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Eighth Special Report 

The Committee published its Fifth Report of Session 2006–07 on 29 March. The response 
from the Department for Transport was received in the form of a memorandum dated 8 
June 2007, and is published as an Appendix to this report. 

 

Government response 

List of Transport Select Committee recommendations: 

General 

Paragraphs 1, 2, 3 

1. The Minister told us that the premise behind the Government’s Motorcycling 
Strategy is to “mainstream” motorcycling. When questioned, this appeared to mutate 
into a commitment to encourage motorcycling. We question whether the safety case 
and environmental concerns detailed in this report bear out such a policy. (Paragraph 
16) 

The principal aim of the strategy is to mainstream motorcycling, so that all organisations 
involved in the development and implementation of transport policy recognise that 
motorcycling can be a modern, practical way of getting around. As part of our work to take 
forward the strategy, we are doing various things to improve motorcycle safety, including 
publicity, highway engineering, improved training, new advice on helmet standards, 
actions to tackle problem of diesel spillage causing hazards for motorcyclists and ongoing 
research. 

2. The industry is very happy with the Strategy and believes that it will help make 
motorcycling safer and motorcyclists more accepted by car drivers as legitimate road 
users. One would expect this to be so, considering the role the industry played in 
drawing up the strategy in the first place. It is clear that for the Strategy to succeed it 
must have the long-term backing of the industry. We commend the Government for 
drawing it into the process and recommend that they continue to work with the 
industry to take the Strategy forward. (Paragraph 17) 

We welcome the positive joint working we have established with the motorcycling industry 
and user groups and look forward to that continuing in the future. 

3. That said, the Strategy does not set out a vision for motorcycling so much as it 
encourages discussion, improves guidance and engages the motorcycling community in 
policy development and dissemination. The Strategy was developed with the industry, 
and while this seems sensible, it is not clear that there was rigorous consideration of 
views from outside the industry in developing the Strategy. We recommend that the 
Strategy be reviewed after a period of five years and that when the review is undertaken 



2  

 

that the basis for the Department’s consultation is broadened to include the views of 
those outside the motorcycling industry. (Paragraph 18) 

We will review the strategy after five years and in doing so will consult a broad range of 
views. In addition, we will be refreshing the action plan this year to ensure that all actions 
are kept up to date and reflect the latest position. 

Achievement against actions  

Paragraph 4 

4. Overall, we think that the targets set in the Strategy are sensible and we support 
them. The Government provided the Committee with evidence that many of the 
actions in the Strategy are on course to be completed on time – this is for both those 
with the 2007 deadline and those in the longer term. Where the February 2007 deadline 
has not been met, we accept that this is largely due to the delay caused by the 2005 
General Election. We would like the Government to inform the Committee as these 
short-term actions are achieved. (Paragraph 21) 

Current progress against targets which were shown in the strategy as due to be completed 
within 1–2 years is shown in the Annex. We will report any further progress with these 
actions in due course. 

Accidents 

Paragraph 5 

5. Motorcycle accident rates are far too high. They have been for ten years. It is time to 
consider radical action to tackle this problem. A case was made to the Committee for 
limiting the speed of the more powerful motorcycles, though some technical issues still 
need to be resolved. The Government’s work on Intelligent Speed Adaptation is 
encouraging. We recommend that the Government commission a companion piece of 
research on the viability of introducing speed limiters on motorcycles in order to 
stimulate a sensible debate of the options. (Paragraph 25) 

The Department concurs with the TSCs observations that motorcycle accident rates are too 
high, and we are seeking to address this through the various measures set out in the 
Government's Motorcycling Strategy. The Committee will recognise the progress that has 
already been made in this area, 2005 motorcycle casualty rates1 are 8% lower than the 
previous year and 26% lower than the 1994–98 baseline level.  

In targeting accidents, research should focus on the major contributory factors. Road 
Casualties Great Britain 2005 identified “exceeding the speed limit” as a contributory factor 
in only 4%2 of motorcycle accidents. A speed limiter would address a proportion of those 
accidents, but wouldn't necessarily impact on instances of inappropriate speed or “going 
too fast for the conditions”, a contributory factor in 9% of motorcycle accidents.  

 
1 2005 figures compared with 2004 – measured per hundred million vehicle kilometres 

2 Table 3: Contributory factors: vehicles by vehicle type: GB 2005 
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Limiting “the more powerful motorcycles” to a top speed such as 70 mph would potentially 
prevent only a small number of accidents which take place above the highest GB legal 
speed limit. Restricting the speed to 70 mph would not address speeding in areas with 
lower limits, such as 30 mph urban areas. In addition, focusing on “more powerful” 
motorcycles will not address accidents involving small and medium categories.  

Nor would it address accidents involving any motorcycle where the speed of the 
motorcycle was not a factor. 

The Department is reviewing current knowledge in respect to driver behavior with 
“intelligent” devices along the lines of ISA and a report is due to be published later this 
year. We will continue to address the high rates of motorcycle accidents through the 
Government's motorcycling strategy actions and ongoing research programmes. Currently 
there are no plans for motorcycle speed limiter trials or for speed limiters of any type to be 
made compulsory. 

Training and testing  

Paragraphs 6, 7, 8 

6. The motorcycle training and testing regime seems to us to be robust, particularly 
compared to the testing and training undertaken by car drivers. We seek a guarantee 
from the Driving Standards Agency that this will not be compromised by the 
consolidation of testing centres that has been necessary as a result of the new measures 
to be introduced in 2008. (Paragraph 31) 

The development of a new network of multi-purpose driving test centres for the delivery of 
the new motorcycling test from 2008 will not compromise the standards for training and 
testing motorcyclists. The new test is actually designed to deliver a more challenging and 
robust assessment for learner riders which will require thorough preparation and the 
ability to demonstrate good machine handling skills. We shall ensure that there are 
appropriate accessibility arrangements. 

7. We welcome the overhaul of driver learning and training promised in the road safety 
review. We hope the Government will include motorcycling as part of its education 
programme for young people and would expect the Government to give a very good 
reason if it is not. (Paragraph 32) 

DSA is committed to developing a new approach to road user education with a focus on 
mainstream education intervention. Consideration is being given to possible education 
opportunities being delivered in schools for young people starting from the age of 14 years, 
which will teach them to be safe and responsible road users. These may take the form of 
discrete qualifications or modules within existing goals and will cover all types of road 
usage including motorcycle and moped riding. DSA is discussing how to take this forward 
with a range of stakeholders, including DfES. 

8. The voluntary register of motorcycle trainers is welcome. We agree with the Royal 
Society for the Prevention of Accidents that, subject to an evaluation of its effectiveness, 
it should be made compulsory. We recommend that the Government undertake such 
an evaluation within two years of the register coming into force. (Paragraph 33) 
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The Government’s Motorcycling Strategy already envisages that a formal, compulsory 
register will be established in due course. In announcing the voluntary register scheme, 
Ministers gave a commitment that a post-implementation review of the qualification 
processes would be initiated, one year after its commencement. The review will evaluate 
the effectiveness of the DSA qualification examinations and the quality assurance 
arrangements. 

The Agency will also, through customer surveys, seek the views of motorcyclists who have 
undertaken developmental training. The main purpose of the Scheme is to reduce the 
number of accidents involving qualified motorcyclists. Its effectiveness in this respect will 
be assessed using Road Casualties Great Britain data. 

Staged access to motorcycles  

Paragraph 9 

9. Better training and sensible access to higher powered vehicles will help to improve 
rider safety. Although the Third European Driving Licence may not be the best possible 
permutation of staged access, we believe that access to higher powered motorcycles 
should only come with experience. We look to the Government to implement the 
scheme sensibly and to report back within a reasonable time frame as to its effects. 
(Paragraph 37) 

The United Kingdom has until January 2011 to implement the new measures into national 
law by means of Regulations and until January 2013 to bring them into practice. We 
therefore expect nearer that time to undertake formal consultation on how best to 
implement the motorcycle staged access arrangements. We hope to be able to take into 
account the impact of the new voluntary register of post-test trainers and to also have 
implemented the motorcycle test changes arising from the previous Directive. In the 
meantime, we intend to engage actively with motorcyclists', motorcycle industry and road 
safety representatives so as to clarify the options which will thereafter be subject to formal 
consultation. To this end, officials are already contributing to the relevant National 
Motorcycle Council sub-group. We have also held an initial event on 21 May 2007 for all 
stakeholders, in order to bring them fully up to date with the provisions of the Directive, to 
elicit their views and to establish any further appropriate communication channels. 

Motorcycles access to bus lanes  

Paragraph 10 

10. The balance of evidence suggests that the Government is right to revise its guidance 
to local authorities on the use of bus lanes. We see no reason why a more permissive 
attitude should not be taken by local authorities when deciding whether to allow 
motorcycles to use bus lanes. The Government was, however, late in delivering this 
revised guidance. (Paragraph 41) 

The revised guidance in the form of a Traffic Advisory Leaflet (TAL) on “The Use of Bus 
Lanes by Motorcycles” was delivered on time and within the timescale indicated in the 
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GMS, being published in February 2007. The following provides link to the leaflet on the 
DfT’s web site:  
http://www.dft.gov.uk/pgr/roads/tpm/tal/trafficmanagement/trafficadvisoryleaflet207.  

The TAL also publicises the IHIE Guidelines in the section on Maintenance. 

Emissions  

Paragraph 11 

11. Government statistics show that for many of the classes of pollutant, motorcycles 
are often worse than cars. If the Government wishes to encourage motorcycling (as part 
of wider strategies to tackle congestion and social exclusion) then it must support the 
development of cleaner vehicles. While we welcome the improvements made in the 
Euro 3 standard, we recommend that the Government do a lot more work with 
industry with the aim of reducing emissions from motorcycles. It is unacceptable that 
the heavier of these vehicles are more polluting than cars, this may be another 
argument in favour of reducing the maximum power and speed that is available on 
these vehicles. (Paragraph 44) 

Carbon dioxide emissions for motorcycles of all types are already below the average level 
for petrol and diesel-engined cars. In Great Britain motorcycles account for around 1 per 
cent of all motor traffic measured as passenger km and so make a relatively small 
contribution to total emissions from motor traffic. Government believes the current 
arrangements will deliver significant improvements in reducing emissions from new 
motorcycles that will yield further reductions in overall motorcycle emissions over time as 
newer models that meet the latest standards replace older ones. In addition, Government 
believes that measures to reduce maximum power or speed are not justified from an 
environmental perspective. 

The data on local pollutant emissions that the Committee has considered gives an 
unrealistically pessimistic view of the emissions performance of motorcycles. With the 
exception of particulate matter, the data are limited to pollutants where the UK already 
fully meets its health-based air quality objectives. It excludes oxides of nitrogen where the 
UK does not fully meet its objectives, but where motorcycles on average emitted 73% less 
per km than did cars. 

By using data published in 2002, the report compares data taken before limit values for 
emissions from motorcycles became mandatory. Limit values for motorcycle emissions 
were introduced in June 2003 as Euro 1, and have already been revised twice such that 
from 1 January 2007, all new EC Type-Approved motorcycles must meet the motorcycle 
Euro 3 emission limits. When compared with the standards contained in the motorcycle 
Euro 1 regulations, motorcycle Euro 3 reduced the limit values for carbon monoxide by 
85%, hydrocarbons by 90%, and oxides of nitrogen by 50%. This will put motorcycle 
emissions at levels similar to, or better than, those from cars. The regulations set emission 
limits in terms of a mass of pollutant per km. For the purposes of applying emissions 
limits, machines are divided into just two categories, bikes under 150 cc and those of 150 cc 
and over. Thus, the very largest motorcycles have to meet exactly the same standards as any 
other bike of over 150 cc engine capacity. 






















