Summary: Intervention & Options

Department /Agency: Title: Driver CPC Scheme

Driving Standards No.2 Introduce a three clear working day wait following an
Agency unsuccessful CPC test

Stage: Final Version: final Date: 22 September 2009

Related Publications: Response to Consultation Report: Driver Certificate of Professional
Competence Scheme — Improvements to Administrative Arrangements

Available to view or download at: http://www.dsa.gov.uk

Contact for enquiries: Rick Annable Telephone: 0115 9366099

What is the problem under consideration? Why is government intervention necessary?

There is no provision in the regulations supporting Certificate of Professional Competence (CPC) tests for a delay
between an individual failing a test and re-taking it. This allows an unprepared driver to take the test repeatedly
in the hope of passing it, without taking additional training. This:

e Encourages unprepared candidates.
e Incurs extra, nugatory, cost for the driver.
e Restricts the efficiency of the test booking system, preventing other candidates taking tests.

Government intervention is necessary to counter the identified issues and to encourge candidates to be
absolutely cetain of their preparedness for test.

What are the policy objectives and the intended effects?

e To provide a legislative mechanism to discourage unprepared candidates. This will encourage candidates to
take additional practice, thereby improving their competence as drivers. It will avoid wasted expenditure on
tests they are unlikely to pass. Personal effort will be directed towards practice, by which the driver is more
likely to achieve success.

e To ensure the test booking system can accommodate demand and not become choked by repeat bookings.

What policy options have been considered? Please justify any preferred option.
Two options were considered:
¢ To make no change.

e To introduce a minimum three clear working day wait following an unsuccessful test — this is a reasonable
period in which additional practice can be undertaken.

When will the policy be reviewed to establish the actual costs and benefits and the
achievement of the desired effects?

This change will be reviewed within five years of the date of implementation.

Ministerial Sign-off For final proposal/implementation stage Impact Assessments:

| have read the Impact Assessment and | am satisfied that, given the available
evidence, it represents a reasonable view of the likely costs, benefits and
impact of the leading options.

Signed by the responsible Minister:

Paul Clark Date: 5 November 2009




Summary: Analysis & Evidence

Policy Option: 2 Description: Introduce athree clear working day wait following an
unsuccessful CPC test

ANNUAL COSTS Description and scale of key monetised costs by ‘main
affected groups’ There are no one-off costs arising from this
One-off Yrs | option. We have calculated the average annual cost as lost income
£ Nil for the drivgr during the three days_ tha_lt he will be required to wait
before starting work. The calculation is based on 50% of drivers
Average Annual Cost failing a delegated examiner Module 4 test and 25% of drivers failing
(exduding One_off) a DSA Module 4 test.
£ 530,035 Total Cost (PV) | £ 2,476,896

Other key non-monetised costs by ‘main affected groups’ None. The cost of a re-test and
practice are not new.

ANNUAL BENEFITS Description and scale of key monetised benefits by ‘main
affected groups’ There are no one-off benefits. The average
One-off Yrs | annual benefit is the saving of the cost of one re-test for 50% of

£ Nil unsuccessful candidates immediately after the first test.

Average Annual
Benefit (excluding one-
off)

BENEFITS

£504,110 £2,355,746

Other key non-monetised benefits by ‘main affected groups’ There will be a road safety benefit.
Someone who has passed a licence acquisition test will be able to drive the relevant vehicle non-
professionally. By introducing a minimum three clear working day wait, we are ensuring that the
integrity of the test is not compromised.

Key Assumptions/Sensitivities/Risks In all cases, costs for 2009/10 are used. The cost of adopting a
minimum three clear working day wait for unsuccessful customers is already absorbed in the
development cost for the introduction of Module 2 and Module 4 tests.

Price Base | Time Period | Net Benefit Range (NPV) NET BENEFIT (NPV Best estimate)
Year 2009 | Years 5 £-121,150 £- 121,150

What is the geographic coverage of the policy/option? UK

On what date will the policy be implemented? 17 February 2010

Which organisation(s) will enforce the policy? DSA/DVA

What is the total annual cost of enforcement for these £ N/A

Does enforcement comply with Hampton principles? Yes

Will implementation go beyond minimum EU requirements? No

What is the value of the proposed offsetting measure per year? £ N/A

What is the value of changes in greenhouse gas emissions? £ N/A

Will the proposal have a significant impact on competition? No

Annual cost (£-£) per organisation Micro Small Medium | Large
(excluding one-off)

Are any of these organisations exempt? No No N/A N/A
Impact on Admin Burdens Baseline (2005 Prices) (Increase - Decrease)
Increase £ Decrease £ Net £

Kev: Annual costs and benefits: Constant  (Net) Present Value



Evidence Base (for summary sheets)

Introduction

1.1 This Impact Assessment (IA) considers the introduction of a minimum three
clear working day wait between unsuccessful Module 2 and 4 tests taken to obtain
the Driver Certificate of Professional Competence (CPC).

1.2 The CPC has been introduced as a result of Directive 2003/59/EC (“the
Directive”). This Directive introduced a requirement across the EU for professional
lorry, bus and coach drivers to hold a CPC in addition to their vocational driving
licence.

13 The Directive specifies the following implementation dates:
e September 2008 for bus and coach drivers
e September 2009 for lorry drivers

1.4 The Directive was transposed into UK legislation by the Vehicle Drivers
(Certificates of Professional Competence) Regulations 2007 SI No. 605 [as
amended] (the “CPC Regulations”). Relevant provisions relating to driving tests for
vocational licence acquisition are made by way of amendments to the Motor Vehicles
(Driving Licences) Regulations 1999 SI No. 2864 [as amended] (the “Driving
Licences Regulations”) and to the Motor Vehicles (Driving Licences) Regulations
(Northern Ireland) 1996 SR 542 [as amended)].

15 New professional drivers need to take an initial qualification, comprising
detailed tests. The UK has introduced these in a modular format:
e Module 1 — current licence acquisition theory test (in the Driving Licences
Regulations)
e Module 2 — CPC theory test — comprises case studies (in the CPC
Regulations)
e Module 3 — current licence acquisition practical test (in the Driving Licences
Regulations)
e Module 4 — CPC practical test (in the CPC Regulations)

Existing Law

2.1 The Driving Licences Regulations contain a provision for a minimum three
clear working day wait following unsuccessful licence acquisition tests. These are at:
e Regulation 29 [Eligibility to reapply for theory tests] (Module 1)
e Regulation 34 [Eligibility to reapply for practical or unitary tests] (Module 3)

2.2 There are no similar regulatory provisions for CPC tests.
Reasons for the change

3.1 We will introduce into legislation a minimum three clear working day wait
between unsuccessful CPC tests. This will replicate the benefits delivered by the
Driving Licences Regulations in respect of licence acquisition tests:

o An enforced delay encourages drivers to take extra practice. Even if a driver
decides to simply “keep up to standard”, he will take extra lessons, thereby
increasing competence

e By encouraging extra practice, it improves the likelihood that a driver will pass
the next test. This avoids the situation where he spends large amounts of
money on tests which he has little chance of passing

e Repeat bookings choke the test booking system, preventing other, better
prepared, candidates obtaining an early appointment



e CPC tests are brought into line with licence acquisition tests
e It will deter candidates from making multiple bookings in an attempt to obtain
knowledge of different test combinations
¢ If the candidate keeps failing, providing immediate re-tests puts pressure on test
availability targets. Meeting this demand will require additional resource which
will increase costs of test provision
There will be no additional cost of adopting a minimum three clear working day
wait — this is absorbed within the implementation and overall running costs for
these tests. The test booking system is already capable of imposing a three day
wait without further enhancement
There is no reason to make an unsuccessful candidate wait longer than three
days before attempting another test. We believe three days allows sufficient
time for the candidate to undertake additional practice

Costs and benefits
Benefits of less time and money wasted on tests failed

4.1 We have made an assumption that some 50% of unsuccessful candidates (first
attempt) will pass the test on second attempt. The expected volumes — based on
known failure rates for first attempt — are at Annex 1. The following is the cost of one
retest for each candidate who is unsuccessful. If the three day wait is introduced it
will encourage candidates to undertake additional practice thereby increasing their
chance of passing the test on the second attempt, thus saving them the cost of
further re-tests.

Savings in terms of test fees

Unsuccessful Candidates Cost of re-test Benefit to candidates
tests per annum unsuccessful from saved fee
(50%) on second
attempt

Module 2 3,900 1,950 £30 £58,500
DSA
Module 2 1,905 953 £30 £28,590
Delegated®
Module 2 941 470 £30 £14,100
DVA?
Module 4 7,480 3,740 £55 £205,700
DSA
Module 4 1,904 952 £41 £39,032
Delegated
Module 4 656 328 £55 £18,040
DVA
Totals £363,962

4.2 DSA does not lose revenue. The test slots released by candidates, who are
taking extra training during the three day wait, will be utilised by better prepared
candidates, who would otherwise have had to accept later appointments.

4.3 There is also a time saving for unsuccessful candidates. A Module 2 test lasts
an hour and a half. A Module 4 test lasts half an hour. There will also be travelling
time of about an hour for tests conducted by DSA. If these timings are applied to half

! Delegated examiners are employed by MoD, fire, police and certain bus and freight logistics
companies
? Driver Vehicle Agency (Northern Ireland)



of unsuccessful tests, the overall time saving is 14,057 hours. The value, at £9.973
per hour, is £140148.29

Savings in time

Unsuccessful | Candidates Length Travel | Time | Time - Total
tests per unsuccessful (hrs) time (hrs) | 50% of | @£9.97 per
annum (50%) on (hrs) candid’s | hour
second
attempt
Module 2 3,900 1,950 15 1 25 4,875 £48,603.75
DSA
Module 2 1,905 953 15 0 15 1,429 £14,247.13
Delegated
Module 2 941 470 15 1 25 1,175 £11,714.75
DVA
Module 4 7,480 3,740 0.5 1 15 5,610 £55,931.70
DSA
Module 4 1,904 952 0.5 0 0.5 476 £4,745.72
Delegated
Module 4 656 328 0.5 1 15 492 £49,05.24
DVA
Totals 16,786 8,393 14,057 | £140,148.29

Benefits of those able/ready to take the test having to wait less time

4.4 There are some 16,786 unsuccessful CPC tests each year. If 50% of these
(8,393) waited three days before re- taking their test, it would make this number of
test slots available for other candidates. This will be beneficial to those candidates
who have prepared thoroughly for the test.

Costs of lost income/work when they are busy training or waiting for a test.

4.5 We estimate a cost to industry of £530,035 in 2009/10 as a result of income
which would be lost through candidates’ inability to take an immediate re-test. We
have assumed, for the purposes of this IA that candidates will take Module 4 after
Module 2 and will therefore be fully qualified only after passing a Module 4 test.

4.6 The calculation assumes that all those unsuccessful candidates at a Module 4
test delivered by a delegated examiner, and 25% of those unsuccessful at a Module
4 DSA test will have a job to go to — and that 50% of these would pass a re-test. It
calculates lost pay at £9.97 per hour, over the three days each candidate would be
required to wait.

® webTAG 3.5.6, Table 1, values of time and operating costs for individual or driver, uprated to
20089 prices using Office for National Statistics national accounts data, GDP deflator
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Loss of earnings

Module 4 - unsuccessful DSA tests 7,480
Module 4 — 25% of unsuccessful DSA tests (assumed candidate has job 1,870

to go to

Module 4 - unsuccessful delegated tests 1,904
Module 4 - unsuccessful DVA tests 656
Module 4 - 25% of unsuccessful DVA tests (assumed candidate has a job 164

to go to)

All - unsuccessful where assumed that a candidate has a job to go to 3,938
Candidates successful (50%) on second attempt 1,969
Loss of earnings (cost per hour) £9.97
Daily hours would have worked 9

Total daily cost £176,678.37
Total three day cost £530,035.11

Overall Estimates

5.1 The costs are made up of the potential loss of earnings arising from the need
for unsuccessful candidates to wait a minimum of three clear working days before a
further test can be taken. It is estimated that 50% of candidates will pass at the
second attempt. It is also assumed that all candidates will have a job to go to

immediately.

5.2 The benefits result from a reduction in the time and money wasted on

unsuccessful tests.

5.3 However, there is also a non-monetary benefit of better prepared candidates.

Cost against benefit

6.1 If the costs and benefits are offset against each other, the cost in 2009/10 is
-£25,925. However, this is considered to be negligible when compared to the non-

monetised benefits realised by maintaining the integrity of the test.

Cost against benefit

Cost — inability to take a test £530,035
Total cost £530,035
Benefit — saving of fee £363,962
Benefit - time saving £140,148
Total benefit £504,110
Balance -£25,925

Equality, Environmental and Social (Health) Impact

7.1 The change will not have any adverse impact on the grounds of equality and

fairness. All candidates will be treated the same.




Competition Assessment

8.1 When applying the four principles of Competition, it is considered that in the
affected market this proposal is unlikely to raise any competition concerns.
Small Firms Impact Test

9.1 A small business is defined * as one with:
¢ Fewer than 50 employees
¢ No more than 25% of the business owned by another enterprise (which is not
a small business)
e Less than £4.44 million annual turnover
e Less than £3.18 million annual balance sheet total

9.2 This change will equally affect:
¢ Individuals — drivers wishing to become lorry, bus or coach drivers
¢ Driver trainers — who train and then book the relevant tests for individual drivers
to become qualified
e Employers who provide (and pay for) training and qualification for their
employees

9.3 Individuals are in the main those wishing to become lorry or coach drivers who
have to obtain and pay for their own training and qualification. The training is
provided by driver trainers who are mostly small and micro businesses, but they
recoup the costs from the individual. Most drivers within the bus industry are
employed by large companies; only 20% are employed by small or micro businesses.
Larger employers provide on-the-job training for their drivers. Some of the smaller
companies provide training, but in the main, the driver is expected to already hold the
relevant licence and qualification before they apply for the job — this is also true for
the majority of drivers applying for jobs within the goods vehicle industry.

9.4 The change will apply to all persons seeking to drive lorries, buses or coaches
on a professional basis and in the main will impact upon individuals and larger
employers. To exempt small and micro businesses from the change would mean a
change to business rules that would not be acceptable to the rest of industry
especially as the cost of such a change would have to be recovered from test fees.
We do not consider the change will have a detrimental effect on small or micro-
businesses.

Legal Aid

10.1 We have identified no impact on legal aid as a result of this change.
Sustainable Development

11.1 We have identified no effect on sustainable development.

Carbon Assessment

12.1 Fewer unsuccessful practical tests will reduce fuel consumption and
environmental damage.

Other Environment

13.1 Fewer unsuccessful practical tests will reduce fuel consumption and
environmental damage.

* Better Policy Making: A Guide to Regulatory Impact Assessments. Cabinet Office January 2003



Health Impact Assessment

14.1 The inability to retake a test immediately could lead to loss of earnings in the
short term and result in increased stress on drivers. But there are greater benefits
from candidates being properly prepared for tests. This avoids the temptation of
constant re-booking of tests with little hope of success, which is more stressful in the
long term.

Race Equality

15.1 We have completed an initial screening assessment which did not identify any
disproportionate impact as a result of race, religious beliefs, ethnicity, colour
nationality and ethnic origin.

Disability Equality

16.1 We have completed an initial screening assessment which did not identify any
adverse impact on disability issues.

Gender Equality

17.1 We have completed an initial screening assessment which did not identify any
adverse effect on gender issues.

Human Rights

18.1 Introducing this minimum wait into legislation will have no effect on human
rights issues.

Rural Proofing
19.1 Most professional drivers live in built up areas. However, rural residents

seeking to qualify as professional drivers will benefit from having to make fewer
journeys to test centres as a consequence of being better prepared.



Specific Impact Tests: Checklist

Type of testing undertaken Results in Results annexed?
Evidence Base?
Competition Assessment No No
Small Firms Impact Test Yes No
Legal Aid No No
Sustainable Development No No
Carbon Assessment No No
Other Environment No No
Health Impact Assessment No No
Race Equality Yes No
Disability Equality Yes No
Gender Equality Yes No
Human Rights No No
Rural Proofing No No




Annexes

Annex 1
Estimated test volumes in 2009/10
DSA tests
Module 2 tests
Annual volumes — all categories® 15,000
Unsuccessful annually (Failure rate26%) 3,900
Module 4 tests
Annual volumes — all categories 17,000
Unsuccessful annually (Failure rate 44%) 7,480
Delegated examiner tests
Module 2 tests
Annual volumes - PCV tests 11,100
Annual volumes - LGV tests 1,600
Total 12,700
Unsuccessful annually (Failure rate15%) 1,905
Module 4 tests
Annual volumes - PCV tests 9,600
Annual Volumes - LGV tests 1,600
Total 11,200
Unsuccessful annually (Failure rate17%) 1,904
DVA tests
Module 2 tests
Annual volumes - PCV tests 691
Annual volumes - LGV tests 2,345
Unsuccessful annually (31% failure rate) 941
Module 4 tests
Annual volumes — PCV tests 733
LGV tests 3,643
Total 4,376
Unsuccessful annually (Failure rate15%) 656

NB — 50% failure rate assumed - this is because with increased numbers of drivers
coming forward to take the test we assume an initial increase in the number of
persons failing first time. Once the test is ‘bedded’ in we assume that failure rates
will fall.

® Large Goods Vehicles (category C1 and C) and Passenger Carrying Vehicles (category D1
and D)
10



Summary: Intervention & Options

Department /Agency: Title: Driver CPC Scheme

Driving Standards Agency No.3 Introduce a minimum cancellation period of three clear
working days

Stage: Final Version: Final Date: 21 September 2009

Related Publications: Response to Consultation Report: Driver Certificate of Professional
Competence Scheme — Improvements to Administrative Arrangements

Available to view or download at: http://www.dsa.gov.uk

Contact for enquiries: Rick Annable Telephone: 0115 936 6099

What is the problem under consideration? Why is government intervention necessary?

There is no provision in the regulations supporting Certificate of Professional Competence (CPC) tests which
require a candidate to give a minimum three clear working day notice of cancellation or they will lose their fee.
Without such an arrangement, when a candidate cancels a test at very short notice, it is not possible to
reallocate the test slot. The cost of providing the examiner will therefore have to be met by other candidates,
which is inequitable.

This arrangement contrasts with licence aquisition tests where a minimum three working day cancellation period
is specified. Candidates who do not give this minimum period of notice lose their fee.

Government intervention is necessary as the provision of CPC tests is prescribed in legislation.

What are the policy objectives and the intended effects?

e To discourage candidates from cancelling tests at short notice but where cancellations do occur, without
good reason (eg candidate illness) ensure that DSA is not financially disadvantaged.

e To comply with the ‘user pays’ principle by ensuring the cost of tests cancelled at short notice are met by the
candidate responsible and do not have to be borne by candidates in general through higher fees .

What policy options have been considered? Please justify any preferred option.
Two options have been considered:
¢ To make no change — discounted.

e To introduce into legislation a minimum three clear working day cancellation period — this is a
reasonable period for a candidate to notify us.

When will the policy be reviewed to establish the actual costs and benefits and the achievement of the
desired effects?

This change will be reviewed within five years of the date of implementation.

Ministerial Sign-off For final proposal/implementation stage Impact Assessments:

| have read the Impact Assessment and | am satisfied that, given the available
evidence, it represents a reasonable view of the likely costs, benefits and impact of
the leading options.

Signed by the responsible Minister:
PaulClark Date: 5 November 2009




Summary: Analysis & Evidence

Policy Option: 3 Description: Introduce a minimum cancellation period of 3 clear working
days

ANNUAL COSTS Description and scale of key monetised costs by ‘main
- affected groups’ There will be no costs for DSA as a result of the
One-off (Transition) Yrs | change. There will be a cost for candidates who cancel their test within
£ Nil three clear working days and lose the fee. This sum is also included as a
benefit for those who would pay for unused slots in higher fees.
4l Average Annual Cost
8 (excluding one-off)
o £ 545,845 Total Cost (PV) | £ 2,550,777
Other key non-monetised costs by ‘main affected groups’
ANNUAL BENEFITS Description and scale of key monetised benefits by ‘main
affected groups’. There will be benefits for candidates in general who
One-off Yrs | would otherwise pay for cancelled tests in higher test fees. This sum is
£ Nil also included in the calculations as a cost for those candidates who lose
%) their fee by cancelling the test within three days of the date. In addition
= Average Annual Benefit there are savings by reducing the number of test appointments where the
b (excluding one-off) examiner is available but no test is booked.
zZ
g £ 545,845 Total Benefit (Pv) | £ 2,550,777

Other key non-monetised benefits by ‘main affected groups’ There will be a saving in unused test
slots, which will benefit appointment availability. This will help reduce waiting times which will be beneficial
to all candidates.

Key Assumptions/Sensitivities/Risks The costs of introducing a minimum three day cancellation period have
already been absorbed in developing the administrative systems. The calculations assume that the number of
cancellations will not be significantly affected by the policy change.

Price Base Time Period Net Benefit Range (NPv) NET BENEFIT (NPV Best estimate)
Year 2009 Years 5 £0 £0

What is the geographic coverage of the policy/option? UK

On what date will the policy be implemented? 17 February 2010
Which organisation(s) will enforce the policy? DSA/DVA

What is the total annual cost of enforcement for these organisations? £ N/A

Does enforcement comply with Hampton principles? Yes

Will implementation go beyond minimum EU requirements? No

What is the value of the proposed offsetting measure per year? £ N/A

What is the value of changes in greenhouse gas emissions? £ N/A

Will the proposal have a significant impact on competition? No

Annual cost (£-£) per organisation Micro Small Medium Large
(excluding one-off)

Are any of these organisations exempt? No No N/A N/A
Impact on Admin Burdens Baseline (2005 Prices) (Increase - Decrease)
Increase of £0 Decrease of £0 Net Impact £0

Key: Annual costs and benefits: Constant Prices (Net) Present Value



Evidence Base (for summary sheets)

Introduction

1.1 This Impact Assessment considers the introduction of a minimum three clear working day
cancellation period for Driver Certificate of Professional Competence (CPC) tests. Candidates who are
unable to provide this minimum period of notice will normally lose their fee. DSA will however consider
refunding the fee in certain circumstances eg where the candidate is able to produce medical evidence
confirming they were unfit to take the test.

1.2 The Driver CPC has been introduced as a result of Directive 2003/59/EC (“the Directive”). This
Directive introduced a requirement across the EU for professional lorry, bus and coach drivers to hold a
CPC in addition to their vocational driving licence.

1.3 The Directive specifies the following implementation dates:
e September 2008 for bus and coach drivers
e September 2009 for lorry drivers

1.4 The Directive was transposed into UK legislation by The Vehicle Drivers (Certificates of
Professional Competence) Regulations 2007 SI No. 605 [as amended] (the “CPC Regulations”).
Relevant provisions relating to driving tests for vocational licence acquisition are made by way of
amendments to the Motor Vehicles (Driving Licences) Regulations 1999 Sl No. 2864 [as amended] (the
“Driving Licences Regulations”).

15 New professional drivers need to take an initial qualification, comprising detailed tests. The UK
has introduced these in a modular format:

e Module 1 — current licence acquisition theory test (in the Driving Licences Regulations)

e Module 2 — CPC theory test — comprises case studies (in the CPC Regulations)

e Module 3 — current licence acquisition practical test (in the Driving Licences Regulations)

e Module 4 — CPC practical test (in the CPC Regulations)

Existing Law

2.1 Regulation 36 [Cancellation of tests] of the Driving Licences Regulations contains provisions
whereby the fee is lost if a theory (Module 1) or practical (Module 3) test is cancelled less than three
clear working days before it was due to be taken.

2.2 There are no similar regulatory provisions for CPC tests.
Reasons for the change

3.1 We will introduce a three clear working day cancellation period to facilitate effective examiner
utilisation by discouraging short-notice test cancellations by candidates (other than in certain specific
circumstances). This will ensure the cost of lost tests is kept to a minimum. It will also replicate the
benefits delivered by the Driving Licences Regulations:

e An enforced cancellation period will mean that, in general, a driver cancelling within three clear
working days will still have to pay for the test. If this does not happen the fee is lost and the cost
is effectively passed on to candidates in general. It represents a balance between the interests
of those who would prefer maximum flexibility to rearrange their test appointments at short
notice, and higher test fees in general

¢ It will remove the existing anomaly between licence acquisition and CPC tests in this area

e It will encourage drivers to plan more effectively for their test. A booking that is not ultimately
taken up reduces opportunities for other candidates.



Benefits and costs
Benefits

4.1 Statistics are not available as to the volumes of practical tests that are cancelled less than three
working days before the test was due to take place. Around 24,000 licence acquisition lorry and bus
practical tests a year are cancelled within six days - 25% of the tests booked. By applying this
percentage to the forecast volumes for Module 2 and Module 4 tests, we estimate there will be some
11,009 Module 2 and 13,844 Module 4 tests cancelled within six days (includes DVA figures). We
further estimate that half of these will be cancelled within the three clear working day period preceding
the date of the test. Retaining the fee in these circumstances will deliver income for DSA of some
£545,845 (£165,135 for Module 2 and £380,710 for Module 4). This sum will offset the cost of providing
the unused test slots (and wasted driving examiner resource where an examiner was available but
without a test to deliver) which would otherwise have to be recovered from other candidates via higher
fees.

4.2 However, if candidates alter their behaviour and try to avoid incurring a loss of fee by cancelling
outside of the three day window we could see a number of possibilities resulting:
¢ the number of cancellations just outside of the three day window could increase
o thereby the number of available test slots for short-notice bookings would increase for other
candidates
e candidates who are not well prepared may well decide they have nothing to lose by going ahead
with the test as they would lose the fee if they cancelled, so they may as well attempt the test,
thereby increasing the number of failures and retests

4.3 There will also be benefits where those test slots that are cancelled, are made available to other
candidates. Whilst we do not expect that they can be re-booked in significant numbers within three
days, there will still be scope for other candidates to use these test slots, which will result in additional
income for DSA. At this time we have not made any assumptions as to the number of cancelled test
slots that will be resold.

Costs

4.4 There will be no costs in developing the test booking system. The current administrative systems
are fully compliant with a three clear working day cancellation period.

4.5 But, the £545,845 saving (under “Benefits” above) will also be a cost to those individual candidates
who cancel their test at short notice. This cost has therefore been included.

Benefit/Costs Analysis

Expect 2020/11 Tests
1 | Module 2 DSA (business plan) 41,000
2 | Module 2 - DVA" 3,036
3 | Total DSA & DVA Module 2 tests 44,036
4 | Module 4 DSA (business plan) 51,000
5 | Module 4 - DVA 4,376
6 | Total DSA & DVA module 4 tests 55,376
7 | Module 2 - Cancelled within 6 days - (25% of the total of 44,036) 11,009
8 | Module 4 - Cancelled within 6 days - (25% of the total of 55,376) 13,844
9 | Module 2 - Cancelled within 3 days - (50% of 11,009) 5,504.5
10 [ Module 4 - Cancelled within 3 days - (50% of 13,844) 6,922
11 | Fee for Module 2 test £30.00
12 | Fee for Module 4 test £55.00
13 | Total cost of lost Module 2 tests (5,504.5 multiplied by £30) £165,135.00
14 | Total cost of lost Module 4 tests (6,922 multiplied by £55) £380,710.00
15 [ TOTAL COST (col 13 plus 14) £545,845.00

! Driver Vehicle Agency (Northern Ireland)



Equality, Environmental and Social (Health) Impact

5.1 The change will not have any adverse impact on the grounds of equality and fairness. All candidates
will be treated similarly and the same requirements will apply to all tests.

Competition Assessment

6.1 Applying the four principles of Competition, it is considered that this change will have no impact on
the affected sectors.

Small Firms Impact Test

7.1 A small business is defined 2 as one with:

Fewer than 50 employees

No more than 25% of the business owned by another enterprise (which is not a small business)
Less than £4.44 million annual turnover

Less than £3.18 million annual balance sheet total

7.2 This change will equally affect:
¢ Individuals — drivers wishing to become professional lorry, bus or coach drivers
e Driver trainers — who train and then book the relevant tests for individual drivers to become
qualified
e Employers who provide (and pay for) training and qualification for their employees

7.3 Individuals are in the main those wishing to become lorry or coach drivers who have to obtain and
pay for their own training and qualification. The training is provided by driver trainers who are mostly
small and micro businesses, but they recoup the costs from the individual. Most drivers within the bus
industry are employed by large companies; only 20% are employed by small or micro businesses.
Larger employers provide on-the-job training for their drivers. Some of the smaller companies provide
training, but in the main, the driver is expected to already hold the relevant licence and qualification
before they apply for the job — this is also true for the majority of drivers applying for jobs within the
goods vehicle industry.

7.4 The change will apply to all persons seeking to drive lorries, buses or coaches on a professional
basis, and in the main will impact upon individuals and larger employers. To exempt small and micro
businesses from the change would mean a change to business rules that would not be acceptable to the
rest of industry especially as the cost of such change would have to be recovered from test fees. We do
not consider the change will have a detrimental effect on small or micro businesses.

Legal Aid

8.1 We have identified no impact on legal aid as a result of this change.

Sustainable Development

9.1 We have identified no effect on sustainable development.

Carbon Assessment

10.1 We have identified no impact on carbon emissions.

Other Environment

11.1 We have identified no other effect on the environment.

2 Better Policy Making: A Guide to Regulatory Impact Assessments. Cabinet Office January 2003



Health Impact Assessment
12.1 We have identified no impact on health.
Race Equality

13.1 We have completed an initial screening assessment which did not identify any disproportionate
impact as a result of race, religious beliefs, ethnicity, colour nationality and ethnic origin.

Disability Equality

14.1 We have completed an initial screening assessment which did not identify any adverse impact on
disability issues.

Gender Equality

15.1 We have completed an initial screening assessment which did not identify any adverse effect on
gender issues.

Human Rights
16.1 This minimum cancellation period will have no effect on human rights issues.
Rural Proofing

17.1 This minimum cancellation period will have no effect on rural proofing issues.



Specific Impact Tests: Checklist

Type of testing undertaken Results in Results
Evidence Base? | annexed?
Competition Assessment No No
Small Firms Impact Test Yes No
Legal Aid No No
Sustainable Development No No
Carbon Assessment No No
Other Environment No No
Health Impact Assessment No No
Race Equality Yes No
Disability Equality Yes No
Gender Equality Yes No
Human Rights No No
Rural Proofing No No




Summary: Intervention & Options

Department /Agency: Title: Driver CPC Scheme

Driving Standards Agency No.4 Introduce a right for examiners to refuse to conduct CPC
tests in certain circumstances

Stage: Final Version: final Date: 21 September 2009

Related Publications: Response to Consultation Report: Driver Certificate of Professional
Competence Scheme — Improvements to Administrative Arrangements

Available to view or download at: http://www.dsa.gov.uk

Contact for enquiries: Rick Annable Telephone: 0115 936 6099

What is the problem under consideration? Why is government intervention necessary? The examiner
has no statutory right to refuse to conduct a test where a candidate has appeared for a driving test
without satisfying the specified requirements e.g. holding the relevant driving licence category,
providing a relevant vehicle and proof of identity. Where CPC tests have not proceeded the candidate
has been allowed a free rebook of the test. Making this proposal statutory removes any argument a
candidate might have for requesting a rebooking at the Agency'’s (thereby other fee payers) expense,
instead of their own if they are not fully prepared.

What are the policy objectives and the intended effects?

e To putin place a provision for the examiner to refuse to conduct the CPC test, and the fee to be
forfeit, where the requirements at test have not been fulfilled. This will allow equality between the
licence acquisition tests and CPC tests. Examples of requirements not being met are: inadequate
ID or failure to produce a valid driving licence, presentation of an incorrect vehicle for test or
inappropriate theory test certificate.

e To comply with the 'user pays'principle.

What policy options have been considered? Please justify any preferred option.
Two options have been considered:
e To make no change — discounted.

e To provide in the CPC regulations a right for examiners to refuse to conduct a test in prescribed
circumstances and for the candidate to forfeit the fee in such circumstances.

When will the policy be reviewed to establish the actual costs and benefits and the achievement of the
desired effects?

This change will be reviewed within five years of the date of implementation.

Ministerial Sign-off For final proposal/implementation stage Impact Assessments:

| have read the Impact Assessment and | am satisfied that, given the available
evidence, it represents a reasonable view of the likely costs, benefits and impact of
the leading options.

Signed by the responsible Minister:
Paul Clark
............................................................................................................. Date: 5 November 2009




Summary: Analysis & Evidence

Policy Option: 4 Description: Introduce a right for examiners to refuse to conduct CPC tests
in certain circumstances

ANNUAL COSTS 1. Description and scale of key monetised costs by ‘main
N affected groups’ This is the cost of fees lost by those candidates
One-off (Transition) Yrs | attending test without the correct licence, identification or vehicle.
£ Nil
n
74l Average Annual Cost
8 (excluding one-off)
Il £ 130,985 Total Cost (Pv) | £ 612,103
Other key non-monetised costs by ‘main affected groups’ There are no non-monetised costs
ANNUAL BENEFITS 1. Description and scale of key monetised benefits by ‘main
affected groups’ This represents the saving for the majority of test
One-off Yrs | candidates who would otherwise pay for tests that did not proceed
He £ Nil through fee increases. It also represents the saving in
= unproductive time for examiners.
Lu'] Average Annual Benefit
= (excluding one-off)
w
‘If £ 130,985 Total Benefit (Pv) | £ 612,103
—

Other key non-monetised benefits by ‘main affected groups’ This will discourage spurious test
bookings where the candidate does not have the necessary items to allow the test to proceed and
thereby increase the number of test slots available to fully prepared candidates.

Key Assumptions/Sensitivities/Risks that the candidate who is not fully prepared for the test also pays
the cost of that lost test. That the threat of fee forfeiture should encourage better prepared candidates
to present for test.

Price Base Time Period Net Benefit Range (NPv) NET BENEFIT (NPV Best estimate)
Year 2009 Years 5 £0 £0

What is the geographic coverage of the policy/option? UK-wide

On what date will the policy be implemented? 17 February 2010
Which organisation(s) will enforce the policy? DSA/DVA

What is the total annual cost of enforcement for these organisations? £ Nil

Does enforcement comply with Hampton principles? Yes

Will implementation go beyond minimum EU requirements? No

What is the value of the proposed offsetting measure per year? £ N/A

What is the value of changes in greenhouse gas emissions? £ N/A

Will the proposal have a significant impact on competition? No

Annual cost (£-£) per organisation Micro Small Medium Large
(excluding one-off)

Are any of these organisations exempt? No No N/A N/A
Impact on Admin Burdens Baseline (2005 Prices) (Increase - Decrease)
Increase of £ Nil Decrease of £ Nil Net Impact £ Nil

1. Key: 1. Annual costs and benefits: Constant Prices 11. (Net) Present



Evidence Base (for summary sheets)

Introduction

1.1 This Impact Assessment considers the introduction of a specific right for examiners to refuse to
conduct a test in prescribed circumstances. Candidates who have their test cancelled in such
circumstances will lose their fee.

1.2.  The Driver CPC has been introduced as a result of Directive 2003/59/EC (“the Directive”). This
Directive introduced a requirement across the EU for professional lorry, bus and coach drivers to hold a
CPC in addition to their vocational driving licence.

1.3 The Directive specifies the following implementation dates:
e September 2008 for bus and coach drivers
e September 2009 for lorry drivers

1.4 The Directive was transposed into UK legislation by The Vehicle Drivers (Certificates of
Professional Competence) Regulations 2007 SI No. 605 [as amended] (the “CPC Regulations”).
Relevant provisions relating to driving tests for vocational licence acquisition are made by way of
amendments to the Motor Vehicles (Driving Licences) Regulations 1999 SI No. 2864 [as amended] (the
“Driving Licences Regulations”) and the Motor Vehicles (Driving Licences) Regulations (Northern
Ireland) 1996 SR 542 [as amended].

15 New professional drivers need to take an initial qualification, comprising detailed tests. The UK
has introduced these in a modular format:

Module 1 — current licence acquisition theory test (in the Driving Licences Regulations)

Module 2 — CPC theory test — comprises case studies (in the CPC Regulations)

Module 3 — current licence acquisition practical test (in the Driving Licences Regulations)

Module 4 — CPC practical test (in the CPC Regulations)

Existing Law

2.1 There is no explicit provision in the CPC Regulations for the examiner to refuse to conduct a CPC
test or for the fee to be forfeit if the test does not proceed because the candidate has failed to meet
specified requirements. This is in contrast to licence acquisition tests where powers for the examiner to
refuse to conduct a test and the resultant fee to be forfeit are provided by Regulation 39 [Examiner’s right
to refuse to conduct test] of the Driving Licences Regulations and Regulation 26 of the Motor Vehicles
(Driving Licences) Regulation (Northern Ireland) 1996.

Reasons for Change

3.1 To comply with the ‘user pays’ principle by ensuring the cost of the cancelled test is borne by the
person responsible for the cancellation rather than by fee payers in general.

3.2 To provide parity with licence acquisition tests for vocational professional drivers. Requirements at
test are specified in the CPC Regulations. This statutory provision will underpin the existing business
rules by specifying the examiner’s right to refuse a test in prescribed circumstances and the subsequent
loss of fee. There will be no need for IT system developments to allow differing fee forfeiture rules for
candidates for different types of test.

3.3 Circumstances where an examiner may refuse to conduct a test include:
Failure to produce an appropriate driving licence

Inappropriate identification

An inappropriate Module 2 (theory) test pass

Incorrect vehicle



Benefits and Costs
Benefit

4.1 There will be a saving to DSA and thereby CPC candidates (fee payers) in general, as the change
ensures that the person, who turns up for the test without the correct documents etc., forfeits the fee for
that test. In licence acquisition tests, there is a 3% rate of candidates attending unprepared and we
expect that this will apply to CPC tests. We assume the incident rate will be twice as high if candidates
were eligible for a refund. Introducing this policy will bring CPC tests in line with other types of driving
tests. On business plan estimates of test volumes in 2010/11, providing the examiner with a right to
cancel a test in specified conditions and the resultant fee forfeit, will deliver savings for most candidates
of £130,985.

Savings for all candidates

Expect 2010/11 Tests
Module 2 DSA 41,000
Module 2 DVA" 3,036
Total Module 2 tests 44,036
Module 4 DSA 51,000
Module 4 DVA 4,376
Total Module 4 tests 55,376
% fee forfeit 3%
3% number of Module 2 tests where fee is forfeit 1,321
Fee for Module 2 test £30.00
3% number of Module 4 tests where fee is forfeit 1,661
Fee for Module 4 test £55.00
Total cost Module 2 £39,630
Total cost Module 4 £91,355
TOTAL £130,985
Cost

4.2 The £130,985 saving for most candidates is also a cost for those who are required to forfeit their
fee. This sum is therefore also shown as a cost.

Summary of benefits and costs

4.3 The benefits are £130,985 saving for all candidates. The costs are the £130,985 also paid by
those losing the fee.

Equality, Environmental and Social (Health) Impact

5.1 The provision will have no adverse impact on the grounds of equality and fairness. All candidates
will be treated similarly and be subject to the same rules for all types of test.

Competition Assessment

6.1 The change will have no adverse impact on competition (after applying the four competition
principles).

! Driver Vehicle Agency (Northern Ireland)



Small Firms Impact Test

7.1 A small business is defined 2 as one with:

Fewer than 50 employees

No more than 25% of the business owned by another enterprise (which is not a small business)
Less than £4.44 million annual turnover

Less than £3.18 million annual balance sheet total

7.2 This change will equally affect:
¢ Individuals — drivers wishing to become professional lorry, bus or coach drivers
e Driver trainers — who train and then book the relevant tests for individual drivers to become
qualified
e Employers who provide (and pay for) training and qualification for their employees

7.3 Individuals are in the main those wishing to become lorry or coach drivers who have to obtain and
pay for their own training and qualification. The training is provided by driver trainers who are mostly
small and micro businesses, but they recoup the costs from the individual. Most drivers within the bus
industry are employed by large companies; only 20% are employed by small or micro businesses.
Larger employers provide on-the-job training for their drivers. Some of the smaller companies provide
training, but in the main, the driver is expected to already hold the relevant licence and qualification
before they apply for the job — this is also true for the majority of drivers applying for jobs within the
goods vehicle industry.

7.4 The change will apply to all of persons seeking to drive lorries, buses or coaches on a professional
basis, and in the main will impact upon individuals and larger employers. To exempt small and micro
businesses from the change would mean a change to business rules that would not be acceptable to the
rest of industry especially as the cost of such change would have to be recovered from test fees. We do
not consider the change will have a detrimental effect on small or micro businesses.

Legal Aid

8.1 We have identified no impact on legal aid as a result of this change.

Sustainable Development

9.1 We have identified no effect on sustainable development.

Carbon Assessment

10.1 We have identified no impact on carbon emissions.

Other Environment

11.1 We have identified no other effect on the environment.

Health Impact Assessment

12.1 We have identified no other effect on the environment.

Race Equality

13.1 We have completed an initial screening assessment which did not identify any disproportionate
impact as a result of race, religious beliefs, ethnicity, colour nationality and ethnic origin.

Disability Equality

14.1 We have completed an initial screening assessment which did not identify any adverse impact on
disability issues.

2 Better Policy Making: A Guide to Regulatory Impact Assessments. Cabinet Office January 2003



Gender Equality

15.1 We have completed an initial screening assessment which did not identify any adverse effect on
gender issues.

Human Rights

16.1 The right for examiners to cancel tests in prescribed circumstances will have no effect on human
rights issues.

Rural Proofing

17.1 The right for examiners to cancel tests in prescribed circumstances will have no effect on rural
proofing issues.



Specific Impact Tests: Checklist

Use the table below to demonstrate how broadly you have considered the potential

impacts of your policy options.

Ensure that the results of any tests that impact on the cost-benefit analysis are
contained within the main evidence base; other results may be annexed.

Type of testing undertaken Results in Results
Evidence Base? | annexed?
Competition Assessment No No
Small Firms Impact Test Yes No
Legal Aid No No
Sustainable Development No No
Carbon Assessment No No
Other Environment No No
Health Impact Assessment No No
Race Equality Yes No
Disability Equality Yes No
Gender Equality Yes No
Human Rights No No
Rural Proofing No No




Summary: Intervention & Options

Department /Agency: Title: Driver CPC scheme
Driving Standards Agency No.5 Introduce a Trainer Booking Facility for CPC tests

Stage: Final Version: Final Date: 21 September 2009

Related Publications: Response to Consultation Report: Driver Certificate of Professional
Competence Scheme — Improvements to Administrative Arrangements

Available to view or download at:
http://www.dsa.gov.uk

Contact for enquiries: Rick Annable Telephone: 0115 936 6099

What is the problem under consideration? Why is government intervention necessary?

Business stakeholders (training providers) had requested that the Agency provide the same customer
service (known as the Trainer Booking Facility (TBF)) for driver CPC tests as we do currently for
driving licence acquisition tests. The disparity in service between the types of test is an issue as the
CPC tests and licence acquisition tests can be combined (all four modules together allow a lorry or
bus driver to obtain the relevant qualification and driving licence to take up employment as a
professional driver), resulting in one having access to the service and another being refused. We
have therefore operated the service for CPC test clients on a non-statutory basis but wish to remove
any opportunity for challenge by making this statutory the same as for licence acquisition tests.

What are the policy objectives and the intended effects?

Improved customer service. To provide business stakeholders the opportunity to use the TBF to book
Driver CPC tests. Providing an equal service for the two types of tests will allow business users to
book and pay for all test slots upto 10 weeks in advance without having to name test candidates. This
allows them to plan their business effectively, producing training schedules for their dedicated trainers
with guaranteed test slots at training end for the candidates.

What policy options have been considered? Please justify any preferred option.
Two options have been considered:

e To make no change — discounted.

e To provide a TBF for Driver CPC tests

When will the policy be reviewed to establish the actual costs and benefits and the achievement of the
desired effects?

This change will be reviewed within five years of the date of implementation.

Ministerial Sign-off For final proposal/implementation stage Impact Assessments:

I have read the Impact Assessment and | am satisfied that, given the available
evidence, it represents a reasonable view of the likely costs, benefits and impact of
the leading options.

Signed by the responsible Minister:
Paul Clark
............................................................................................................. Date: 5 November 2009




Summary: Analysis & Evidence

Policy Option:
No.5

Description: Introduce a Trainer Booking Facility for CPC tests

ANNUAL COSTS

affected groups’ There are no costs.

Description and scale of key monetised costs by ‘main

One-off (Transition) Yrs
£ Nil
4l Average Annual Cost
8 (excluding one-off)
Sl £ Nil Total Cost (Pv) | £ Nil
Other key non-monetised costs by ‘main affected groups’ There are no costs. DSA already
operates a non-statutory TBF for Driver CPC tests.
ANNUAL BENEFITS Description and scale of key monetised benefits by ‘main
affected groups’ Benefits are realised by savings from tests which
One-off Yrs | would otherwise be cancelled between third and first day and from
£ Nil 5 a reduction in unproductive time where the examiner is available
n but no test is booked.
E Average Annual Benefit
[T (excluding one-off)
zZ
g £ 302,285 S Total Benefit (Pv) | £ 1,412,602

Other key non-monetised benefits by ‘main affected groups’ A TBF will allow driver trainers to
plan test appointments ahead and put forward candidate details when they know an individual
candidate is at test standard. This allows training organisations the flexibility they require to
organise the training and testing of their customers in the most efficient manner.

Key Assumptions/Sensitivities/Risks Provision of this service is a customer benefit — should the
service be discontinued trainers could see increases in costs. Retaining the service will provide as a

minimum savings of test fees.

Price Base Time Period Net Benefit Range (NPv) NET BENEFIT (NPV Best estimate)
Year 2009 Years 5 £1,412,602 £ 1,412,602
What is the geographic coverage of the policy/option? UK

On what date will the policy be implemented?

17 February 2010

Which organisation(s) will enforce the policy?

DSA

What is the total annual cost of enforcement for these organisations? £ N/A

Does enforcement comply with Hampton principles? Yes

Will implementation go beyond minimum EU requirements? No

What is the value of the proposed offsetting measure per year? £ N/A

What is the value of changes in greenhouse gas emissions? £ N/A

Will the proposal have a significant impact on competition? No

Annual cost (£-£) per organisation Micro Small Medium Large
(excluding one-off)

Are any of these organisations exempt? No No N/A N/A
Impact on Admin Burdens Baseline (2005 Prices) (Increase - Decrease)
Increase of £0 Decrease of £0 Net Impact £0

Key: Annual costs and benefits: Constant Prices (Net) Present Value




Evidence Base (for summary sheets)

Introduction

1.1 Driver training within the vocational industry relies heavily on the TBF offered by DSA. Participants
can book and pay for test slots up to 10 weeks in advance but not name candidates or specify vehicle
details until 16:00 hrs on the day before which allows one clear working day to elapse between that day
and the date of test. Delaying confirmation of vehicle and candidate details until shortly before the test
maximises flexibility and reduces the need for late cancellations which would otherwise result in a loss of
fee. There are currently around 1,000 vocational driver training organisations who participate in the TBF
for licence acquisition tests. Demand for vocational test slots can be extremely competitive. This Impact
Assessment considers introducing into legislation a TBF for Driver CPC tests.

1.2 The Driver CPC has been introduced as a result of Directive 2003/59/EC (“the Directive”). This
Directive introduced a requirement across the EU for professional lorry, bus and coach drivers to hold a
CPC in addition to their vocational driving licence.

1.3 The Directive specifies the following implementation dates:
e September 2008 for bus and coach drivers
e September 2009 for lorry drivers

14 The Directive was transposed into UK legislation by The Vehicle Drivers (Certificates of
Professional Competence) Regulations 2007 SI No. 605 [as amended] (the “CPC Regulations”).
Relevant provisions relating to driving tests for vocational licence acquisition are made by way of
amendments to the Motor Vehicles (Driving Licences) Regulations 1999 SI No. 2864 [as amended] (the
“Driving Licence Regulations”) and the Motor Vehicles (Driving Licences) Regulations (Northern Ireland)
1996 SR 542 [as amended].

15 New professional drivers need to take an initial qualification, comprising detailed tests. The UK
has introduced these in a modular format:

¢ Module 1 — current licence acquisition theory test (in the Driving Licences Regulations)

e Module 2 — CPC theory test — comprises case studies (in the CPC Regulations)

e Module 3 — current licence acquisition practical test (in the Driving Licences Regulations)

e Module 4 — CPC practical test (in the CPC Regulations)

Existing Law

2.1 Regulations 28 [Applications for theory tests: large vehicle instructors] and 33 [Applications for
practical tests: large vehicle instructors] of the Driving Licences Regulations provide for a TBF for licence
acquisition tests

2.2. There are no equivalent provisions in regulations for CPC tests.

Reasons for Change

3.1 The method of driver training within the vocational industry relies heavily on the TBF offered by
DSA. This statutory facility enables participants to organise their training schedules as efficiently as
possible and maximises the use of available test slots by reducing the number of tests cancelled at short
notice.

3.2 This TBF will facilitate the booking of Module 2 and Module 4 tests by vocational driver trainers.

3.3 The vast majority of vocational licence acquisition tests are booked by driver training

organisations under the provisions of the TBF. It would be incongruous not to provide a corresponding
facility for trainers to book driver CPC tests.



Costs and Benefits

4.1 DSA has operated a non-statutory TBF to enable training organisations to book CPC tests for
some time. There are no additional costs of providing a statutory facility as sufficient infrastructure is
already in place as are staff to deal with volumes of bookings. Bookings are largely made between the
hours of 08.00 and 08.15 each morning, after which bookings decline. The majority of bookings are
made over the internet with some being made using the telephone booking service.

4.2 The main benefit to DSA is all vocational tests will continue to be administered in a way that suits
current electronic booking systems. To remove this facility would result in protest from the driver training
industry. This would be likely to involve approaches to Ministers.

4.3 There are important non-quantifiable benefits to customers. The TBF allows them to plan test
appointments well in advance and provide candidate and vehicle details when they know an individual is
at test standard (which could see an improvement in test success rates). This allows training
organisations the flexibility they require to arrange the training and testing of their customers in the most
efficient manner.

4.4  Driver training organisations currently book over 90% of all vocational tests conducted by DSA.
Not utilising the TBF for CPC tests would require trainers to name the candidate at the time of booking.
Cancellation would be three days before the test, compared with a trainer being allowed to provide
candidate/vehicle details the day before the test. There is therefore a potential two day period, between
the third and last day, during which a trainer, operating outside the TBF, would lose the fee if they need
to substitute a nominated candidate for one better prepared. Figures are not available for the number of
tests cancelled between three and one days before the date of test, but we do know that around 25% of
licence acquisition tests overall are cancelled within six days of test. So using 25% as a guideline, if
25% of the 90% of tests booked by trainers were cancelled within six days, and assuming that a third of
these maybe cancelled between three days and one day before the day of the test, there would be 3,071
Module 2 and 3,821Module 4 tests where the fee was forfeit. This equates to £302,285 in 2010/11. Test
fees are at current rates. NB — there is no TBF in Northern Ireland, nor for the foreseeable future is there
intended to be such a facility.

Savings for trainers participating in the Trainer Booking Facility

Expect 2010/11 Tests
Module 2 DSA 41,000
Booked by trainers (90%) 36,900
Module 4 DSA 51,000
Booked by trainers (90%) 45,900
Cancelled within 6 days - Module 2 - 25% of 36,900 9,225
Cancelled within 3 days - Module 2 — 33.3% of 9,225 3,071
Cancelled within 6 days - Module 4 — 25% of 51,000 11,475
Cancelled within 3 days - Module 4 — 33.3% of 11,475 3,821
Fee for Module 2 test £30.00
Fee for Module 4 test £55.00
Total cost Module 2 £92,130
Total cost Module 4 £210,155
TOTAL £302,285

4.5 There are no costs associated with the introduction of a statutory TBF.
Equality, Environmental and Social (Health) Impact

5.1 The proposal would not have any adverse impact on the grounds of equality and fairness. All
training organisations would be treated the same and there would be the same rules for all tests.



Competition Assessment
6.1 The proposal will have no adverse impact on competition.
Small Firms Impact Test

7.1 A small business is defined * as one with:

Fewer than 50 employees

No more than 25% of the business owned by another enterprise (which is not a small business)
Less than £4.44 million annual turnover

Less than £3.18 million annual balance sheet total

7.2 This change will equally affect:
e Individuals — drivers wishing to become professional lorry, bus or coach drivers
e Driver trainers — who train and then book the relevant tests for individual drivers to become
qualified
e Employers who provide (and pay for) training and qualification for their employees

7.3 Individuals are in the main those wishing to become lorry or coach drivers who have to obtain and
pay for their own training and qualification. The training is provided by driver trainers who are mostly
small and micro businesses, but they recoup the costs from the individual. Most drivers within the bus
industry are employed by large companies; only 20% are employed by small or micro businesses.
Larger employers provide on-the-job training for their drivers. Some of the smaller companies provide
training, but in the main, the driver is expected to already hold the relevant licence and qualification
before they apply for the job — this is also true for the majority of drivers applying for jobs within the
goods vehicle industry.

7.4 The change will apply to all of persons seeking to drive lorries, buses or coaches on a professional
basis, and in the main will impact upon individuals and larger employers. To exempt small and micro
businesses from the change would mean a change to business rules that would not be acceptable to the
rest of industry especially as the cost of such change would have to be recovered from test fees. We do
not consider the change will have a detrimental effect on small or micro businesses.

Legal Aid

8.1 We have identified no impact on legal aid as a result of this facility.

Sustainable Development

9.1 We have identified no effect on sustainable development.

Carbon Assessment

10.1 We have identified no impact on carbon emissions.

Other Environment

11.1 We have identified no other effect on the environment.

Health Impact Assessment

12.1 We have identified no other effect on the environment.

Race Equality

13.1 We have completed an initial screening assessment which did not identify any disproportionate
impact as a result of race, religious beliefs, ethnicity, colour nationality and ethnic origin.

! Better Policy Making: A Guide to Regulatory Impact Assessments. Cabinet Office January 2003



Disability Equality

14.1 We have completed an initial screening assessment which did not identify any adverse impact on
disability issues.

Gender Equality

15.1 We have completed an initial screening assessment which did not identify any adverse effect on
gender issues.

Human Rights
16.1 This TBF will have no effect on human rights issues.
Rural Proofing

17.1 This TBF will have no effect on rural proofing issues.



Specific Impact Tests: Checklist

Use the table below to demonstrate how broadly you have considered the potential impacts of your
policy options.

Ensure that the results of any tests that impact on the cost-benefit analysis are contained within
the main evidence base; other results may be annexed.

Type of testing undertaken Results in Results
Evidence Base? | annexed?
Competition Assessment No No
Small Firms Impact Test Yes No
Legal Aid No No
Sustainable Development No No
Carbon Assessment No No
Other Environment No No
Health Impact Assessment No No
Race Equality Yes No
Disability Equality Yes No
Gender Equality Yes No
Human Rights No No
Rural Proofing No No




Summary: Intervention & Options

Department /Agency: Title: Driver CPC Scheme

Driving Standards Agency No. 6 Introduce a requirement to pass Module 2 before
booking a Module 4 test

Stage: Final Version: Final Date 23 September 2009

Related Publications: Response to Consultation Report: Driver Certificate of Professional
Competence Scheme — Improvements to Administrative Arrangements

Available to view or download at: http://www.dsa.gov.uk

Contact for enquiries: Rick Annable Telephone: 0115 936 6099

What is the problem under consideration? Why is government intervention necessary?

e A disparity exists in regulation between CPC tests and licence acquisition tests concerning
the natural order (and thereby natural progression of ability) in which the tests must be
booked and taken. As the tests can be combined it is sensible that the regulations match.

e To save candidates loss of fee by preventing them from presenting for a Module 4 test and
being refused because they had not passed a Module 2 test.

What are the policy objectives and the intended effects?

e To prevent candidates from booking a Module 4 test for which they may not be prepared until
they have passed a Module 2 test

e To reduce the number of Module 4 tests cancelled at short notice (due to failure to pass a
Module 2 test) and thereby maximise the efficiency of the booking system

What policy options have been considered? Please justify any preferred option.
Two options have been considered:
e To make no change — discounted.

e To change the CPC regulations to require a candidate to pass a Module 2 test before a
Module 4 test is booked.

When will the policy be reviewed to establish the actual costs and benefits and the achievement of the
desired effects?

This change will be reviewed within five years of the date of implementation.

Ministerial Sign-off For final proposal/implementation stage Impact Assessments:

I have read the Impact Assessment and | am satisfied that, given the available
evidence, it represents a reasonable view of the likely costs, benefits and impact of
the leading options.
Signed by the responsible Minister:
Paul Clark
............................................................................................................. Date: 5 November 2009




Summary: Analysis & Evidence

Policy Option: 6 Description: Introduce a requirement to pass Module 2 before booking a
Module 4 test

ANNUAL COSTS Description and scale of key monetised costs by ‘main
affected groups’ There are no costs associated with this change.
One-off (Transition) Yrs
£ Nil
4l Average Annual Cost
8 (excluding one-off)
Sl £ Nil Total Cost (Pv) | £0
Other key non-monetised costs by ‘main affected groups’ There are no non-monetised costs
associated with this change.
ANNUAL BENEFITS Description and scale of key monetised benefits by ‘main
affected groups’ Annual benefits will accrue from a reduction in the
One-off YTS | number of Module 4 tests cancelled at short notice because the Module
£101.436 5 2 test had not been passed. One-off savings will be achieved by not
%) ! having to make changes to the booking system. Annual benefits are at
=8l Average Annual Benefit 2009 prices and are for five years.
[T (excluding one-off)
zZ
g £ 46,035 S Total Benefit (Pv) | £ 316,561

Other key non-monetised benefits by ‘main affected groups’ In line with public expectation — no
need to change procedures. None

Key Assumptions/Sensitivities/Risks Simple change of terminology. Will not have major impact on
procedure. None

Price Base Time Period Net Benefit Range (NPv) NET BENEFIT (NPV Best estimate)
Year Years 316,561 £ 316,561

What is the geographic coverage of the policy/option? UK

On what date will the policy be implemented? 17 February 2010
Which organisation(s) will enforce the policy? DSA/DVA

What is the total annual cost of enforcement for these organisations? £ Nil

Does enforcement comply with Hampton principles? Yes

Will implementation go beyond minimum EU requirements? No

What is the value of the proposed offsetting measure per year? £ N/A

What is the value of changes in greenhouse gas emissions? £ N/A

Will the proposal have a significant impact on competition? No

Annual cost (£-£) per organisation Micro Small Medium Large
(excluding one-off)

Are any of these organisations exempt? No No N/A N/A
Impact on Admin Burdens Baseline (2005 Prices) (Increase - Decrease)
Increase of £0 Decrease of £0 Net Impact £0

Key: Annual costs and benefits: Constant Prices (Net) Present Value



Evidence Base (for summary sheets)

Introduction

1.1 This Impact Assessment considers the introduction of a requirement for a candidate to pass a
Module 2 (theory) test before booking a Module 4 (practical) test.

1.2 The Driver CPC has been introduced as a result of Directive 2003/59/EC (“the Directive”). This
Directive introduced a requirement across the EU for professional lorry, bus and coach drivers to hold a
CPC in addition to their vocational driving licence.

1.3 The Directive specifies the following implementation dates:
e September 2008 for bus and coach drivers
e September 2009 for lorry drivers

1.4 The Directive was transposed into UK legislation by The Vehicle Drivers (Certificates of
Professional Competence) Regulations 2007 SI No. 605 [as amended] (the “CPC Regulations”).
Relevant provisions relating to driving tests for vocational licence acquisition are made by way of
amendments to the Motor Vehicles (Driving Licences) Regulations 1999 SI No. 2864 [as amended] (the
“Driving Licences Regulations”) and the Motor Vehicles (Driving Licences) Regulations (Northern
Ireland) 1996 SR 542 [as amended].

15 New professional drivers need to take an initial qualification, comprising detailed tests. The UK
has introduced these in a modular format:

e Module 1 — current licence acquisition theory test (in the Driving Licences Regulations)

e Module 2 — CPC theory test — comprises case studies (in the CPC Regulations)

e Module 3 — current licence acquisition practical test (in the Driving Licences Regulations)

e Module 4 — CPC practical test (in the CPC Regulations)

Existing Law

2.1 Regulation 5(5A) of the CPC Regulations states "A person must pass the theoretical test referred
to in the end of the table at the end of this regulation [this specifies the fees for tests] before taking the
practical test referred to there and must pass the practical test not more than 24 months after passing
the theoretical test”.

2.2 Regulation 40A(2) of the Driving Licences Regulations is different in that it requires a candidate to
pass a licence acquisition theory test ( Module 1) before booking a practical test (Module 3).

2.3  We will replicate the requirements of Regulation 40A(2) for CPC Module 2 and 4 tests.
Reasons for Change

3.1 The reasons for requiring a candidate to pass a Module 2 test before booking a Module 4 test are:

e To ensure the candidate has completed the full theoretical part of the test — and therefore has the
necessary theoretical knowledge - before being able to book the practical test

e To provide parity with licence acquisition tests for vocational drivers

e To prevent candidates booking a Module 4 test without certainty that it can be taken

e To reduce the likelihood of candidates losing the fee for a Module 4 test because the Module 2
test is failed less than three days before the booked Module 4 test

e To ensure arrangements for booking and taking CPC tests are compatible with existing IT booking
systems

Costs and Benefits

4.1 ltis estimated some 6,700 candidates each year will fail a Module 2 test. If these candidates were
due to take a Module 4 test within three days of failing Module 2, at £55 per Module 4 test, the cost

4



would be some £368,500. Although it should be noted, that not all of the 6,700 candidates will have
booked a Module 4 test before attempting (and failing) the Module 2 test.

4.2 Statistics are not available as to the volumes of practical tests that are cancelled less than three
working days before the test was due to take place. But around 25% of licence acquisition lorry and bus
practical tests a year are cancelled within six days. By applying this percentage to the forecast volumes
of tests failed per annum, we estimate that there will be some 1,675 tests cancelled within six days. We
further estimate that half of these will be cancelled within three working days preceding the date of the
test — 837 tests. With a test fee of £55, we estimate a saving for candidates of £46,035. This is also a
saving for the Agency as well as the candidate. But, there could be time losses for those candidates
who would have booked a module 4 test, and would then have passed the module 2 test, so that under
the new proposals, waiting times between taking module 2 and 4 may increase for some candidates.

Module 2 tests failed per annum 6,700
Module 4 tests cancelled within 6 days 1,675
Module 4 tests cancelled within 3 days 837.5
Fee for Module 4 test £55
Cost to candidates of tests cancelled within 3 days/savings for the Agency £46,035

4.3 The requirement to pass a Module 2 test before booking a Module 4 test mirrors the requirement
applied to licence acquisition theory and practical tests, ensuring that candidates are suitably prepared
before progressing to the next stage of testing.

4.4 There are no costs to the public sector associated with this change. The IT booking system
currently in place is set up to identify if a Module 2 test has been passed before a Module 4 test can be
booked. If we were not to amend the regulations, to put beyond doubt the natural order of booking and
taking the CPC tests, we would be open to challenge and the booking system would have to be
changed. The cost of the changes would be around £100,000.

Costs and benefits - summary

4.5 The overall annual benefit is the £46,035 saving from tests cancelled within three days.

4.6 The one-off benefit is £100,000 which would otherwise be needed for IT booking system changes.
4.7 There are no costs.

Equality, Environmental and Social (Health) Impact

5.1 The change would not have any adverse impact on the grounds of equality and fairness. All
candidates will be treated the same and the same rules will apply for all types of driving test.

Competition Assessment
6.1 The change will have no adverse impact on competition.
Small Firms Impact Test

7.1 A small business is defined * as one with:

Fewer than 50 employees

No more than 25% of the business owned by another enterprise (which is not a small business)
Less than £4.44 million annual turnover

Less than £3.18 million annual balance sheet total;

7.2 This change will equally affect:
¢ Individuals — drivers wishing to become professional lorry, bus or coach drivers

-! Better Policy Making: A Guide to Regulatory Impact Assessments. Cabinet Office January 2003



e Driver trainers — who train and then book the relevant tests for individual drivers to become
qualified

e Employers who provide (and pay for) training and qualification for their employees
7.3 Individuals are in the main those wishing to become lorry or coach drivers who have to obtain and
pay for their own training and qualification. The training is provided by driver trainers who are mostly
small and micro businesses, but they recoup the costs from the individual. Most drivers within the bus
industry are employed by large companies; only 20% are employed by small or micro businesses.
Larger employers provide on-the-job training for their drivers. Some of the smaller companies provide
training, but in the main, the driver is expected to already hold the relevant licence and qualification
before they apply for the job — this is also true for the majority of drivers applying for jobs within the
goods vehicle industry.
7.4 The change will apply to all of persons seeking to drive lorries, buses or coaches on a professional
basis, and in the main will impact upon individuals and larger employers. To exempt small and micro
businesses from the change would mean a change to business rules that would not be acceptable to the
rest of industry especially as the cost of such change would have to be recovered from test fees. We do
not consider the change will have a detrimental effect on small or micro businesses.
Legal Aid
8.1 We have identified no impact on legal aid as a result of this change.
Sustainable Development
9.1 We have identified no effect on sustainable development.
Carbon Assessment
10.1 We have identified no impact on carbon emissions.
Other Environment
11.1 We have identified no other effect on the environment.
Health Impact Assessment
12.1 We have identified no other effect on the environment.

Race Equality

13.1 We have completed an initial screening assessment which did not identify any disproportionate
impact as a result of race, religious beliefs, ethnicity, colour nationality and ethnic origin.

Disability Equality

14.1 We have completed an initial screening assessment which did not identify any adverse impact on
disability issues.

Gender Equality

15.1 We have completed an initial screening assessment which did not identify any adverse effect on
gender issues.

Human Rights
16.1 This requirement will have no effect on human rights issues.
Rural Proofing

17.1 This requirement will have no effect on rural proofing issues.



Specific Impact Tests: Checklist

Use the table below to demonstrate how broadly you have considered the potential
impacts of your policy options.

Ensure that the results of any tests that impact on the cost-benefit analysis are
contained within the main evidence base; other results may be annexed.

Type of testing undertaken Results in Results
Evidence Base? annexed?
Competition Assessment No No
Small Firms Impact Test Yes No
Legal Aid No No
Sustainable Development No No
Carbon Assessment No No
Other Environment No No
Health Impact Assessment No No
Race Equality Yes No
Disability Equality Yes No
Gender Equality Yes No
Human Rights No No
Rural Proofing No No




Summary: Intervention & Options

Department /Agency: Title: Driver CPC Scheme

Driving Standards Agency No. 7 Introduce a requirement for ‘acquired rights’ drivers to exchange their
old style (paper) licence for a photocard licence before completing their
periodic training

Stage: Final Version: Final Date: 23 September 2009

Related Publications: Response to Consultation Report: Driver Certificate of Professional
Competence Scheme — Improvements to Administrative Arrangements

Available to view or download at: http://www.dsa.gov.uk
http://www http://www
Contact for enquiries: Rick Annable Telephone: 0115 936 6099

What is the problem under consideration? Why is government intervention necessary?

We currently have two systems for issuing Driver Qualification Cards (DQCs). We wish to reduce this
to a single system.

What are the policy objectives and the intended effects?

e To streamline the administrative process to issue a DQC to all GB licence holders who have
completed their periodic training and thereby remove the need to develop a separate
administrative system for a limited number of drivers with old style paper licences.

e To ensure regulations accurately support the streamlined process

What policy options have been considered? Please justify any preferred option.
Two options have been considered:

e To make no change to current regulations — this would require a paper licence DQC application
process to be developed, at a high capital cost in relation to relatively low transactional volumes.

e To amend the Driver CPC regulations to require holders of an old style (paper) driving licence to
exchange it for a photocard licence. This is the recommended approach as it will deliver
considerable savings through reduced administration costs.

When will the policy be reviewed to establish the actual costs and benefits and the achievement of the
desired effects?

This change will be reviewed within five years of the date of implementation.

Ministerial Sign-off For final proposal/implementation stage Impact Assessments:

| have read the Impact Assessment and | am satisfied that, given the available
evidence, it represents a reasonable view of the likely costs, benefits and impact of
the leading options.

Signed by the responsible Minister:
Paul Clark
............................................................................................................. Date: 5 November 2009




Summary: Analysis & Evidence

Policy Option: No.7 Description: Introduce a requirement for ‘acquired rights’ drivers to exchange their
old style (paper) licence for a photocard licence before completing their periodic
training

ANNUAL COSTS Description and scale of key monetised costs by ‘main
- affected groups’ IT systems are already in place which will
One-off (Transition) Yrs | automatically issue DQCs to drivers holding photocard driving licences
£ 2.000.000 on completion of their periodic training. Introducing a manual system to
! ! issue DQCs to holders of old style (paper) licences will incur costs.
4l Average Annual Cost
8 (excluding one-off)
SN £ Nil Total Cost (Pv) | £1,932,367
Other key non-monetised costs by ‘main affected groups’ None
ANNUAL BENEFITS Description and scale of key monetised benefits by ‘main
affected groups’ One-off savings will be achieved by not developing a
One-off Yrs | separate system to manually issue DQCs to holders of paper licences.
£1.500.000 5 Ongoing savings are also available to individual drivers who will benefit
%) _ 2 from the process which enables photocard licence holders to obtain their
= Average Annual Benefit DQC automatically. They will also benefit through saving time by not
b (excluding one-off) having to complete the manual application process.
zZ
g £ 5,697,000 3) Total Benefit (Pv) | £ 11,212,266

Other key non-monetised benefits by ‘main affected groups’ None

Key Assumptions/Sensitivities/Risks holders of old style (paper) driving licences will realise the long-
term financial benefits of exchanging their paper licence for a photocard licence. Government will
realise both financial and administrative benefits. Risk that holders of paper licences will not
recognise benefits and be reluctant to exchange licences.
Price Base Time Period Net Benefit Range (NPv) NET BENEFIT (NPV Best estimate)
Year 2009 Years 5 £ 9,279,899 £ 9,279,899
What is the geographic coverage of the policy/option? UK-wide
On what date will the policy be implemented? To be confirmed
Which organisation(s) will enforce the policy? DSA and DVLA
What is the total annual cost of enforcement for these organisations? £
Does enforcement comply with Hampton principles? Yes
Will implementation go beyond minimum EU requirements? No
What is the value of the proposed offsetting measure per year? £ N/A
What is the value of changes in greenhouse gas emissions? £ N/A
Will the proposal have a significant impact on competition? No
Annual cost (£-£) per organisation Micro Small Medium Large
(excluding one-off)
Are any of these organisations exempt? No No N/A N/A
Impact on Admin Burdens Baseline (2005 Prices) (Increase - Decrease)
Increase of £ Nil Decrease of £ Net Impact £

Key: Annual costs and benefits: Constant Prices (Net) Present Value



Evidence Base (for summary sheets)

Introduction

1.1 This Impact Assessment considers the introduction of the requirement for holders of GB paper
driving licences to upgrade to photocard licences, for the purpose of obtaining a Driver Qualification Card

(DQC).

1.2 The Driver CPC has been introduced as a result of Directive 2003/59/EC (“the Directive”). This
Directive introduced a requirement across the EU for professional lorry, bus and coach drivers to hold a
CPC in addition to their vocational driving licence.

1.3 The Directive was implemented for bus and coach drivers in September 2008; and will be
implemented for lorry drivers from September 2009.

1.4 The Directive was transposed into UK legislation by The Vehicle Drivers (Certificates of
Professional Competence) Regulations 2007 SI No. 605 [as amended] (the “CPC Regulations”).
Relevant provisions relating to driving tests for vocational licence acquisition are made by way of
amendments to the Motor Vehicles (Driving Licences) Regulations 1999 S| No.2864 [as amended] (the
“Driving Licences Regulations”) and the Motor Vehicles (Driving Licences) Regulations (Northern
Ireland) 1996 SR 542 [as amended].

15 Under the Directive, existing professional drivers are exempt from CPC for the first five years,
and may drive professionally (via ‘acquired rights’), until September 2013 (bus drivers) or September
2014 (lorry drivers). Such drivers are required to undertake 35 hours of periodic training during this
period and then obtain a DQC certifying that they hold a CPC. They will need to repeat this training
every five years to retain the CPC.

1.6 When a driver with a GB photocard licence completes 35 hours of periodic training, the Driver
and Vehicle Licensing Agency (DVLA) will automatically issue the DQC, on behalf of DSA, using the
photograph and signature already held on DVLA's database.

1.7 The CPC Regulations also make provision for drivers holding GB paper driving licences to make
a manual application at a fee of £25.00 — but such a process has not been developed.

1.8 We will amend legislation to require drivers holding an old style (paper) driving licence to
exchange it for a photocard licence before taking the next course of periodic training.

Existing Law

2.1 Vocational drivers are required to carry evidence of CPC qualification whilst working
professionally. The DQC will provide such evidence. Drivers with acquired rights until September 2013
(bus) or September 2014 (lorry) will be required to carry a DQC after these dates.

2.2 The requirement will be introduced from to be confirmed to enable drivers with old style (paper)
licences sulfficient time to obtain a photocard licence from DVLA without disrupting any periodic training
which had already been arranged.

Reasons for the change

3.1 The reasons for this change are that it will:
e Streamline the administration by bringing all professional drivers holding GB licences under a
single, common process as regards DQC issue
e Eliminate the need to develop a new type of transaction



Costs and Benefits

4.1 The benefits delivered by this change are that it:

¢ Avoids the high capital investment in developing a separate manual DQC application
process including a separate process to update DVLA driver records

e Avoids the high ongoing administrative burden on DSA and DVLA — which would have to
be passed on to customers - in terms of running a separate manual DQC application
process for GB paper licence holders

e Supports Governmental Transformational objectives via:

o0 enabling all qualifying GB photocard licence holders to be issued with DQCs via an
automated process, without any need for driver application/intervention.

0 supporting the ‘tell us once’ principle via the reuse of personal data on the DVLA
driver database (photo, signature, name, address etc.)

o All professional drivers (holding GB paper licences) who wish to qualify for a Driver CPC
will be directed into a lower cost option (to the driver) i.e. the current licence exchange fee
is £20.00 as opposed to the DQC application fee of £25.00

e Supports DVLA strategic objectives of reducing volumes of paper licences in circulation
and improving the accuracy of the driver licence database

Costs

4.2 There are no costs to DSA from this requirement. IT Systems are already established to issue
DQCs automatically to drivers who have completed their periodic training. Drivers exchanging their
paper licence for a photo-card licence will incur an initial cost of £20.00 each; however, this is a saving of
£5.00 against the £25.00 cost of applying for a separate DQC. 100,000 drivers (number of paper licence
holders) exchanging their paper licences for a photo-card licence equates to a one-off cost of £2,000,000
(but see paragraph 4.6 below which explains benefits against costs).

Benefits to Government

4.3 If DSA was to provide DQCs on application for drivers who do not hold a GB photocard licence, the
current automated system would have to be adapted to take account of this. System development costs
would be incurred (previously estimated to cost around £1.5m). This expenditure would not be needed if
adaptations to the system were not required.

4.4 Requiring all GB paper licence holders who require a DQC to adopt the process for photocard
holders, will eliminate the ongoing administrative overheads that both DSA and DVLA will otherwise
encounter in manually processing DQC applications. We estimate that these costs will be £12.00 per
driver, of which there are some 100,000 with paper licences — delivering savings (one-off) of some
£1.2m.

Benefits to individuals

4.5 Under current regulations, drivers holding a GB paper licence, who wish to qualify for CPC via
periodic training, have two options:

e Upgrade to photocard or

e Manual application to DSA

Both routes require similar details to be provided (e.g. photograph and signature) and both involve a fee.
The automatic process for obtaining a DQC, available to holders of a photocard licence, currently
presents the lower cost option (£20.00) vs. £25.00 for a manual DQC application. Once a driver has
obtained a photocard licence, all subsequent DQCs will be received automatically following the
completion of periodic training, without the need for the driver to submit an application.

4.6 Over five years (ie the duration of a DQC), each driver currently holding a paper licence would
save £5.00. With 100,000 drivers, the overall saving would be some £500,000. Over ten years (ie the
duration of a photocard licence), this saving would increase to £30.00 per driver, because at five yearly
DQC renewals, obtaining a photocard licence would remove the need for a second application for a
DQC. This would save an additional £25.00. So the saving would be £30.00 per driver — £3m in total.



4.7 There is also a saving for drivers in the time taken to complete a manual application process. We
estimate it will take each driver an hour to complete this task. Assuming 100,000 drivers will need to
complete the manual application process at an hourly rate of £9.97* per driver, every five years at DQC
renewal, will deliver savings of £997,000.

Summary of benefits

4.8 Benefits to Government are:
¢ A one-off saving of £1.5m for not having to make modifications to current IT systems
e A ssaving of £1.2m in annual administration of an manual issue system
Total £2.7m.

4.9 Benefits to individuals are:
e A saving of £500,000 over five years in the lower cost of a photocard licence compared with a
DQC
e £3m over ten years in the lower cost of a photocard licence compared with a DQC and the fact
that this would remove the need for a second DQC application (@ £25.00 each)
e A saving of £997,000 every five years in time taken to complete the application

Equality, Environmental and Social (Health) Impact

5.1 The requirement will not have any adverse impact on the grounds of equality and fairness. All GB
drivers will be treated in the same way.

Competition Assessment
6.1 The requirement will have no impact on competition.
Small Firms Impact Test

7.1 A small business is defined 2 as one with:

Fewer than 50 employees

No more than 25% of the business owned by another enterprise (which is not a small business)
Less than £4.44 million annual turnover

Less than £3.18 million annual balance sheet total.

7.2 There is no impact on small businesses. This change will equally affect individual drivers who hold
an old style (paper) driving licence and who wish to obtain a DQC after completing their periodic training.

Legal Aid

8.1 We have identified no impact on legal aid as a result of this requirement.

Sustainable Development

9.1 We have identified no effect on sustainable development.
Carbon Assessment

10.1 We have identified no impact on carbon emissions.
Other Environment

11.1 We have identified no other environmental impacts.

! webTAG 3.5.6, Table 1, values of time and operating costs for individual or driver, uprated to 2009 prices using
Office for National Statistics national accounts data, GDP deflator
-2 Better Policy Making: A Guide to Regulatory Impact Assessments. Cabinet Office January 2003



Health Impact Assessment
12.1 We have identified no health related impact.
Race Equality

13.1 We have completed an initial screening assessment which did not identify any disproportionate
impact as a result of race, religious beliefs, ethnicity, colour nationality and ethnic origin.

Disability Equality

14.1 We have completed an initial screening assessment which did not identify any adverse impact on
disability issues.

Gender Equality

15.1 We have completed an initial screening assessment which did not identify any adverse effect on
gender issues.

Human Rights
16.1 This requirement to obtain a photocard licence will have no effect on human rights issues.
Rural Proofing

17.1 This requirement to obtain a photocard licence will have no effect on rural proofing issues.



Specific Impact Tests: Checklist

Type of testing undertaken Results in Results
Evidence Base? | annexed?
Competition Assessment No No
Small Firms Impact Test Yes No
Legal Aid No No
Sustainable Development No No
Carbon Assessment No No
Other Environment No No
Health Impact Assessment No No
Race Equality Yes No
Disability Equality Yes No
Gender Equality Yes No
Human Rights No No
Rural Proofing No No
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