file at 
random/unannounced  

   

 
 
 
 
The company’s driver 
discipline should indicate 

Y N Comments 

Written disciplinary action 
addressing noncompliance 
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to organization’s standard 
of operation 
Driver discipline applies to 
every employees at all level 

   

Consistency in disciplinary 
measure 

   

Company practices 
regarding verbal warnings 

   

Company utilizes written 
warning 

   

A metric/rubric in which 
number of violation 
determines the measure of 
discipline ( i.e. the greater 
the number of violations the 
higher the level of 
discipline) 

   

Utilization of a progressive 
violation system  

   

 
 

 
The company’s driver 
training should indicate  

Y N Comments 

New employees are trained 
on the skill needed to 
perform required task 
properly 

   

Sufficient training time will 
be provided 

   

Employees are provided the 
opportunity to ask questions 
during training 

   

Instructors possess a 
combination of education 
and experience that qualify 
them for their assignments 

   

Employees are permitted to 
evaluate the training session 

   

The training program 
address 

   

• Defensive driving 
 

   

• Distracted driving 
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• Aggressive driving 
 

   

• Effective use of 
restraints 

 

   

The company utilizes 
various methods of training 

   

• Group session 
 

   

• One-on-one 
 

   

• Self-tutoring 
 

   

The company utilizes the 
most effective method of 
training 

   

Company performs 
refresher training on a 
routine basis 

   

Company performs remedial 
training 

   

Remedial training focuses 
on the type of accident 
employee was involved in 

   

Instructional materials are 
appropriate for the ability of 
the trainee 

   

Provision of training 
material for each trainee 

   

Training focuses on the type 
and size of vehicle utilized 
by drivers 

   

Test are conducted after 
every training session 

   

Training materials are 
regularly reviewed and 
updated 

   

Company maintains training 
records 

   

 
 
 
The company’s accident 
reporting and 
investigation should 

Y N Comments 
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indicate 
Drivers are trained on 
carrying out the following 
steps at the scene of an 
accident: 
 

   

• Protect the scene    

• Request emergency 
assistance if 
someone is injured. 

 

   

• Notify a company 
representative. 
 

   

• Collect crash 
information and 
identify witnesses. 

   

Drivers/vehicles are 
equipped with an accident 
reporting kit 

   

Vehicle operators are 
trained on how to collect 
data at the scene of a crash 

   

Drivers know the company 
representative to be 
contacted after an accident  

   

Company representative 
visits the scene of crash to 
obtain sufficient data 

   

The company 
representatives are well 
trained on how to collect 
data at the scene of the 
incident 

   

The information collected at 
the scene of crash includes: 

• Vehicle condition 

   

• Specific location of 
the crash 

   

• Weather condition    
• Estimated manner of 

event 
   

• Photographs of crash    
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scene 
• Driver’s account of 

the accident 
   

• The driver’s 
condition at the time 
of the crash 
(including the 
number of mile 
driven, activity in 
previous 24 hours, 
and trip details). 

   

• Diagrams indicating 
various crash factors 
such as skid marks 
and debris. 

   

The following materials are 
made available to company 
representative during the 
crash data collection process 

• Cellular phone 
 

   

• Global positioning 
system 

   

• Digital camera 
 

   

• Measuring tapes 
 

   

• Tire pressure gauge 
 

   

• Warning reflectors 
 

   

• Auxiliary lighting 
 

   

• Lumbar crayons 
 

   

• Bright spray paint 
 

   

• Reflective safety 
vest 
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• Cold weather gear 
 

   

Data obtained are sufficient 
for accident analysis 

   

The company have a 
designated role for accident 
review and analysis 

   

Senior management are 
notified of crash incident 

   

The company carries out 
further analysis to identify 
the root cause of accident 

   

Company develops 
corrective measures for 
reoccurring accidents 

   

Corrective measures are 
presented to senior 
management  

   

Corrective action are 
implemented immediately 

   

 
 

 
The company’s recordkeeping 
practices should include : 

Y N Comments 

Assign responsibility for safety 
activities and/or results 

   

Driver qualification file      
Driver training record    
Drug and alcohol testing results    
Vehicle maintenance record    
Driver discipline record    
Accident reporting and 
investigation 

   

Incident rate    
Records kept in secure location    
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