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Executive Summary

The scoping study arises from casualty reduction targets outlined in the policy document
Tomorrow s roads: safer for everyone. The Government s road safety strategy and casualty
reduction targets for 2010. It has been undertaken to provide a clear and accurate view of

the current state of motorcycle training in Great Britain (GB) in order that gaps in
knowledge are recognised and areas identified where further research is required.

Literature Review

The literature review undertaken considered motorcycle training research in GB (published
and unpublished) and research from abroad published in English. There is relatively little
evidence of research undertakings in GB, but a search of the internet revealed more
extensive research activities overseas.

Research

OBJECTIVES

To undertake an extensive review of the content and practice of existing rider training
courses.

To identify remaining gaps in knowledge and areas where further research would be needed.

METHODOLOGY

A programme of work was undertaken to obtain information on the current motorcycle
training provision in GB:

e identification of training organisations;

e postal survey questionnaire to all training organisations identified;
e analysis of questionnaires;

o follow-up face-to-face and telephone interviews;

e conclusions; and

e recommendations for further research.
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RESULTS
Questionnaire analysis.
The principal findings were:

e The majority of organisations (90 per cent plus) offered Compulsory Basic Training
(CBT), post CBT, Pre Test and Direct Access (DAS) training.

e Structured programmes were followed in over 50 per cent of all training courses.
99 per cent of organisations offering CBT and 95 per cent DAS followed structured
programmes (CBT and DAS course structures are specified in Regulations).

e Written systems for recording trainee progress were used in under 50 per cent of
courses except for Instructor Training (56 per cent), CBT (51 per cent) and DAS
(51 per cent).

e With the exception of Theory Training and Instructor Training, 80—90 per cent of
training was practical. Approximately the same amount of theory training was
undertaken inside and outside the classroom.

e 24 per cent of the current instructor force are full time (average 35 or more hours a
week). 76 per cent are either part time (average15-34 hours a week) or ‘occasional’
(average under 15 hours a week). 16 per cent of organisations have only full-time
instructors, all others rely on various combinations of full-time, part-time and
‘occasional’ instructors.

e Approx 70 per cent of instructors are aged between 31 and 50, with 30 per cent aged
30 and under or 51 and over. 92 per cent are male and 8 per cent female.

e Various qualifications are held by instructors. 92 per cent have held a full motorcycle
licence for more than five years. 52 per cent hold the Cardington DAS qualification,
47 per cent CBT and 44 per cent are down trained. Other qualifications held by
substantial numbers of instructors are Institute of Advanced Motorists (IAM) (26 per
cent), Royal Society for the Prevention of Accidents (RoSPA) (13 per cent) and Police
Class 1 (9 per cent). 10 per cent have some kind of instructional skills qualification.

e Normal Instructor: Trainee ratios vary, but in most training activity 1:1 or 1:2 is the
norm. 93 per cent of practical on-road training has ratios of 1:1 or 1:2.

e Equipment provided for instructors varies. Radios are supplied by most organisations
for practical training (79—100 per cent depending on the course) and protective
clothing and conspicuity aids (73-94 per cent). (4 radio link is required by
Regulations for CBT and DAS.)

e All organisations cater for a number of categories of rider, with commuters best
catered for at all levels on the road.
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e Training courses are publicised in a number of ways, with recommendation (word of
mouth) being the most used (96 per cent of organisations), resulting in 48 per cent of
trainees.

e Road safety issues (Drink/Drugs Riding, Speeding, Conspicuity, Defensive Riding and
Hazard Perception) are covered by 96 per cent of organisations offering CBT courses.
80 per cent+ organisations offering other on-road courses covered all issues except for
Drink/Drugs Riding which is dealt with by 70 per cent or fewer.

e Emergency Aid qualifications are held by trainers in 37 per cent of training establishments.

e 79 per cent of training organisations are either sole traders or small commercial
schools with up to five instructors.

e CBT courses have the highest annual throughput with 57 per cent of organisations
having an annual throughput of 150 plus trainees. 35 per cent of organisations have a
similar throughput on DAS courses.

Interviews

The principal findings were:

e Explanations for recent increases in motorcycling fatalities include the increase in
older riders, higher motorcycle/moped sales, overall growth in vehicle traffic, poor
standards of training and testing.

e Substandard ‘cowboy’ training activities are identified as unacceptably short training
programmes, an underlying commitment to profit rather than high quality training,
unacceptable instructor:trainee ratios, the provision of advice to trainees that
encourages them to ride in a manner that is in breach of the law and establishments
discriminating against clients who might require additional training time.

e 75 per cent support a system of compulsory qualification and registration at post-test
level. 36 per cent considered the Driving Standards Agency (DSA) should be
responsible for training, registration and monitoring post-test qualifications.

e 06 per cent support ‘graduated licensing’ for motorcycle instructors.

e The importance of treating trainees as individuals is considered important by most
instructors. They aim to provide the best training, taking account of individual
differences and needs.

e 065 per cent keep some type of written record of trainee progress (compare with
questionnaire results). Wide disparities exist in the methods of recording trainee
progress, with larger establishments tending to have an efficient record-keeping system.
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e Older riders and those returning to motorcycling after a break are seen as a problem
by most instructors and their suggestions to reduce casualties among this group
vary between enforcement and persuasion, usually focusing on some form of
‘top-up’ training.

e Other road users and accidents involving motorcyclists generated a divided response
from instructors, half suggest drivers are largely responsible, the other half state that
riders must accept the major responsibility.

e 065 per cent view advanced training as assisting in accident reduction. The problem is
getting riders to take up courses. Observation, hazard awareness and anticipation are
the three components most likely to be included in an advanced course.

e A ‘hard core’ of riders who persistently flout the law and take undue risks when
riding is identified, with those most likely to offend being younger riders, up to 25,
and older riders.

Conclusions

The motorcycle training industry is very fragmented, with many one-man or small
businesses, a wide range of qualifications held by instructors, many agencies providing
training and a wide variation in courses offered. It is suggested attention might be given
to formulating a system where various qualifications are combined into one standardised
scheme.

Most instructors are dedicated professionals, prepared to give time and support to their
clients, according to clients’ individual needs. However, one area which might benefit from
a more professional approach is an effective standardised system to record trainee progress.

CBT instructors are required to be certified by DSA before they are allowed to operate.
Most pre-test training is of an acceptable standard, but a minority of instructors highlighted
shortcomings relating to quality and quantity of training provided, the current monitoring
system and specifically the advanced notification of inspection visits given by DSA staff.

Qualification and registration are not presently required for post-test instructors, including
those training motorcycle instructors. This situation should be looked at.

Government action regarding post-test training and assessment programmes requires
attention be paid to the wide range of needs of motorcycle riders, of personality and mindset
and other factors applying within the motorcycle culture.

There is a distinction between motorcycle training and assessment schemes. The present
study has investigated in detail the situation regarding motorcycle training. Similar detailed
information regarding assessment schemes would be beneficial when contemplating future
plans for reducing motorcycle casualties.
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Recommendations for further research

1.

An investigation of current qualifications and training opportunities available to
motorcycle instructors, with a view to developing a coherent nationally available system
of Continuing Professional Development for all motorcycle instructors.

. A review of existing good practice in record keeping of trainee progress by individual

motorcycle instructors or training establishments, with a view to developing a system of
good practice to be adopted throughout the industry.

. To investigate the desirability and feasibility of a system of training and registration for

instructors operating at post-test levels.

A systematic enquiry into the reasons why motorcyclists fail to take up opportunities for
post-test rider training or improvement opportunities through assessment rides.

. An in-depth investigation into the recruitment, content and delivery of a sample of

post-test motorcycle training and assessment schemes in order to identify examples
of good practice in post-test training.

An investigation of the scope and extent of the use of moped and motorcycles as an
essential requirement in employment, and an evaluation of the training and testing
requirements and riding standards that might be defined for these groups.

. An investigation of the advantages to be gained from a ‘stepped’ system of motorcycle

licensing in casualty reduction. This will involve limitations in the size and capacity
of machines ridden during the early years of riding, and/or after a prolonged absence
from motorcycling.



Scoping study on motorcycle training

10



Introduction

In 2000 the Department of the Environment, Transport and the Regions published its road
safety targets for 2010 in which it stated its aims and policies for motorcycle casualty
reduction. It was revealed that 1 per cent of road user traffic contributes to 14 per cent of its
casualties as powered two-wheeler users.

The present scoping study arises from casualty reduction targets outlined in the policy
document Tomorrow s roads: safer for everyone. The Government’s road safety strategy and
casualty reduction targets for 2010." In this document objectives relating to motorcyclists
were identified as:

improving training and testing for all learner riders;

e publishing advice for people returning to motorcycling after a break, and people riding as
part of their work;

e ensuring quality of instruction;

e through training and testing, helping drivers to become more aware of how vulnerable
motorcyclists are;

e promoting improvements in engineering and technical standards which could protect
motorcyclists better; and

e working with representatives of interested organisations, in an advisory group, to look
at issues of concern.

In order to take effective action on these points the Department for Transport requires a
clear, accurate and detailed view of the current state of affairs. This scoping study on
motorcycle training is therefore sufficiently comprehensive to include adequate sampling
of current practice in addition to an informed appraisal of the nature, quality and quantity
of effective delivery that is presently taking place and is accessible to riders.

Part I of this Report deals with the key findings of the Literature Review and Part II,
the Research Report, deals with the research objectives, methods, results, conclusions
and recommendations.

11
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Part 1: Literature review

Motorcycle training in Great Britain and elsewhere: a short review of the literature

1 Introduction

1.1 Motorcycle training in Great Britain.

A search was made of published and unpublished sources of research into motorcycle
training in Great Britain (GB). There is little evidence of research activity during the past
decades, but the results achieved by the small number of instances recorded are briefly
summarised below.

1.2 Motorcycle training outside Great Britain

A search of the internet revealed more extensive research activity, published in English,
in recent years overseas, and the results of this research are provided below.

2 Motorcycle training and testing in Great Britain: a short
review

2.1 RAC/ACU Scheme

Historically, the Royal Automobile Club/Autocycle Union (RAC/ACU) scheme, and the
‘Star Rider’ — National Motorcycle Training Scheme (NTS) were the first major providers of
training on a national basis.

During 1981, observations were carried out at 42 RAC/ACU training centres and a report
on the observations published.? It was noted that pupil/instructor ratios were good, and that
few errors escaped the notice of instructors. Less favourably, the scheme’s administration,
and variations in content and method of delivery of the programme at different centres,
were observed. Using the same road route for training and testing was also seen as
disadvantageous. The system of record keeping of pupil progress also came in for

some criticism.

To some extent, problems identified in the report might be accounted for by the wide range
of discretion enjoyed by chief instructors at training centres, together with variations in the
training and qualifications of instructors used. However, the role played by the RAC/ACU
scheme in the early days of motorcycle training cannot be undervalued.

In 1984 the RAC/ACU scheme was absorbed into the operations of the British
Motorcyclists Federation (BMF), which continues to expand and deliver training to all levels
throughout GB using volunteer instructors.
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2.2 The National Motorcycle Training Scheme, ‘Star Rider’

In 1978 the ‘Star Rider’ motorcycle training programme evolved from the British Institute
of Traffic Education Research ‘Two-Wheel Teach-In’ scheme. With support from the
Japanese motorcycle manufacturing industry and trade, access to motorcycle training on a
national basis was launched as NTS in 1978, later becoming better known as the ‘Star
Rider’ programme.® The scheme involved a three-stage process of training and certification,
beginning with a ‘Bronze’ award, and progressing to the higher levels of ‘Silver’ and

‘Gold’ certification.

In 1987 ‘Star Rider’ instructors delivered a motorcycle training programme involving 203
learner motorcyclists with no or minimal on-road riding experience. Half the riders
underwent an eight-hour off-road training course; the remainder did not undergo training.
Performance by both groups was measured on a practical skills test, and an attitudes scale
and knowledge test were applied to both trained and untrained riders. The tests were
repeated two months later.

The untrained group committed significantly more errors on the skills test both
immediately, and again two months later. Both groups showed some changes in attitude and
knowledge about motorcycling safety, but the differences between trained and untrained
groups were slight.*

The provision, delivery, effectiveness and take-up of training programmes for motorcycle
and moped riders was an area in which there was a need for further investigation.

3 Motorcycle training overseas

3.1 Introduction

A search of a sample of overseas internet sites published in English, and relating to
motorcycle training, has revealed that training is an issue of interest to the various road
safety organisations and national and local federations and associations in the United States
of America (USA), Canada, Australia, New Zealand and Japan.

It is worth noting here that problems arise when attempts are made to compare training and
testing regimes on an international basis. It seems that there might be significant cultural
differences in motorcycle owner and user attitudes towards ownership, riding behaviour and
safety issues according to the nationality of the motorcyclist concerned. Such differences
might be reflected in the planning and delivery of motorcycle training and testing regimes,
and in accident causation. Straightforward comparisons between research findings
originating from the United Kingdom (UK) and those originating abroad must be
treated with caution, unless variables relating to differences within motorcycling
culture are taken into account.

13
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However, in view of the small number of research projects reported within the UK, it is
worth outlining a small sample of summaries of research into motorcycle training overseas
which have been encountered during an internet search.

3.2 Canada

A 1982 study in Canada, designed to evaluate a Motorcycle Training Programme (MTP),
compared information about motorcycle accidents and traffic violations for a sample of 811
MTP graduates and 1,080 informally (that is untrained) motorcyclists. After taking into
account corrections to the data for distance travelled, age and sex it was concluded that
MTP did not appear to have reduced accidents among its graduates, but did seem to have
reduced traffic violations.’

A further Canadian study reported in 1989 compared 346 trained riders with a control group
of untrained riders who were matched for age and sex over a period of five years from 1979
to 1984. An analysis of results concluded that age was the strongest predictor of motorcycle
accident involvement. Another finding was that trained riders had a lower accident rate than
untrained riders, and their accidents tended to be less severe.®

3.3 USA

An evaluation of a motorcycle training course in the USA in 1984 compared 213 riders who
had taken the course with a control group of 303 who had not. When age differences and
length of time licensed were taken into account there were no differences in accident or
traffic violation rates between trained and untrained riders. It was established, however, that
among both groups of riders those aged over 30 years, and those who had been licensed for
four years or more, had lower accident rates.” A more extensive evaluation of the same
course in 1988 resulted in similar findings to those obtained in the 1984 study.® Anecdotal
evidence in the UK appears to support the proposal that those who seek non-compulsory
training are by nature less competent, so that a lack of improvement revealed in the
experimental/control group research in the USA might be explained by this factor.

3.4 Japan

In a 1979 report following a visit to Japan to collect information on licensing and training
of motorcycle riders, the author found that motorcycle training was strictly controlled, was
of a high standard, and used a considerable part of the road safety budget. No evidence was
found that training by itself was effective in reducing accidents, but some evidence indicated
that training could be an effective road safety measure. The consensus of opinion in Japan
was that training is an essential part of a road safety programme.’

3.5 Australia

Recent research originating from the State of Victoria, Australia has been encountered on
the Monash University website. A report on driver licensing in Victoria reveals that the cost
of motorcycle training is subsidised from funds obtained from driver licensing and vehicle
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registration charges.!’ Access to motorcycles for training purposes is available to non-
owners. The report concludes that motorcycle training supported by public funds might
serve to increase accident exposure by encouraging motorcycle operation among those who
were not motorcycle owners. The only motorcycling programme to conclusively
demonstrate accident reduction was a three-hour skills course that was only offered to those
who were able to ride well enough to seek a riding licence.

A literature review of motorcycle crash countermeasures in Victoria,'! reported that there
was little statistical evidence to show that motorcycle training programmes reduce crash risk
per kilometre travelled. The authors concluded that previous studies dealing with this issue
were found to have suffered from methodological pitfalls. A list of recommendations was
generated designed to reduce crash occurrence, and to reduce injury in motorcycle crashes.

A recent evaluation of the rider training curriculum in Victoria,'? addressed both learner and
probationary courses delivered by a range of training providers. The balance between
attitudinal and vehicle skill-based components was studied. It was found that vehicle control
skills occupied about two to three times as much course time as attitudinal factors in both
learner permit and motorcycle licence courses. Providers of training suggested that students,
particularly at learner level, possessed insufficient skill, and had experienced inadequate
exposure to attitudinal issues to ensure their safety whilst learning to ride using the roads.
Possible solutions to these problems are discussed. The Report also identified a need to
develop hazard perception programmes and tests to be introduced by training providers.

4 Developments in motorcycle training and testing in
Great Britain

4.1 Part One test

The first significant change to the system, as opposed to the content, of motorcycle testing
was introduced in 1982 with a requirement for test candidates to take a two-part test in
order to qualify for a full licence. Part One was an off-road test which had to be passed in
order to qualify for a Part Two test leading to the award of a full riding licence. The duration
of the provisional licence awarded after success in Part One was limited to two years, and a
rider was banned from riding on the road for one year if the Part Two test had not been
successfully completed during the ‘life’ of the Part One certificate.

4.2 Compulsory Basic Training

In 1990, a training element was introduced into the process of motorcycle testing with the
imposition of Compulsory Basic Training (CBT) as a substitute for the Part One test, which
was phased out thereafter. A CBT certificate (DL 196) is required if learner riders are to
ride on public roads prior to taking their practical riding test.

15
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4.3 Theory test

An additional Theory test for drivers and riders became a further requirement in 1996.

This requirement is waived if a candidate already holds a full licence authorising the driving
of motor vehicles of another class included in Category A or has passed a moped test since
1 July 1996. A Theory Test Pass Certificate is valid for two years. The practical test must be
passed within this period otherwise the Theory test will have to be taken again.

4.4 Direct Access and Accelerated Access schemes

Statutory requirements limit the capacity and power output of machines used when
preparing for the practical test, according to the age of the rider and the category of the
provisional riding licence held. Special arrangements are available for riders over 21 under
the Direct Access (DAS) and Accelerated Access schemes. Under these schemes, riders may
practise for the practical test on bikes larger than the learner bike specification provided,
they are accompanied at all times by a qualified instructor on another bike and in radio
contact, and that they wear fluorescent or reflective clothing and follow all other provisional
licence restrictions. Learners may also practice with a sidecar fitted subject to power/weight
limitations, but are restricted to this category of machine post-test.!?

4.5 Future developments

The Government is committed to further developments within CBT involving the possibility
of introducing variations in the content of CBT to take account of the different types of
motorcycle used in the test.!

5 Publicising motorcycle training schemes

5.1 Introduction

Motorcycle training schemes are publicised through a variety of media, the most popular
outlets appearing to be word of mouth, Yellow Pages, local dealers, the motorcycling press
and the internet, although other publicity and promotional methods have been employed.

5.2 1979 Department of Transport Advertising Campaign

A follow-up study of an advertising campaign for motorcycle training was launched by the
Department of Transport in March/April 1979, as a result of which about 1,400 people
enquired about motorcycle training facilities in the West Midlands.'* Enquirers were
contacted again in January 1980 to try to assess why the final level of enrolment for training
was low, despite the initial interest shown.

Completed questionnaires were returned by 957 people, of whom 185 had enrolled for a
course of training. No single reason was given by more than 11 per cent of respondents. The
most common reason given was that they did not think the training course would be useful.
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10 per cent of respondents said they had not got round to enrolling and 8 per cent were still
under age to ride a motorcycle on the road.

One interpretation of the results obtained is that leaflets sent following an enquiry did not
always maintain the interest generated by the campaign.

6 Older riders and those returning to motorcycling after a break

6.1 Introduction

Recent trends in motorcycle casualties reveal that older riders appear to be a particularly
vulnerable group. Latest figures for year 2000 show a continuation of the recent upward
growth of casualties within this age category, with further increases for the 30-59 age group
in 1999 and again in 2000. This increase in the age profile of crash victims, that is older
bikers with a higher disposable income, might also be partly explained by the increased
purchase price and running costs, specifically insurance, associated with owning a
motorcycle.

6.2 Older riders and those returning to motorcycling after a break

A Royal Society for the Prevention of Accidents (RoSPA) review of motorcycling safety!
suggests that a key characteristic of older riders and those returning to motorcycling after a
break (‘returners’) is that they tend to use their motorcycle for leisure riding rather than
commuting for work. The review also proposes that these riders will generally ride less than
3,000 miles per year, usually during the day and in good weather, therefore limiting their
opportunities for developing the necessary skills and experience to cope with hazardous
situations.

DfT has recognised the scale of the problem of the older motorcyclist, and has
commissioned research to investigate casualties among the group, characteristics of the
group, their reasons for motorcycling, how these factors affect their accident liability, and
what can be done to prevent them becoming involved in accidents.!®

6.3 Bikesafe

Action has already been taken to address the problem of older riders and ‘returners’, mainly
by police forces inspired by a North Yorkshire police initiative designated as BikeSafe.

This scheme involved voluntary riding assessments by police motorcyclists, mainly in the
communities where bikers lived, and especially at bikers’ gathering places. The focus of a
debriefing following an assessment ride was firmly placed upon improving riding skills.

An investigation of the promotion of BikeSafe on the internet reveals that the scheme has
been widely adopted by police authorities throughout Great Britain, but particularly in
Scotland. The scheme is intentionally not referred to as training, rather it is assessment
followed by advice as required.

17
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6.4 The Edge’

In 1999, in response to continuing casualty problems among older riders and ‘returners’,
usually identified as aged 30—49, the Motorcycle Industry Association (MCIA) in
association with the Rider Development Research Foundation (RDRF) developed a more
radical approach to rider development with the launch of The Edge.!” This is a rider
assessment (not training) scheme specifically intended to enhance the lifestyle of riders by
improving their riding skills and security awareness whilst enjoying other benefits
accompanying participation in The Edge. Turn-off terminology, such as ‘safety’ and
‘training’ are avoided during a three-and-a-half-hour assessment, including an accompanied
ride under the supervision of an off-duty police motorcyclist — using their own motorcycles
— in a ratio of two riders to one police officer. In order to continue to receive additional
benefits, a rider must come forward for assessment every three years.

The Edge does not provide training for candidates. Instead candidates are referred to
training establishments capable of training to The Edge standards. A comprehensive set of
self test questions help candidates to identify their own training needs before attempting an
assessment ride. Training establishments involved make a charge for training services.

The five-point assessment component covers the most common factors in theft and accident
circumstances. Benefits accruing from participation in The Edge, additional to improving
riding performance, are presently being negotiated, and are likely to include:

e savings on insurance premiums;
e discounts and offers from major motorcycle accessory retailers;
e savings on ferry travel and hotel accommodation; and

e discounted entry to major motorcycle events and events promoted especially for The
Edge riders.

The Edge is a non-profit making scheme still in its early days. Initially funded by MCIA,
and still at the development stage, its progress has yet to be formally evaluated.

7 Motorcycle training — an overview

A recent analysis of motorcycle training, including a literature search, referred to the
apparent lack of success of rider training in reducing accident risk or number of violations.
It was suggested that current rider training programmes focus mainly on the development of
machine control skills. This is not necessarily through choice, but is often brought about
through time constraints and the need to prepare a rider for an end-test that is skill-based.

18

The report goes on to suggest that there is considerable room for the important attitudinal
concepts of cognition, perception and reaction to be more effectively delivered.

' Since the writing of this report in November 2002, The Edge Rider Development Scheme has been discontinued
(December 2002).
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A further consideration is that increased training provides increased confidence. There is the
possibility that the confidence extends further than the new skill acquired, so that training
may actually make it more likely that the driver (rider) may be more likely to be involved in
a crash, as their increased confidence leads them to drive (ride) beyond their abilities.

In conclusion, the report proposes that the research examining the effectiveness of rider
training programmes has generally produced disappointing results, suggesting that training
may not lead to a decrease in crash incidence. This might be explained by the focus on
vehicle control skills rather than hazard perception. It is also suggested that much of the
research is lacking in the control of other variables, or there are questions as to the
suitability of the evaluation methods.

The need to take account of the role of new technology in motorcycle training is also
highlighted, particularly as these technologies develop and improve, and become more
affordable.

The present Scoping Study includes recommendations for further research into motorcycle
training in the UK. These might take into account the findings of recent research overseas,
where this is appropriate, taking account of cultural differences.

8 Motorcycle training — unpublished research

8.1 Introduction

Major providers of motorcycle training were circulated with a request for information about
any unpublished research they might have originated or been involved in. (Appendix 1)

8.2 Rural leisure motorcycling accidents (Cheshire)

A copy of a study of an investigation into rural leisure motorcycle riding accidents in
Cheshire was received.!” This study revealed that leisure riders living outside of Cheshire
accounted for 54 per cent of motorcycle casualties in Cheshire. Loss of control while
negotiating bends was identified as the cause of 30 per cent of motorcycling injury-related
accidents. 55 per cent of casualties fell within the 2640 age band.

The author of the study concludes that riders are failing to ride their machines within the
limits of their personal capabilities, and links accidents with deficiencies in higher order
riding skills combined with the use of high performance machines.

These findings prompted the development of a Cheshire-based Motor Cycle Rider
Assessment Scheme using off-duty Police Grade 1 riders. Participants who come forward
for an assessment ride are provided with a detailed report on their riding, and are directed
towards advanced riding training opportunities.

19
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The report notes that other local authorities in the UK are involved in similar schemes, but
proposes that high level rider training should be available on a national basis, and should be
independently monitored.

8.3 Motorcycle casualties in Avon

A ten-year study of motorcycle casualties in the Avon County Council area (1983—-1993)
was carried out by the Managing Director of the Bristol Motorcycling Centre.?® A summary
of the study provided by the author reveals that motorcycle/moped casualties within the area
of Avon were reduced by 68 per cent during this period. The author suggests that ‘quality
training works’ in relation to the achievement of a significant reduction among motorcycle
casualties in Avon during the period of the study.
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1 Background

Only comparatively recently (1990), with the advent of Compulsory Basic Training (CBT),
has any training become a legal requirement for motorcyclists. Before that, training was an
entirely voluntary activity, even though testing, to obtain a licence to ride on the road, has
been a requirement for over 50 years.

1.1 Compulsory training courses

Motorcycle and moped riders are required to pass a motorcycle theory test and hold a valid
CBT certificate before sitting their motorcycle riding test. They must pass a full riding test
within the two-year life of a CBT certificate, or re-take CBT should they fail to do so.

Riders aged 21 or over may opt to take a test on a larger motorcycle of at least 35kW after
successfully completing CBT and passing the motorcycle theory test. This option is called
Direct Access (DAS).

Holders of a full standard Category A licence who reach the age of 21 before the full
qualifying period has been completed may take a further test to qualify them to ride more
powerful machines. This is called Accelerated Access (AA). Candidates for this are
permitted to practice for the test on a machine above 25kW only if accompanied by a
motorcycle instructor on another machine, and whilst displaying ‘L plates.

CBT, DAS, and AA training for two-wheel riders is the responsibility of individuals and
organisations registered with the Driving Standards Agency (DSA) whose responsibility it is
to ensure that standards of training remain consistently high. Facilities for these categories
of training are available throughout Great Britain and few riders need to travel more than a
comparatively short distance to have access to a facility.

1.2 Non-compulsory training courses

The current situation is complicated by the proliferation of a wide variety of courses and
training bodies. Many training bodies organise and deliver non-compulsory courses not
monitored by DSA. Such courses are offered both by training bodies approved by DSA for
CBT, DAS and AA, and by non-approved trainers. Courses available include post-CBT
training, immediate post-test training, defensive riding, advanced riding and off-road riding.

Training courses are aimed at various groups of riders including commuters, sports bike
riders, off-road riders, tourers, users of motorcycle combinations, and individuals such
as couriers who ride motorcycles as part of their job. Courses teach a range of skills
appropriate to the rider, and may or may not include some type of assessment and/

or evaluation.
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1.3 Motorcycle instructor standards

Concerns have been noted!> about the lack of an effective system to ensure that motorcycle
instructors at post-test level are trained, tested and monitored to minimum national standards
and also about the lack of a statutory register of all motorcycle instructors.

1.4 Rider assessment schemes

A number of assessment, rather than training, schemes currently operate in Great Britain
(GB). These schemes involve voluntary riding assessments, and are usually delivered by
highly experienced police motorcyclists. The focus is mainly upon a debriefing following an
assessment ride, which may or may not include recommendations for further training.
Whilst not strictly conforming as ‘training’ schemes, these programmes are frequently
perceived as training opportunities by many motorcyclists.

2 Obijectives

The objectives of this scoping study set out by the Department for Transport are:

e to undertake an extensive review of the content and practice of existing rider training
courses; and

e to identify remaining gaps in knowledge and areas where further research would be
needed.

The researchers are also required to consider the advertising of courses, course syllabi and
the implementation of courses.

Other issues having implications for the training of motorcycle riders will be reviewed.
These will include existing courses, instructor/trainee ratios, qualifications of instructors
and types of rider/machine.

3 Methodology

3.1 Identification of training organisations
3.1.1 DSA registered instructors
DSA provided an up-to-date list of CBT approved instructors. DSA confirmed that a

number of these instructors also undertake other motorcycle training courses although no
records are held by DSA of non-CBT courses.
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3.1.2 Instructors not listed on the DSA Register

‘Unregistered’ training providers were located by a number of methods:

3.2

web search;

advertisements in motorcycle magazines;

advertisements in Yellow Pages; and

contacting associations of training providers (Appendix 1).

Postal survey questionnaire

3.2.1 Questionnaire design and development

A questionnaire was developed to investigate the following:

type of organisation (sole trader, small/large school, franchise, etc);
annual trainee throughput;

training syllabi offered;

assessment (pre-, during and post-training);

knowledge content of courses;

type(s) of training offered;

qualifications of instructors;

proportion of classroom and on road training;

instructor:trainee ratio;

type(s) of rider catered for (for example commuter, sports bike rider, tourer, etc);
publicising/advertising/promotion of courses;

equipment available to instructors;

emergency aid training for instructors; and

road safety issues included in training programmes.

In order to encourage maximum response rates, the questionnaire consisted primarily of
multiple-choice questions or questions requiring one word answers.

The questionnaire was piloted in 12 organisations of various types, for example sole trader,
franchisee, small school and large school in a number of locations — urban and rural — in
England, Scotland and Wales. Following the pilot the questionnaire was amended as
appropriate (Appendix 2).

During the pilot, Welsh-speaking instructors requested a Welsh version of the questionnaire
be made available. Following discussion with the Department for Transport Project Manager

this task was undertaken (Appendix 3) and training providers in Wales had the option of
completing the questionnaire in English or in Welsh.
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3.2.2 Questionnaire distribution

Questionnaires were despatched with an accompanying letter (Appendix 4 — English
version, Appendix 5 — Welsh version), a small leaflet about The British Institute of Traffic
Education Research (BITER) and a SAE addressed to BITER for return of the
questionnaire. In an effort to encourage a good response rate, the letter emphasised the
importance of the survey as a basis for recommendations to Government for future
development of the rider training industry. The letter, together with the leaflet, reassured
potential respondents that BITER has no involvement in motorcycle training and that replies
would be anonymous and in commercial confidence. (Advice from a number of
organisations involved in motorcycle training had highlighted the importance of anonymity
on the part of potential respondents.)

The BITER website carried information about the motorcycle training scoping study and
training providers not in receipt of a mailed questionnaire were invited to apply to BITER
for a copy (Appendix 6).

3.2.3 Maximising survey response

A three-week response time was allocated for the questionnaire mailing. A response rate of
25 per cent was required for completed questionnaires in order to achieve a sufficiently
representative sample on which to base conclusions and recommendations for future
research. Should this response rate not be achieved a follow-up mailing to all previously
contacted training organisations was scheduled. However, a total of 36 per cent of those
approached completed and returned the questionnaire, making a follow-up mailing
unnecessary.

3.3 Follow-up face-to-face and telephone interviews

In order to seek more qualitative in-depth information regarding motorcycle training,
questionnaire respondents were asked if they would agree to either telephone and/or face-to-
face interviews. Respondents agreeing to interview were asked for a “phone number and
preferred time for contact. In order that individual training providers were not identified, a
tear-off slip was provided at the end of the letter accompanying the questionnaire
(Appendices 4 and 5). The respondents could either return the tear-off slip with the
questionnaire or in a separate envelope if preferred.

3.3.1 Selection of Interviewees

By using the BT Phone Companion, training providers’ location(s) were identified by the
phone code given on the slip they completed when agreeing to be interviewed. Where
mobile numbers only were provided location could not be established. Where the tear-off
slips accompanied the questionnaire the type of provider (sole trader, small/large
commercial/local authority school or ‘other’) could be identified. This enabled researchers
to arrange interviews which were broadly representative of the proportion of each type of
training provider in all areas of GB.
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In some instances where interviews were arranged with large providers, focus group
interviews, rather than individual interviews, were offered. All interviews followed a pre-set
structure to ensure that information gathered was covered in a systematic way.

In all, 100 individuals provided information through face-to-face or telephone interview. As
with the questionnaire respondents had the option for the interview to be conducted in
Welsh.

4 Results

4.1 Identification of training organisations

Training organisations were identified and sent a questionnaire. Most organisations (92 per
cent) were CBT approved organisations on the DSA list. Organisations located via the
internet and from advertisements in magazines and Yellow Pages were checked against the
DSA list and a questionnaire was sent to those not appearing on this list. In addition to these
bodies the Royal Society for the Prevention of Accidents (RoSPA) contacted the researchers
to explain that there is a list of volunteer RoSPA instructors, which is not issued to the
public. It was therefore arranged that BITER would provide RoSPA with 30 copies of the
questionnaire, covering letter, BITER leaflet and SAE for return of the questionnaire, in
unsealed, unaddressed, stamped envelopes. RoSPA would then add a note explaining that
they supported the research and forward the questionnaires and other material to their
volunteers.

Two questionnaires were despatched following requests from individuals who had read the
information about the scoping study on the BITER website.

Questionnaires were not sent to the 72 assessment schemes identified, as personnel involved
in these schemes were adamant that they do not offer training. However, it was decided to
request interviews with assessment scheme representatives to seek their views on training-
related issues.

4.2 Postal questionnaire survey — response rate
616 questionnaires were despatched and 232 were returned — a response rate of 38 per cent.

5 of the returned questionnaires (2 per cent) could not be analysed for the following
reasons:

e 3 returned stated that the organisation was no longer training;
e 1 was no longer at the address to which the questionnaire was sent; and

e | was returned blank with the comment “too complicated”.

Consequently 227 completed questionnaires were available for analysis.
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4.3 Analysis of questionnaires

The results of all returns are set out below, presented to the nearest percentage point.

Question 1 Please indicate the type(s) of training offered:

Table 1.1: Percentage of organisations offering training by course offered

Training offered % of organisations offering training
Theory test training 51
CBT 93
Post-CBT, Pre-test (125cc) 91
Special needs training 40
DAS 92
Post-test — intermediate 81
Further (advanced) 73
Track 5
Off-road 11
Motorcycle instructor 63
Other courses (to be specified) 11

‘Other courses’ comprised Back to Biking and Refresher Courses, Bike
Maintenance/Mechanics, Police Standard and Advanced Courses, Car, Large Goods Vehicles
(LGV) and Passenger Carrying Vehicles (PCV) training, Group Riding, Mini
motos/Unicycle, Race Training, Conversion of automatic to geared machines, European
traffic, Open College Network (OCN) 3 — Advanced Rider and National Vocational
Qualification (NVQ) 3 — Instructor.

50 per cent of ‘Other courses’ were designated as refresher or back to biking courses or
were designed for ‘born again’ riders.

There were considerable variations in the combinations of courses offered by various
training organisations. 36 separate combinations were identified. Most combinations were
offered by only 1-5 per cent of organisations (that is 1 to 11 training bodies in total).
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The various combinations of courses offered by 5 per cent plus of organisations are listed in
Table 1.2.

Table 1.2: Percentage of organisations offering training, by combination of

courses offered

Combinations of courses offered % organisations offering training

Theory test training, CBT, Post-CBT, Pre-test,

Special needs training, DAS,

Post-test — intermediate, Further (advanced),

Motorcycle instructor 11

Theory test training, CBT, Post-CBT, Pre-test,
DAS, Post-test — intermediate,
Further (advanced), Motorcycle instructor 9

CBT, Post-CBT, Pre-test, DAS,
Post-test — intermediate, Further (advanced)

Motorcycle instructor 7
CBT, Post-CBT, Pre-test, DAS,
Post-test — intermediate, Further (advanced) 7

All bodies offering Theory test training also offered CBT. 91 per cent of responding
organisations offered CBT, Post-CBT, Pre-test and DAS within their training portfolios.

Question 2 Do you follow a structured programme for each type of training offered?

Table 2: Percentage following structured programme by course offered

Training offered % following structured programme
Theory test training 65
CBT 99
Post-CBT, Pre-test (125cc) 92
Special needs training 54
DAS 95
Post-test — intermediate 68
Further (advanced) 75
Track 73
Off-road 58
Motorcycle instructor 85
Other courses (to be specified) 60
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The majority of organisations (over 90 per cent) offering CBT, Post-CBT, Pre-test (125cc)
and DAS courses therefore follow structured programmes — usually the structure provided
by the DSA or devised by their own organisation (CBT and DAS course structures are
specified in the Motor Vehicles [Driving Licences] Regulations 1999 Statutory Instrument
1999 No 2864 [‘Regulations’]).

Question 3 Do you have a written system for recording trainee progress for each type of
training offered?

Table 3: Percentage of written recording system for trainee progress, by course
offered

Training offered % with written progress recording
Theory test training 16
CBT 53
Post-CBT, Pre-test (125cc) 43
Special needs training 26
DAS 51
Post-test — intermediate 31
Further (advanced) 44
Track 27
Off-road 25
Motorcycle instructor 56
Other courses (to be specified) 44

Only three categories of training recorded over 50 per cent of trainers utilising a written
system for recording progress of trainees. Instructor training at 56 per cent reported the
highest percentage for keeping a written record.

Question 4 Please indicate the approximate percentage of theory and practical training
undertaken in each course offered.

There was an extremely wide variation in answers to this question. Consequently the
arithmetic mean and mode are reported, together with the range.
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Table 4. Percentage of theory and practical training, by course offered

% practical % classroom theory % theory outside
classroom

Training Mean | Mode | Range| Mean| Mode | Range| Mean| Mode | Range
offered
Theory 33 10| 5-95 70 100 | 1-100 52 10| 5-100
test training
Post-CBT,
Pre-test 74 80 [10-100 20 10| 5-100 18 10| 5-100
DAS 91 90 10-100 16 10| 5-100 16 10| 5-100
Post-test — 83 80 [10-100 16 10| 5-100 17 10| 5-100
intermediate
Further 73 80| 7-100 15 10| 5-50 17 10| 5-50
(advanced)
Track 74 80| 50-90 18 10| 5-50 19 25| 10-25
Off-road 81 90 40-100 19 20| 10-35 16 10| 5-40
Motorcycle 57 50| 5-100 29 20| 5-100 24 20| 5-100
instructor
Other courses 76 70 b0-100 25 30| 5-50 15 10| 5-33
(specified)

Most courses reported 80-90 per cent on road training with approximately the same amount
of theory training (10-20 per cent) being undertaken inside and outside the classroom. The
exceptions to this were Theory test training for which most respondents reported that 100
per cent of theory training was classroom-based, motorcycle instructor courses and ‘other
courses’. Other courses during which more theory is undertaken in the classroom than
outside included refresher riding and maintenance courses. During instructor training an
equal amount of time was devoted to practical and theory training and the theory training
was split equally between classroom and outside classroom training.

It is noted that some organisations report practical elements during their Theory test
training. Whether this means rider training or some form of observed practice is unknown.
There is also the possibility that ticks were entered erroneously in the percentage practical
training column.

A small number of respondents provided figures substantially at variance with the majority
of responses. It is difficult to offer any explanation for these and the anonymity of
respondents means that it was not possible to question them further.

Question S How many instructors are active in your training establishment — full time, part
time and occasional?
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Of the 227 organisations completing the questionnaire, 156 reported they had active full-
time staff, 111 had part-time staff and 133 occasional instructors. 15 organisations gave no
indication of the category(ies) and number(s) of instructor they use. The total number of all
active instructors in the remaining 212 organisations is 1,262. Table 5.1 summarises the
distribution of instructors.

Table 5.1: Category and number of instructors and percentage of instructor force

Category of instructor Number of instructors % of instructor force
Full-time (average 35 hours+ a week) 297 24
Part-time (average 15-34 hours a week) 315 25
Occasional 650 51
Totals 1262 100

Table 5.1 reveals that there is a heavy reliance on part-time and occasional employees, that
is 76 per cent of instructors fall within these categories.

Most training bodies might be described as small businesses, using relatively small numbers
of instructors. Table 5.2 summarises the situation.

Table 5.2: Instructors per organisation, by category of instructor

Number of instructors Category of instructor

per organisation Full-time part-time Occasional
1 90 42 48
2 36 32 34
3 16 15 18
4 7 8 14
5 1 1 6
6-10 4 10 6
11-20 1 2 2
21-30 1 1 2
30+ 0 0 3
Totals 156 111 133

Table 5.2 confirms the impression that most motorcycle training providers operate as small
businesses, usually made up of one or two full-time trainers, sometimes assisted at busy
times by part-time or occasional trainers.

Organisations varied in the employment categories of instructor utilised. Table 5.3 provides
a summary of the categories of instructor employed among the 212 training bodies.
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Table 5.3: Categories of instructor by number and percentage of organisations

Groupings of instructors Number of organisations % of organisations
Full-time only 36 16
Part-time only 13 6
Occasional only 30 13
Full-time and part-time 32 14
Full-time and occasional 36 16
Part-time and occasional 14 6
Full-time, Part-time and occasional 51 22
No response 15 7
Totals 227 100

The heavy reliance of part-time and occasional instructors within the motorcycle training
industry is highlighted by the evidence contained in Table 5.3. This reveals that, excluding
non-respondents, 84 per cent of training establishments depend to a greater or lesser extent
on part-time or casual trainers to fulfil their obligations.

(It is recognised that remote area instructors are rarely required to operate in excess of
15 hours a week, whilst volunteer instructors train in their ‘spare’ time. The classification
‘occasional’ in no way detracts from the dedicated and professional role played by these
instructors.)

Question 6 Please indicate the age, sex, and qualifications of each instructor.

Information was requested about the age, sex, and qualifications of full-time, part-time and
occasional instructors delivering training at responding training establishments.

52 per cent of respondents gave ages of their instructors, 45 per cent provided no ages and
3 per cent (7 organisations) gave ages for some but not all instructors. In total ages were
provided for 517 individual instructors as summarised in Table 6.1.

Table 6.1: Number and percentage of instructors by age

Age Number of instructors % of instructors
21-30 74 14
31-40 215 42
41-50 152 29
51-60 62 12
61-70 14 3
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Slightly over 70 per cent of instructors surveyed were aged between 31 and 50 with
approximately 30 per cent aged 30 and under or 51 and over. Instructors therefore seemed to
be active mainly during their middle years, with most not continuing into their 50s and 60s.
The low proportion of instructors active during their 20s possibly reflects the need for
significant experience of riding before qualifying as an instructor.

Gender information was provided for 758 instructors — 694 male and 64 female. No gender
was indicated for a further 142 for whom some information about qualifications was given.
Of the instructors for whom gender was recorded 92 per cent were male and 8 per cent
female.

Instructor Qualifications.
The first qualification for which information was requested was the length of time during

which a full motorcycle licence had been held. This information was provided for 817
individual instructors, and is summarised in Table 6.2.

Table 6.2: Number of years a full motorcycle held, by number and percentage

of instructors

Number of years Number of instructors % of instructors
0-5 66 7
6-10 205 23
11-15 145 16
16-20 149 17
21-25 77 9
26-30 64 7
31-35 40 4
36-40 37 4
41+ 34 4
No response 83 9
Totals 900 100

Table 6.2 reveals that, excluding ‘no responses’, 92 per cent of instructors had held a full
motorcycle licence for more than 5 years, highlighting a tendency for gaining significant
riding experience before qualifying as an instructor. 62 per cent of instructors had held a
full licence for between 6 and 20 years, suggesting that this is a ‘peak’ period for
involvement in training.

The various qualifications held by the 900 instructors for whom information was provided
are listed in Table 6.3.
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Table 6.3: Qualifications held, by number and percentage of instructors

Qualification Number of instructors % of instructors
None 53 6
Down trained CBT 400 44
Cardington CBT 421 47
Cardington DAS 464 52
Institute of Advanced Motorists (IAM) 230 26
RoSPA

Bronze 1

Silver 12

Gold 66

Examiner 6

Diploma 23

Level not stated 11

119 13

Police Class 1 84
Instructional skills

BTEC 15

Police instructor course 17

NVQ 16

Forces instructor course 12

BEd, PGCE, Cert Ed 13

MITCON 10

City & Guilds TC 8

TOTAL 91 10

13 qualifications were listed under ‘Other’ and were specified by the respondents. All were
held by a relatively small number of the 900 instructors (6 per cent)

Table 6.4 identifies these other qualifications and the number of instructors holding them.
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Table 6.4: Additional qualifications by number of instructors

Qualification Number of instructors
BMF Blue Riband 18
Approved Driving Instructor (ADI)

—
=N

3-day Police Better Rider courses

Edge instructor

Autocycle Union (ACU) Road Race instructor
Star Rider Gold instructor

Star Rider Silver instructor

Star Rider training officer

Royal Automobile Club (RAC)/ACU examiner

Skid Pan instructor

= N DD NN W w s~ N

British Motorcyclists Federation (BMF) Blue Riband examiner

Large Goods Vehicles (LGV), Passenger Carrying Vehicles (PCV),
Road Transport Industry Training Board (RTITB) instructor

National Motorcycle Escort — advanced 1

Table 6.3 and 6.4 together reveal the wide range of qualifications and training open to
potential motorcycle instructors. There are wide variations in the length, depth, intensity and
relevance of these courses. There is also fragmentation among the agencies providing/having
provided training, some of which are no longer in existence. The evidence of the
proliferation of courses and providers suggests that a less fragmented system of training and
qualifications might be an improvement on the present system of motorcycle instructor
training in GB.

Question 7 Please list normal instructor:trainee ratios in various situations.
The situations — theory sessions, off-road practical and on-road practical — produced

appreciable variation in instructor:trainee ratios which are summarised in Tables 7.1, 7.2,
and 7.3.
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Table 7.1: Instructor:trainee ratios in theory sessions, by courses offered

Number of organisations instructor:trainee ratio
Training course 1:1 1:2 1:3 1:4 1:51:6-1:10 | 1:10+
Theory test training 47 29 1 16 3 2
CBT 12 83 9 63 1 1
Post-CBT, Pre-test 30 88 5 15 1 1
Special needs training 56 13
DAS 36 122 2 3
Post-test — intermediate 55 59 4 1
Further (advanced) 51 51 4 2 1 3
Track 1 2 1 3
Off-road 8 10 3 1 1
Motorcycle instructor 63 21 8 5
Other courses 7 4 1 1
(to be specified)

Low instructor:trainee ratios (1:1 and 1:2) appear to be operative in most forms of training
activity, including theory training. The comparatively high number of organisations (63)
employing a 1:4 ratio for CBT is possibly explained by instructor preferences in group size
for theory sessions, or by commercial considerations. Telephone and face-to-face interviews
with trainers during the present enquiry revealed that trainers on the whole place a high
priority on low instructor:trainee ratios as a key factor in successful training, and in client
satisfaction. The need for low ratios in advanced, DAS, and post-test forms of training is
largely evident from the information provided by respondents.
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Table 7.2: Instructor:trainee ratios in off-road practical sessions for courses

offered

Number of organisations instructor:trainee ratio
Training course 1:1 1:2 1:3 1:4 1:51:6-1:10 | 1:10+
Theory test training 10 18 10 2
CBT 15 119 5 55 1
Post-CBT, Pre-test 34 97 5 14
Special needs training 16 10 1
DAS 38 125 3
Post-test — intermediate 54 62 2
Further (advanced) 51 49 2
Track 2 2
Off-road 5 3
Motorcycle instructor 74 22 7 1
Other courses 5 4 1 1
(to be specified)

An emphasis on 1:1 and 1:2 instructor:trainee ratios is equally evident for off-road practical
sessions as it was for theory sessions. Again the most notable exception is the high
incidence of 1:4 ratios for CBT, off-road practical sessions. It seems that some instructors
prefer to work with larger groups than others, although commercial reasons cannot be
excluded as an explanation.

(It seems that one organisation is using a 1:5 ratio for the off-road element for CBT. A 1:4
ratio is required by Regulations. Regulation 67(1) states:

“Where, during an approved training course, more than one person is receiving on-
site instruction and practical on-site riding as part of elements (B) and (C) of the
prescribed training course —

(a) in the case of instruction or riding which may under these Regulations be
conducted by a certified ... instructor, there shall be no more than four such persons
in the charge of any one instructor at any one time.

(b) in the case of instruction or riding, which must under Regulation 64 be conducted
by a certified direct access instructor, there shall be no more than two such persons in
the charge of any one instructor at any one time.”)
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Table 7.3: Instructor:trainee ratios in on road practical sessions for courses

offered
Number of organisations instructor:trainee ratio

Training course 1:1 1:2 1:3 1:4 1:5[1:6-1:10 | 1:10+
Theory test training 12 25 1
CBT 21 184
Post-CBT, Pre-test 39 117 4 12 1
Special needs training 64 15
DAS 44 147
Post-test — intermediate 65 72 4 1
Further (advanced) 64 61 3 1
Track 1 2 2 1
Off-road 7 5 2 1
Motorcycle instructor 79 22 9
Other courses 6 7
(to be specified)

An emphasis on 1:1 and 1:2 instructor:trainee ratios is to be expected when training is
conducted in on-road situations. The delivery of basic, intermediate, and advanced training in
traffic situations requires that safety is paramount, and this is reflected overall in the
responses provided by training establishments relating to instructor:trainee ratios on the road.

(Regulation 67(2) (a) states:

“Subject to paragraph (3), when riders are undertaking element (E) of the prescribed
training course —

(a) there must be no more than two riders in the charge of any one certified or
certified direct access instructor at any one time.”)

‘Other Courses’ are represented by a relatively small range of options, and the situation with
regard to these is summarised below. Instructor:trainee ratios were always the same for
theory and practical sessions and the numbers included for each ratio in parentheses.

Refresher/Back to Biking courses 1:1 (2) and 1:2 (3)
Maintenance and mechanics courses 1:3 (1) and 1:4 (1)
ADI (car) 1:1(1)
Race 1:1 (1)
Wheels to Work 1:2 (1)
Police courses 1:1(1)
OCNB3 - advanced rider 1:6 (1)
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With one exception (advanced rider) courses involving theory and on-road riding appear to
utilise low instructor:trainee ratios.

Question 8 Equipment available to and used by instructors undertaking various courses

The numbers and percentages of training organisations with equipment available and used
by instructors are recorded in Table 8 (opposite).

It is noted that a third of organisations (33 per cent) providing theory test training supply
radios, 46 per cent conspicuity aids and 39 per cent protective clothing — equipment usually
associated with practical riding.

For most items of equipment a similar percentage of organisations supply these items for the
various courses offered. For example, most organisations (79—100 per cent) supply radios
for all courses except theory training and ‘other’.

(Only 94 per cent of CBT instructors and 91 per cent of DAS instructors state they provide
radios. Regulation 67(2) (b) states:

“Subject to paragraph (3), when riders are undertaking element (E) of the
prescribed training course —

(b) the instructor must be able to communicate with each rider by means of a radio
which is not hand-held while in operation.”)

The least often supplied and used equipment — is overhead transparencies (OHTs) (supplied
by 5-18 per cent of organisations). Computers were provided by 77 per cent of those
involved with theory test training but only about a third of organisations made them
available for the other courses listed.

Protective clothing and conspicuity aids were supplied by 73—94 per cent of those involved in
practical riding activities. Some respondents noted that their instructors supplied their own
clothing, so usage rates are higher than the 73-94 per cent reported for a number of courses.

Less than 50 per cent of organisations supply instructors with trainee record books. It was
interesting that the highest percentages were reported for track training courses (45 per cent)
and off-road training (42 per cent). However, both these categories of training are
undertaken by few training bodies. Suppliers of CBT, special needs and DAS courses all
recorded 40 per cent having trainee record books. All other courses were below 40 per cent.
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Question 9 Which category(ies) of bike rider does your organisation cater for, for each
course offered?

Seven alternative categories of rider were presented, together with the opportunity to specify
any other category for which training organisations may cater. Percentages of organisations
catering for the various types of rider are presented for the different training courses offered.

Table 9: Percentage of organisations for categories of rider, by training course

Percentage of organisations
Training course Commuter | Tourer | Sports | Custom |Off-road | Combo | Other | Moped
CBT 96 65 64 65 32 31 5 91
Post-CBT, Pre-test 89 66 65 64 30 29 6 71
Special needs training 81 60 53 61 32 39 14 70
DAS 88 84 81 74 32 29 7 30
Post-test — intermediate 78 70 70 66 32 30 6 36
Further (advanced) 76 80 83 72 24 25 9 23
Track 18 36 100 73 91 82 36 18
Off-road 38 33 38 38 79 38 8 42
Motorcycle instructor 68 68 65 59 25 26 6 35
Other (specified) 54 50 50 46 21 38 29 46

All organisations catered for a number of categories of rider. Commuters were best catered
for at all levels on the road and 70 per cent plus organisations catered for moped riders at
the basic training levels. Relatively few organisations catered for commuters and tourers on
their track and off-road courses.

With the exception of organisations offering track training, combination riders were only
catered for by about a third of training bodies across all courses offered. (It is possible that
riders of racing sidecars — chairs — were catered for on the track training courses.)

‘Other’ specified categories recorded by 22 organisations included riders of scooters (15),
racers (2), police bikes (4) and nippy (1). (A nippy is actually a three-wheeler for
wheelchairs.) A further 74 respondents indicated that they catered for ‘other’ riders but did
not specify these categories.

Question 10 How do potential trainees find out about your training courses?

Eight methods known to be used by organisations to advertise their courses to potential
trainees were used by researchers when identifying training bodies.

These were listed and respondents were also asked to specify other publicity methods
they use.
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Table 10.1: Methods used by organisations to publicise training courses

Publicity method Number of organisations % organisations
Recommendation (word of mouth) 219 96
Local press 89 39
Local dealers 174 77
Local authority 68 30
Motorcycle press 37 16
Yellow pages 174 77
Leaflets 152 67
Internet 110 48
Other (specified) 33 15

96 per cent of training organisations reported that recommendation (word of mouth) was a
publicity method used by trainees seeking instruction. Referrals from local dealerships and
advertisements in Yellow Pages were the next highest sources of recruitment (each with a
77 per cent response). Advertisements in the motorcycle press were identified as the least
successful source of recruitment (16 per cent of organisations used this source).

52 per cent of respondents (118 organisations) provided an estimate (as a percentage), of the
methods employed to inform potential trainees about the courses they offered. A summary
of this information is included in Table 10.2.

Table 10.2: Average percentages for methods used to inform potential trainees

about training courses offered

Publicity method Use of methods (average percentage)
Recommendation (word of mouth) 48
Local press 28
Local dealers 18
Local authority 12
Motorcycle press 12
Yellow pages 11
Leaflets 11
Internet 7
Other (specified) 6

Responses reveal that word of mouth recommendation seems to be almost twice as effective
as more costly methods of publicity, such as press advertisements.
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20 ‘Other’ methods of informing potential trainees about courses were identified, involving
33 training organisations. These are summarised in Table 10.3 below.

Table 10.3: ‘Other’ publicity methods used, by number of organisations

Publicity method Number of organisations using method
Website 7

Police

Passing trade

RoSPA

Chief constables orders
MOD publications

Local radio

Retail shop

Road signs

On road contact

Motorcycle manufacturers
PPC handbook

Jobcentre (2 Wheels to Work)
Thompson directory

E-mail

Own staff (Police)

Direct mail

Shows, events

—_ a4 a4 4 4 a4 a4 a4 a4 a4 A A a NN WwwWw

National advanced training bodies

Question 11 How many of the following road safety issues are included in your course(s)?

Five road safety issues of relevance to two wheeler riders were listed, namely drink/drugs
riding, speeding, conspicuity, defensive riding and hazard perception.

Table 11 provides information regarding the road safety issues included in the various
training courses offered.
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Table 11: Percentage of organisations covering road safety issues, by training

course

Training course Drink/ | Speeding |Conspicuity | Defensive Hazard

drugs riding riding | perception
CBT 97 96 97 97 97
Post-CBT, Pre-test 66 88 88 90 90
DAS 70 95 96 97 97
Post-test — intermediate 59 83 84 86 86
Further (advanced) 61 82 80 85 85
Track 91 100 82 91 100
Off-road 63 67 63 67 100
Motorcycle instructor 60 63 63 64 64
Other 48 60 56 56 56

The ‘Other’ specified courses again included refresher/back to biking courses,
maintenance/mechanics, courses for the disabled, etc.

96-97 per cent of organisations offering CBT courses covered all of the road safety issues
listed. Of those undertaking post-CBT, pre-test, DAS, post-test — intermediate and further
(advanced) courses, four of the five road safety issues were covered by 80 per cent plus of
organisations. However, for all courses drink/drugs riding was covered by 70 per cent or
fewer organisations.

Telephone and face-to-face interviews carried out among a sample of trainers confirmed
their commitment to including road safety issues as an integral part of their training.
However, from the evidence contained in Table 11 it seems that there might be a need to
persuade all trainers to include key road safety issues within their training programmes.

Question 12 Are your instructors offered training in Emergency Aid?

Respondents replying ‘yes’ to this question were also asked to specify the level of training
received, and, where applicable, to provide information about qualifications obtained and the
awarding body for their qualifications.

Of the 227 organisations completing the questionnaire, 217 responded to Question 12 and a
considerable number of qualifications held by instructors and the relevant awarding bodies
were detailed. 80 organisations responded in the affirmative, and 137 in the negative. Within
the 80 organisations who said they offered instructors training in emergency aid, 51 gave
details about the level of training provided and the qualifications gained, together with the
awarding body for such qualifications.

Of the organisations answering ‘No’, 12 added a rider that they intended to take courses on
emergency aid shortly, that the situation was under review, that courses were booked for
later in the year, or that they would like to attend a course.
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23 respondents (11 per cent of organisations answering Question 12) commented that
instructors held Emergency/First Aid qualifications gained through their current full-time or
previous occupation, for example Police, Fire and Ambulance services, HM Forces or
workplace-based certificates as appointed/delegated First Aiders.

Table 12: Summary of levels of training, qualifications held and awarding bodies

(numbers of holders of qualifications are given in brackets)

Level of training

Qualification

Awarding body

Basic (36)

First Aid at Work (2)
Ambulance Services (8)
Emergency First Aid (2)
BFA Certificate (4)

Various NHS

First Aider (11)

Approved Practitioner (2)
Appointed Person’s Certificate (2)
First Aid at Work (3)

St John Ambulance (18)

Basic Certificate (5)
First Aid at Work FAW (1)

British Red Cross (6)

First Aid at Work (1)

St Andrews (1)

Appointed Person’s Certificate (1)

Pheonix First Aid Training (1)

M/Cycle related First Aid (1)

In House (1)

HSE at Work (1)

H & S Exec.(1)

Army Medic Class 1(1)| MAI (1) 49 Brigade Sp

Instructor (1) RAMC (1) Training Team (1)
Unit First Aid Instructor (1)

Army (2) RMAS (2) HM Forces (2)

FA2 (3) FA2 (2) MOD (2)
First Aid HSE HMS Raleigh (1)
Heartstart/MCA (1)

Army (1) Field Medic and MOD, PADI (1)
Instructor PADI (1)

Intermediate (2) Police First Aid (2) St John (2)

Intermediate (1)

Fire Service (1)

Fire Service (1)

Intermediate (1)

Emergency Aid Technician (1)

London Ambulance Service

Advanced (1)

Ambulance man (1)

Metropolitan Ambulance
Service

Certificated (1)

Cert (1)

Chartered Institute of
Environmental Health(1)

Heart Start (1)

Heart Start (1)

St John (1)
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On the evidence of the information received in response to Question 12, it appears that only
37 per cent of training establishments use the services of a trainer qualified in emergency
aid. This would appear to be a weakness in need of remedy in light of the fact that the main
activity of training establishments involves training novice riders in on- and off-road
situations.

Question 13 Please classify your organisation.

Six alternatives — sole trader, franchise, small (up to 5 instructors) and large (6 or more
instructors) training schools (commercial and local authority) — were provided, with the
option of additional specified classification(s). All organisations responding to the
questionnaire answered this question. 33 (15 per cent) indicated dual classification
(see Table 13.2)

Table 13.1: Classification of organisation, by number and percentage of

organisations

Classification Number of organisations % organisations
Sole trader 107 41
Franchisee 2 1
Small training school — commercial 99 38
Small training school - local authority 2 1
Large training school — commercial 20

Large training school — local authority 4

Other (specified) 26 10

Table 13.2 Distribution of dual classified training organisations

Dual classification Number of organisations
Sole trader/small training school — commercial 25
Sole trader/large training school — commercial 6

Sole trader/other (unspecified)

Franchisee/small training school — commercial 1
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26 organisations classified themselves as ‘other’. These classifications are shown in
Table 13.3.

Table 13.3: Other classifications of organisations

Classification Number of organisations
Voluntary organisation 10
Police 5
Partnership 4
MOD School of Transport 1
Limited company 1
Unspecified 5
Total 26

The majority of training organisations were therefore either sole traders or small
commercial training schools with up to five instructors.

Question 14 Please indicate the average annual throughput of trainees for each training
course.

Table 14: Average annual throughput of trainees by training course and

percentage of organisations

Average annual throughput of trainees

Training course 0-25 26-75 76-150 150-500 500+ No
Response

CBT 7 19 24 50 7 3

Post-CBT, Pre-test 26 24 20 18 2 10

DAS 13 22 27 31 4 3

Post-test — intermediate 51 20 6 1 15

Further (advanced) 60 35 1

Track 55 36 9

Off-road 71 21 8

Motorcycle instructor 78 3 1 18

Other 56 20 24

CBT courses have the highest annual throughput with 57 per cent of organisations having an
annual throughput of 150 plus trainees.

Table 14 reveals the heavy reliance of the motorcycle training industry on pre-test training,
most of which is compulsory rather than voluntary. This highlights the need to promote
voluntary post-test training as a major objective for future road safety initiatives.



Part Il: Research report

4.4 Telephone and face to face interviews

4.4.1 Introduction

One requirement included in the specification for the Scoping Study on Motorcycle
Training was that interviews should be conducted with a sample of motorcycle instructors
drawn from all parts of GB. These should be representative of the variations in size and
scope of operations that exist among training organisations, from one-man operations to
large commercial/local authority schemes.

An interview schedule was compiled containing discussion prompts for ten key issues of
current interest or concern relating to motorcycle and moped training. A copy of this
schedule is available at Appendix (7).

Interviews were conducted either by face-to-face contact, by telephone, or in focus groups,
as follows:

Face-to-face 21
Telephone 62
Focus group 5

The numbers of interviews and focus groups conducted, by region, were as follows:

Scotland 15
Wales 9
England:

North East 11
North West 12

Central and
South Central 15

London 7
South East 9
South West 10

Total interviews and focus groups: 88

Total number of instructors interviewed,
including those attending focus groups: 100
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4.4.2 Analysis of training establishments

An attempt was made to interview Chief Instructors representative of a wide range of
training establishments varying in respect of size and type of training offered. Table 1
summarises the sample achieved:

Table 1

Type of establishment Number of
establishments
Sole trader 38
Franchise 1
Small training school — commercial 34
Small training school — local authority 1
Large training school — commercial 5
Large training school — local authority 2
Ministry of Defence Motorcycle Training Establishment 1
Voluntary (weekend training) organisation 2
Police 2
Partnership 1
Organisations undertaking assessments 2

NB: Small training schools employ up to five instructors, large training schools six or more.

Table 2: Scope of training offered (88 establishments)

Courses Number of establishments
CBT 83
Post-CBT pre-test 80
Special needs training 32
DAS 82
Post-test intermediate 62
Further (advanced) 65
Track 2
Off-road

Motorcycle instructor 58
Other 4

48



Part Il: Research report

Discussion

It appears from the evidence contained in Table 1 that sole traders and small commercial
training establishments dominate the motorcycle training industry. Those establishments
employing six or more instructors depend heavily upon part-time staff, and most are only
slightly larger than their small counterparts in most instances. It would seem that only the
large local authority-supported training organisations, the British Motorcyclists Federation
(BMF) network and two commercial bodies conform to the definition ‘large’.

Most training concerns depend heavily upon pre-test training, especially CBT, DAS and
post-CBT pre-test training for their ‘bread and butter’ income. Only three sole traders took
no part in pre-test training in order to focus entirely on post-test, mainly advanced training.
In contrast, 11 training establishments (sole trainers and small establishments) did not offer
any post-test training, including advanced. With two exceptions organisations undertaking
special needs courses trained individuals with slight learning difficulties, English language
problems, hearing impair