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EXECUTIVE SUMMARY
Motorcyclists are 40 times more likely to be killed than a car driver; therefore it is vital
that riders take the opportunity for extra training to ensure they are able to protect
themselves on the road. Within Wales, in 2012 motorcyclists accounted for 20.6% of
all road user deaths/serious injuries, representing 7.3% of all Welsh casualties. The
pattern of total casualties by local authority and police force area has shown the largest
numbers of casualties were in Cardiff and Carmarthenshire, followed by Swansea,
Rhondda Cynon Taff and Powys. More specifically areas of Wales with worrying
motorcycle crash rates which include Carmarthenshire, which had 53 motorcycle
casualties in 2011. Swansea had 51, Cardiff 43, Denbighshire 38, Flintshire 36 and
Gwynedd 35.
Welsh Government has more recently engaged in a consultative framework
highlighting the vulnerability of motorcyclists, including a specific target for casualty
reduction amongst this group and placed an onus on partners to actively engage with
riders. Mrs Hart (AM) said “some of the £6m road safety funding would be used to
fund advanced rider training courses, practical safety advice, and targeted publicity and
engineering schemes”.

SCOPE
The scope for evaluating this area of council business has been based upon interviews
with Joy Smith and Brian Westlake Toms, historic data evidence taken from feedback
at the end of the training day and 3 to 4 months post course.
The evaluation process has primarily been scoped upon the Welsh Governments
requirements for this intervention.
It is the role of Road Safety Wales‟ Partners to:
1. Identify the need for appropriate training and assist in its development
2. Enable training courses to happen
3. Provide resources for these courses to promote training for at risk groups
of road users
4. Deliver courses where necessary
5. Ensure the schemes are widely and appropriately advertised
6. Ensure courses are risk assessed and monitored for safety and content
Why ERS as measured against other motorcycle road safety initiatives.
Marketing Analysis – Recommendations Overall – the marketing vehicle must
convince bikers that the Enhanced Rider Scheme will be:
Fun
Realistic – not confined by rules
Tailor-made to riders specific needs/abilities/bike
Challenging
With definite identifiable results.

EVALUATION: Road safety Wales Strategy.
 Identify the need for appropriate training and assist in its development
There is clear evidence to suggest that the project has undertaken
relevant market research in addressing this issue. The project lead has
consulted the Driving Standards Agency (DSA) who is the Department
for Transports (DfT) sponsors for the Enhanced Rider scheme. Being
awarded the authority to assist in the wider national roll-out of the ERS
scheme is a landmark “Pan-Regional” (SWWITCH) achievement for the
Council/region and suggests that the marketing and delivery strategies
meet the stringent guidelines set out by the DSA. It is also evident that
the project leads have not only embraced the core requirements of the
project but additionally focused on the „Wales‟ issue more specifically.
There is clear evidence of the historic issues relating to fatalities within
the principality and the effect of historic road safety initiatives.

Future developments
1. Increase the number of trainers on the Register of Post-Test
Motorcycle Trainers (RPMT) qualified to deliver the Enhanced
Rider Scheme. There is scope and opportunity for the partnership
to develop and income generation strand by designing and
delivering a trainer of trainers‟ course mapped to the national
occupational standards set out for ERS.
2. Increase the number of riders taking up the Enhanced Rider
Scheme
i)
To consider/identify existing brands and, if necessary,
develop a new resilient and effective brand for marketing
ERS/Dragon rider scheme.
ii)
To undertake an analysis of existing and future capacity and
enthusiasm for delivering ERS training in the regions and in
the light of that to deliver any identified increase in RMPT
trainers in the areas where this is necessary
iii)
To evaluate the effectiveness of ERS training, in particular to
see if it leads to lasting improvements in rider skills, attitudes
and behaviour (McKenna 2010 RAC report).



Enable training courses to happen
The partnership has identified a clear delivery strand which is designed
into its road safety strategy. There is evidence of a clear hierarchy in the
management, design, audit and delivery plan.



Provide resources for these courses to promote training for at risk
groups of road users
Lesson plans are linked in to effective outcomes that cover basic human
requirements such as Maslows hierarchy of needs. It is evident that for
example the course agenda had been designed flexibly to meet the
feedback from students/attendees and altered appropriately. The basis of
the initial meet and greet session along with the detail set out within the
lesson plan fundamentally meets the core requirements as set out by the
DSA, i.e. working to the individual needs of the client rather than one
cap fits all approach. In addition, course costs have been kept to a
minimum and in specific need areas removed altogether to match the
client base, e.g. course cost recovery is incentivise by insurance benefits
along with a voucher schemes from the industry to cover the training
costs. This process meets the fundamental issue around motorcycle post
test training and is a clear motivator for the take up of the training.



Deliver courses where necessary
The project leads have been able to facilitate a range of locations for the
delivery of the Dragon rider scheme; this allows flexibility in delivery
and greater opportunity to a wider catchment area. Although Neath and
Port Talbot was the initial point of contact for the scheme, with the
introduction of the additional 3 counties the scheme has widened its
scope to include a larger area of the riding public, especially the high
risk areas of Dyfed and Powys. The data set has identified that the Neath
and Port Talbot borough score ahead of their partners. There can be
justifiable reasons for this such as populous and the recorded data that
the focus for fatalities is based upon a migratory rider fraternity coming
into Wales to ride on the road network.



Ensure the schemes are widely and appropriately advertised
The course is facilitated by the following methods
On line booking
Volunteer application
Recommendation
County wide open road safety events
Limited adverts such as Radio
Local motorcycle shops
The process has targeted the mainstream methodologies in current use
across the UK.



Ensure courses are risk assessed and monitored for safety and content
Internal verification is carried out against set criteria laid out by the road
safety department and matches the requirements of the DSA. Dip
sampling is taking place on both classroom and practical sessions to
ensure compliance with the codes.
The project outcomes are listed below:








Higher quality of rider-centred motorcycle training available.
Coached approach to meet individual needs.
Consistency of approach to delivering training to riders panregionally.
An increase in the number of qualified and active post-test
trainers in those regions.
Rider training to appear more attractive to a wider range of
candidates.
Improved attractiveness and availability of post-test training
through developed awareness of marketing brand.
Consistency in monitoring ERS implementation through risk
profiling.

DETAILS ON FEEDBACK
Student led
The main difference between ERS and some of the other schemes available is that
ERS is tailored to the individual, rather than being a 'one size fits all' training or
assessment package.
The ERS is training designed for fully licensed motorcyclists who would like to
improve certain areas of their riding skills.
I would like to say that Kevin was an exceptional instructor; he listened to us well,
which in turn was relayed back to us during riding in relation to our riding
concerns. Well done and thank you.
As training is tailored to your needs, you do as little or as much training as required,
mostly to help reduce key risk areas in on-road riding, such as bend negotiation,
overtaking, filtering, positioning and junctions.
The assessment will identify your main strengths and weaknesses but there is no
„pass‟ or „fail‟ - no test is involved and you cannot lose your Licence. If your riding
skills are satisfactory, the process ends there and you will be issued with an ERS
certificate.
If you do need training, the trainer will prepare a personalised developmental plan
for you and concentrate on specific areas needing attention, rather than taking a
„one size fits all‟ approach.
Once you've completed your training, you'll receive a report and a „DSA Certificate
of Competence - Enhanced Rider Bonus‟, which then qualifies you for an insurance
discount.
ERS is delivered by accredited trainers who have passed rigorous training and met
the highest standards of instruction before joining the RPMT.

SUMMARY
There is a range of academic and Government based research relating to Motorcycle
riders. The fact remains that Motorcycle riders are over-represented in road casualty
statistics than car drivers. It is widely reported that the motorcyclist faces different
demands on their particular skillsets; and there is now a wide range of evidence that
suggests inappropriate risk taking whilst riding. The introduction of the European Goals
for driver Education (GDE matrix) now suggests that there is a growing need to address
the “risk taking” riding styles that some riders display; this is supported by the ERS and
Dragon rider schemes underpinned through the governance of the DSA.
The profile of stats 19 causation factors for collisions that involve powered two
wheelers (PTWs) differs from that for other motorised road vehicles (Clarke, Ward,
Bartle & Truman, 2004). The suggestion is that this is partly due to the types of
manoeuvre that motorcyclists can perform which other vehicles cannot, such as
overtaking without crossing the centre line and traffic filtering. Combining the
flexibility of the motorcycle with performance such as acceleration and cornering
characteristics of PTWs fundamentally differ from other road vehicles. Furthermore as
is reported in many “looked but failed to see accidents”, PTWs in general are less
visible than other road users. Preusser, Williams, and Ulmer (1995) estimated that these
factors alone contributed to 85% of fatal PTW crashes.
The Dragon rider participants have reported very positive responses to the course, with
virtually all suggesting that it gave them a better understanding of the hazards riders
face on a daily basis and better coping strategies. The data set also suggests the
initiative has provided them with information and knowledge on themselves and their
machines to help them ride more safely.
As stated earlier it is clear from the lesson plans that the course is facilitated to meet
and address the needs of the students, the feedback raised predominantly 2 particular
themes.
The general training atmosphere of the course facilitated learning from the
tutors and from the attendees.
The course was not merely based around psychomotor inputs but additionally
considered riders attitudes exploring their own motivation for riding and
subsequently how this can influences the risks they may be prepared to take.
Post training, a follow up (self report) questionnaire reported in virtually all
respondents that they had become safer riders and that the process was well worth
attending. It can be suggested here that the follow up questionnaires should form part of
a more qualitative study to glean a wider range of feedback data. The ERS scheme
suggests that attendees should be fun, realistic – not confined by rules, tailor-made to
riders specific needs/abilities/bike, challenging and with definite identifiable results.
The data set and interviews I have witnessed suggests that this is the case with this
scheme.

The overall synopsis of the scheme as it is set out within the authority has shown
clearly that the project is impacting in a positive manner upon those who attend. The
underlying trend is suggesting that it meets the needs of the motorcycle fraternity
within this region, and based upon post course feedback is fit for purpose, and meets
the learning outcomes as set out by the Driving Standards Agency.

Gareth Morgan
MAIRSO.
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1. Introduction

1.1 Motorcycle risk
Motorcycling can be a risky activity but it is enjoyed by a growing number of people in the UK.
Between 1996 and 2003, the number of motorcycles on British roads increased by almost 50%
(Christmas et al., 2008). In 2007, 588 riders were killed in collisions on UK roads, and 24,381 riders
were injured. This constituted 22% of all road traffic fatalities in the UK that year (DfT, 2008). Given
that bikes constitute between 1% and 2% of total vehicle miles travelled (Sexton et al., 2004), it is
estimated that riders are 51 times more likely to be involved in a collision compared with car drivers
for each mile they travel (Christmas et al., 2008).

1.2 Barriers to participation in post‐test training
Given the risks faced by motorcyclists, a key question is, why don’t more riders take up post‐test
training, and particularly the Enhanced Rider Scheme? Research suggests that poor design and
implementation of motorcycle campaigns and training can alienate riders. Both Broughton and
Walker (2009) and Goldberg et al. (1997) have concluded that poor interventions are ineffective and
can actually have a negative effect, resulting in rejection by the target audience as not being
appropriate for them, or patronising them – an effect that is more pronounced among groups that
have a strong sense of community. Motorcyclists often feel that they are part of a broad collective
of “bikers” (Broughton, 2007), so they are particularly susceptible to this alienation. The DSA have,
in recent years, implemented a number of changes to basic motorcycle training and licensing, which
(anecdotally) appear to have largely been met with disapproval from both the motorcycle training
industry and the motorcycling community in general. Unfortunately this may be colouring riders’
perceptions of anything related to the DSA, including the Enhanced Rider Scheme.

1.3 Breaking down the barriers
Motorcyclists are often perceived as a sub‐group where membership is restricted to other riders,
and members are disdainful of individuals who choose not to ride and thus do not qualify for
membership (Broughton and Walker 2009; Gutkind, 2008). This closed‐shop of motorcyclists
presents two key problems when trying to offer post‐test training that is effective, appropriate, and
acceptable to the motorcycling community:
‐

how to understand the motivations, goals, beliefs and behaviour of riders, and to address
them adequately

‐

how to penetrate the world of biking sufficiently to be able to deploy information about the
training and recruit potential participants

If interventions are to be effective they have to reflect the motivation of riders. Broughton (2008)
states the example that half of riders ride because of the challenge that riding can give them, rather
than the risk that the riding activity can provide. Hence interventions must be designed to bring
6

about a change in attitudes leading to safer riding behaviours (Broughton et al.) but also to appeal to
riders’ motivations for riding. The theoretically‐defined efficacy of training is somewhat irrelevant if
the intervention is unable to recruit any participants to benefit from it. This could be said to be the
current situation relating to the promotion and delivery of the Enhanced Rider Scheme.

1.4 Preaching to the converted
It is often said that the riders who actually need extra training are the least likely to take it, and that
very often training is sought out by those who are likely to ride more safely and in a more risk‐averse
manner anyway (Broughton 2007). It has been suggested (anecdotally) that the best way to ensure
that the riskiest riders completed post‐test training would be to make it compulsory for all riders or
subject to police referral for anyone stopped for any traffic offence on a motorcycle. However, the
Enhanced Rider Scheme is not and has never been designed as a blanket compulsory scheme, or as a
rider‐diversion scheme as part of the enforcement toolkit. Such a scheme does exist – the national
RIDE course, which has been implemented in a number of areas around the country, and an interim
evaluation report (Burgess et al.) suggests that it is managing to target the riders who fit the profile
of the highest‐risk sections of the motorcycling population – just under a third reported licence
points and approximately two‐thirds reported previous bike crash involvement, three‐quarters of
which were single vehicle collisions. The RIDE participants reported significantly higher rates of
licence points gained from motorcycling offences compared with a control group. The interim
evaluation concluded that it seems the ‘right people’ were being referred by the police onto the
RIDE scheme.

For any non‐enforcement based campaign to succeed there must be some ‘buy in’ from the target
audience – motorcyclists. Some evidence exists that there are approaches that can encourage
members of the less training‐inclined rider sub‐groups to take a more positive view of post‐test
training, for example the use of “respected communicators” (police motorcyclists) appeared to bring
about a cognitive shift among some of the traditionally “riskier” riders which led them to consider
post‐test training (Broughton et al.). The authors state that “what is encouraging is an attitude
where these riders are admitting to themselves that their skills may not be up to a level that they
would like them to be”.

1.5 Skills training vs. coaching
The DSA riding test seems to be quite effective in ensuring that riders are equipped with the basic
skills they require to handle a motorcycle. This is the same for car drivers, but it is widely
acknowledged that road users are not at primary risk from skills deficits – the vast majority of risk on
the road can be attributed to attitudinal and behavioural issues, such as aggression (road rage), thrill
seeking (speeding, racing), poor hazard monitoring (distraction), tendency to fatigue (sleepiness and
inattention), etc. Attitudes and behavioural motivations are key to improving rider safety in the
post‐test training arena, as defined by the Goals for Driver Education (Hatakka et al., 2002).
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Fig. 1 The Goals for Driver Education

Goals for life and skills for living
•

e.g. Importance of cars and driving on personal development

Goals and context of driving
•

e.g. Purpose, environment, social context, company

Mastering traffic situations
•

e.g. adapting to demands of present situation

Vehicle manoeuvring
•

e.g. controlling speed, direction and position

The skills base, represented by the lower levels of the GDE, has already been established during
licence acquisition, leaving the focus of post‐test training on the higher levels. This has been the
case for post‐test training in other vehicles for many years now. Motorcycling has yet to move on
from a largely skills‐oriented approach to a more cognitive one. This is likely to be due to the fact
that skills deficits are likely to have more serious consequences for motorcyclists, so a strong focus is
maintained on bike handling skills, but this does not mean that the potential consequences of
cognitive deficits will be any less serious, in fact the combination of vehicle control skills and
attitudinal and behavioural training is never more critical to safety than in the arena of motorcycling.
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2. Methodology
2.1 Aims and objectives
The research questions that this workstream aimed to answer were as follows:








Is ERS delivering measurable benefits to users?
Are the benefits of ERS consistent across different trainers and trainees?
Are the benefits of ERS enduring over time?
Which users are gaining the most benefit from ERS? Why?
Which users are gaining the least benefit from ERS? Why?
Which authorities and/or trainers are delivering the most benefits? How?
What approaches/resources can be used to maximise effectiveness and consumer appeal of
ERS on a national basis?

2.2 Approach
This project aimed to combine quantitative and qualitative approaches in order to gather data that
would provide evidence of statistically significant differences between groups and pre and post
interventions, and to provide rich data that could explain the nuances surrounding individuals’
experiences of the Enhanced Rider Scheme.
The quantitative approaches involved the distribution of questionnaires, and the analysis of any
available numerical data relating to the scheme. This included:







Numbers of ERS participants and trainers
Demographic information and assessment outcomes of ERS participants
Biker Risk Profiler data
Learning Styles data
Personality data
Segmentation data

The qualitative approaches primarily involved interviews and email conversations with individuals
involved in the Enhanced Rider Scheme, specifically:







Trainers’ perceptions of the scheme, and their experiences relating to it
Trainees’ feedback on their involvement in the scheme
Responses to Biker Risk Profiler reports and other measures
Feedback on the “Train the Trainer” home study course
Local Authority Road Safety Officers’ views on the scheme and their role within it
DSA representatives’ views on the scheme and its management

This research also aimed to relate the direct findings of the studies above to previous research in the
field including academic and practitioner publications, and the findings from other workstreams’
analyses.
9

2.3 Research instruments
The main research instruments used within these studies were:






Interview schedules
o Trainer perceptions interview schedule
o Trainee feedback interview schedule
o Biker Risk Profiler and Train the Trainer feedback interview schedule
o Local Authority interview schedule
o DSA interview schedule
Questionnaires
o Biker Risk Profiler
o Personality profiler
o Learning Styles Questionnaire
o Segmentation tool
Train the Trainer
o Home study course – presentation and workbook

All the research instruments can be found in the Appendices to this report.

2.4 Participant access
The original intention was for the DSA to act as “gatekeepers” for the researchers to gain access to
ERS trainers, previous trainees, and trainees participating in ERS during the course of the project.
Unfortunately due to a combination of Data Protection concerns and lack of records, the DSA were
unable to provide the researchers with access to participants.
Bedford Borough Council put together a spreadsheet of all the RPMT trainers whose details
appeared on the DSA website, and this was used as the basis to gain access to the trainers and
trainees. All the trainers on the spreadsheet were contacted and a small sample of willing
participants emerged. These trainers then acted as gatekeepers to their trainees, but given the low
numbers of trainees processed by the majority of trainers, it was not possible to reach the numbers
that were originally hoped for.
Local Authority Road Safety Officers’ details were gathered through key contacts within the Project
Board. Contact with Local Authorities was restricted to the regions involved in the project, as it was
felt that they offered suitable diversity to be representative of the UK, and it was perceived that they
were more likely to be aware of this research and thus would be more willing to participate in the
interests of Pan‐Regional co‐operation.
Contacts at the DSA were gathered through the primary DSA Project Board representative. Contact
details for three contacts within the DSA were provided, however due to lack of availability no
interviews with the DSA were possible.
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2.5 Changes in the structure of the project
The original research proposal was written using some key assumptions, including:





ERS used a standardised assessment framework, calibrated across trainers
ERS throughput of trainees was such that it would allow quantitative data collection and
analysis
The DSA would assist the project in making contact with the RPMT in a timely manner, and
assist in facilitating the Biker Risk Profiler Train the Trainer events
The DSA would act as gatekeepers to give the project access to ERS trainees for research
purposes

Unfortunately it emerged that these assumptions were all proven to be incorrect (despite early
involvement of the DSA at Project Board meetings, and circulation of research proposal documents).
This fundamentally altered the course of the research as it meant that some of the key statistical
analyses could not be carried out – primarily the analysis of changes in trainees’ Biker Risk Profile pre
and post ERS involvement, and the analysis of sub‐group differences between trainees and in terms
of the relationship between trainer and trainee. However, an alternative course of action was
formulated in order to accommodate the low numbers and still address the research questions and
provide insight into the state of the Enhanced Rider Scheme at this point in time.

2.6 Analytical approaches
In relation to the quantitative data, a combination of frequency analyses and t‐tests were carried out
in order to identify patterns within the data and establish the presence of significant differences
between groups.
The qualitative data was subject to content analysis in order to identify trends whilst retaining the
detail and richness of the data.
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3. The ERS baseline
3.1 Distribution of ERS involvement
3.1.1 Trainers
The Driving Standards Agency reported that they were unable to provide a full list of RPMT trainers
due to Data Protection constraints, so the DSA website was used to extract the names and addresses
of all the RPMT trainers who had provided permission for their details to be published. This data
was used to construct a map showing the distribution of RPMT trainers around the UK, which
provides insight into the availability of the Enhanced Rider Scheme in each location.
The trainers were mapped by the county in which they were registered. Some counties were
amalgamated into small regions for the purposes of clarity on the map.
The map showing the distribution of ERS trainers is shown overleaf in Figure 2.
It shows that whilst there is a sprinkling of availability over a fair proportion of the map, there are
swathes of the country which are heavily under‐represented. Some of these are sparsely populated
rural areas, but it is possible that the poor transport links in these areas push more people to use
private transport, including motorcycles.

3.1.2 Trainees
The DSA were able to provide a spreadsheet containing the assessment sheet scores of 1024 ERS
participants (the data was anonymised), and by the end of this project they had provided a general
location for approximately half of these participants. Some were specific to a town or city, some
were more vague, i.e. “Wales”. This information was transferred onto the same style of map as used
for the trainers, in order to provide an overview of where the highest concentration of training was
taking place.
The map showing the distribution of ERS trainees is shown in Figure 3.
It indicates that the concentration of participants is more highly localised than the concentration of
trainers, with peaks in Norfolk and Leicestershire. When the trainer and trainee maps are
compared, it indicates that the distribution of trainees completing ERS is not representative of the
distribution of trainers offering it.
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Figure 2. Distribution of ERS trainers (see overleaf for key)
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England
Northumberland
Co Durham
Cumbria
North Yorkshire
Lancashire
East Yorkshire
West Yorkshire
Greater
Manchester
9. South Yorkshire
10. Merseyside
11. Cheshire
12. Nottinghamshire
13. Lincolnshire
14. Derbyshire
15. Staffordshire
16. Shropshire
17. Leicestershire &
Rutland
1.
2.
3.
4.
5.
6.
7.
8.

18. Norfolk
19. West Midlands
20. Cambridgeshire
21. Hereford &
Worcestershire
22. Warwickshire
23. Northamptonshire
24. Suffolk
25. Bedfordshire
26. Hertfordshire
27. Gloucestershire
28. Oxfordshire
29. Essex
30. Buckinghamshire
31. Berkshire
32. Greater London &
Middlesex
33. Somerset
34. Wiltshire
35. Surrey
36. Kent
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37. Hampshire
38. Sussex (East and
West)
39. Dorset
40. Devon
41. Cornwall
Wales
42.
43.
44.
45.
46.
47.
48.
49.
50.
51.
52.
53.

Anglesey
Flintshire
Conwy
Denbighshire
Wrexham
Gwynedd
Ceredigion
Powys
Pembrokeshire
Carmarthenshire
Gwent
Glamorgan

Scotland
54. Ross‐shire
55. Orkney
56. Highland
57. Aberdeenshire
58. Angus
59. Perthshire
60. Argyll
61. Fife
62. Lothian
63. Lanarkshire
64. Ayrshire
65. Scottish
Borders
66. Dumfries

Figure 3. Distribution of ERS trainees (see overleaf for key)
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3.2 ERS standards – distribution of scores on submitted assessment sheets
The 1023 ERS assessment sheets provided by the DSA were analysed to look at the frequency with
which RPMT trainers rated their trainees as A, B, C and D on each competency.
First an analysis was carried out to examine the distribution of scores within the dataset. This is
shown in Table 1.
Table 1. Distribution of scores within DSA assessment sheet records
Variable

Frequency

Number of trainees

1023

Trainees with location stated

448

Different weather types

330

Number of riders with Overall A rating

611

Number of riders with Overall B rating

338

Number of riders with Overall C rating

57

Number of riders with Overall D rating

2

Number of blank Overall ratings

37

Number of grades not A-D (Q & V)

4

Number of trainees with all As

172

Number of trainees with no As

81

Number of trainees assessed in dry conditions

745

Number of trainees assessed in wet conditions

278
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3.2.1 Overall assessment ratings
The pie chart below (Fig. 4) illustrates the distribution of overall assessment ratings.
Fig. 4 Distribution of overall assessment ratings

The pie chart shows that 93% of participants achieved either an A or B rating overall.
Given that the numbers of participants completing ERS were much higher in some specific areas of
the country (namely Norwich and Leicester), the distributions of scores for each of these locations
are compared with one another and with the rest of the country, in order to see if key differences
emerge in the way that riders are rated in different locations. It is unlikely that the riders in these
locations will actually display genuinely different profiles, so differences in score patterns could be
attributed to differences in the way assessments are carried out. These distributions are shown
below in Fig. 5.
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Fig. 5 Distribution of Overall assessment ratings by

area
3.2.2 Individual competency assessment ratings
Having looked at the distribution of Overall ratings, attention now turns to the distribution of ratings
on the individual competencies assessed within the Enhanced Rider Scheme. The percentages
shown are the total number of grades across all individual competencies.
Fig. 6 Total distribution of grades across all competencies assessed within ERS

When looking at the distributions by area, the allocations of different ratings (aggregated from the
individual competencies) is shown below in Fig. 7
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Fig. 7 Distribution of grades across all competencies assessed within ERS by area

These differences were examined more closely and the proportions of A ratings awarded for each
competency in Leicester and Norwich were examined in comparison to the national numbers. Fig. 8
below shows the extent to which the percentage of A ratings awarded in the two locations specified
for each competency differed from the proportion awarded nationally for that competency.
Fig. 8 Proportion of A ratings for each competency in Norwich and Leicester compared to
nationally
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This graph shows that a lower proportion of A ratings were awarded in Leicester and Norwich than
average on nearly all competencies. This trend was reversed in Norwich on three factors –
Motorways and Dual Carriageways, Progress/Hesitancy, and Overtaking/Filtering. The proportion of
A ratings awarded in Leicester were below the national average on every competency.
3.2.3 Conclusions
These graphs show that the least number of A ratings (overall and by competency) were awarded in
the Leicester area, with a higher proportion being awarded by the Norwich area. However, neither
Leicester nor Norwich were awarding as many A ratings per ERS participant as trainers in the rest of
the country. This suggests that either the ERS assessments in Leicester and Norwich are more
stringent than the average, or the schemes in those areas are reaching a wider range of riders, some
of whom may be less skilled than those completing ERS elsewhere. This could be due to more
intensive marketing in those locations – in the UK as a whole it seems that only riders who display a
high level of dedication to post‐test training are completing the ERS due to the fact that it is not
widely publicised, but in the areas where it is widely marketed it may reach different groups. It is
likely that the differences are attributable to a combination of increased stringency and a broader
take‐up of the scheme in the areas specified.

3.3 Additional information from ERS assessment sheets
3.3.1 Weather conditions
The ERS assessment sheets provided details of the weather conditions in which the assessments
were carried out. Unfortunately there were 298 different descriptions of the weather conditions
listed, so it did not appear that participants were choosing from a predetermined list, which may be
a useful amendment to make to the form to assist with future analysis. For the purposes of this
analysis, each description was judged individually and classified as either “wet” or “dry” dependent
on whether there was any mention of water (in the air or on the road surface) or not. Fig. 9 below
illustrates the proportion of wet and dry conditions.
Fig. 9 Proportion of wet and dry conditions in which ERS assessments took place
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3.3.2 Manufacturer of bike ridden by participant
The forms also provided information about the make of motorcycle ridden by the participant during
the assessment. Distributions are shown below in Fig. 10.
Fig. 10 Distribution of makes of motorcycle ridden by ERS participants

3.3.3 Eyesight requirements met
On the assessment forms there is a field for “Eyesight requirement met”. In the summary sheet, 3
had the response “No” against their entries, but there are no details relating to whether anything
was done about these prior to commencement. There were 8 entries recorded as ‘NIL’, and it is
unclear what this entry represents – it could be that the eyesight requirements were not met, or the
test was not done, or there were no problems identified with their eyesight. 48 records merely had
‘‐’ as an entry in this field, which raises the questions as to whether eyesight checks were performed
on these participants.

3.3.4 Additional information that would be useful for future analyses






Age
Gender
How long have they held a motorcycle licence
Are they recently returning to motorcycling
Annual bike mileage
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Engine size in cc of the bike they ride most often
Style of bike they ride most often
Trainer

These pieces of information would facilitate detailed analysis of the dataset as participants could be
grouped based on this information and between‐groups analyses could be carried out. This would
provide insight into the demographics of riders who are currently participating in the scheme, and
the differences in outcomes by age, gender, experience, exposure, bike choice etc.

3.4 ERS questionnaire – participant situational profile
A total of 69 participants completed the battery of questionnaires – the Biker Risk Profiler, the
Learning Styles Questionnaire, the Personality assessment, and the Segmentation tool. A
breakdown of the situational information they provided is given below, in order to establish the
demographic, experiential and exposure profile of the sample, as well as identify similarities and
differences between the RPMT trainers and the ERS trainees.

3.4.1 Age, gender and trainer/trainee status
The mean age of the participants was 46.24 years (standard deviation 10.47 years). The youngest
participant was 18 and the eldest was 63.
64 (92.8%) of the participants were male, and 5 (7.2%) were female. The spread of ages was much
greater for male participants (18‐63) than females (31‐45) and the mean male age was higher (46.75,
sd 10.61) compared with the mean female age (39.80, sd 5.81). Given the very small sample of
female riders, this range of ages may not be fully representative of the female biking population.
48 of the respondents (69.6%) reported that they were RPMT trainers, 47 males and 1 female, with a
mean age of 48.64 (sd 10.39). 19 (27.5%) had been ERS trainees (15 males, 4 females), with a mean
age of 41.00 (sd 8.90). Only two respondents (2.9%) classified themselves as “other”.

3.4.2 Initial training
As shown in Table 2, participants indicated how they had obtained their motorcycle licence.
Table 2. Initial motorcycle training
Frequency
CBT & DAS
21
Pre‐DAS full test
27
Star Rider
3
125 test
2
Other
16

%
30.4
39.1
4.3
2.9
23.2
23

The majority reported that they had either done CBT and DAS, or the full test that was available
prior to the launch of the Direct Access scheme.

3.4.3 Collision history
Participants were asked how many collisions they had been involved in during the preceding 3 years.
Their responses are shown in Table 3.
Table 3. Collision involvement last 3 years
Frequency
%
None
55
79.7
1
8
11.6
2
4
5.8
3 or more
2
2.9

All of the crashes were reported by male riders. Half of the riders who reported one crash, 3 of
those reporting two, and one reporting three or more collisions stated that they were RPMT
trainers.

3.4.4 Annual mileage
Reported annual mileages are shown below in Table 4.
Table 4. Annual mileage overall and by sex and trainer/trainee status
Total #
%
Male #
%
Female #
%
Trainer #
Under
2000
6
8.7
5
7.8
1
20
3
2‐
5,000
12
17.4
11
17.2
1
20
6
5‐
10,000
19
27.5
18
28.1
1
20
10
10‐
20,000
18
26.1
17
26.6
1
20
16
20‐
30,000
12
17.4
11
17.2
1
20
11
Over
30,000
2
2.9
2
3.1
0
0
2

%

Trainee #

%

6.3

2

10.5

12.5

6

31.6

20.8

8

42.1

33.3

2

10.5

22.9

1

5.3

4.2

0

0

The data in Table 4 shows that the majority of riders in this study reported riding between 2000 and
30,000 miles a year, with the highest overall concentration reporting 5‐10,000 miles, closely
followed by 10‐20,000 miles. This tendency towards high mileage in the distribution is largely
attributable to the trainers, as they were over 3 times as likely to report travelling more than 10,000
miles per year on a bike compared with trainees. Trainees were over twice as likely to travel under
10,000 miles per year.
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3.4.5 Licence status
The vast majority of respondents (89.9%) reported having a clean driving licence, with 6 participants
(8.7%) reporting 1‐3 points, and just one reporting 4‐6 points. All of the riders reporting points on
their licences were male, and five of the seven (including the one with 4‐6 points) classified
themselves as RPMT trainers.

3.4.6 Years riding
Participants were asked how long they had held a motorcycle licence. Response options ranged
from “under 2 years” to “over 30 years”. Responses are given in Table 5 below.
Table 5. Riding experience of participants overall, by sex and by trainer/trainee status
Total #
%
Male #
%
Female #
%
Trainer #
%
Trainee #
Under
2 yrs
10 14.5
8 12.5
2
40
0
0
6
2‐5
years
6
8.7
4
6.3
2
40
3
8.3
6
6‐10
years
3
4.3
3
4.7
0
0
2
6.3
0
11‐15
years
4
5.8
4
6.3
0
0
7
4.2
2
16‐20
years
8 11.6
7 10.9
1
20
10 14.6
0
21‐25
years
11 15.9
11 17.2
0
0
4 20.8
1
26‐30
years
6
8.7
6
9.4
0
0
18
8.3
1
Over
30 yrs
21 30.4
21 32.8
0
0
48 37.5
3

Typically, male riders had been riding for longer than female riders, and the majority of trainees
reported that they had been riding for less than 5 years (63.2%) whereas two‐thirds of trainers had
been riding for more than 20 years.

3.4.7 All‐year‐round riding
The questionnaire asked participants to state whether they rode all year round or just during the
months of better weather. 63 participants (91.3%) reported riding all year round, with just 5
reporting that they did not, and one who did not respond to this question.
Of the males, 59 (92.2% reported year‐round riding, with 4 (6.3%) saying they did not ride all year
round. The respondent who did not answer this question was male. 4 of the female riders said they
rode all year round, with one stating that she did not.
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%
31.6
31.6
0
10.5
0
5.3
5.3
15.8

46 (95.8%) of the trainers stated that they rode all year round, with one stating that they did not,
and one failing to answer the question. Of the trainees, 16 (84.2%) reported year‐round riding, with
3 (15.8%) reporting that they did not ride all year round.

3.4.8 Purpose of riding
Of the 69 participants surveyed, 4 (5.8%) reported that they rode primarily for business, 16 (23.3%)
for pleasure, and 49 (71%) for both business and pleasure equally.
Of those who reported that they were RPMT members, 3 (6.3%) stated business only, 9 (18.8%)
reported pleasure only, and 36 (75%) reported both equally. Of the trainees, 1 (5.3%) reported
business only, 6 (31.6%) reported pleasure only, and 12 (63.2%) reported both equally.
As with all these analyses, there is a high level of concurrence between RPMT members and male
riders due to the fact that all but one of the RPMT members is male. Hence the overall picture for
males is similar to that of the RPMT – 2 stated business only (3.1%), 15 said pleasure only (23.4%)
and 47 said both equally (73.4%). Of the female riders, 2 said business only (40%), one said pleasure
only (20%) and two said both equally (40%). The figures show that one of the female riders who said
that she rode for business only must have been the female RPMT trainer, and one of the 3 trainers
who reported riding for business only.

3.4.9 Use of full protective kit
The vast majority of respondents (n=60, 87%) reported always wearing full protective kit. The
remaining 9 (13%) reported that they may not always wear it on short journeys, but they would do
so on longer trips out. All 9 of those who reported that they sometimes did not wear full kit on short
journeys were male riders, with 4 classified as trainers, 4 as trainees, and one unspecified. None of
the participants reported that they didn’t wear full protective kit at all.

3.4.10 Situational data – conclusions
These analyses show that the sample is heavily male‐dominated and the majority of respondents are
on the RPMT, but there is a reasonable proportion of the data from trainees which facilitates some
level of comparative analysis. It is reassuring that some data was provided by female riders,
although the limited numbers mean it is unlikely that conducting between‐gender analysis would
produce fruitful or reliable results. It is clear that key differences exist between RPMT trainers and
ERS trainees in terms of age, mileage, years riding experience, licence status and year‐round riding,
but they were similar in collision involvement, purpose of riding, and use of protective kit.
Key surprises to emerge from this data were the higher rate of licence points among RPMT trainers
and the unexpectedly high frequency of collisions, but both of these can be explained in terms of the
increased riding exposure of RPMT trainers compared with trainees.
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3.5 ERS questionnaire – participant personality type profile
The questionnaire facilitated the self‐categorisation of participants based on four personality factors.
Respondents read descriptive statements then stated which end of the spectrum represented them
most appropriately. The categories were:





Extravert – Introvert
Sensor – Intuitive
Thinker – Feeler
Judger – Perceiver

Each of these categories will be addressed in turn below. Please note that a total of 27 participants
(39.1%) did not provide a response to this element of the questionnaire so some of the percentages
do not add up to 100% ‐ they are expressed in terms of the whole sample rather than the proportion
of those who responded to this section. 24 of those participants were trainers (representing 50% of
the trainer sample).

3.5.1 Extravert‐Introvert
16 participants (23.2%) categorised themselves as extraverts, with 26 (37.7%) stating that they were
introverts.
Of the trainers, 9 (18.8%) reported that they were extraverts, 15 (31.3%) reported being introverts,
and 24 (50%) did not answer. Of the trainees, 7 (36.8%) classed themselves as extraverts, 10 (52.6%)
as introverts, and 2 (10.5%) did not answer. This indicates that a higher proportion of trainees than
trainers were extraverts. The low proportion of extravert trainers is surprising as it could be
expected that those drawn to such a customer‐facing role (involving high levels of communication
and possibly even an element of “performing”) may display a greater tendency towards extraversion
than appears to be the case.
All the extraverted trainers were male, and one of the introverts was the female trainer. Of the
male trainees, 6 (40%) were extraverts, while 8 (53.3%) were introverts, and one did not answer. Of
the female trainees, one reported extraversion and two reported introversion, with one abstention.
It is possible that this tendency towards introversion is common among the motorcycling population
as a whole, and this may be skewing the results to some extent. Motorcycling is viewed as a solitary
task but in many cases shares a very social element in the form of group riding, but it may be that
motorcyclists display a higher propensity to introversion compared with the general population,
which would explain these findings.

3.5.2 Sensor‐Intuitive
21 participants (30.4%) considered themselves to be Intuitive, while 20 (29%) reported that they
were Sensors. One (1.4%) felt that they were an equal mixture of both.

27

Of the trainers, 10 (20.8%) were Intuitive, and 13 (27.1%) were Sensors. The participant who stated
that they were both in equal measures was a trainer. Of the trainees, 11 (57.9%) rated themselves
as Intuitive, while 6 (31.6%) were Sensors, and one didn’t answer. The only female trainer
considered herself to be an Intuitive.
Among the trainees, 9 of the males were Intuitive (60%) and 5 were Sensors (33.3%) with one
abstention. Of the females, 2 were Intuitive, one was a Sensor, and one did not answer.
This shows a key difference between the trainers and trainees – trainers were more likely to be
Sensors, while trainees were more likely to be Intuitive. The trainers’ tendency towards being a
Sensor is consistent with expectations for people immersed in that kind of occupation – focusing on
facts and specifics, emphasising practicality, relying on experience, using established ways of doing
things, and thinking and talking in a step‐by‐step way. The trainees’ prevalence of Intuitives may
reflect a tendency among some groups of motorcyclists to rely on their instincts, come up with new
ways of doing things, and seek excitement and variety. This mismatch does not necessarily
represent a problem for post‐test training because as long as the trainers are skilful in their
approach, they can use the emphasis of their differences to moderate the behaviour of the trainees.

3.5.3 Thinker‐Feeler
Overall, 20 participants (29%) rated themselves as Feelers, 21 as thinkers (30.4%) and 1 as half and
half. 11 of the trainers were Feelers (23% of the trainers who answered this section), while 12 were
Thinkers (24%), and the half and half was a trainer. Of the trainees, 9 were Feelers (47.4%) and 8
were Thinkers (42.1%). Two did not provide a response.
The female trainer was a Thinker, and of the trainees, 2 of the females were Feelers and one was a
Thinker. Among the male trainees, half were Thinkers and half were Feelers (7 in each group). This
finding shows that there are similar amounts of trainers and trainees who fall into the Thinker and
Feeler categories. Thinkers tend to take a more objective and rational stance, do not take things
personally, and enjoy critical analysis. Feelers tend to be more focused on values, are more likely to
be concerned with tact as they may take things personally themselves, and they favour appreciation
and harmony. It is likely that regardless of their own orientation in relation to this continuum, most
trainers will utilise a combination of objective factual presentation, critical analysis, and appreciation
and reward. The recent trend towards employing a coaching‐based perspective in road user training
(alongside the traditional skills‐based training) is encouraging this balance to a greater extent than
ever before.

3.5.4 Judger‐Perceiver
20 of the respondents categorised themselves as Judgers (28.9%), while 21 were Perceivers (30.4%),
and one was half and half. Of the RPMT trainers, 12 were Judgers (25.1%), 11 were Perceivers
(22.9%) and one was half and half. The participants were equally balanced between Judgers and
Perceivers (8 and 9 respectively – 42.1% and 47.4%).
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There were no major gender differences either – of the male trainers, 12 were Judgers (25.5%) and
10 were Perceivers (21.3%) with one reporting an equal balance of each. The female trainer
reported that she was a Perceiver. Of the trainees, males reported being Judgers and Perceivers in
equal numbers (7 of each) while one female rated herself as a Judger, two rated themselves as
Perceivers, and one did not answer.
Again, there are very similar numbers of trainers and trainees falling into each group. Judgers tend
to be responsible, reliable, punctual and rule‐focused, while Perceivers are more casual and favour
flexibility and spontaneity. It is likely that the majority of rider training will be structured largely in
favour of the Judgers, as it is conducted in formalised settings and uses a defined structure, but the
ERS may be appealing to the Perceivers to a greater extent due to the emphasis on bespoke training
provision based on individual requirements and flexibility.

3.6 ERS questionnaire – participant learning styles profile
Of the 63 participants, 42 completed the learning styles section. Of those 42, the distribution
between the learning styles was as follows:






Reflector – 18 participants (42.9%)
Pragmatist – 7 participants (16.7%)
Theorist – 6 participants (14.3%)
Activist – 3 participants (7.1%)
No clear preference – 8 participants (19%)

This demonstrates a very strong tendency overall towards the Reflector learning style. This was
largely consistent across the sub‐groups, as shown below in Table 6.
Table 6. Sub‐group distribution of preferred learning styles
All
All
Male
Female Male
Female
Overall Trainer Trainee trainer trainer trainee trainee
Reflector
18
9
9
9
0
7
2
Pragmatist
7
5
2
4
1
2
0
Theorist
6
3
2
3
0
2
0
Activist
3
3
0
3
0
0
0
No clear
preference
8
5
3
5
0
3
0

This indicates that largely there is a good match between trainers and trainees, as both sets display a
strong tendency towards the Reflector learning style. This may indicate a key element of the “typical
profile” of someone attracted to post‐test motorcycle training (as a recipient or a provider), or
indeed of motorcyclists in general. Equally it may be a product of the traditional approach to
motorcycle training, particularly at a post‐test level, which may rely heavily on a Reflective approach.
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3.7 ERS questionnaire – participant Segmentation profile
Participants were asked to read a number of paragraphs describing the approaches and behaviours
of different motorcyclists, based on “PPR442 – Passion, Performance and Practicality” (Christmas,
2009), and indicate the one or ones that they felt represented themselves the most accurately. The
distribution of respondents across the segments is shown below in Table 7.
It is clear that those who fell into the Look‐at‐me Enthusiast and Car Aspirant types are less easily
attracted to post‐test motorcycle training (providing or receiving) compared with the other types,
particularly the Performance Hobbyist type, with which the majority of respondents (trainer and
trainee, male and female) identified most strongly.
The second most popular among trainers was Riding Hobbyist, with Riding Disciple in third. Among
trainees, Performance Disciple was in second place, and Riding Hobbyist and Riding Disciple tied in
third place. It seems that the Performance Disciple type is slightly less likely to be involved in
providing post‐test training despite being quite strongly attracted to taking part in it as a recipient.
Table 7. Distribution of respondents across rider segments
Overall
Look‐at‐me Enthusiast
Performance Disciple
Performance Hobbyist
Riding Hobbyist
Riding Disciple
Car Rejecter
Car Aspirant

0
11
17
13
11
5
0

All
Male
Female
All trainers trainees
trainees
trainees
0
0
0
0
6
5
5
0
8
9
7
2
8
4
4
0
7
4
3
1
3
2
1
1
0
0
0
0

These findings indicate that for the Performance Hobbyist, Riding Hobbyist and Riding Disciple types,
there should be a good availability of trainers with a learning style that matches that of the majority
of trainees. Despite the small sample, it also indicates that for Performance Disciple type riders, and
even for Car Rejecter types, it should be possible to find a match. This raises some interesting
questions relating to the Look‐at‐me Enthusiast and Car Aspirant types – how could they be
attracted in to post‐test training? It is likely that many Car Aspirants would leave motorcycling in
favour of car driving in time, so they are a more transient motorcycling population and thus would
be harder to attract to post‐test training anyway (especially given that many of them may not be car
users due to financial constraints). For Look‐at‐me Enthusiasts, it is possible that they would feel
alienated from training by tendency of trainers to fall into groups which typically lack empathy with
their segment.

3.8 Biker Risk Profiler data
This section looks at the trends in BRP profiles from a number of angles. It looks at the differences in
factor scores between participants in the ERS study and those in the original benchmarking study,
and between trainers and trainees within the ERS study. It also looks at gender and age differences
within the ERS group and compares them with the benchmarking group. It looks at the gender and
age differences between the participants in the sample gathered for this study, and compares them
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to the same sub‐groups within the original benchmarking sample. This facilitates the identification
of key trends in the data, which can offer insight into some key areas, such as:





the profile of people who are attracted to providing ERS training
the profile of people who are attracted to participating in ERS training
the level of “match” between the trainer and trainee populations
how trainers and trainees differ from the general riding population

3.8.1 Comparisons between BRP scores of participants in this study and those in the benchmark
group
Participants completed the Biker Risk Profiler, which provides a score for each rider on 10 factors
relating to rider behaviour and risk. A series of t‐tests were carried out to look for statistically
significant differences between the scores provided by participants in this study (ERS trainers and
trainees) and those provided by the benchmarking sample used in the original development of the
Biker Risk Profiler (consisting of a wide variety of riders with different levels of experience and
training). Due to the relatively small sample size, even scores that are not found to be statistically
significant will be considered using a literal comparison of means, as it is likely that a larger sample
would allow the t‐test to detect more minor differences which should not be ignored as a product of
the small sample.

Table 8. Mean BRP factor scores for participants in this study, vs. established benchmarks
ERS study
Benchmark
mean
sd
mean
sd
T
Sig.
Safety
84.35
9.31
80.90
11.99
2.295
0.023
Concerns
43.30
20.45
44.30
19.12 ‐0.349
0.727
Thrills
50.61
23.82
51.67
23.45 ‐0.309
0.758
Traffic
67.04
13.77
64.14
14.55
1.391
0.166
Fatigue
46.62
29.31
46.37
24.96
0.064
0.949
Hostility
39.90
27.16
48.79
27.77 ‐2.155
0.032
Concentration
89.80
12.28
88.36
13.86
0.720
0.472
Anxiety
38.99
24.51
36.14
23.05
0.811
0.419
Denial
32.83
19.12
26.81
18.52
2.148
0.033
Faking
66.09
18.02
59.54
20.83
2.202
0.029

It is clear in Table 8 that there are some key similarities and differences between the scores of
participants in this study, and the scores established as benchmarks (based on scores gathered from
a larger number of motorcyclists recruited through a variety of means during the development of
the instrument) which could be deemed more representative the general motorcycling population.
As would be expected, the riders from this study, involved in ERS as trainers or trainees, displayed
significantly higher mean scores on the Safety factor, which looks at the extent to which a rider is
inclined towards safety‐oriented behaviours. It is likely that those who are higher in Safety are more
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likely to be attracted to involvement with post‐test training. This finding achieved statistical
significance at the p<0.05 level.
Participants from this study displayed slightly lower Concerns scores, suggesting that they were less
worried about things going wrong on the road than usual. This is likely to be a product of increased
experience, training and confidence.
The Thrills factor showed a slightly lower mean score for ERS respondents compared with the
benchmark group, which may reflect the fact that the highest level thrill‐seekers (who would have
elevated the mean score for the benchmark group) are unlikely to be attracted to post‐test training,
either as trainers or trainees, but it also acknowledges that the buzz of riding is a key motivator for
the majority of riders and plays a major part in people’s decision to ride.
The higher scores on the Traffic factor displayed by respondents from this study are likely to
represent an elevated level of disdain for the behaviours of other road users, rather than necessarily
a conscious negative attitude. Trainers display very high levels of riding exposure, covering tens of
thousands of miles a year on a bike, therefore they are likely to have negative encounters with other
traffic on a very frequent basis, which may in turn jaundice their view of other road users.
Fatigue levels were very similar for both groups, with a very slightly higher level among the
participants from this study. Fatigue in motorcycling is different from fatigue in driving.
Motorcycling is mentally tiring due to the high levels of concentration required, and physically tiring
due to the riding position and the exposure to the elements. The majority of riders do not typically
ride for long enough to experience particularly high levels of fatigue, and pleasure riders tend to
stop regularly and refresh themselves mentally and physically. The situational analysis showed that
trainers cover a very high number of miles each year on a bike, but it seems that the trade‐off
between experience, preparation, fatigue management, and exposure keeps the balance level.
The ERS sample displayed much lower levels of Hostility compared with the benchmark, which is
consistent with expectations of highly trained, highly experienced riders with a strong interest in
rider development. This difference achieved statistical significance at the p<0.05 level, suggesting a
strong relationship between ERS participation and lower‐than‐average Hostility.
Similarly, the Concentration levels were higher among the ERS sample, which can also be attributed
to experience and training.
Interestingly, the ERS sample displayed higher mean scores on the Anxiety and Denial factors,
indicating that they were more likely to become stressed and blame themselves when things went
wrong, but also to ignore the difficulties they experience on the road and refuse to acknowledge
that anything bad was happening. It could be that more highly trained riders are more self‐critical
when it comes to making mistakes or getting into difficult situations on the road, and they may also
be more inclined to try to put a negative situation behind them and move on. Therefore it could be
that among riders of standard training and experience, an elevated score on these factors would
indicate inappropriate approaches to dealing with stressful riding, but in more highly trained and
experienced riders it may indicate a higher level of self‐awareness and self‐criticism, in combination
with a tendency to avoid focusing on the difficulties and instead to concentrate on the task at hand.
The difference in Denial scores achieved statistical significance at the p<0.05 level.
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The scores of the participants from this study were significantly higher on the Faking factor than
those displayed by the benchmark group (p<0.05). This is consistent with expectations, as trainers
tend to display a more exemplary riding style and a much higher level of confidence, which influence
their responses to the kinds of questions which contribute to the Faking scale. This finding has been
found to be consistent for car instructors using the Fleet Driver Risk Index – a variant of the Driver
Stress Inventory, Driver Coping Questionnaire and Driver Social Desirability Scale (the measures
which serve as a framework for the Biker Risk Profiler).

3.8.2 Benchmark group means compared with trainer and trainee means
Two sets of t‐tests were carried out – one comparing the benchmark means with the trainer means,
and one comparing the benchmark means with the trainee means. These analyses are considered
below.
Table 9 shows the benchmark means and the trainer means, and details of the output of the t‐test.
Table 9. T‐test comparing benchmark scores with trainer scores on BRP factors
Benchmark
Trainer
mean
sd
mean
sd
T
Sig.
Safety
80.90
11.99
85.36
8.11
2.887
0.018
Concerns
44.30
19.12
40.25
20.22 ‐1.255
0.211
Thrills
51.67
23.45
46.75
22.02 ‐1.280
0.202
Traffic
64.14
14.55
68.71
11.79
1.973
0.050
Fatigue
46.37
24.96
48.58
31.02
0.445
0.658
Hostility
48.79
27.77
38.37
27.82 ‐2.185
0.030
Concentration
88.36
13.86
90.37
12.11
0.872
0.385
Anxiety
36.14
23.05
37.04
23.89
0.226
0.822
Denial
26.81
18.52
36.15
18.50
2.938
0.004
Faking
59.54
20.83
68.12
17.03
2.524
0.012

The data shows that the pattern of the relationship between the benchmark sample and the trainer
sample follows the same overall pattern as the previous analysis (benchmark vs. all respondents
from this study), which is unsurprising given that the majority of the participants in this study were
the trainers. Overall the differences in mean scores between the benchmark group and the group
used in this study are more pronounced when the benchmark sample are compared with just the
trainers (i.e. when the ERS trainees are removed from the analysis).
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Table 10. T‐test comparing benchmark scores with trainee scores on BRP factors
Trainee
Benchmark
mean
sd
mean
sd
T
Sig.
82.10
11.46
Safety
80.90
11.99
0.428
0.669
50.29
19.68
Concerns
44.30
19.12
1.336
0.183
59.43
25.92
Thrills
51.67
23.45
1.399
0.164
63.24
17.22 ‐0.258
Traffic
64.14
14.55
0.796
42.22
25.22 ‐0.711
Fatigue
46.37
24.96
0.478
43.17
26.04 ‐0.870
Hostility
48.79
27.77
0.386
88.57
12.85
Concentration
88.36
13.86
0.067
0.947
43.17
25.87
Anxiety
36.14
23.05
1.283
0.201
25.71
18.89
Denial
26.81
18.52
‐0.252
0.801
61.64
19.71
Faking
59.54
20.83
0.433
0.666

The differences between the trainees and the benchmarking group were not marked enough on any
factor to produce a statistically significant result, but this is likely to be attributable to the
differences in sample size – trainee n=21, benchmark n=146.
The trainees displayed a higher mean Safety score compared with the benchmark group, and lower
Fatigue, Hostility, Traffic and Denial scores, all of which indicate a less risky typical profile among ERS
trainees compared with the benchmark group. However, the trainees also displayed higher Thrills,
Anxiety and Concerns, and high scores on those factors are associated with a riskier profile. It could
be that trainees are more self‐aware than the benchmarking group and therefore may score
themselves more highly on these factors.

3.8.3 Comparing trainers, trainees and the benchmark group
Having compared both the trainer and trainee groups with the benchmark group, it is important to
consider the inter‐relationship between all three groups.
As may be expected, ERS trainees’ mean scores on some factors are in between those of the
benchmark sample and those of the trainers. These factors are Safety, Hostility, Concentration and
Faking. This indicates that in these areas, trainees are displaying a safer typical profile and higher
self‐awareness than the “average rider”, but a less‐safe profile than the trainers (please see Table 11
below).

There are some notable differences between trainers’ and trainee’s scores on other factors. One
relates to the Concerns factor. The mean score for the entire sample (trainers and trainees put
together) was slightly lower than the mean Concerns score for the benchmarking sample, indicating
that the ERS sample displayed less worry whilst riding. When this was split into trainer and trainee
scores, the trainers displayed lower mean scores compared with the benchmarking group, but the
trainees displayed rather higher scores compared with both groups. This indicates that the trainees
experience a considerable amount of worry whilst riding. This may be one of the factors that drives
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these riders to seek out post‐test training, particularly ERS rather than traditional “advanced” rider
training such as IAM or RoSPA.
Table 11. T‐test comparing trainer and trainee scores on BRP factors
Trainers
Trainees
mean
sd
mean
sd
T
82.10
11.46
1.117
Safety
85.36
8.11
50.29
19.68
‐1.488
Concerns
40.25
20.22
59.43
25.92
‐1.694
Thrills
46.75
22.02
63.24
17.22
2.019
Traffic
68.71
11.79
42.22
25.22
0.822
Fatigue
48.58
31.02
43.17
26.04
‐0.404
Hostility
38.37
27.82
88.57
12.85
0.779
Concentration
90.37
12.11
43.17
25.87
‐0.446
Anxiety
37.04
23.89
25.71
18.89
2.704
Denial
36.15
18.50
61.64
19.71
1.297
Faking
68.12
17.03

Sig.
0.274
0.141
0.095
0.048
0.414
0.687
0.439
0.657
0.009
0.199

Another relates to the Thrills factor, for which the trainee mean is quite a lot higher than the
benchmark mean, which in turn is higher than the trainer mean. This indicates that trainers have
the lowest typical level of thrill seeking, which is likely to be associated with their level of riding
experience, training, and safety‐oriented job role. The benchmark group displayed higher thrill‐
seeking than the trainers, but the trainees displayed the highest levels of thrill seeking of any of the
groups. It is possible that the trainees elected to attend ERS in an attempt to learn to ride “to the
extreme” in as safe a manner as possible, or it may be that they more readily acknowledge the thrill
seeking element in their riding.
On the Traffic, Fatigue, Anxiety and Denial factors, trainers’ and trainees’ mean scores were also on
opposite sides of the benchmark group mean. Trainees displayed the highest levels of Anxiety,
which would be consistent with motivation to seek out post‐test training, in an attempt to mitigate
the anxiety through increased skills and confidence. The trainees displayed the lowest levels of
Fatigue, which would be consistent with pleasure riding and other short journeys, and perhaps in
turn with a lack of experience, and a motivation to take post‐test training. Traffic scores indicate the
extent to which riders perceive other road users in a negative way. Trainees appeared to be the
least jaded of the three groups towards the traffic environment – again consistent with low
exposure. Finally the Denial factor indicated that trainees were much less inclined to put a stressful
incident out of their minds whilst riding compared with the other groups. This could also act as a
contributory factor to the motivation to seek post‐test training, as it is likely to be linked to rider
confidence. (Trainers have factored other road user interactions and error into their pre‐emptive
approach to riding and so incidents take on lesser significance presumably?)
3.8.4 Gender differences
In this study there were far more male participants than female (male = 64, female = 5), but it is
interesting to note the gender differences between the male and female samples in relation to the
BRP factors.
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Overall, males displayed less risky profiles than females in relation to Safety, Thrills, Fatigue,
Hostility, Concentration and Anxiety, but riskier profiles in relation to Concerns, Traffic and Denial.
Males displayed higher levels of Faking than females. The apparently risky female profile could be
attributable to a readiness to appraise oneself more realistically, but given that the majority of male
riders were trainers, and the majority of female riders were trainees, it is likely that these findings
are related more strongly to trainer/trainee status than to gender. The gender analysis of the
benchmark group displayed differences more consistent with expectations. The gender data relating
to the participants of this study and the benchmark group is shown below in Table 12.
Table 12. Mean scores by sex for benchmark participants and ERS‐related participants
Female
Male ERS
Female ERS
Male Benchmark Benchmark
mean
sd
mean
sd
mean
sd
mean
sd
79.20
14.67
79.45
9.96
Safety
84.76
8.80
81.02
12.16
42.40
17.52
50.00
18.78
Concerns
43.38
20.78
43.84
19.14
57.20
25.52
48.55
23.98
Thrills
50.09
23.82
51.93
23.48
62.40
22.60
62.55
12.59
Traffic
67.41
13.06
64.27
14.73
49.33
23.38
51.21
20.13
Fatigue
46.40
29.88
45.98
25.33
56.00
7.66
51.51
29.68
Hostility
38.58
27.79
48.56
27.72
86.67
13.33
90.30
12.06
Concentration
90.05
12.27
88.19
14.03
46.67
24.04
42.42
17.71
Anxiety
38.36
24.64
35.59
23.43
30.67
18.01
20.61
15.04
Denial
33.01
19.34
27.35
18.74
57.78
21.01
57.58
19.29
Faking
66.76
17.78
59.71
21.02

3.8.5 Age differences
The mean age of the ERS‐related sample was very similar to that of the benchmarking group:
ERS – mean = 46.24, sd = 10.47
Benchmarking – mean = 46.76, sd = 8.80
It was therefore deemed appropriate to compare younger and older riders’ BRP profiles by
categorising riders aged 46 and under as “younger” and riders aged 47 and over as “older”.
The mean scores for older and younger drivers in the ERS study and the benchmarking study are
shown below in Table 13.
The data show that the trends between older and younger participants were the same for the ERS
sample and the benchmarking sample on all factors except for Concerns, Anxiety and Denial.
Younger benchmarking participants displayed equal levels of Concerns compared to their older
counterparts, lower levels of Anxiety, and higher levels of Denial. Among the ERS sample, younger
participants were considerably higher in Concerns, moderately higher in Anxiety, and lower in
Denial. This indicates that the younger people who are attracted to the ERS scheme display a more
nervous profile, characterised by worry and self‐criticism whilst riding, and a tendency to focus
primarily on anything that goes wrong. Conversely the older people in the ERS group displayed a
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generally more moderate profile compared with their equivalents in the benchmark group – a
finding consistent with expectations given that the majority of the older ERS group are trainers.
Table 13. Mean scores by age group for benchmark participants and ERS‐related participants
Older ERS
Younger ERS
Older Benchmark
Younger Benchmark
mean
sd
mean
sd
mean
sd
mean
sd
81.45
10.81
78.72
12.23
Safety
86.16
7.21
82.86
11.50
47.17
22.17
44.20
20.28
Concerns
40.41
19.13
44.39
18.15
56.55
28.00
53.88
23.75
Thrills
46.97
19.29
49.69
23.16
65.93
16.60
63.65
15.10
Traffic
67.85
11.61
64.57
14.13
45.17
26.47
43.48
24.66
Fatigue
48.86
31.12
48.96
25.10
48.57
28.91
54.79
29.68
Hostility
34.05
24.33
43.60
25.07
88.33
12.39
87.19
14.42
Concentration
90.63
12.32
89.37
13.38
39.76
25.11
31.88
22.24
Anxiety
37.66
24.25
39.82
23.25
30.95
17.33
29.17
17.72
Denial
35.14
19.92
24.77
19.07
60.52
22.55
53.99
20.58
Faking
70.18
12.94
64.34
19.96

3.8.6 BRP trainer, trainee and benchmarking group comparisons – conclusions
When the “typical profiles” of the different groups are considered, it is clear that the BRP is
differentiating between them. The findings suggest that the trainees can be characterised by high
Anxiety, Concerns and Thrills, and low Traffic, Fatigue and Denial. This “typical profile” suggests that
the riders that are being drawn to the ERS scheme are the more likely to be younger, low‐exposure
riders who lack confidence, but are attracted to the thrill‐seeking aspect of motorcycling. The
“typical profile” of the trainers suggests that they are very stable individuals who do not use
motorcycling as a source of excitement, they are high in confidence and concentration, but rather
negative towards the traffic environment.
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3.9 ERS trainer and trainee profiles – Conclusions
3.9.1 Situational
Whilst the sample is strongly male‐dominated, some data was provided by female riders, and this is
likely to be representative of the overall picture within motorcycling, but it meant that the data did
not lend itself to reliable analysis by gender. The analyses showed that key differences exist
between RPMT trainers and ERS trainees in terms of age, mileage, years riding experience, licence
status and year‐round riding, but they were similar in collision involvement, purpose of riding, and
use of protective kit. This is consistent with expectations, in that riders who went on to become
RPMT trainers would be older and more experienced than their typical trainee, and would be more
immersed in full‐time motorcycling, reflected by year‐round riding and a much higher annual
mileage. Similarities in purpose of riding (primarily a combination of business and pleasure) are
encouraging as there is commonality between the groups in this area. The higher rate of licence
points among RPMT trainers and the frequency of collisions are attributable to the trainers’ elevated
exposure.

3.9.2 Personality, learning style, segment
The analysis suggested that both trainers and trainees were more likely to be introverted than
extraverted, which may be representative of the motorcycling population. Trainers were more likely
to report that they were Sensors, while trainees were more likely to be Intuitives. This is consistent
with expectations based on a combination of trainers’ overall profiles – higher in age, experience,
and exposure – and the overlap between the characteristics of a Sensor and the inherent nature of
the training process, i.e. focusing on facts, trusting one’s experience, thinking and talking in a step by
step manner, etc. There was a very balanced distribution of Thinkers and Feelers, and of Judgers
and Perceivers in both the trainer and trainee samples. This finding displays that a good match
exists between the trainer and trainee samples. Generally, the personality findings show that the
match is as high as could be expected – a tendency towards introversion in both groups, balanced
levels of Thinkers and Feelers, and Judgers and Perceivers in both samples, and the key difference
being in relation to the Sensor‐Intuitive continuum – probably the one most relevant to the process
of training a skill such as motorcycling, which indicated that trainers were more likely to be Sensors,
favouring a factual, experienced‐based approach which could be argued to be a highly effective
approach to post‐test training.
In terms of learning style there is a high level of commonality between trainers and trainees, with
both favouring the Reflector learning style. This may be indicative of the motorcycling population at
large, or the kind of rider attracted to post‐test motorcycle training as a trainee and ultimately a
trainer. However, this learning style may be “brought out” in those involved, as a product of the
trainers’ and trainees’ appreciation of the effectiveness of the approach to motorcycle training at a
post‐test level, which is likely be more coaching‐based and Reflective.
The segmentation analysis indicated that Performance Hobbyist, Riding Hobbyist and Riding Disciple
types would find it relatively easy to match trainers and trainees, as these were the prevalent types
among both groups. A smaller proportion of trainers and trainees fell into the Performance Disciple
type and the Car Rejecter type, in fairly equal numbers. None of the participants classified
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themselves as Look‐at‐me Enthusiast and Car Aspirant types, thus raising the question of what could
be done to attract these groups into post‐test training, and to avoid alienating them through the
association between post‐test training and the other groups which may conflict with their own goals,
values and approaches to riding.

3.9.3 BRP
The BRP identified key differences between trainers and trainees – trainees displayed high Anxiety,
Concerns and Thrills, and low Traffic, Fatigue and Denial. These findings support the assertion that
younger, less experienced riders, low in confidence but attracted by the thrill‐seeking element of
riding are the main customer base for the ERS product.
The “typical profile” of the trainers suggests that they are very stable individuals who do not use
motorcycling as a source of excitement, they are high in confidence and concentration, but rather
negative towards the traffic environment. This steady approach is likely to be very reassuring for the
current client base, given the insight provided by the previous analyses, but the homogeneity within
the trainer profiles could be contributing to the alienation of other rider groups.

The main similarities between the trainer and trainee groups were:



a tendency towards introversion
distribution of riders across the segments – the segmentation study showed over‐
representation of Performance Hobbyist, Riding Hobbyist and Riding Disciple types among
both trainers and trainees, and serious under‐representation (zero in this sample) of Look‐
at‐me Enthusiast and Car Aspirant types

The key differences related to:






age – trainers tended to be older than trainees
sex – despite high male domination among both trainers and trainees, there was only one
female participant in the trainer group, and 4 in the trainee group, despite trainers
significantly outnumbering trainees
one of the personality factors – more trainers were Sensors while more trainees were
Intuitives
BRP profiles, which showed trainers to be stable and confident with low thrill seeking
tendencies, while trainees were more nervous with rather higher propensity to thrill seeking

The majority of these findings are unsurprising given the demographics of the motorcycling
population as a whole and the processes by which riders elect to participate in or deliver post‐test
training. However it does emphasise the importance of a number of things:


Look‐at‐me Enthusiasts and Car Aspirants are not being attracted to post‐test training. Car
Aspirants may be difficult to persuade to invest in training. Look‐at‐me Enthusiasts may be
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alienated by the affiliation between the training community and other groups which reject
their ethos
Increasing the number of female RPMT members may provide female participants with a
greater incentive to participate, as research shows that people are more receptive to people
who they feel are “similar” to them
Ensuring that ERS training is readily available in areas of low population density may attract
a broader demographic of participants as more people may ride for practicality rather than
for interest
Most trainers and trainees fell into the Reflector training style. This may mean that trainers
deliver to all participants in this way as it is the most effective method with the majority, and
the one with which most trainers feel comfortable. The ability to adapt to the demands of
trainees displaying other styles should be reinforced
Those currently attracted to the ERS tend to display more anxious tendencies in combination
with a desire for thrill seeking. It seems that the BRP can detect those people who are most
likely to feel that they would benefit from ERS. It is possible that the ERS is currently
perceived as of most benefit to nervous riders, but it could be developed to appeal to riders
displaying other profiles in a similar way
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4. Trainer interviews

4.1 Take‐up
Trainers were asked about their experiences of ERS in terms of take‐up. Responses were universally
negative, with all trainers reporting that take‐up was very low.
“I’ve been in it right from the start and I’ve probably trained three people in total
in the three years, three and a half years.” (Participant 15)
“I’ve been on it for two years, well, since it started, and I’ve had three.”
(Participant 7)
“I’m lucky if I get one every three months.” (Participant 13)
“I’ve been doing it a couple of years, probably only about fifteen” (Participant 20)
“The DSA authorised school I ride for as an instructor of learners, I would think
since it started they’ve had, I’d be guessing, half a dozen. ... The point about the
Enhanced Rider Scheme is, number one, certainly in this district, there is no take‐
up. ... It was my plan to become an advanced instructor after my police career
ended, but with that qualification I quickly realised there wasn’t the work.”
(Participant 21)
“I think in the last year I must have done about six. I charge £60 for half a day or
£100 a day, it’s not like the money is massive either. As well, if there’s two of you,
you can instead of £60 each it would be £40 each, or £80 each for the whole day,
you know, but no, really hard to get people to do it.” (Participant 12)
“The return is very small at the moment for the company that I do work for, and
I’ve been registered for two years.” (Participant 10)
“I take the view that any training is a good thing, I don’t do a lot of it, I have a
licence as you know, but I don’t really do a lot of Enhanced Rider.” (Participant 26).

Several reported that take‐up was so low they hadn’t even made enough profit from ERS training to
cover the expense of joining the RPMT.
“Well there’s two instructors, myself included, we probably haven’t made enough
to cover the cost of what it was to get the qualification.” (Participant 28)
“From a business point of view, I’ve not even made my fees back. Very few people
are interested, everyone thinks it’s a good idea, but nobody then wants to go
ahead and pay for it, so, I think I’ve probably done two half‐days, something like
that.” (Participant 8)
41

“Unfortunately I haven’t had any work.” (Participant 4)
“We’ve not earned what we paid out, and I think you’ll probably hear that a lot of
the time.” (Participant 11)
Despite the low take‐up, most RPMT members believed in the Enhanced Rider Scheme as a suitable
post‐test training initiative:
“The scheme itself I’ve got no problems with, I think it’s a good scheme, and I think
that new riders should be encouraged to do some further training, but ... we’re not
getting any customers, I don’t think I’ve had anybody for three months, four
months.” (Participant 27)

Some of the trainers suggested possible reasons for the low take‐up of the scheme among
prospective trainees, which primarily focused around a lack of public awareness of the nature of the
Enhanced Rider Scheme and the benefits that it can offer. It appears that some of the trainers are
not promoting the scheme as effectively as they could, which may also be attributed to insufficient
comprehension of the scheme. Other suggestions related to new riders’ overconfidence and
unwillingness to seek further training.
“Out of all the people I’ve trained, I don’t know that I’ve had any more than, say,
two phone me up and say ‘hey, I want to do that ERS scheme, OK?’, because it
doesn’t seem to twig to people that, you know, oh, yeah, I want to achieve that. It
doesn’t seem to mean anything to them.” (Participant 24)
“There’s nothing out there for the punter to look at and say ‘these are the people I
want to go to’. All that it is, is a discount on the insurance ... From my angle it’s
failing absolutely miserably.” (Participant 22)
“On ERS, none ... at the end of the day I teach advanced motorcycling and I teach
probably fifty a year, one a week. They’re not interested in ERS because ... well,
what are you getting out of it? Well I just give you a certificate. Is that all I get?
Yeah, you get a certificate. Well I don’t need it.” (Participant 23)
“Well it sounds good on paper but the reality is that it’s just not taken off, like, I
got very little response to it at all. Well, the only thing I can suggest is that it
might be some egotistical thing, because, you know, when students pass their
Direct Access I always offer them the opportunity to come back for a free session,
no money at all, and the take‐up on it is virtually nil, like, so I think once they have
got their licence they think that’s it and they don’t want to know.” (Participant 25)

Interestingly, some trainers reported that they provided other forms of post‐test training (including
performance training, IAM, and bespoke fleet training), and their take‐up for the alternative training
was better. Some of these trainers chose to incorporate the Enhanced Rider Scheme into their other
bespoke training packages, which seemed to be associated with considerably higher levels of ERS
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throughput. Others stated that they had joined the RPMT primarily for reasons other than to
provide ERS training.
“I suppose I’ve done about thirty students since it started, maybe forty, say ... At
the moment I’m in the process of training the fire service, what I do, I use the
Enhanced Rider Scheme as a qualification at the end of bespoke courses, for
example a national escort group, the people that escort cycle rides, and as we’re
coming up to the approach to 2012, to ride with them you have to have a formal
qualification and it could be an advanced qualification from the IAM or RoSPA or
the Enhanced Rider Scheme.” (Participant 19)
“We probably did about twenty‐odd people in the first year and fairly steady in the
second year, but we’ve done three this year ... that was the Enhanced bit, I mean
the performance courses coupled with bike sales we’ve done quite a lot, but
actually people phoning up for the Enhanced Rider training has probably been
three or four.” (Participant 16)
“It’s not really been very popular from my point of view. I have, in the time I’ve
been registered, I was probably one of the first people to register, about four
people contacted me and one of them went through to actually paying some
money for training. I’m not actively working as a business, my primary function of
joining it was to find out what was going on, so that I can use it to tie in with what
we’re doing with the IAM, because that’s mostly where my interest is. I’m doing it
more as a volunteer than as a career so I was never going to push it very hard
anyway.” (Participant 17)

Trainers’ responses relating to take‐up indicate that the majority are not experiencing a suitable
level of response to make ERS viable. Several reported failing to earn back their fees, and many
trainers felt that the ERS product did not have strong enough meaning to motorcyclists to persuade
them to invest in the training, and the perception that the key benefits were a certificate and a
possible insurance discount did not provide sufficient incentives. It is unlikely that trainers who feel
this way will choose to spend more money to renew their membership unless significant and
tangible steps are taken to improve public perception of ERS and to increase take‐up, so they were
asked about their views on RPMT registration.

4.2 RPMT registration
Some trainers stated categorically that it was not worth being on the RPMT register, and an
interview was conducted with one ex‐RPMT trainer who had already made the decision to leave the
register.
“I was registered for a year, I gave up after that, it was just pointless.” (Participant
29)
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“I would imagine that a lot of people wouldn’t even bother to renew their
registration on the register of post‐test trainers.” (Participant 19)
Other trainers had joined in order to be able to provide the Enhanced Rider Scheme as an additional
product rather than as a key element of their training, but having made an effort to stimulate trade
with minimal success, they also felt that the benefits of RPMT registration did not justify the costs.
“We had a meeting with the local BikeSafe partnership and they were trying to
rally people round, get some interest, but there’s, I mean, in fairness, it’s not what
I do for a living, you know I’m a bike instructor and it would have been a nice thing
to do as well as the CBTs, the Direct Access and the test work, etc., but it’s just not
worked that way at all ... I mean, I probably don’t sell it very hard because I’m
relatively busy in other areas, but even so it’s not worth being on the register.”
(Participant 8)
“I just feel frustrated with it, and I don’t mean in a horrible way or a nasty way
whatsoever, I just feel frustrated that the good intentions from obviously quite a
few people who are from the DSA who decide to have something like that going
on, hasn’t sort of took off in the way, probably in the way they thought either, as
well, and it is frustrating because it is quite expensive in time and money for a
commercial instructor to get that or be on that list ... there’s a few people I knew
that were all on it that are all off it now. ... I really don’t know where I’ll go with it,
I mean obviously I am a little bit disappointed in the lack of action, but as I say, I
don’t blame what the ERS is.” (Participant 15)

The general consensus was that the RPMT did not serve a purpose other than enabling trainers to
provide an unpopular post‐test training scheme. Trainers compared it to the Approved Driving
Instructor register, which offers protection to professional driving instructors as it is illegal for
members of the public who are not registered to provide driving instruction for reward, whereas
currently anyone can provide alternative post‐test motorcycle training. They did not feel they were
given sufficient amounts of information to help them promote ERS, and they also felt the DSA did
not facilitate support or shared intelligence between RPMT trainers which could help them to
improve their ERS provision and take‐up.
“I’m an ADI, I’m a car instructor as well, so I pay again a fee to the DSA for my
qualification but that is a secure thing, nobody else can give training for payment
other than an ADI, but under the motorcycling it’s unfair competition.”
(Participant 28)
“With cars you’ve got the ADI, you’ve got a restricted market, you’ve legislated for
that, with bikes you’ve got a voluntary register and people can go elsewhere for
the training if they want to, you haven’t narrowed it down therefore it now shows
how weak the DSA are at marketing something in the open market place.”
(Participant 22)
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“All the material that comes through is very kind of dry and it doesn’t kind of have
any energy about it. I think you need to get the instructors involved in feeling like
they’re achieving something. How many people have taken it? How many people
have passed it? Can we see any results in the Killed or Seriously Injured figures?
Where is it working well? Is there a particular group that’s got a good idea? Are
there some instructors working together? Is there a firm that’s running it? What
about the training for the instructors, you know, can we take on board some of the
training for the instructors and get a qualification for it?” (Participant 17)
“OK we have this register, OK, the DSA has all these names and trainers and
they’re all professionals but who actually represents them, OK? We’re with the
DSA, we’re on a register, but we’re not actually represented are we?” (Participant
24)
“It was only at the beginning of this year that we qualified for it, after sort of
watching it develop, and there was a little bit of a push for the exam initially, you
know, when they hand out leaflets and stuff, but that kind of stopped, they do
verbally tell them but people aren’t listening.” (Participant 28)

Typically trainers reported that the costs of RPMT registration outweighed the benefits. If trainers
are to be persuaded to renew their membership, it is necessary to provide them with the support
they require – increased publicity, development of a “trainer community” allowing them to share
experience and ideas, and direct contact with DSA for support and guidance.

4.3 Belief in the Enhanced Rider Scheme
Trainers were asked what they thought about the Enhanced Rider Scheme, and many responses
provided insight into the extent to which they believed in the scheme as an appropriate vehicle for
post‐test training. The majority feeling was that the scheme itself and the rationale behind it were
very good.
“Absolutely love it 100% because you can take someone and develop them
straight from test, or you can take someone who has been riding 20 years, you
know, sports bike rider, and still make a difference to their riding.” (Participant 9)
“It would be nice if it was able to work a little better, but anything that improves
driver training, rider training, whichever way you want to put it, and for
companies that give them an extra thing that they can offer to ensure their
survival then it’s got to be a good thing, surely.” (Participant 28)

The trainers recognised the difficulties associated with convincing riders to invest in post‐test
training, as the tendency among motorcyclists is to view training as something that other people
require, rather than themselves.
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“I think, as a concept, I think it’s very worthwhile, I think that post‐test training is
something that practically all motorcyclists should benefit from, I’m convinced of
that, the challenge I think is trying to persuade motorcyclists individually that it’s
them that could do with the training. I think motorcyclists collectively understand
that training is one thing that keeps the motorcyclist safe and they tend to think
that it’s other people that need it, not them.” (Participant 14)
“I’d love to spend Sunday every week going out and giving people ERS lessons,
absolutely love to do it, but I don’t know how you’re going to make them do it, I
really, really don’t.” (Participant 29)

Some trainers felt that the DSA’s implementation of the Enhanced Rider Scheme had compromised
its effectiveness.
“They changed all the brochures and what have you, and I think they are probably
a bit better than the first ones but not a lot, it’s not really exciting, you compare
that to the brochure for the California Superbike School, who will promote the fact
that they are skills for riding not for racing ... I don’t want to be condemning
towards the DSA but having done the CBT stuff and having done the ADI stuff, they
are very non‐receptive to new ideas ... they are so stuffy it’s unbelievable,
consequently everything they produce represents this stuffy nature, just read the
literature, it’s not exactly exciting is it?” (Participant 22)

Responses in this section are encouraging because they demonstrate that the trainers believe in the
ERS as a product, they just require further assistance from the DSA in implementing it in a way that
will increase take‐up.

4.4 Level of the Enhanced Rider Scheme within the training continuum
Many trainers commented on where they perceived the ERS to sit within the training continuum.
Some acknowledged the flexibility of ERS as its key strength, allowing it to improve riders at almost
any level.
“I’m all in favour of it because, well, it’s doing what it says isn’t it, it will enhance
their riding, taking it to another level really.” (Participant 20)
“It’s too vague, it doesn’t spell out that it can, it will work for any type of rider
from the very start of your biking career right up to where you are now.”
(Participant 1)
“I think the ERS should be part of a menu of options for people, and it could be,
and in actual fact it could be either side of an IAM pass, because I’ve actually
taken someone out on a day’s ERS training who I actually examined for the IAM
and he was a good pass, but I knew that I could further enhance his riding by
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smoothing him out and getting him overtaking more regularly. So, you know, the
ERS should be seen to be available to all riders irrespective of ability as long as
they’ve got a full licence.” (Participant 14)

Others felt that it should be positioned as a mechanism to help people improve their riding – a kind
of “stepping stone” to conventional advanced rider training.
“They look at ERS as something in between passing your test and approaching
advanced training.” (Participant 2)
“I think it’s under‐sold, I can appreciate it is probably and realistically a stepping
stone to taking the next step up of an advanced, because obviously the DSA are
very careful and they don’t at any account call it advanced riding, they call it
enhanced, and people like the word advanced rather than enhanced.” (Participant
9)
“We set very high standards for riders but what we don’t do is advanced riding, we
have got rid of the word advanced ... it’s about making people better bikers.”
(Participant 6)

Some found it difficult to position it within the rider training process, and felt that this was affecting
the popularity of the scheme.
“People aren’t buying it because they’re not sure where it’s supposed to go or
where it’s fitting, and can see where it’s sort of squeezing itself into a slot that
almost doesn’t exist.” (Participant 15)

A number of trainers’ comments indicated that they believed the primary role of the Enhanced Rider
Scheme to be assessment, rather than rider improvement. These trainers also appeared to place
considerable restriction on the timescales in which they conducted ERS – ranging from an hour and a
half to one day.
“The curriculum itself is quite a good one, I think it covers most parts of people’s
riding, but I do have a problem with, when they say you can assess somebody in an
hour and a half and say whether they’re competent or not, you can’t assess
anybody in an hour and a half because they can turn down their riding for an hour
and a half and just ride unnaturally to what they normally ride ... there need to be
more guidelines on how long you’re going to take people for and I think it has to
be a little more structured in the way that people are assessed and the length of
time that they’ve got to be riding for before you give the certificate out.”
(Participant 27)
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“Now if I take you on a one‐day assessment and I say to you ‘look you ride quite
well, you meet all the basic criteria’ ... and at final test that riding will be
acceptable, you pass, you go away and get your 10% discount, you’ve finished
now.” (Participant 22)

Many of the trainers compared the Enhanced Rider Scheme to the Pass Plus scheme for drivers, and
felt that it would be effective to market it in that way as many current participants are new riders
and it would help people to understand the difference between Enhanced and Advanced training.
“I think the DSA have done a big disservice about how to actually, how it’s actually
been put together, you know, what is post‐test training? Is it like Pass Plus in the
car? Or is it advanced training as in advanced motorcycle training? ... If you say
to somebody, Enhanced Rider is... if you said to them ‘Do you remember Pass
Plus?’ they go ‘yes’, well there you go, you’re on the right lines ... It’s usually
something I would recommend to somebody who was buying their very first bike
or coming back in to biking after a long time, that’s where I see it.” (Participant
28)
“I’d say it’s a building block really, to be honest, because you can build on it, you
know what I mean? Because mostly the trouble is you don’t get many riders
coming to you, say, passed their test 3, 5, 10 years ago ... If you’re going to get
them on the Enhanced Rider Scheme normally you get them soon, well once
they’ve passed their test you tell them to come back after a few months once
they’ve got some experience on their motorcycle.” (Participant 20)
“An hour filtering would be better than going round the country lanes using the
same lines that you used on your Direct Access course, I can’t, I’m so shackled
because I can’t say to them under the ERS syllabus ‘OK if you’re doing a left hand
bend why don’t you swing out to the right first so you can see through the bend,
cross that dotted line’ because the ERS syllabus doesn’t let me do that but
advanced riding does, IAM does, RoSPA does, RoadCraft does.” (Participant 11)
“I couldn’t quite understand why they didn’t call ERS the equivalent of Pass Plus.”
(Participant 10)

A few trainers expressed that they did not feel a difference existed between the Enhanced Rider
Scheme and advanced riding courses. They tended to feel that using the word “Enhanced” rather
than “Advanced” was putting potential participants off, as it diluted the perceived benefit of the
scheme.
“You know the term ‘advanced’, it’s quite sexy, it’s, you know, it may not be, it’s
not an IAM advanced, it’s a DSA advanced” (Participant 19)
“People know about the IAM one, they know about RoSPA, but they don’t really
know about ERS and they don’t class ERS as advanced, and I think your
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terminology is possibly wrong, just to call it an Enhanced Rider Scheme almost
waters down what it’s aiming to do, because IAM call it advanced riding, but let
me tell you, their course is no different from what we teach.” (Participant 10)
“I would like to call it, at it’s been called an Enhanced Rider Scheme but the word
‘advanced’ always comes into it. Well what is advanced? Well surely anything
that improves you, improves your quality of riding ... I think we don’t send out the
right signals to the public generally about further training.” (Participant 3)

4.5 Trainer understanding of standards
Many trainers reported that they did not fully understand the criteria that should be met to achieve
each grade – A, B, C and D. The general feeling was that insufficient support had been provided to
assist trainers in ensuring that they were grading participants consistently. This led to concerns that
riders’ may feel that trainers were trying to make them sign up for additional training to make extra
money, and that the scheme could be devalued by some trainers grading riders too highly and
issuing certificates too easily.
“What I’ve found is the understanding of what is required is quite low, and are
they actually grading them correctly? That’s my issue with it ... If I’m going to
charge an extra hundred pounds to do the training, they’re going to want to do it
as quick as possible, for as little money as possible, so therefore what do I do if
I’ve got a good rider? Do I grade him as a B and encourage him to come back for
an A? And that’s going to cost him another hundred quid, two hundred quid.
Are they going to look at the benefits from it as improving their standards or
taking money out of their pocket? Unfortunately I think the public tend to look
at it as taking money out of their pocket.” (Participant 3)
“What am I judging it against? There’s no criteria that comes out, I mean I
produce a lesson plan where I work, I’m going to teach you today to be a basic
police motorcycle rider and I have an agenda, I have a time frame to work to,
and I have a set criteria, and I have a test standard, and it’s all laid out for you,
you could come along and read it and you could watch somebody ride and you
could say that bloke has passed or failed because that’s very simple. I’ve got all
those forms sent out to me and I haven’t got an agenda to work to, there’s no
criteria to work to, what is a minimum standard for somebody moving off and
stopping, can you describe it? What is an acceptable standard? And describe
what is not an acceptable standard. It’s just woolly.” (Participant 22)
“It’s graded A to D but there’s no guidance on what exactly that means.”
(Participant 19)
“There was no help given to me on how you correctly fill in the forms because
that’s almost left to yourself and it doesn’t make any sense to be honest with
you, and some of the criteria that you or the syllabus that you ask us to follow in
ERS is quite honestly a nonsense.” (Participant 11)
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“The concept’s brilliant and I’m not knocking the concept, where I have an issue
with it is where is the standard? Where is the benchmark? And that’s my
problem with it. I know my benchmark’s fine, but I won’t put my signature to
something if I know that Harry down the road is training somebody and is
passing them through the system and he hasn’t got the same standards, because
that under‐values what I’m doing.” (Participant 6)
“I don’t think that people have actually, sort of, the trainers, have really decided
about how, how the assessment works ... I don’t see ... quite what benefit people
are getting from it ... they can be given a certificate but it’s a bit meaningless
really.” (Participant 5)

Some trainers felt that the scheme would benefit from establishing grading levels that were officially
comparable to other well‐known post‐test training schemes, such as IAM and RoSPA. It was felt that
it could assist trainers in understanding how to grade trainees, help trainees to understand the
required levels, and help insurance companies to understand the levels of attainment and provide
insurance discounts accordingly.
“If the Enhanced Rider certificate is purely for someone who comes along and
their riding is better at 5 o’clock than it was at 9 o’clock, you know, is that
enough, or should they be someone who at least gets up to a C grade? If
someone comes along to a scheme, say, who has a one‐day course and they gain
a C grade or B grade, if they are getting the same insurance discounts as
someone who gets an A grade, what is the incentive for people to come back to
improve their grade? So you know what would really help the scheme is if
insurance companies were to also understand the level of attainment in those 4
grades ... But that level of attainment is not given any kind of structure, there’s
no indication to say someone like me who is a trainer as to where I should pitch
that score, I mean I have put my own interpretation on it ... I think there is not
enough guidance in where people should score their ability in relation to the ERS
form ... I would like to see a system where the grades are referenced against, for
example ... against some level of IAM pass.” (Participant 14)
“If you gave someone a grade A, where would that fit in, would it be a definite
IAM pass or equivalent? Would it be, and I’ve always considered RoSPA to be the
higher of the advanced, would you consider it a RoSPA bronze, silver or gold? Or
possible because it’s only enhanced could it be a possible bronze?” (Participant 9)

A minority of trainers reported that they did not feel there were any difficulties with establishing
grading levels, but these tended to be those who had previous involvement in post‐test training and
utilised their experience to help them develop their approach to the Enhanced Rider Scheme.
“It’s very clear to the student what is required of them, what they are being
assessed on, what they’ve got to achieve in terms of their safety and their
50

progress, they can see it progressing through and a certificate at the end, it’s
great, in reality it very much reflects the IAM group I’m in, we have a similar sort
of thing like a log sheet and you see the progress at the end of it, of course once
they’ve passed their test they get their certificate from IAM so it’s a similar sort
of format but there’s no issue there.” (Participant 10)

4.6 Trainer standards
Some of the trainers questioned the extent to which the DSA monitored trainer standards and made
active attempts to set and maintain a high standard for ERS.
“As far as support for trainers goes, I think the DSA could do a lot more to make
sure that the standards being delivered are as they are supposed to be, because I
qualified as an ERS instructor, one of the first to go through, and I’ve never been
checked.” (Participant 25)
“When I joined the register I got sent this stuff and I looked at the report and I
phoned up the DSA, and I said ‘How the heck do you expect me to report this,
there’s nothing in this that says anything about the standards of rider, and more
importantly, how good’s the damned instructor that’s assessing them, and what
standards are you setting?’” (Participant 6)

Several mentioned that ERS really should be more highly regarded than schemes provided by the
voluntary post‐test training sector, as ERS was the only scheme exclusively using accredited
professional motorcycle trainers.
“It’s got the potential to be fantastic and I’ll explain to you why, where it differs
and where it’s not being promoted enough is when you go to IAM or RoSPA, your
training is carried out by observers who are not qualified ... they’re nothing more
than experienced motorcyclists, so their quality is not checked at all ... the IAM or
RoSPA certificate is viewed as equal to if not better than ERS and that’s crazy
because ERS should have a much, much higher credibility because it’s delivered
by DAS‐approved instructors, so we are monitored, we are checked to see not
only the quality of content but the delivery of the content.” (Participant 11)

A number of them felt that post‐test training should be a specialist area of instruction, and that it
was inappropriate for trainers to try to spread their focus all the way from CBT to ERS, as different
skill sets were required.
“All due respect to these people, if they’re focused at teaching learners and
that’s where their expertise is, you don’t suddenly become an expert in advanced
rider techniques simply because you’ve done a load of trainees, and the schools
in question shouldn’t be targeting advanced rider.” (Participant 22)
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Some trainers mentioned a coaching‐based approach, and felt that the optimal ERS providers would
combine a high level of riding skill with the ability to use coaching methods to build a rapport with
trainees and help them to improve their own riding, rather than relying on a purely instructional
approach (as used in conventional motorcycle training)
“You’ll get good riders, and then you’ll get good coaches, and sometimes you get
good riders who coach ... that’s where the credibility of your trainer comes in,
they say ‘who the hell are you to tell me I can’t ride’, well, you don’t tell them
they can’t ride, you just tell them there’s a different way of riding so it’s a person
skill.” (Participant 1)

As mentioned in an earlier section, a few trainers expressed concerns about the devaluation of ERS
due to a few instructors who were reportedly issuing ERS certificates to riders more freely than was
deemed appropriate by other instructors.
“An instructor close to me is clearing people on the Enhanced in half a bloody
day ... a guy that I’ve re‐trained went away saying to me ‘that was far more like
it’ and it took two days to get that guy to satisfy all the disciplines on the
Enhanced Rider Scheme print off things.” (Participant 21)

4.7 Structure
Many of the trainers reported that the DSA had not made the structure of the Enhanced Rider
Scheme clear enough, in terms of the syllabus that must or should be covered, the requirements
that the trainee must meet, and the way that the trainers should deal with the paperwork. It was
felt that the ERS had been designed without sufficient practitioner consultation, reflected in the
difficulties trainers were having using the resources.
“It’s sometimes a little bit complex with all the reporting and forms and all that,
and what they need to achieve on it ... I haven’t done a lot of them, but the ones
I have done I’ve tried to sort of simplify it a little bit ... there are certain elements
that people really need help with, I mean like town riding and cornering, and I
think it could be broken down into sort of, like, bigger chunks.” (Participant 18)
“There needs to be a change in methodology from a management‐based
decision‐making process to a practitioner‐based decision process.” (Participant
28)

Trainers who reported that they were involved in other post‐test training schemes, such as IAM or
RoSPA, tended to feel that they were better equipped to interpret ERS requirements and put their
own structure into place, due to their experience.
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“When it was first launched, you get all your documentation and it’s probably a
little bit harder to follow, isn’t it, but luckily with me doing my RoSPA I had more
idea in to the training, say, than, probably just a bog‐standard DAS‐trained
instructor.” (Participant 20)
“The paperwork is a nightmare, in fact to be perfectly honest I’ve not used it,
I’ve made my own up.” (Participant 19)

Generally the trainers did not feel that the structure of ERS was clear enough to the trainees either,
which was perceived as affecting the popularity of the scheme. The few trainers who reported that
they were running the scheme regularly all stated that they had developed their own resources
detailing a clear structure for ERS, which they could present to potential clients as part of their sales
process.
“As a trainer, I’ve got a structure of a course ... people who talk to me, I’ll tell
them what that structure is, but on the DSA website it just says it’s an Enhanced
Rider Scheme ... I put the aims of what we’re going to do, the objectives, how
we’re going to do it, and it’s a structure, people can see that there is a structure
to your course, not just thrown together ... it’s no good starting doing bend work
and cornering if they don’t know what they’re doing with the brake and gears
because it’s going to end up in disaster. Before they run they’ve got to walk, and
sometimes it’s better if, the faster riders, knock them down a bit, tell them
they’re good at speed and now let’s see how smooth they are ... and then you
start finding they’re not very smooth and you say ‘right, we’re going to build on
your smoothness’ ... yeah, there should be a structure and that’s what people
need to see, I think.” (Participant 1)

4.8 Publicity
Quite a lot of the trainers acknowledged that the DSA had made a significant effort to promote the
Enhanced Rider Scheme, particularly at the outset when the scheme was launched. However, there
were questions surrounding the effectiveness of the publicity, as it did not appear to have reached
the target audience as they were not coming forward to ask the trainers about the scheme, and it
was noted that the levels of ERS publicity had declined dramatically.
“I think it’s been well‐publicised, to be honest, DSA, their examiners, they do
promote it, it’s been in Bike, Ride, it’s been in them magazines.” (Participant 20)
“It’s been advertised fairly widely but, I mean, I’ve seen the adverts but I haven’t
had a lot of people actually coming, you know, well, I’m doing a lot of training
but I haven’t had a lot of people approaching me to ask about that.” (Participant
5)
“I just don’t have thousands of pounds to advertise it, and that’s probably half
the battle now, the DSA did some fantastic stuff in a couple of the bike
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magazines, Bike and Ride, there was a whole run of leaflets, big Charlie Boorman
and that promoted the scheme, they had a big section on it down at the NEC
when it first kicked off, seems to have gone a bit quiet from the DSA now.”
(Participant 9)

A similar proportion of the trainers felt that the publicity surrounding ERS had been insufficient, and
had not given the scheme a chance of reaching a broad enough sample of riders at large. Some
trainers felt that the success of the scheme was dependent on the individual RPMT members
actively going out and promoting the scheme within the biking community in their area, but it was
acknowledged that this was practical for those who work within the broader motorcycling context
(such as traffic police, road safety officers, etc.) but far less so for those whose main focus was CBT
and DAS work, or those for whom motorcycle training was a sideline.
“I didn’t really count the first year, because I thought, well, no‐one is going to
know about this, and then I thought by the time 2008 comes round and whatever
campaigns are going to go on, being a Government thing it should be quite well
done and hopefully received, and then, you know, of course when that didn’t
happen quite like that I thought ‘Oh dear, what’s happened to it?’” (Participant
15)
“I don’t think it’s working at the moment because hardly anybody knows about
it, I’m in a good position where I’m mixing with bikers all the time, so I’m always
talking about the Enhanced Rider Scheme, but other people who are not in the
same position as me, they’ve got to go out and they’ve got to go to the bike
shops and they’ve got to do their advertising and if they haven’t got the same
sort of get‐up‐and‐go they won’t do it, hence why I don’t think it’s working that
well. I think it could be, I say it needs sexing up.” (Participant 1)

It was reported that current ERS marketing was heavily reliant on a leaflet‐based approach, which
was not working. Trainers reported a widespread availability of leaflets to potential trainees, but
very little interest as a result. Some trainers felt that this could be due to a kind of “leaflet overload”
where motorcyclists are presented with an overwhelming array of literature at key locations such as
dealerships, test centres and bike shows, which deters them from engaging with any of it.
“Every time someone does a licensed course we give them a whole great big
pack to take home with them, with all the advice and leaflets and all that in,
what’s out there, and to come back to us to do stuff, and everything like that,
but, you know, I find you do all that good stuff, and I’m sure a lot of the other
decent schools around are doing the same thing, and they’ll say to you
themselves, I have two come back, or none at all.” (Participant 15)
“You see them [leaflets] all in bike shops and you walk in from one month to the
next and there’s about one gone, so it’s just another leaflet, there’s too many
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leaflets in bike shops, there is, there’s a leaflet for this, a leaflet for that, and
people just say ‘Ah forget it’.” (Participant 1)

On the whole, trainers were optimistic that there were marketing strategies that could work, and
some of them put forward suggestions including dealership packages, marketing through preferred
insurers, and using partner agencies to recruit participants (such as the fire service and police).
“I think if you get into dealerships, people who are selling bikes, and a little
package, there’s something nice that points people to IAM, RoSPA or ERS. Got to
be a good thing, get them at the point where they’ve got a new bike and they
don’t want to break it.” (Participant 17)
“Just marketing through the insurance companies, that might be quite a good
idea.” (Participant 18)
“The fire service have an initiative running where they turn up on very flashy
bikes, and the bikes are designed to attract people to them.” (Participant 19)

4.9 Individual promotion of ERS by trainers
Some trainers felt that trainers who pushed ERS at the point of test were likely to have the highest
recruitment rate, because trainees were still “on‐board” with training, and once they had left the
training environment, they would be much harder to entice back. However, they did not feel that
immediately post‐test was necessarily the best time for riders to participate in the ERS, as it would
be better for them to gather some independent riding experience first.
“Obviously what he does is he twists people’s arms, and says, well, once you’ve
passed your test, come back and I’ll do the ERS with you so that you get the next
level, which is great, I can see that as a point, but the trouble is you need to have
a little bit of riding before you do the ERS.” (Participant 10)

It was generally felt that when trainers managed to capture riders’ attention and begin to engage
them in post‐test training, they were able to persuade them that they would experience a benefit,
and they subsequently received a positive reaction from the trainees. A few trainers mentioned
providing taster sessions as a means of recruiting participants.

“Once you’ve got them ... some of these blokes have been riding a long time and
they’re staunch, you know, BSB GSXR men, and, you know, advanced riding is a
load of rubbish, but after they’ve spent half a day with us, like if they’ve been on
the airfield and they’ve done counter steering and they’ve done the powerpoint
brief and that, they think ‘oh yeah, perhaps I’m learning something’.”
(Participant 16)
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“If I promote and spend a little bit of free time with a new student who’s passed
their test, potentially I shall reap the reward from that a few months down the
line, when he says ‘Can you take me for some Enhanced Rider training?’.”
(Participant 9)

Trainers had varied views on the best places to promote the ERS. The majority focused on direct
interaction with bikers, such as having a presence at locations with a high concentration of bikers,
but others included using more general locations where it was possible to attract those who would
not attend specific “biker” locations, developing a social network for ERS participants, and targeting
organisations as part of their Health and Safety initiatives.
“Advertising, being there at the kind of bike meetings, going along to places
where bikers meet, talking about it there ... there’s a huge social side with biking,
it’s massive, and I think it misses out on that, other people are doing it ...
facebook, twitter ... a website where people can go to get something talked
about ... a sort of networking group around it, all that sort of social element.”
(Participant 17)
“I do a few open days where I perhaps go to a bike shop, I’ve even been to a big
Tesco, and I set up and I’ve got a little marquee and I take training bikes because
obviously I teach novices, all the way up, and we put an advanced‐style
motorbike in there, you know, like a sports bike, and we advertise DSA Enhanced
Rider Scheme and then people generally talk to us about it.” (Participant 9)
“If they use a bike to and from work, as part of the Health and Safety initiative
[some organisations] will actually pay for them to have training with people like
myself, and everyone wins, because the people are getting it for nothing, the
company is getting the Health and Safety box ticked, and I get paid, so everyone
wins out of that.” (Participant 4)

A small number of trainers, typically those who were experiencing the highest levels of success with
the ERS, reported that they had developed “extras” that they used to make the scheme more of a
“package” that would be attractive to participants. These extras included formal course structures,
additional trainer‐specific certificates, off‐road elements, DVDs of riders’ own performance (with
commentary) to assist ongoing self‐development, etc. They had also developed sales strategies to
persuade riders that post‐test training was an investment in their safety and the longevity of their
bike, rather than a frivolous expense (as seems to be the perception among the riding community).
“I have a video camera mounted on my bike ... I can actually voice over ... they
can’t hear me because I can turn my radio mic off to them, and I can sort of
commentate what I am expecting them to do, so it also helps me if I need to look
back at a specific bit ... they get a DVD of their assessment ride ... these are just
things that I’m trying to do to make it appeal to people ... they’re probably
getting a bit more training than they would if they just did an hour’s Enhanced
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lesson, but, you know, it’s just certified at the end, and that’s what people want,
they want the certificate, and they want, you know, a briefing on how they’ve
done, and obviously we’ve got helmet cameras and other bits and pieces ... they
get a DVD at the end and it’s all that sort of thing.” (Participant 16)
“It’s difficult because people’s attitudes towards training is, it’s quite at the
bottom of the list isn’t it, so they want the bike first, and the helmet ... then
they’ll think ‘ah I can’t afford training’ so what you’ve got to do is turn it round
so that they think to themselves ‘well a better rider is going to make the bike last
longer’ ... so it’s financially better that way ... the way i sell it to my people is,
like, I say to them ‘If you spend £100 and you went out for a meal and it was a
good meal, the food was excellent, you’d say, well, that was quite expensive but I
enjoyed that, and that’s a thing we could do on a special occasion, but if you
went out a spent £100 and you got a McDonalds and chips, you wouldn’t be
going there again would you? It takes the pressure off if they know they’ve done
some training and they’re happy that they’re out riding well and safely ... you
can sell it through that way, we’re going to make the rider of the family a lot
safer.” (Participant 1)

4.10

Pricing

Trainers were not asked directly how much they charged for ERS, but many of them mentioned their
pricing. Prices were varied – from around £90 to £200 per day. The length of time that trainers felt
would be required to complete the ERS varied considerably – some were talking in terms of a few
hours, others multiple days. This affected the way that they quoted for the scheme, and led to
inconsistency between trainers when potential ERS trainees were obtaining prices from different
providers. Whilst ERS is meant to be a single product offered by a variety of trainers, it became clear
that participants were not receiving quotes on a like‐for‐like basis, due to differences in trainer
interpretation of the ERS requirements.
“You know, I think there’s a lot more you can do to it, rather than just launching
it as a ‘pay your £85/£100 and have 2 or 3 hours with an instructor.” (Participant
17)
“I think we offered it at something like £90 for a day.” (Participant 29)
“The performance course we run, which is from the Suzuki Performance Centre in
Verwood, is done on sports bikes, the lads buy sports bikes and we run a one‐day
course or up to 5 days, but the first day is £99 and they get the Enhanced
certificate at the end of it.” (Participant 16)
“To be honest, I’ve had people ring me up and say ‘how much is it?’, I say, ‘well,
not being funny, you cannot give a price on it’. ‘Ah well I’ve been quoted £50’.
Well, you can’t do it for £50 because they haven’t even seen you ... how can you
assess somebody in 2 hours? With everything that you’ve got to do? And if you
have to enhance them, it means more training. You know, I’ve had some people,
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they’ve had 2, 3 days at it, I’ve had some people do 4 days, I’ve never had
anybody on 2 or 3 hours.” (Participant 20)

Trainers commonly reported that participants did not react well to the expense of ERS, and to the
fact that many trainers were unable to quote a standard package fee. They felt that some trainees
were suspicious that trainers would try to charge them for training they didn’t need, and that
potential trainees would be more likely to go to alternative post‐test training providers who could
provide a fixed price, despite the fact that they may not save money overall.
“I mean the prices that they said we should charge, for a start, I mean they must
be joking. I went down to £150 a day and people baulk at that.” (Participant 7)
“We have the Enhanced Rider Scheme ... with its certificate of competence ... the
problem that I think we face there is that it sets out that it’s going to be based on
an assessment, it doesn’t say that it’s going to cost you £150 to do this, it says
that it’s going to be up to the trainer and I think that makes people a bit
nervous.” (Participant 24)
“I think you get better value for money actually, you get through your IAM test
now, with a Skills for Life course, it’s £139 plus you pay about £7 every time you
go out with your observer to cover his fuel cost and the running of his bike, so ...
it’s going to be over £200 ... I can normally do an Enhanced Rider Scheme within
2 sessions, sort of £120.” (Participant 12)

The flexibility that ERS offers is a considerable strength in terms of training but a significant
weakness when it comes to pricing. Many trainers were only able to quote ball‐park figures based
on “typical” ERS training, while others felt that they were unable to give potential trainees any
guideline figures until they had at least conducted an initial assessment.
“A day’s training is going to be in the region of £130, between £130 and £150 a
day ... normally about 2 days so they get a further 12 hours of training.”
(Participant 2)
“Well, I think the thing about the DSA is, with the Enhanced Rider Scheme,
nobody knows what it costs, yeah, I mean even the people delivering it don’t
know what it costs, you know ... there’s got to be a standard fee so people know
where they are with it.” (Participant 5)

4.11

Incentives

Some trainers felt that the insurance incentives associated with participation in ERS had not been as
widely promoted as they could have been, which meant that not enough potential participants were
aware of the incentives and attracted to the scheme as a result.
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“I don’t think the DSA have been quite keeping up to their part of the bargain, I
mean, when they launched it they said there would be a mass of publicity about
the benefits, and the cost benefits as well, but I don’t think many people know
what the cost benefits are, in addition to what the safety benefits are ... it’s like
safety aids on cars, people aren’t really bothered about safety, but if you tell
them something is saving them money, they will be interested.” (Participant 27)

The majority of trainers felt that the insurance discounts offered to ERS participants were
insufficient to be a real incentive, as the discount rates were small, restricted to a narrow selection
of insurers, and motorcycle insurance is relatively cheap for the majority of riders anyway.
“You know, you talk about all these insurance companies backing the Enhanced
Rider, but in reality when they ring up to check, I’ve had lads laughing ... it was
5%, not worth it.” (Participant 21)
“The insurance benefits are a little bit hit and miss too ... it’s got to be an insurer
that’s on the scheme, and the amounts I’m aware of aren’t significant.”
(Participant 8)
“The discount schemes that were offered along with ERS were really quite
piffling, of all the companies I spoke to, there was only a couple that offered any
real discount and I found plenty of other companies that beat the quote even
without the ERS certificate, so really there was no tangible benefit for them to do
it.” (Participant 29)
“To get into people’s minds there’s got to be something in it for them, and I’m
not convinced that there is anything. I don’t know of anybody that got an
insurance discount, for example.” (Participant 19)
“I suppose you need to sort of offer an incentive, you know, there’s the insurance
incentive, I don’t know how much benefit that really is.” (Participant 5)

It was pointed out that the IAM insurance scheme, Surety, offered such significant discounts to IAM
members that the benefits far outweighed the savings offered by ERS. It was also reported that
participants had complained to trainers that they had been sold the ERS on the basis of insurance
discounts, and then struggled to obtain them even from approved insurers. Some trainers felt that
the best incentive for riders to participate in the ERS was if insurers increased premiums for those
who had not completed the ERS, so that participation resulted in a significantly lower insurance cost.
“So it’s offering a little bit of an incentive in that you get your certificate at the
end of it and that will give you an insurance discount, well the IAM have really
sewn that up because now they’ve got this company called Surety and once
you’ve passed the IAM thing I mean the insurance premiums are so low that it’s
almost a no‐brainer.” (Participant 10)
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“Some of them [the insurance companies] don’t even realise that they have been
nominated to give discounts for us, and I have had a few people in the past
saying like I sold it to them with the benefits of reduction on their insurance, and
when they phoned up their insurance company it’s either not heard of or they’re
not giving a discount.” (Participant 25)
“The thing that would really, really drive ERS, it comes down to money, if the
insurance companies said, look, you’re going to pay unless you do an ERS
scheme, unless you’re checked off by an RPMT instructor on ERS you will pay a
higher rate, pure and simple, and that has to come from the insurers
themselves.” (Participant 24)

Some trainers felt that the insurance discounts were not the optimal approach to incentivising
riders, instead it could be more effective to incorporate it into a broader riding event, or offer
discounts on kit, or other attractive offers.
“It’s just not there, the carrot is not there, and you’ve got to ... the thing is really
because we do holidays to southern Spain for 2 days and we try to make it as
enjoyable as possible, so to them it becomes an adventure.” (Participant 2)
“It’s incentives, there’s always somebody who wants a sweetie at the end of the
line, it’s finding the incentive to get them in to do it, and I don’t know whether
it’s a voucher off a motorcycle helmet, a voucher off clothing, I mean a
substantial voucher as well. A 5%, 10% insurance benefit is absolutely not worth
it, they’re not bothered, they’re not interested, 5% or 10% off an insurance of
about £300 or £400, it’s not enough for them.” (Participant 21)
“There’s nothing tangible, like if they do their IAM test they get a little badge,
and they get, you know, elected to the IAM, the ERS haven’t come up with
sufficient discounts on an insurance scheme.” (Participant 23)

4.12

Subsidy

The majority of trainers felt that the cost was the biggest obstacle to the success of the Enhanced
Rider Scheme – people were not willing to agree to pay an unspecified amount for a product
described in quite vague terms.
“Nobody was willing to pay for the Enhanced Rider Scheme, we used to do post‐
test training long before ERS came along, and we had a better take‐up with our
own quality of post‐test training, which was all handled by one particular
instructor.” (Participant 29)
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One of the key issues mentioned by the trainers was the competition between ERS and alternative
post‐test assessment and training schemes, which were offered at a fixed and subsidised rate, such
as BikeSafe.
“It isn’t expensive when you take on board insurance, professional indemnity
insurance, the fuel that I use, and all the other bits and pieces, hire of the
classroom, but then you get BikeSafe competing against me using police
resources, somebody can go for a weekend and be chased round by a policeman
... they will go on a course for the weekend, food and everything supplied, for
£40.” (Participant 23)
“They seem to be running one [BikeSafe] every month and it’s subsidised heavily
by the Council, but attendance for that is quite good, in fact they’ve approached
me to see if I’ve got any free time to come along and help them out, but I know
the charge for that is a weekend course and because it’s subsidised students are
only paying £20 for the weekend.” (Participant 25)
“BikeSafe here will cost you about £30, you get your police motorcycle handbook
on riding for that, we did three evening classes in the classroom, over 3 weeks,
you know, every Thursday night, 6 until 8, with the coppers chatting about
position and different things, and then on a Saturday they took us out for a ride,
they’re not allowed to do any teaching but they sort of give you some feedback.”
(Participant 9)

A small number of trainers reported that in some cases the subsidised schemes can lead bikers to
enrol on ERS, as they can act as a “taster” and highlight training needs.
“I think it needs to go down the same route as the Get On campaign, I mean, we
get about £5 per student that comes for the Get On, but since last November
when they launched it we’re probably up to, we’ve done about 250 Get Ons, of
which we’ve probably had 40 or 50 customers, so if you could get an hour’s
assessed ride and then, you know, people get put forward for a course or they
could book a course ... once you’ve got them, they tend to change their mind.”
(Participant 16)
Many of them argued that ERS should be subsidised using public money, and they justified this in
terms of making savings on the costs of serious and fatal motorcycle crashes.
“He was telling me what the cost of a motorcycle fatality was, OK, it was a million
and a quarter, a million and a half, that’s the cost to society of a motorcycle
fatality. He said a seriously injured is £500,000, well, you know, if every rider in
the country had to meet an ERS standard, there could be a pretty significant cost
saving to society there.” (Participant 24)

61

“When we speak to the accident investigators and stuff, it costs about a million
pounds to investigate a fatal accident, so why don’t the Government just pay us a
hundred pound to take somebody out for a day? That’s the way it needs to go,
you know, for example, Hampshire had 17 fatals this year, that’s £17million ...
how many Enhanced Rider days for a hundred quid could you have for that?”
(Participant 16)

4.13

Local Authority

The trainers felt that the Local Authorities were not supporting them in promoting ERS, instead they
were taking business away from them by subsidising specific trainers who were often providing
alternative forms of post‐test training.
“You tend to find with councils they’ve got their own little ad hoc schemes going
on here, there and everywhere ... you do tend to find as well that Local Authorities
tend to have certain incentives going on, like if you take part in a one‐day biker
improvement course or something like that, you could have that day for £30
instead of £130, say.” (Participant 2)
“I think the RPMT, that register is the best thing going right now ... I think we just
need to say to people running schemes, like councils, say ‘hold on, if you’re going
to send them on to training and we’re going to subsidise it, it’s going to be
RPMT’.” (Participant 24)

They felt that they had wasted time and money joining the RPMT and that they had been mis‐sold
RPMT membership on the basis that it would become a compulsory register like the one operated by
the DSA regulating ADIs, thus protecting the motorcycle training market.
“The biggest thing is that the Government are sponsoring other firms via Local
Authorities to do subsidised training ... if I’d realised 2 years ago that Local
Authorities were going to start and take this off and do all their own things, and
the local road safety officers were going to do everything ... I wouldn’t have
bothered, I really wouldn’t have bothered wasting £500 on it, but it was marketed
that we were going to start as a voluntary register and that it would become
compulsory, looking along the lines of ADI.” (Participant 22)
“I question the fact that I am paying the same for my ADI when I get the backing ...
if you were to go out and give car training and charge, you would be committing
an offence, but why am I paying the same price for an equivalent qualification
when actually it’s even worse than that, the Government is supporting these
people giving training at no price, no charge ... it cannot fit in with Government
policy about equal opportunities ... you can’t have a Government agency which is
BikeSafe, police‐based training competing against me, when I have to pay for a
licence for the privilege ... I have never had a recommendation from BikeSafe.”
(Participant 28)
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A small minority of trainers reported that they had worked with the Local Authority to try to
promote post‐test training but there still hadn’t been a significant level of interest.
“I’ve done some work with the council as well, they’ve had a couple of forums, we
had a forum late last year and at the beginning of the year in one part of the
county, and then we went to another part of the county to make sure we captured
all the groups there, were asked all the groups to be represented ... it was very
well attended, and I did a presentation about advanced training, the council, we
did it all joint, together ... we weren’t particularly promoting Enhanced Rider
Scheme or anything, were promoting advanced training full stop ... in that forum it
didn’t sink in, they started doing the usual old stereotyping of car drivers ...
motorcyclists are terrible, they will not accept that it’s their fault and they can do
something about it with their skills ... I got nothing from it, no training
whatsoever.” (Participant 12)

4.14

Compulsory

The majority of trainers reported feeling that the only way to significantly increase ERS take‐up was
to make it a requirement in some way – either through licensing restrictions, insurance penalties, or
as a rider diversion course in response to traffic offences.
“I’d love it to work, and I’d love it for everybody to take it up and think it’s a good
idea, but it’s the money thing, and it’s not just the money thing, it’s ... ‘Oh I passed
my test, I’m not having more training’ and I think that’s your biggest stumbling
block ... it has to be a requirement, end of story ... ERS is dead, it needs to come up
with a better scheme, or it needs to be compulsory.” (Participant 29)
“They need to be pushed in, you know what I mean, some kind of restriction on
what they can ride unless they’ve done one of these courses.” (Participant 25)
“The only way ... to make it that the Enhanced Rider works ... we almost force the
issue that they’ve got to do further training ... when they pass their test they’re
limited to a 600cc bike, if you want to ride anything over 600cc you will be
required to take extra training.” (Participant 21)
“I think there needs to be some sort of insurance, something on certain capacity
machines, over 600cc you need to complete this before you ... we will give you
insurance, something along those lines.” (Participant 12)
“It’s got to be advertised more, you can’t expect the instructors to push it, because
you’re engaged in other things, you haven’t got the time to do it, not that I think
all the advertising in the world ... seems to me it’s got to come down to
enforcement ... the only way you’ll get people interested is if they have to do it.
Yeah I think it’s going to be like a driver improvement type of thing, you either go
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to court or you go on a course, I think that’s the only way it’s going to happen.”
(Participant 7)

Some trainers acknowledged that whilst voluntary training would never appeal to the riskiest riders,
if it became compulsory it would be perceived differently and the motorcycling community may
react with a much higher degree of hostility towards the scheme.
“You can’t get those people unless they’ve been compulsory asked to go on
something, like, they’ve been caught for something, let’s say due care and
attention ... they know why they’re on that course in the first place, because of
what they’ve been caught for ... like IAM and RoSPA it’s like your friendly biker
friend who’s come along with you today to see if he can help you, and I think that
if it suddenly goes compulsory it suddenly turns into a bit of an over‐zealous
policeman.“ (Participant 15)

4.15

IAM/RoSPA/BikeSafe

The overarching feeling among trainers was that it was very difficult to compete with the IAM,
RoSPA and BikeSafe when trying to attract participants.
“If we’re lucky we might get them a half day’s training on their own bike, just to
make sure they’re safe, and that’s quite good because they come back and say
‘Can you give me a morning just to make sure’, they won’t then want to do ERS,
they say ‘Oh no, I’ll think about it’, the next we hear is some contact with the local
IAM or RoSPA, they’ve joined an IAM or RoSPA group.” (Participant 10)

Trainers reported that the Enhanced Rider Scheme was perceived to be a lower‐level initiative that
lacked the kudos of the other major post‐test training schemes. It was felt to be just an extension of
the Direct Access Scheme, in which participants would follow quite a rigid curriculum and learn to
ride with fewer mistakes, but would not have the opportunity to genuinely develop their riding to a
more advanced level. They believed that riders were more attracted to the IAM and RoSPA due to
reputation, cost, and the social inclusion offered by the “group” structure.
“Where do you sit with the IAM, behind them I think, I think they sit fairly and
squarely behind them, the target place is about the same but because we are
having to charge and because we’re only offering what on the advertising leaflets
is an assessment, people aren’t interested. They don’t just want an assessment, I
think what we really should be doing is offering advanced training ... your post‐
test training, your pass plus, is only the same standard with less mistakes, that’s
not advancing it at all, that’s just working at the same level but with fewer
mistakes in it, it’s no different, these people need more of a challenge, they need
to be inspired.” (Participant 22)
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“I’m flashing that ERS badge to the biking public ... and then the IAM and RoSPA
do, and I accept they have been there for ages, years, and there’s a little bit more
association to what it is when people are shown IAM and RoSPA ... they do social
events together, don’t they, so it’s not just about the training, of course there’s
nothing like that around ERS.” (Participant 15)
“It kind of suffers from feeling more kind of administrative and inflexible, whereas
it’s softer and friendly and social on the IAM and RoSPA, there doesn’t seem to be
that kind of thing that goes with it when you’re doing it in the Government office,
so to speak.” (Participant 17)
“We’re up against these guys who are in it for the love of motorcycling, registered
charity, you’ve got all that support and of course we’re trying to do it and we’re
saying we need to charge you a training rate of something, to be able to earn a
living from it as well, so we are in that sort of competition, and it doesn’t have the
kudos of IAM and RoSPA yet. Yet, but, you know, hopefully it will.” (Participant 9)

Another issue that was highlighted in relation to the relationship between ERS and the other main
post‐test training providers was their identities, and riders’ perceptions of the schemes. Trainers felt
that ERS was in a different place to the IAM and RoSPA, and therefore should develop an identity
which would attract those riders who may avoid the other providers. The current image of ERS was
found to be ineffective and unattractive.
“I think the ERS scheme needs to have an identity that will make it appeal to the
type of rider who will not automatically be drawn towards the IAM. Now once we
get these people in, we can then let them see that actually what you would get
taught by the IAM or RoSPA is exactly the same as what you would get taught
here today by me ... the IAM obviously understands that it has its own difficulties
in marketing itself ... but if we understand the IAM’s difficulties then the ERS
scheme has the opportunity to market itself where they fail.” (Participant 14)
“Max Rider, I think the way that Max Rider is marketed is obviously distinctively
different to the IAM and RoSPA, and when I do BikeSafe and I talk about the menu
of options that are available, I quite openly say that the IAM is not for everyone
but, you know, there are other schemes available for you ... I feel it is legitimate
for me to point to Max Rider as being an approved ERS scheme.” (Participant 14)
“I think the branding actually cheapens it ... compared to the other two advanced
level products that are out there, and yet the people delivering the product are
actually higher qualified than any of the other people. That can’t be right.”
(Participant 11)

Trainers were keen to point out that the ERS can easily cater for the requirements of the individual
rider, even if they are inconsistent with the general approach of the majority of post‐test training.
They reported this to be a strength of ERS over the alternative providers.
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“The IAM one, there isn’t a syllabus as such ... what there is though, there’s a test
at the end of it ... the emphasis is very much on ‘get a move on’ ... which, really,
Enhanced Rider Scheme scorns because, you know, if you’ve got somebody who
doesn’t want to go overtaking everything in sight, suppose someone has got a
cruiser type machine, it’s not really suitable for that type of thing.” (Participant 12)
“Well the way I work it, it’s a very flexible course, whereas the IAM and RoSPA are
sometimes a little bit restrictive.” (Participant 1)

The key differentiator mentioned was the fact that ERS is provided exclusively by the RPMT –
professional trainers with high standards in their training provision and their equipment, as opposed
to experienced amateur riders who may have limited teaching experience.
“The IAM are not professional instructors, they just do it as a hobby ... they don’t
even use radios ... so you’ve got, like, unprofessional people training people, and
they’re doing the bulk of it, and the IAM manual has just been changed and at the
front in the foreword the author has said that the IAM will train you up to a
standard that will take you even beyond the Enhanced Rider Scheme ... they
actually advertise or boast that they’ve got 80% of the post‐test training market
sewn up.” (Participant 12)
“The DSA have got the most perfectly trained people to deliver that course ... after
your Direct Access, the pupil’s vision should be ‘OK I can go and do IAM or RoSPA
which are much of a muchness, or I can go to the ERS or the advanced riding from
the DSA’, and that should carry a lot more weight than the IAM or RoSPA.”
(Participant 11)
“I think it fits in well with RoSPA, to my mind it’s far preferable to IAM ... You tend
to find that people that do the ERS are on the road all the time, the IAM instructors
tend to just operate between March and kind of October time, you know, so its, I
think we’re probably a little bit better in terms of instruction than the IAM.”
(Participant 26)
The difference in cost to the client between ERS and the other providers was often mentioned as a
serious problem in the quest to promote ERS.
“If there was no funding available, and it was just strictly between us and IAM and
RoSPA, we’d have no chance at all ... the problem you’ve got is you’ve got IAM and
RoSPA out there who are doing it for next to nothing. The guys that are doing ERS
tend to be the ones, like myself, I run full time training, I do CBTs, DAS, ERS, I do
everything to do with bikes, but obviously it comes at a price to the public.”
(Participant 2)
“The Enhanced Rider cannot compete with the likes of the IAM, who are knocking
out a full advanced course with membership or with test ... they’re like £140,
that’s less than a day’s fee for a qualified instructor.” (Participant 21)
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“Some BikeSafe courses ... they’re two nights before they go out on the road and
do the assessment, so you get, what it is, 6 hours in the classroom before they go
out and do a 2 hour road assessment.” (Participant 24)

4.16

Instructor views on attitude and behaviour

The response relating to attitude and behaviour was almost all very positive, with a strong belief that
attitude had a significant effect on rider safety, and should be a central part of post‐test training.
“We’ve got to be professional about it, haven’t we? You know, it is down to us
people really, and we’ve got to push it, right attitude...” (Participant 20)
“I see a lot of bad attitudes, so yeah, that’s integral, and I think that should be
pushed probably more than it is already.” (Participant 27)
“[Attitude and behaviour] is pretty important as far as I’m concerned, and I do try
to instil it right from the beginning, whichever level I get a customer at it’s
important, very important.” (Participant 9)
“Well obviously that’s number one, isn’t it? I mean that’s ... you’ve got to have the
right attitude and get people thinking properly first.” (Participant 7)
“Attitude, you’ve got to have the right attitude to it, that gives the awareness.”
(Participant 6)
“I would say it’s 75% state of mind, and 25% ability.” (Participant 4)

Trainers acknowledged that there was an epidemic of negative attitudes and behaviours on the
roads, with high levels of aggression and inappropriate behavioural approaches to speed and risk
taking.
“The attitude makes a big difference ... the aggression at the moment, the roads
are very aggressive places anyway, no‐one has got a minute to spare, and it’s all
to do with attitude, I’m not going to get cut up, I want to close that gap, that
biker’s not coming past me, filtering, he’s not coming through, I’ll close the gap, so
the attitude is a big thing at the moment.” (Participant 1)
“There’s definitely an attitude or culture of too much speed now, even my
colleagues here at work [in a bike dealership], some of the speed these guys attain
on the road is frightening, you’re talking 150 miles an hour.” (Participant 12)
“What you’ve really got to do ... change the attitude of the rider individually ... but
before you do that you’ve somehow got to change the motorcycle industry, we
somehow have to make motorcyclists understand that the road system is about a
transport system, not about being a race track, in the way that you wouldn’t allow
aeroplane pilots to do aerobatics above Gatwick.” (Participant 13)
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Only one trainer reported that they still felt that skills training was the key requirement in post‐test
training. Nobody suggested that skills training should not play a part, but the majority
acknowledged the importance of attitudinal and behavioural guidance in improving safety.
Interestingly, the links between nervous riding, anxiety and stress, and attitude and behaviour were
not considered by the trainer who rejected the concept of attitude training.
“Attitude is more important than skill set? Well that’s actually not my experience,
a lot of people are very nervous out there, they’re nervous about these modern
bikes and their huge power and acceleration, the actual level of skill out there
amongst motorcyclists is not that good.” (Participant 19)

4.17

Pro “formal” attitude and behaviour training

Many of the trainers felt that formal attitude and behaviour training was an important part of post‐
test training, and cited effective courses that they had experienced which included a significant
attitude‐specific element.
“It varies from county to county, North Wales has an excellent programme,
BikeSafe, and they do a fair bit of classroom, Durham has a highly regarded
BikeSafe, but I don’t know if there’s a classroom element, so much of the one at
Cheshire is ... so much of it was about attitude, you know, you really need your
head on right when you’re out on the road, and if it’s not there, go and put the
bike away, you’re a danger to yourself and everybody else.” (Participant 24)
“It’s been proven at [speed awareness] courses ... people come up to you, not
everybody, but you change their attitudes, the way they think, and if you can
spend long enough with them, a little bit of classroom work, you actually make
them more aware of their own mortality, that is really a big part of it, now I know
there is provision for that on the Enhanced Rider Scheme, because each and every
trainer would have provision to be able to put on their classroom sessions then
take them on the road afterwards.” (Participant 3)

Several trainers provided examples of the way they incorporate formal attitude and behaviour
training into their post‐test training provision.
“I don’t know whether you’re familiar with the Police Riding Manual? Well the
first two chapters of that is all about attitudes, and it forms a major part of the
first day of my bespoke course for the fire service.” (Participant 19)
“I deliver a bit of a package with regards to the human aspect side of things, and I
spend a lot of time on it, because, I mean, you’re so vulnerable on a bike.”
(Participant 18)
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“I kind of just pass the message across almost by it being a question, ‘How
important is it to be clear headed?’ ... bring it softly in, and then it draws it all out
of them, yeah, we shouldn’t be driving or riding when we’re in a bad mood, had a
row with the missus, a little but under the weather, or even indeed of the intention
to take something out on the bike.” (Participant 15)

However, other trainers felt that attitude and behaviour training should not take place in isolation or
on a formal basis, instead it should be an integral part of the on‐road experience imparted through
observation of the instructor’s attitudes and behaviours. This was in some cases based on a
disregard for formal (especially classroom‐based) teaching in general, and partly due to the
perception that trainees will be put off by the idea that there will be formal attitude and behaviour
element in a training course.
“I think that is part of what a good teacher of experience is, you know, you are
actually passing on by setting an example, you’re passing on good attitude ... what
they [the DSA] are actually saying is that the attitudes of people coming to the
course ... the students need their attitudes changed ... I reckon if they start talking
like that it will kill it stone dead, I’m not going to.” (Participant 19)
“It is not something you’ll ever get anybody to subscribe to after their test ...
obviously they’ll see how we deal with it, you know ... when people cut you up or
pull out or do something that’s not very good and doesn’t make you feel great,
don’t do anything, don’t over‐react, pat yourself on the back and congratulate
yourself that you don’t drive or ride like them.” (Participant 8)
“Attitudes come in with any good trainer right at the start, like if I’ve got a good
approach with my pupil when I take them out, I hope that approach rubs off on
them ... through demonstration, through practice ... Cris [Burgess – motorcyclist
behaviour researcher] firmly believes the only way to change somebody’s attitude
is through theory‐type assessments, right? Personally I’d love to see those same
people come out of those theory sessions and ride a bike practically and let’s see
what the difference is, because I don’t think you can just change somebody’s
attitude through theory.” (Participant 2)
“I think it’s important, but I don’t think you can do post‐test training in the
classroom really, I think you can incorporate that into part of the day and discuss it
... the police force have done that, they’ve tried to do a bit of motorcycle safety
just using classrooms, but there’s just no take‐up really, and it’s just not very good,
it’s not very interesting.” (Participant 5)

4.18

Attracting the converted

A large number of the trainers mentioned that there was a major difficulty in recruiting the riders
who could most benefit from post‐test training. This was not deemed to be peculiar to ERS – they
were no more attracted to alternative post‐test training schemes. The belief was that the highest‐
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risk riders were most likely to feel that they didn’t have anything to learn from formal rider training,
and would be put off by the concept. This indicates that a different approach from any currently
used would be required if any valid attempts to promote post‐test training to this group were to
happen.
“The big thing that comes across to me, you know, is that the people with the right
attitude are the ones that come for further training already.” (Participant 26)
“You’re preaching to the person who already knows, because they’ve got the
sensible attitude to come and get some skills training, to look after their skills, or
make them better, or refresh them ... I want to see some new customers ... all the
people you know that don’t take this kind of training because they don’t think it’s
important or they’ve got the cavalier attitude where they think ‘I can’t be taught
anything’ etc.” (Participant 15)
“I find that the people you’re dealing with are up for it, they’re receptive, they’re
of a mindset that says ‘I need to learn ... I’ll take your advice’ ... what’s important
is the people giving advice can respect different learning styles and are flexible
enough to work with different kinds of people, whether young people, old people,
male or female, frightened people, confident people, it’s important that the trainer
has the skill set to manage that.” (Participant 17)
“They’re not the ones you want, as such, the ones that are having the crashes are
the ones you want. Essex tried a Driver Improvement just for motorcyclists, but
Essex in their wisdom did away with police motorcyclists so there was no‐one to
get them.” (Participant 7)
“The people that are sort of receptive to it probably don’t need it, and you know,
they’re few and far between, and the people who do need it are the ones that are
perhaps over‐zealous but don’t see it and end up being a statistic.” (Participant 4)
“The people that volunteer and pay to do some ERS training, the very fact that
they volunteered to do it, shows they’ve already got the right attitude.”
(Participant 13)
“There is going to be a percentage of motorcyclists that you ain’t going to do
anything about.” (Participant 23)

4.19

Miscellaneous

4.19.1 Observations on the quality of riders
One trainer commented that the post‐test training candidates who had done the new‐type test were
largely better riders than those who had done the old‐style test.
“Those coming through doing the IAM and RoSPA from the new type test, that’s
Mod 1 and Mod 2, are clearly a lot better riders than those who come through
doing the historic test.” (Participant 10)
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4.19.2 Lack of emphasis on post‐test training
It was noted that the primary focus on passing the bike test is to go out and buy expensive kit rather
than invest in post‐test training, because the safety benefits of the kit are more prevalent in riders’
minds than the safety benefits of the training.
“We perpetuate it by turning round and saying ... ‘Buy your £500 helmet because
it will save your life ... buy your £500 leathers for when you fall off’, but nobody is
going to them and saying ‘Actually, wouldn’t it be better to buy £100 leathers in
case you might fall off but £400 worth of training to help you not fall off?’”
(Participant 23)

4.19.3 Enhanced CBT training – setting the ground
It was reported that post‐CBT schemes were operating successfully in some areas.
“Staffordshire, they have a programme called CBT extra, where if you go and
attend a 2 hour lecture, they’ll give you 4 extra hours of practical riding,
instruction on the road, really good.” (Participant 24)
Others mentioned that it would be beneficial to extend the CBT to two days as standard.
“CBT, for God’s sake, that needs to be two days long ... it’s too much information
in one day for somebody, especially the kids, it’s bad enough for the mums and
dads who do CBT as a stepping stone to DAS, it’s bad enough for them to take in
that information when they can already drive on the road and they’ve got road
experience ... if you’re going to restrict them to 30mph then you should restrict
them to roads that are 30mph ... let’s scrap the stupid moped idea and put them
straight onto a 125, give them two days of CBT first and some kind of extra hazard
perception ... there should be some cut‐off point where they say you’ve done so
many CBTs you can have a long term CBT licence.” (Participant 29)

4.19.4 Shock tactics
Some trainers reported using video of very serious motorbike crashes as a training tool and
deterrent to risky riding. Research shows that use of “shock tactics” is an ineffective strategy in
attitudinal change, as recipients mentally reject the images if they are too traumatic, justifying their
behaviour in terms of “it won’t happen to me”.
“I’ve got some nasty video footage actually which I obtained from the council road
safety, of some crashes, one was quite, in 2008 there were two guys down here,
two guys in their 40s on litre sports bikes, they just rode like idiots, they were on a
dual carriageway making a third lane, overtaking on the outside of the second
lane at over 100mph, 130mph, and they got caught out ... they came off a
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roundabout on a single carriageway road and one of them flew up the road doing
about 100 but the car pulled out, he hit the car and went straight on into a camper
van coming the other way, and every, he didn’t have a limb left on his body, it took
them 5 days to find his head. Yeah, so it was an absolutely horrific crash, and his
mate crashed on the debris, well, I’ve got all the video footage of that, you can
count down 5 seconds, just say 5, 4, 3, 2, 1 and he’s dead, and then that’s when
the footage stops, you know, and it depends on who I’ve got in, I’ll show them
that, this is what happens if you don’t, if you ride like this.” (Participant 12)

4.19.5 Stereotyping of road users by trainers
In the Biker Risk Profiler research, attitude to other road users was found to be a key differentiator
between riders as part of their risk profile. Those displaying the most negative attitudes to others on
the road are more susceptible to aggressive and risky riding behaviour. Some trainers made
statements that indicate that some negative road user stereotypes may be perpetuated
inadvertently through the training process – something trainers should be encouraged to self‐
monitor and actively avoid.
“You can put people into age brackets, and I know we shouldn’t stereotype but
you can ... you’ve got the young who are infallible, and then you’ve got the old,
who haven’t got that infallibility attitude, but unfortunately they can’t see and
they can’t make decisions.” (Participant 4)

4.19.6 Demographics of ERS participants
Trainers tended to report that most of their participants had been in their 30s and 40s, with a
broader mix of male and female riders than would be expected as a reflection of the riding
population.
“The majority of my courses have been late 30s, early 40s, male and female ... the
girls that come to me have just basically passed their test, but the lads that are
coming through to me, they’ve been riding a few years ... the majority are for
recreational, but the chap I did yesterday was going to take up the Enhanced Rider
Scheme and he rides his bike to commute.” (Participant 1)

Some trainers felt that female riders were easier to deal with in the post‐test training environment.
“The trouble with men is, don’t forget, when they slid out of their mother’s womb
they already believed they’re fantastic in bed, brilliant drivers, and behind a bike
they’re awesome. I would like to have a bike school that deals with nothing but
lady riders, no testosterone to deal with, they listen to what you say to them, and
the only time it goes wrong is you’ll get some tears, no anger, no violence, and you
don’t get squared up to.” (Participant 21)
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4.19.7 Lack of relationship between trainers and DSA
Several of the trainers felt that the DSA did not maximise their relationship with the trainers, and
they felt that if a better relationship was developed, the DSA could rely on trainers’ practical
feedback and input into consultation on the development of training schemes and changes to rider
assessment. They believed that the DSA placed unnecessary restrictions on the ERS curriculum
because they did not understand ground‐level rider training sufficiently well.
“The DSA do not listen to the people doing the jobs on the floor, day in and day out
... the most important tool they’ve got in their box is the instructors, and they’re
not using us, and we’re the ones, you know, we don’t want to pick up people that
have come off their bikes because they weren’t taught traction control, or they
weren’t taught how to filter properly, or they weren’t taught ‘Oh you can cross
that dotted line and you can go in the hatching area.’.” (Participant 11)
One trainer reported having made a complaint to the Minister for Transport about the DSA, which
was promptly forwarded directly to the DSA, which led to the perception that a lack of consideration
for the RPMT was epidemic.

4.19.8 Using track days in post‐test training
A number of trainers mentioned the use of track time as an enticement for participants to enrol on
ERS, but some of them noted that it could be a positive and a negative thing in equal measures if not
rigorously managed.
“Going on track days is a fantastic idea to learn how good the tyres actually are,
how good the steering is, how powerful your bike is, and just how safe you can be
in this immensely clinical environment, and I say to them all ‘go and do a track
day, but please, as you get on your bike to ride out, will you please now remember
you’re coming onto a public road and everything you’ve done for the last half a
day must now be put on hold until you go to an off‐road experience again’, so
people giving track days as an enhancement to do their training isn’t such a bad
idea as long as, of course, that we’re not just breeding another guy who wants to
go down a 60mph road at track speed.”

4.20

Suggestions

4.20.1 Marketing the Enhanced Rider Scheme
The majority of the suggestions for ways to improve the take‐up of ERS surrounded marketing
strategies. The trainers believed that the marketing should be generated centrally by the DSA so
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that trainees did not feel that their trainers were profiteering from them by inflating their training
needs.
“I think that [the marketing] has to come from the DSA because I think people will
listen to them, whereas if we’re pushing it, they think ‘Oh you’re just trying to
make some more money out of us’, and I think that’s the problem.” (Participant
27)
They felt that there needed to be a more prominent central ERS presence online, with a more up‐to‐
date image and more details about how the scheme works, what riders can expect, and the benefits
they can gain from it. Presence at key bike events was also mentioned as an appropriate means of
promoting the scheme.
“Every time somebody looks for motorcycle training as a topic, they need to be
able to see that Enhanced Rider type logo and possibilities pretty early on, I know
that’s difficult ... you and I know it’s out there but the customers don’t always find
the information as quickly as possible, so if there’s some way that the DSA directly
with individual instructors and training schools ... you can find it within a couple of
clicks.” (Participant 13)
“Making it funkier, yeah, making it more about going out and having fun, because
when you’re relaxed you take it in a bit more.” (Participant 29)
“I think people need to be educated what they can achieve by undergoing some
more advanced training.” (Participant 25)
“The best way of getting to all motorcyclists ... is the NEC bike shows, any bike
shows like that, it appeals to anybody because you’re going to get all rider types
there, it’s not just specifically sports bike riders, it’s everybody.” (Participant 1)

Some trainers felt that the opportunity to gain the support of the motorcycling press had thus far
been missed. They believed that if the DSA could persuade some motorcycling journalists to
participate in ERS, they could write about their experiences and show the readership that the
scheme was worthwhile and applicable to them. This could be an early step towards gaining more
wholehearted support for post‐test training in the motorcycling press and enticing the readership to
find improved skills desirable and seek out paths to achieving a higher level of riding.
“It’s the best advertising you can get, now I’m no advertising expert but why
haven’t you sent somebody to me from Motorcycle News, bike magazines, Ride
magazine, Performance Bike or whatever, and say ‘look, this is what’s available
out there, have a look at this instructor and see what you think to him’, and if
we’re all boring old farts and we’re crap then it will go down, won’t it, and if they
look and say ‘well actually he might be a grey‐haired bloke but he can ride a bike
really well and he knows what he’s talking about’, we might win, mightn’t we?”
(Participant 22)
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“It would have to be a very subtle long‐term campaign, where I think the DSA or
someone on the DSA’s behalf needs to kind of have a relationship with as many
magazine editors as possible in the motorcycle publishing industry, to try and say
to them that it’s in everybody’s interest that our customers live and stay on a bike.
At the same time we need to have a big change in attitude so that actually it’s a
very cool thing to be absolutely clinically professional in our riding skills, a bit like
the way that police riders and paramedics are, we’ve somehow got to make that
really cool ... and that starts with the publishing industry.” (Participant 13)

Some felt that there were other approaches that could be employed to attract riders to ERS, which
could override the perceived unattractiveness of the current ERS brand. These included repackaging
it as a “bike orientation class” for riders who have just bought their first bike, teaming up with the
police to produce videos and marketing material which would appeal to a broader demographic of
riders, and recruiting celebrity riders to endorse the scheme.
“They’re going to learn more riding their own bike with instruction, we used to
offer orientation classes, not ERS but an orientation class, when you’ve bought
your bike come along, we’ll tell you how to ride it, check it over.” (Participant 29)
“The police down here borrowed one of my demonstrators last year ... it was a
Honda Fireblade and the copper in front was riding the Fireblade and they
produced the video and it ended up going nationwide actually on YouTube. The
video, that was, I thought that was much more appealing because it would
hopefully appeal to a sports bike rider.” (Participant 12)
“Sex it up a little bit, make it appealing, get some celebrity riders involved ...
female riders, racing riders, and see if they’ll come on board and really give it a
good go, because it’s sort of dying a death at the moment.” (Participant 1)

4.20.2 Incentives for participation
As mentioned earlier in this chapter, many trainers felt that incentivising riders to participate was
key to improving the take‐up of ERS, and the majority did not feel that the current insurance
discounts were a suitable incentive. Instead, they suggested that considerable discounts on bike kit,
free taster sessions, and more comprehensive insurance reductions would be required. It was also
suggested that the ERS could be extended to CBT riders who could then get a kind of “permanent
CBT” as a result.
“I don’t know if you can offer some sort of discount on clothing with some
manufacturer somewhere, so they can get a discount, you know, a reasonable
discount.” (Participant 29)
“With the DAS course, once they pass their test you could offer them a free ERS
lesson to see just the type of things that would be covered, that you would learn,
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get them enjoying it first of all, try before you buy, but the pricing would have to
be competitive.” (Participant 29)
“If you came up with an ERS‐scheme [for CBT riders] where they got a certificate
that lasts them a lifetime, yeah, I could see the benefit of that, especially for your
commuter crowd who just want it to go to their work, which, there’s quite a few of
those around.” (Participant 29)

4.20.3 Track elements
Several trainers believed that ERS would be more appealing if it included a track element, as that
was a form of training that appealed to riders sufficiently to motivate them to pay for training. It
was generally accepted that once they had been attracted into training they could be convinced that
ERS was a good idea, so track time could be a useful tool to recruit participants who would not
currently be interested in ERS.
“They pay a fortune to go out with ex‐racers, or current racers even, and have a
session on a track with a current racer to learn about hanging off the bike and
getting around as fast as possible, and perhaps if you included some element of
that in ERS it might be attractive to certain hooligan elements, but ... a lot of
people won’t do track days because they’re frightened of being shown up.”
(Participant 29)
“[Other training providers book track time] and they do things like high speed
cornering and braking exercises and that, aimed at sports bike riders, and they get
people doing it, and I’m thinking we should do something like that down here
under a council initiative, you can call it whatever you want, make it tie in with the
Enhanced Rider Scheme, it could count towards obtaining the Enhanced Rider
Scheme insurance certificate.” (Participant 12)
“This is the main problem, how do we make it funky and cool, I think the comment
about doing part of it on a race track was very valid because that will make it look
a bit funkier, especially if they know they are going to go on a race track where
there isn’t everybody else screaming around, and it doesn’t have to be a long
session on there, it could just be a couple of hours one morning or an afternoon.”
(Participant 29)

4.20.4 Integration with other schemes
There were some comments about abandoning the current form of ERS, taking the concept, and
integrating it into other schemes which were working better, such as BikeSafe, especially if it meant
that the ERS‐type training would be more consistently subsidised.
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“I think you’re probably better off scrapping ERS and tying up with the police, and
saying ‘alright, let’s subsidise it properly’, and do it with the police.” (Participant
29)

4.20.5 Things that should be included
There were a variety of suggestions for additional elements that should be included in ERS, which
may be attractive to potential participants and would improve rider safety. These included pillion
training, carrying luggage, motorway riding, parking the bike safely in different scenarios, overtaking,
filtering, advanced hazard perception, and counter‐steering.
“I can pass my test, you can get on the back, and with very minimal experience,
with maybe as little as 4 hours tuition, I am then carrying somebody else on the
back of my bike, and their life is totally in my hands, and its wrong because ...
you’re not experienced enough.” (Participant 29)
“Luggage, you know, here’s a good one ... put pillion training in it. Do you know,
we do it as a half day course in our school and people respond to that because
they can see the benefit of that. They’ve not done it on Direct Access, it’s a
realistic training scenario, I’m the pillion or my other instructor is the pillion, so if it
does go up, you know if they lean it too far, we can jump off the bike.” (Participant
11)
“We do need to make motorway driving part of the curriculum because it’s the
most dangerous place in the world.” (Participant 29)
“There’s parking, the safe way to park your bike, we teach people to park their
bikes but there are so many different scenarios, where you going to park it?
Facing downhill, facing uphill, how you’re going to manoeuvre the bike out.”
(Participant 29)
“In an ideal world I would teach you to overtake safely, I would teach you how to
filter, and I would teach you how to watch the traffic and spot what’s going to
happen in the area in front of you, the most important part of motorcycling is
hazard perception, any fool can teach you to ride a motorcycle, change gear, make
it go round a corner and stop, it’s not rocket science. The most important part, the
thing that will keep you alive, is hazard perception, and I’m talking everything
from the road surface up, things that fall off lorries, how to look at a lorry as
you’re coming up behind it, as you’re deciding whether it’s safe to get close
enough to overtake it.” (Participant 29)
“If you go to the Motorcycle Safety Foundation in America, they will tell you
[counter steering] is the most important thing that we can actually teach ... the
Australians teach it, the French teach it, the new swerve‐to‐avoid test was
introduced by the European parliament to test it, so we’re testing something that
the DSA don’t understand.” (Participant 28)
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4.20.6 Admin and trainer support
Trainers also felt that there was a lack of administrative support from the DSA. They particularly
disliked the ERS certificate, feeling that it looked cheap and devalued the scheme, particularly
because it was necessary to print it out on trainers’ own printers and then hand‐write the name of
the participant on it, rather than being a properly printed certificate. They also suggested that there
should be greater provision of training materials to help them deliver the scheme. They accepted
that if resources were available they would have to pay for them.
“[The certificate] is particularly filthy, it’s light purple, it’s horrible, it doesn’t print
very well. It’s rubbish, it’s an embarrassment.” (Participant 19)
“It doesn’t look like someone wants to put it on the wall ... obviously because of
the access to it by password you can’t get into it to write their name in using a
typical font, so you have to do it by hand.” (Participant 9)
“I think training aids, you know, classroom aids ... I think that sort of thing might
help the trainers, resources, you know, obviously we’d have to buy them.”
(Participant 12)
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5. Trainee interviews
Telephone interviews were carried out with 17 riders who were put forward by trainers or Local
Authority representatives because they had recently participated in the Enhanced Rider Scheme.
Two of the riders were unable to provide much insight as it became clear that one had signed up for
the ERS but hadn’t actually participated at the time of the interviews, and the other was a 77‐year‐
old gentleman who had done a brief off‐road assessment as he was returning to biking. He was
rather put out that he did not get a road ride but he reported that he was informed he would have
to pay for additional assessment or training.

5.1 ERS publicity
The majority of participants felt that the publicity surrounding ERS was lacking, and that in order to
attract more people to it, it should be more widely promoted. One participant reported that they
had found out about the ERS scheme from a leaflet, which they had picked up in a motorcycle
clothing and accessories shop. Another had seen an advertisement in a motorcycling publication,
and one was a referral from a BikeSafe scheme, but nearly all the participants reported that they
heard about the ERS from friends who were either involved in the motorcycle training industry, or
were active members of motorcycle clubs, or doing a motorcycling course themselves. Overall they
were in favour of much higher levels of promotion.
“I know a few lads who ride motorcycles and none of them seem to know about
it.” (Trainee 8)
“Possibly needs to be advertised a bit better.” (Trainee 10)
“Needs more advertising, not enough people know about it.” (Trainee 12)
“Needs to be advertised better and more widely.” (Trainee 16)
“I knew nothing about the Enhanced Rider Scheme even when I started it really.”
(Trainee 2)
One trainee pointed out that it was necessary to increase marketing and also encourage word‐of‐
mouth promotion, and that recommendations would spring from participant enjoyment and sense
of achievement.
“The Enhanced Rider Scheme should be promoted massively more, but for those
who then do it and get through, they need something where they can feel an
achievement even amongst their peers, because that will encourage others to do
it.” (Trainee 7)
Others had alternative suggestions for improving the publicity, including getting motorcycling press
members to participate and write a piece about ERS, improving information leaflets, and ensuring
that the appropriate message about the aims of the course was conveyed in order to avoid
misperception about the scheme.
79

“Get Motorcycle Monthly to do a piece on ERS, that might, see, they do quite
often do pieces on safety and riding techniques and skills.” (Trainee 4)
“Generally with the leaflets I don’t find they have enough explanation on them. I
actually signed up for one of these Bike Craft assessments, then I asked the
question and the Enhanced Rider Scheme seemed to be the one that would suit
me.” (Trainee 2)
“Need to get the point across that it’s to improve your riding, not some sort of
test.” (Trainee 10)
One of the trainees reported that he had a professional background in marketing, and said that it
would be necessary to focus on the benefits of the course, in terms of insurance discounts and any
other financial incentives, and also in terms of safety benefits. He stated that within marketing there
is a saying which means that description of the important elements of a product has less impact than
highlighting the positive effects of purchasing the product – “Features are fine, benefits are better.”
(Trainee 7)
Some participants were unsure how it could be adapted to appeal to riders who had not previously
expressed an interest in post‐test training.
“It appealed to me because I’ve done advanced before, so, you know, it’s like, I’ll
go on these refresher courses because I think I need a bit of refreshing every now
and then, so I’m not entirely sure how you could appeal to other folk.” (Trainee 5)

5.2 Incentives
Six trainees mentioned the insurance discount as a key incentive for participating in the Enhanced
Rider Scheme.
“I wanted the insurance discount.” (Trainee 16)
“There was the distinct possibility and promise that it would be recognised
nationally as an advanced training, an advanced pass thing, so that you could
then maybe get reduced insurances and stuff.” (Trainee 5)
Unfortunately four of the six reported that they had experienced difficulties getting the insurance
discount once they had completed the ERS.
“I’ve got this floppy piece of paper and I am going to save five quid on my
insurance – do I really need this? ... You could put pressure on the insurance
industry to recognise it better than they presently do, otherwise it’ll go nowhere.”
(Trainee 7)
“The insurance company did not recognise ERS or apply a discount.” (Trainee 11)
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“One problem I did have with it is that Norwich Union, one of the backers, [we]
had a real fight with them actually to recognise it. The advisor ... denied all
knowledge of it initially.” (Trainee 4)
One trainee was so incensed at the refusal of the insurers to apply a discount that she took it up with
the DSA and trading standards.
“The difficulty I had was that having got the certificate that I was very proud to
get, I then found that one of the major companies who report to not only support
it but actually sponsor it, hadn’t got a clue what I was talking about when I was
trying to get insurance with them on the telephone, and I actually ended up
pushing the issues so far that they actually paid me for my time and trouble ... I
took it to the DSA, and to trading standards, because trading standards said
actually that’s false advertising ... so I wasn’t impressed with the backroom
support because when it came to the crunch nothing changed at all.” (Trainee 5)

5.3 Cost and subsidy
The trainees emphasised the importance of the cost of the scheme in determining people’s
inclination to participate, and highlighted the fact that subsidisation was fundamental to attracting
riders in to post‐test training. The majority of trainees had received a subsidy.
“I was attracted to it because it was free.” (Trainees 12 and 16)
“My ERS place was free.” (Trainee 11)
“I enquired about post‐test training and I was told I could do this one for free.”
(Trainee 17)
“When I signed up for it, it was either free or certainly subsidised at the time.”
(Trainee 10)
Only one trainee reported having a general interest in participating in post‐test training regardless of
subsidy.
“I have done other post‐test training, and I have a general interest in experiencing
these things.” (Trainee 13)
These findings confirm that financial support for the scheme is essential, as motorcyclists’
unwillingness to pay for post‐test training is compromising the success of the scheme. As one
trainee summed it up, “It is a cost thing really, it is a money thing.” (Trainee 6).

5.4 Outcomes of participating in the ERS
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Generally the comments relating to participation in the Enhanced Rider Scheme were very positive.
Main areas that riders felt they had improved were their observations and their road positioning.
“It gave me a lot more awareness of my positioning on the road ... stuff you don’t
really think about until someone tells you.” (Trainee 8)
“Improved observations and reading the road, appropriate positioning, etc.”
(Trainee 10)
“My observations improved significantly, and positioning.” (Trainee 11)
“I made a lot of improvements – positioning etc. I wouldn’t change anything
about it.” (Trainee 15)
“I hadn’t long passed my test so I wanted more road awareness. My main
improvements were road awareness, and learning to ride for practical purposes
rather than for test purposes.” (Trainee 17)
The other key area which displayed an improvement was rider confidence. This suggests that the
riders who are attracted to participating in ERS may be those who lack confidence initially, and the
scheme helps to build their confidence.
“I think my confidence has increased no end from going on that ... he actually
showed me how to ride the bike a lot more confidently, and now I’m just, get on it
and go, whereas I used to be very hesitant.” (Trainee 1)
“It’s really helped me be confident with the bike and feel more competent in what
I do with it.” (Trainee 2)
“I just find he’s given me so much more confidence.” (Trainee 3)
“Was a lot more confident afterwards, and had improved road awareness. Really
enjoyed it, especially as I was new to riding, and it gave me more confidence.”
(Trainee 16)
“At the end of the day I was a lot more confident.” (Trainee 17)

Generally the consensus was that participation was very worthwhile, enjoyable and beneficial.
“Thoroughly enjoyable day, learned a lot.” (Trainee 17)
“It’s even improved my driving ... I look at my nearside a lot more.” (Trainee 8)
One trainee reported that she would book to go out with her ERS trainer again after the winter in
order to refresh her riding skills.
“After the winter when you haven’t ridden for ages ... I think I might actually go
out with him like a couple of times just to get me back into it ... because after the
winter you are a bit rusty.” (Trainee 1)
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Another mentioned the incorporation of an off‐road element and the benefit of an opportunity to
see things from a lorry driver’s point of view.
“We had a little go on the track, and you sat in a lorry and see what the lorry
driver’s view was ... that was fantastic, that was really good.” (Trainee 3)

Others were slightly less enthusiastic in their accounts of the benefits, although they did feel that
they had experienced positive outcomes.
“It felt more like an extended driving test than any sort of training ... it was geared
more towards safety than enhancing performance, but I remembered a few things
from it that I should have been doing anyway.” (Trainee 13)
“I wanted someone to have a look at my riding, and that’s what it did ... and it
gave me some good tips.” (Trainee 10)
“I just wanted some more knowledge – a step up from basic test standard.”
(Trainee 15)

Only one trainee reported having a negative experience relating to the Enhanced Rider Scheme, and
he attributed this to a mismatch between himself and the trainer, rather than directly to the scheme
itself.
“For me, the training was a little difficult, I found it a little difficult in different
areas really ... I realise that you need training and you don’t realise how bad you
are at riding until you go with a professional rider who explains everything and
what you’re doing ... maybe it was the delivery of the course that I wasn’t keen on
... I think the scheme is right, the scheme, but maybe the trainer wasn’t right for
me... I’m not particularly young, I’m 54 years old so I’m quite set in my ways, let’s
say, and I do appreciate you’ve got to learn but for me that course wasn’t right, I
didn’t enjoy it one little bit, and I funded that myself for nearly £300 ... I only did
two days but both days I found very, very traumatic.” (Trainee 6)

5.5 Suggested improvements to the ERS
A number of suggestions were put forward for ways that the scheme could be improved. One
related to the structure of the course, in terms of improving the clarity with which the structure is
presented, and ensuring that the course will address the things that the trainee wishes to improve.
“I think I would probably have liked to have known what the structure was before I
[started], not just verbally, but actually like almost have a plan written out.”
(Trainee 2)
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“It would be good to sit down and discuss areas that the rider wants to work on.”
(Trainee 12)
It was also suggested that a theory element should be emphasised and any slow riding minimised
(Trainee 13), although it is likely that the perception of an imbalance here was attributable to a
failure by the trainer to assess the needs of the individual trainee, as another trainee may have
favoured spending time on slow manoeuvring over classroom time discussing theory.
Similarly, one participant (Trainee 10) felt that it could be improved through extending the duration,
but the length of the course (and trainees’ perceptions of its appropriateness) will vary between
riders. Trainee 10 reported:
“I did it for about 8 hours, but I would have liked it to be longer.”
The issue of equivalence was highlighted in relation to suggested improvements. It was proposed
that the scheme would benefit from an official comparison with RoSPA levels, IAM, and other well‐
known post‐test training schemes.
“I suppose what I’d like to know personally ... at what point would that be
equivalent to, say, a RoSPA bronze?” (Trainee 2)
The other key area that suggestions were made was in relation to the certificate. The poor quality of
the ERS certificate was also mentioned widely by the trainers. Comparisons have been drawn
between the large and official looking IAM certificate and the rather home‐made ERS certificate, and
it has been concluded that the appearance of the certificate affects people’s perception of the
scheme and devalues it.
“I have many biking qualifications ... the rather pathetic little certificate ... doesn’t
attach any importance to it – at least with the IAM you get a rather nice splendid
certificate you can hang on your wall ... the ERS was sort of bargain basement.”
(Trainee 7)

5.6 Comparisons with alternative schemes
Some trainees chose ERS because they felt it was a preferable option in terms of structure and the
standard of training i.e. qualified instructors and DSA‐approved scheme.
“I just prefer the way it was set out basically, I think with some of the other
schemes it seemed to be, if you’ve got a good rider and you followed them, that
was good, but basically you may have got somebody who thought they were good
but actually weren’t as good as they thought they were.” (Trainee 3)
“Judging by the standards of the guys that have done [IAM and RoSPA], I’ve not
been impressed.” (Trainee 4)
Others viewed the Enhanced Rider Scheme as something they should do in between obtaining their
licence and going on to advanced assessment and training schemes such as IAM and RoSPA.
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“I viewed ERS as a stepping‐stone to RoSPA.” (Trainee 8)
“It was just training in general but you could have done the RoSPA test at the end,
within a couple of weeks, if you wanted to.” (Trainee 6)
“I only really found out about the other schemes through participating in ERS.”
(Trainee 11)
One trainee reported that BikeSafe had been a more enjoyable and worthwhile experience for him
compared with ERS, but it appears that there were some problems in terms of a mismatch between
the approach of the trainer and the needs of this trainee.
“BikeSafe was a more pleasurable experience for me, and I got a lot more positive
out of it ... it might have just been the instructor ... when I look back at it now I
think the instructor on ERS was proving a point that the BikeSafe wasn’t as
adequate as what it’s made out to be.” (Trainee 6)
Another commented on the difference in availability of information between the Enhanced Rider
Scheme and other post‐test training schemes. The lack of clear information relating to ERS has been
highlighted as a problem throughout this research.
“If I looked on the RoSPA or IAM websites they have far more information by a
country mile, and they’ve got information about skills and standards ... what you
need to do, and how it happens, whereas the ERS is a little bit along the lines of,
well, here’s the scheme and here’s a list of trainers you can talk to.” (Trainee 2)

5.7 General comments on the scheme
The trainees generally felt the scheme was worthwhile and displayed a high level of dedication to
post‐test training having participated in ERS, but they were practical about the challenges facing ERS.
These included:


persuading people that they would benefit from post‐test training
“It’s a good scheme, but the problem is convincing people they’re not the world’s
best motorcyclist, and that there’s room for improvement.” (Trainee 13)
“My sister won’t do it, she’s too nervous, even though it would be ideal for her.”
(Trainee 10)



dealing with the cost issue and competition from alternative schemes
“I don’t think there’s an awful lot wrong with the course, I think that was find, you
know, you see people can go and do track days for £85, I can go and there’s an
instructor there, he’ll talk me round, it’ll be a good fun day ... for £85, and I’ll
probably come away from that and highly recommend it to my motorcycling pals,
whereas the two‐day training I think you’ve got to want to do it.” (Trainee 6)
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maintaining dedication to ongoing training
“I intended to do some follow‐up courses but due to time and finances that hasn’t
happened.” (Trainee 11)
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6. Attitudinal and behavioural assessment and coaching
6.1 Introduction
In post‐test training, there are two key areas of focus – skills training, and attitude and behaviour
training. Riding skills form the basis on which to build rider safety, as the ability to safely and skilfully
control the bike is the foundation for any rider enhancement. Without that foundation, no attempts
at improving safety through attitudinal and behavioural coaching are worthwhile as the rider would
lack the skills to be able to apply them. However, it is assumed that the basic riding skills are there
as ERS participants are full licence holders, so this should be the case. The riding skills are likely to
require some refreshing or minor improvements, but the attitudinal and behavioural element can
have the greatest impact on the safety of the rider, as their attitudes and behavioural choices impact
upon the way they implement their riding skills and the way they interact with the traffic
environment. The Goals for Driver Education framework (Hatakka et al., 2002) outlines the
relationship between basic skills and higher‐order personal factors, and emphasises the importance
of self‐awareness at the highest levels to mitigate driver risk among those who are at risk for reasons
other than a basic skills deficit (see reproduction of Fig. 1 below). This model is equally applicable to
motorcyclists.

Goals for life and skills for living
•

e.g. Importance of cars and driving on personal development

Goals and context of driving
•

e.g. Purpose, environment, social context, company

Mastering traffic situations
•

e.g. adapting to demands of present situation

Vehicle manoeuvring
•

e.g. controlling speed, direction and position

During the Motorcycle Training Matters project, the Biker Risk Profiler was developed, in order to
provide a tool to help trainees develop their self‐awareness relating to attitudinal and behavioural
risk, and to provide trainers with a shortcut to understanding their trainees’ behavioural tendencies.
This process has been implemented in post‐test driver training for a number of years, with very high
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levels of success. The outline for a BRP‐related training course was created with the intention of
training motorcycle trainers to provide attitudinal and behavioural coaching using the BRP as a
framework. The training was designed to be administered in a classroom format, and that was the
original intention within this project, but practical constraints meant that it would be difficult to
reach the trainers in this way and so it was adapted to facilitate home‐study administration. The
adaptations involved changes to the Powerpoint presentation to make it more comprehensible
without a facilitator, and the creation of a “handbook” containing supplementary information and
guidance to help the participant through the training (please see Appendix 3).

6.2 Implementing the pilot
All the RPMT trainers for whom contact details were available were contacted and asked to
complete a battery of questionnaires, including a BRP. The trainers who returned a completed BRP
(30 in total – 29 male, 1 female) formed the sample for piloting the home‐study course, as they had
received their profiles and therefore had a greater understanding of the mechanisms of the BRP
than the other trainers. They had also demonstrated a willingness to be involved in the research and
were deemed likely to provide constructive feedback. The home study course was sent to each of
the trainers by email, with a request to go through it with a view to providing feedback. Two weeks
later, the researchers began to contact the trainers by phone and email in an attempt to gather their
feedback.

6.3 Results
19 of the 30 trainers did not provide a response as they could not be contacted by phone and did not
respond to emails.
11 trainers provided responses of varying detail. 5 of them engaged in telephone conversations with
the researchers, while the other 6 provided email responses. Most of them commented on both the
battery of questionnaires that they had completed (Biker Risk Profiler, Learning Styles
Questionnaire, personality profiler, and segmentation analysis), and the Train the Trainer within
their feedback. One of the 11 respondents merely stated that there was no point participating as
they had withdrawn from the RPMT, stating that it was simply due to the costs of membership
outweighing the revenue it generated.

6.3.1 Questionnaires
In terms of the Learning Styles, personality and segmentation analyses, four of the trainers who
replied by email commented and the other two did not.
In relation to the segmentation analysis, two of the email respondents felt that their output was
inaccurate, and two felt it was accurate. It is interesting that two of them felt it was inaccurate,
because they self‐selected their type based on a description of the characteristics of a series of
riders, but without the “official” factor labels. It could be that some trainers have an inaccurate
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perception of what the factor labels (such as Riding Hobbyist, or Performance Disciple) mean. For
the personality element, three felt it was accurate and one gave an ambiguous response. For the
learning styles, 3 felt they were accurate and useful, and one gave an ambiguous response.
The telephone participants did not comment directly on the questionnaire output as really these
questionnaires were only there to help contextualise the Train the Trainer course for the
participants.
When commenting on the Biker Risk Profiler output, four felt it was accurate and useful, while the
other two did not. It seems that some trainers are more receptive than others to the concept of
using psychometrics in road user development. One commented that he had “...been the subject of
a number of such surveys, and other psychometric testing. As seems to be the case here, I found
most of the questions not very appropriate...”, while another said that he “... found the results quite
disturbing as it seems that I am a high risk in three areas.”. Both of the participants who reported a
negative view of the BRP results were police motorcyclists, so it may be the approaches favoured by
the police do not lend themselves to a favourable view on psychometrically‐based assessments.
Admittedly, the BRP is benchmarked against a mixed sample of motorcyclists rather than for
instructors, and there are elements of advanced approaches to riding which may increase propensity
to be rated as high risk in some areas, especially for emergency‐services riders who are required to
ride in a manner conducive to reaching a destination as quickly as possible. The positive trainers
made comments including “All pretty accurate”, “Overall a fair assessment of my riding”, and
“Frighteningly accurate”.
In the telephone interviews, trainers were quite positive about the Biker Risk Profiler, generally
reporting that it was quite accurate, and even though some felt it was less so, when it was explained
that trainers often display distorted profiles due to the effects of their additional experience and
training (which mean they respond in a way that could represent risky approaches such as
overconfidence in regular riders) they generally approved. Some of them could clearly see the
potential benefits of utilising the report, but others focused on the time constraints faced during
training and noted that trainees were unlikely to agree to complete the questionnaire.
“Generally I didn’t think it was too far off the mark ... It’s a handy tool to use in
sort of deciding where you’re going and what you can do with certain individuals
... you start to try and piece together a riding plan for them or what they need
based on the information that you’re gleaning out of it.” (Trainer 6)
“It’s kind of a long winded way of going about it, this risk profiler, but it might be a
good tool ... it would help actually because if you understand your trainee then ...
it would help them maybe to actually understand, I think if they understand
themselves, you know, as to how their attitude is towards certain things, it might
just make their attitude approach and make training more constructive.” (Trainer
8)
“If you expect to do it with customers I think you would probably have a problem
with it ... because I mean, most people, when they do the advanced stuff, they just
want to ride really ... I can see straight away what they need, I’ve been doing it a
long while now.” (Trainer 4)
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“I thought it was quite a good idea, whether it works in practise or not, or whether
you get anything valuable from it for use [in training] I’m not sure that would be
the case, but there’s also the time element to it isn’t there? ... Even if it was
available to [the ERS trainees], I think it would be unlikely that they would have
filled that out.” (Trainer 5)

6.3.2 Home study course
On the subject of the coaching course (powerpoint and handbook), four of the trainers provided
comments by email. All four comments were positive, with one from each trainer given below.
“Knowing what works on different rider types would be really helpful in tailoring
your intervention to get the most benefit. This could work just as well in the
training field when tailoring your feedback and instruction in such a way that
makes it appealing and important to the rider, so that they start to value the
training as something that will benefit them personally.”
“The training/coaching manual is good. But there is nothing within that any
experienced trainer should not be doing already. However it does offer a formal
view of expectations which is lacking at present, so well done on that one.”
“I would love to have the opportunity to use this kind of stuff. If only there were
customers prepared to do it with!”
“Thank you for the other information, very interesting and extremely useful for
RPMT. On most of the schemes I have done, finding out about the person and
their attitudes has helped me, making the coaching a lot easier for myself and the
student. I think all of the references to different styles of teaching mentioned are
valuable as you can never know too much in riding or teaching or coaching.”

Two of the participants who commented by telephone were unreserved in their appreciation of the
home study course, and reported that they found it enjoyable and informative.
“I thought it was very good actually, I quite liked it, I did read through it not that
long ago, I found it very informative, quite fun, quite interesting ... the attitudes of
people coming forward for training and that.” (Trainer 8)
“I always try and keep current ... so I’m always listening and thinking of what
works and what doesn’t, it is helpful in that sense ... There’s nothing wrong with it,
I mean the actual Train the Trainer was, I found, interesting.” (Trainer 4)

Another trainer felt that the majority of good quality trainers would already be using the techniques
outlined in the course, but it could be beneficial for trainers who were not at that standard. Two
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more questioned the extent to which some trainers were ready for this sort of approach, and
whether they would buy in to it.
“You’re looking at behavioural models, and will the trainers train well enough to
understand behavioural models, and change behaviour out there? It kind of opens
up an interesting area, I guess.” (Trainer 1)
“I think perhaps it would help for trainers to have a look at that kind of
information, again I don’t know how much any other trainers, that I know of, I
don’t know how much they read into that type of thing, you know, it’s quite a busy
sort of thing for them if they’re training, you know, 5 or 6 days a week.” (Trainer 5)
One of the trainers initially displayed resistance to the ideas relating to the course, instead
advocating a traditional, skills‐oriented, fully practical approach.
“It has to be based on practical knowledge, it’s got to be based on a practical skill,
not on what I call, you know, the objective book‐work type thing ... I didn’t think it
really held a right lot of meaning because it was obvious that that individual has
never ridden a motorbike on a road and nor were the training aspirations of that
remotely linked to a practical situation, it was all theory, and do people need to
know the theory to that degree? The answer’s no, it’s what do I need to do to do
my job, to deliver it in a safe controlled way, you know, that people can
understand.” (Trainer 3)
However, he then seemed to talk himself around to the idea part way through the
conversation, and displayed a more positive approach.
“It’s not tidy, you know, but I think it’s a damn good attempt at, sort of, at least
making something happen ... putting it as some sort of module or form that
people can understand and work to ... it’s to be able to put all of that document in,
somehow into some teaching theory and practice so that everybody knows how to
do it.” (Trainer 3)
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7. Local Authorities and the Enhanced Rider Scheme
Local Authority Road Safety Teams provide a valuable link between the public and post‐test training
providers. It was deemed important to investigate Local Authorities’ stance on the Enhanced Rider
Scheme, in order to determine the extent to which Local Authority involvement affected the success
of the scheme within an area. It was hypothesised that the Enhanced Rider Scheme would be
running more successfully (in terms of take‐up) in areas where the Local Authority actively
supported it compared with other areas. It was expected that in areas where the Local Authority
actively supported alternative post‐test motorcycle training schemes, the success of the ERS would
be further limited.

7.1 Initial stage – email contact
Given the Pan‐Regional nature of the project, requests were made for the contact details of the
Road Safety Officers in the Local Authorities within the participating regions. Regional contacts
provided the email addresses of the RSOs, and in the first instance emails were sent requesting
information about their level of involvement with the Enhanced Rider Scheme. A copy of this email
can be found in Appendix 4.
25 responses were received, and the outcomes were as follows:









4 RSOs passed the email on to a colleague who they felt could provide a more appropriate
response.
A further 3 referred the researcher back to one of the Pan‐Regional Project Board members.
One responded with a hostile query about the nature and legitimacy of the research.
4 just answered that they did not support ERS, and did not provide any further information.
Two provided full details of their involvement in the Enhanced Rider Scheme and another
two outlined their alternative arrangements for motorcyclists. One of those noted their
intention to support ERS in the future.
One reported that they supported BikeSafe which then directed participants to the ERS for
further training.
9 reported that their Local Authorities did not directly promote or support ERS and were not
involved with their local RPMT trainers.

Some of the emails raised further questions and in some cases an email dialogue resulted, whereby
RSOs clarified the stance of their Authority on ERS promotion. Other emails clearly indicated that
the RSOs did not wish to engage in a dialogue and so no further requests were sent to these
contacts.

Some key extracts from the more informative emails are outlined below.
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“We are not monitoring this scheme in any way ... (When asked whether
alternative schemes were supported) I guess by “support” you mean financially?
In which case the answer unfortunately is no. Our colleague at Staffordshire
County Council has a discounted training scheme which residents of Stoke‐on‐
Trent are also eligible for which may be of interest to you.”
“I have contacted the 3 trainers who run ERS in Staffordshire: One has not done
any ERS clients this year. One has done 6, but they were all on their advanced
instructor course, so did it as part of that. The other one has done about 8, but
that all did our BikeSense scheme first and were persuaded to continue from there.
Our BikeSense Rider Development Scheme has seen 184 applicants this year, with
87 having completed the one‐day scheme.”
“Although we support local schemes, we are not involved first‐hand.”
“We do of course support and promote rider improvement through our local IAM
and RoSPA groups and indeed through local Motorcycle Training companies ... We
merely encourage riders to take up post‐test training in any form with any
group/company.”
“Walsall council isn’t involved in motorcyclists training schemes.”
“We do not organise any Enhanced Rider Schemes. We do support BikeSafe which
is run by the Police.”
“We don’t organise any post rider training ourselves – we have a well‐supported
local IAM group and a RoSPA one too.”

Three of the emails were very detailed and provided a clear indication of the Local Authorities’
promotion and delivery of post‐test training. One did not incorporate ERS, while the other two were
ERS‐focused.
7.1.1 Non‐ERS motorcycle training
7.1.1.1 Dorset County Council
Currently they offer 3 strands of support for motorcycle training. The first is for those riding bikes
under 250cc, and consists of subsidising places on the IAM Skills for Life motorcycling programme by
£60 for up to 100 riders per year.
The second and third strands are for those riding bikes over 250cc – £20 discount on BikeSafe for up
to 100 riders, and a free‐of‐charge “Ride Safe” initiative delivered by local IAM groups consisting of a
theory presentation and observed ride on high‐risk local routes.
It was mentioned that a fourth strand was planned, which would involve promoting the Enhanced
Rider Scheme, but this was yet to be put into action.
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7.1.1.2 West of England Road Safety Partnership
The West of England Road Safety Partnership consists of four Local Authorities – Bristol, South
Gloucestershire, Bath and North East Somerset, and North Somerset. They support five
motorcycling initiatives:


Motorcycle Training Days

Free of charge, acts as an introduction to advanced riding, combining a classroom session and a road
ride. This is offered to private motorcyclists and to business operating in the area.


BikeSafe

Subsidised to a cost of £10 (rising to £20 this year).


Ride to Arrive

Two‐day residential version of BikeSafe, subsidised to cost each rider £99.


Rider Performance Day

Safety‐oriented workshop day for riders of all types. No cost mentioned.


IAM/Bristol Advanced Motorcyclists

Riders aged under 30 receive a refund on completion of the IAM Skills for Life training (up‐front cost
£139).
The email stated that the first four interventions all lead to a recommendation for further training
where required, with either IAM, RoSPA, ERS or other independent training courses.

7.1.2 ERS provision
7.1.2.1 Norfolk County Council – Hugger’s Challenge
The interpretation of ERS presented by Norfolk County Council takes the form of a 90 minute riding
assessment. This has been branded “Hugger’s Challenge” with the tag‐line “The challenge is to
prove how good you are... to yourself!”. The full cost of the assessment is £43, but under the
Hugger’s Challenge initiative this cost has been subsidised so that the motorcyclist pays only £20.
This has proved very successful, as between August 2009 and November 2010 a total of 174
participants were recruited. When this is compared to the 12 months previously, where standard
ERS was offered at £43, the difference is marked as there were a total of 4 participants.
Of the 174 participants, the majority have passed the assessment and been awarded and ERS
certificate. Some of the others have gone on to take further training, while 11 did not make the
grade but refused further rider development.
The branding has been successful within the Norfolk area as motorcyclists have approached the
Council asking how they can be involved, and how to get a Hugger’s Challenge neck tube (offered
free with the assessment).
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7.1.2.2 Devon County Council – Max Rider
In November 2010 when this information was gathered, Devon County Council had been running the
Max Rider scheme for just over a year. Max Rider was developed with the intention of breaking
down barriers to rider training created from preconceptions about post‐test training schemes and
the riders for whom they are suitable. The image put forward by Max Rider aimed to target the
most vulnerable riders, who may not be aware of their vulnerability. The Max Rider scheme uses
ERS as a standard rather than a brand – the brand is Max Rider but the course content uses the ERS
syllabus as a core.
Devon County Council reported that they do not provide subsidy for the course but they do promote
it, and it has received considerable press coverage and is also being promoted by Plymouth, Torbay,
Cornwall, Somerset and Dorset Councils (although Dorset did not mention it in their communications
with this project). The cost is £155 for a full day or £85 for a half day. If two riders wished to share a
full day they would pay £85 each.
Between January and November 2010, 20 riders completed the Max Rider course in Devon. The
Local Authority anticipates that it will take 3 years to fully establish the Max Rider brand within the
marketplace and see full effectiveness.

7.2 Second stage – telephone interviews
The outcome of the emails provided an interesting view of the variation in the approaches of the
Local Authorities to the Enhanced Rider Scheme, so a number of follow‐up calls were made to the
contacts in an attempt to gain more detailed understanding of their positions. RSOs who had
provided very curt responses to the original email were excluded from this element of the study as
the aim was not to antagonise anyone, rather to gather a rational account of different perspectives.
A number of attempts were made to reach various road safety teams (please see Appendix 5) but
ultimately it was possible to reach only 4 of the RSOs, 2 of whom represented Authorities which
were actively promoting ERS.

7.2.1 Non‐ERS motorcycle training
The RSOs representing Local Authorities that did not support the Enhanced Rider Scheme shared
their views on why the scheme was not a suitable vehicle for them to promote post‐test motorcycle
training. One of the key areas they mentioned was cost, in terms of scale, ambiguity and value for
money.
“What I struggle with is I have tried on a number of occasions speaking to trainers
to find out what it will cost and I can never get an answer as to what it will cost ...
I’d say to somebody [enquiring about ERS] exactly the same as I would say to you,
you know, if you can find out what it’s going to cost you to do it, then that’s going
to be the challenge” (LA1)
95

“Cost is off‐putting, and the scheme is perceived as not being sufficiently
challenging” (LA4)
“Well like I say, we promote our own training and it’s free, well it always used to
be free and now it’s only £25 but that’s what we do” (LA1)

Another important factor was the image of the Enhanced Rider Scheme, in terms of the way it was
viewed in relation to the other options available, and also the way that it is portrayed by the RPMT
trainers.
“It seems to be, a bit, in my opinion, a bit of a no‐brainer because, you know, I
think the IAM is going to have a little bit more kudos than Enhanced Rider
Scheme” (LA1)
“We’re not in regular contact with RPMT trainers as the trainers are not positive
about the scheme, which in turn affected the approach of the Local Authority to it
... trainers don’t seem to be committed to ERS, or convinced that it is worthwhile”
(LA4)

The RSOs also felt that the central marketing of the ERS (i.e. the DSA promotion of the scheme)
could have been more effective, particularly if it had emphasised the flexibility of ERS to meet the
requirements of each individual rider.
“I never see anything about the Enhanced Rider Scheme, now I know about it
because I’m in the industry, if you like, but I never see anything out there
promoting it” (LA1)
“The ERS is not an attractive name, but it’s very hard to find appropriate names
for these sorts of things” (LA4)
“Fits well with IAM and RoSPA as it attracts a different sort of rider ... but it needs
to be promoted in different ways to attract different rider types” (LA4)
“It needs to have a basic course which is then adapted and promoted in different
ways for different rider types” (LA4)
“Should emphasise the bespoke nature of ERS in marketing, like the use of
profiling, to highlight that it acknowledges the sort of rider they are, and reflects
that” (LA4)
One of the RSOs explained that their Authority would have promoted the ERS if they felt the RPMT
trainers in the area could cope with the demand. This indicates that in some areas the ERS is
trapped in a vicious circle – trainers are not registering as there is insufficient demand, but Local
Authorities are not promoting ERS due to a lack of capacity.
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“We were going to try to promote ERS more, but we have only got 4 instructors in
the county, which is a bit of a problem ... if ERS was promoted too much by the
Local Authority, the low number of trainers could be overwhelmed by the demand”
(LA4)

Other factors affecting the lack of ERS provision in these Local Authority areas were also mentioned:
“There have only been motorcycle initiatives running in this county for two or
three years, as the road safety team is very small, so we have linked up with IAM
for motorcycling provision, as the local groups are very active” (LA4)
“The Local Authority have been subsidising IAM but would consider subsidising ERS
if it looked like it could be successful, and if there is budget available” (LA4)
“What we looked at doing at one stage was when people came along to use for
our training day, doing an Enhanced Rider Scheme assessment ... we did sort of
consider that for a while but then it turns out that the time involved to do it kind of
impacted on the training that we were offering” (LA1)

7.2.2 ERS provision
The Local Authorities that were actively promoting the Enhanced Rider Scheme also noted the cost
to the rider as a key factor in the success or failure of the scheme. They emphasised the importance
of subsidising the scheme.
“I know that some Local Authorities ... pumped an awful lot of money, which I
think came down through the safety partnership grants, into heavily subsidising
training courses, and there’s a direct correlation between a) how cheap your
course is, and b) your take‐up” (LA2)
“It’s very difficult as people generally don’t want to pay the market rate” (LA3)
“Most national schemes have kept the price as unrealistically low as possible, in
order to get people through and reduce casualties” (LA3)

They also acknowledged the role that the image of ERS (and of post‐test training in general) played
in encouraging or discouraging participation. It was also noted that trainers were not always
promoting a positive image of ERS, which may be affecting public perception on a broader scale. It
was also observed that the image of ERS as a stand‐alone product rather than part of a club or
ongoing training scheme could have a positive effect when attracting riders who were not keen to be
involved on an ongoing basis.
“It’s as good as it’s going to get, the trick is getting people onto it, we always used
to have a real problem of actually getting bums on seats, or saddles as the case
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may be, and I mean, like the surveys we’ve done before, motorcyclists very much
say, yeah, rider training, fantastic, needs to be done, get as many bikers as you
can onto it, but actually I don’t need it. And that’s the problem.” (LA2)
“Trainers are negative about ERS but they’re in it to make a living, and ultimately
it does come down to the cost ... trainers are complaining and being negative in
their Facebook group” (LA3)
“[ERS] is an alternative, I mean some people don’t want to join, because when you
join the IAM or RoSPA you’ve essentially joined a club” (LA2)

The DSAs approach to marketing ERS has also come under criticism from the Local Authorities who
are supporting the scheme. It appears that Local Authorities who are strongly promoting ERS tend
to utilise their own marketing approaches and develop their own brands and corresponding
materials (i.e. Hugger, Max Rider, etc.) which connect with riders more directly and on a local level,
and provide more concrete information about the nature of the scheme, the costs, duration, etc. It
was, however, noted that the marketing was not solely to blame for the difficulties in recruiting
riders to ERS – it is just as much attributable to the attitudes of the riding population towards post‐
test training.
“Other than the leaflets, advertising is a bit woolly ... the length of the assessment
is unclear, but if they clarified that it’s a continuous assessment and training
programme where problems are ironed out as you go along, that would help ... the
marketing has been very poor but the riding public are also to blame” (LA3)

The RSOs noted that the only serious level of recruitment to ERS in their region was through the
Local Authority backing. Some knew of RPMT trainers who managed to get a small number in from
other sources, but generally due to a connection to a source of riders, such as a police motorcyclist
or a motorcycle dealer.
“A local trainer’s wife works at a bike dealership and gets a few from there –
otherwise they’re all through the Local Authority” (LA3)

There were a couple of other interesting comments from the Local Authorities who were actively
promoting ERS, which were deemed worthy of mentioning in this report. One stated that they had
extended their scheme to include moped riders, so that they could get the same subsidised
assessment and training as a full licence holder, just without formally completing the ERS. This is
beneficial for road safety, as excluding those who ride smaller machines does not make sense unless
an alternative provision is in place for those riders. Another RSO commented that the MCIA had set
up a scheme which was similar in nature to ERS some years ago, but that it had encountered very
similar problems and closed down. This supports the assertion that the motorcycling public are
unwilling to pay market prices for post‐test training, and that heavy subsidy is key to attracting riders
to any such scheme.
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“Although it wasn’t an ERS thing we did tag some training for moped riders on ...
so they basically got their 90 minutes of cheap training ... that’s worked quite well
for a small number of people” (LA3)
“The MCIA set up “The Edge” years ago, but that hit the same problems and
disappeared” (LA3)
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8. Additional data sources

8.1 Driving Standards Agency
The Driving Standard Agency put forward three key contacts for the researchers to interview in an
attempt to contextualise the findings from other data sources. Despite many attempts to contact
them, none were able to provide an interview.

8.2 Step Beyond’s report (West Mercia region’s workstream)
The West Mercia workstream commissioned a market research company, Step Beyond, to
investigate the appropriateness of different marketing vehicles. Step Beyond produced a report, the
essence of which was considered in this research as it references some of the same issues as this
workstream – particularly the use of rider segmentation (Christmas et al., 2007: PPR442) and
identification of optimal approaches to maximising participation in ERS.
The key elements of the West Mercia workstream output which contextualise and triangulate with
the Eastern region research are illustrated in the following extracts from the Executive Summary:



Riders’ approaches to post‐test training
“Overall, we found reasonably neutral attitudes towards advanced training, with
no strong opinions expressed either for or against it. It was however invariably felt
to be ‘fine for other bikers’ – respondents said they wouldn’t have any problem
with their friends doing it, but rarely felt that they personally should do so.”

This finding was consistent with the Eastern region’s conclusions – post‐test training promotion is a
difficult area because whilst most riders accept that it is a good idea, they tend to have a positive
self‐perception and rate themselves as being at lower risk than other riders, and therefore conclude
that they do not need to participate. This phenomenon can be observed in all types of road use –
many pieces of research have illustrated drivers’ underestimation of their own risk, particularly in
comparison to the risk of other drivers.

“Motorcyclists currently know very little about what advanced training actually
entails – they often have a vague perception of being led round housing estates in
high‐vis bibs like bikers taking their CBT.”
As most riders do not feel that they require post‐test training, their level of interest in it is low,
which means that they do not actively assimilate information about it and therefore they build up an
inaccurate mental image of what it involves.
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Factors affecting ERS participation
“Just one of the 59 bikers we interviewed had heard of the Enhanced Rider
Scheme.”

Many riders are completely unaware of the existence of the Enhanced Rider Scheme. The IAM and
RoSPA are well‐established in UK society mainly due to their car driving schemes, and the fact that
they are generally well‐known may have helped them to maximise awareness of their motorcycle
training. The low take‐up of ERS to date means that minimal word‐of‐mouth promotion is likely to
be taking place. The early marketing push by the DSA now appears to have reduced to a much lower
level, and the ERS message is not reaching the motorcycling public on a widespread basis. It was also
noted in the Eastern region’s analysis of the web presence of ERS on the RPMT trainers’ websites
that the majority of trainers did not appear to be actively promoting the scheme.

“The fundamental and by far the greatest problem with the Enhanced Rider
Scheme as it is currently structured is its lack of a defined cost. Whilst this is of
course also its greatest strength in terms of the fact it is custom designed for every
biker, it does represent a huge problem at the outset – there can be few products
or services in the world that people will buy without having any idea whatsoever
as to how much it will cost them, even if they did clearly understand its benefits,
which is certainly not currently the case for the Enhanced Rider Scheme. At the
very least, a range of prices, daily prices, or an average price has to be given in the
marketing if it is to succeed in attracting people. The initial assessment also really
needs to be free – bikers have to feel they have nothing to lose (and potentially a
lot to gain).”
The Eastern Region also found some significant variability in the costs of ERS, but it seemed that the
variation could be attributed as much to dramatic differences in interpretation of the basic structure
of the scheme (assessment vs. training, 90 minutes vs. multiple days, one‐to‐one vs. group delivery)
as to differences in the individual requirements of the trainees or indeed variability in the day rate of
the trainers.



Attracting riders to the scheme
“We wonder whether alternative discounts could be offered for tyres, good
helmets, leathers etc., all of which would have benefits to the authorities in terms
of reducing casualties, but also more monetary value to the riders themselves.”

The Eastern region analysis also indicated that the insurance discounts currently offered as
incentives to complete the ERS were insufficient to motivate participation, and in some cases very
elusive. A number of trainers mentioned anecdotally that their trainees had found it difficult to get
a reasonable insurance discount on the basis of completing the ERS, and some of trainees who were
contacted directly through the project also reported difficulties. Others reported that it just wasn’t
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worth the effort involved in trying to get the discount, as their premiums were already low therefore
a 5% or 10% discount amounted to a negligible sum (particularly in comparison to the cost of the
training). Suggestions were made in a similar vein to those outlined above by Step Beyond –
perhaps alternative discounts would be more appropriate and would offer a benefit to all
participating bikers rather than just those with high insurance premiums.

“... the broadest possible appeal is ‘we will make you an even better biker and help
you get even more enjoyment out of your bike’. So what specifically do bikers
associate with being a ‘better biker’? Our research found that they would like to
be...







Smoother
More confident
More in control
Less conservative
Less frustrated
More relaxed”

These findings relating to the desired changes of bikers correspond well with the concept of the
coaching approach using the Biker Risk Profiler. Confidence, sense of control, reduced conservatism,
lower frustration and more relaxed riding are all attitudinally and behaviourally dependent.
Assuming that riders holding a full bike licence have a suitable skills base to control the bike, a
coaching‐based approach (as outlined in the BRP‐related home‐study course) can address the higher
levels of the GDE and assist trainees in improving those key areas outlined above. When trainers
incorporate the BRP output with their knowledge relating to personality, learning styles and rider
segment, this process can be tailored for delivery that will specifically meet the needs of the
individual rider both in terms of content and style of interaction between trainer and trainee.

On Max Rider – “The core problem with it though is that the whole marketing
vehicle is perceived to be aimed at sport bike riders, which means that it doesn’t
appeal to any other type of rider.”
On Quality Yorkshire Riders – “Its strengths lie in its ‘community’ feel, the fact it
appears to be run ‘by bikers for bikers’, its informal, humorous tone and its
headline ‘be amongst the best’.”
On BikeKraft – “The choice/combination of on‐track and on‐road training is
popular and shows that the scheme recognises that different bikers want different
things.”
This element of the Step Beyond report is also consistent with the findings of the Eastern region
research, insofar as it became clear from the data provided by the trainers and trainees that there
was currently a fixed perception relating to the majority of post‐test training (including ERS in its raw
form) which was not attractive to a significant proportion of the riding community. Several
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participants suggested that in order to stand a chance of reaching a reasonable proportion of riders,
ERS should be marketed in different ways to reach different sub‐groups.
The Max Rider brand was mentioned by a number of Eastern region research participants, and
received good reviews as it stepped outside of the stereotypical image of post‐test training and
targeted sports bike riders. Over the course of the project the Max Rider brand evolved to
acknowledge criticisms levelled by other sources who considered it to be too rurally‐oriented for use
in more urban environments. This displayed flexibility in the approach which is encouraging when
considering it as an option to carry post‐test training forward to sports‐bike riders on a broader scale.
The “community feel” and informality of the Quality Yorkshire Riders approach is likely to appeal to
riders who avoid the more formally‐structured post‐test training schemes and organisations. Several
participants in the Eastern region research commented on their unwillingness to subscribe to the
IAM or RoSPA due to their image as being rather rigid and hierarchical, so a more peer‐oriented
informal approach may be more attractive to these riders.
Step Beyond acknowledged the benefits of the BikeKraft approach, in terms of the way it recognises
the requirements of different riders, and offers a combination of on‐road training and track time.
Track time emerged as a very popular thing among riders, as the off‐road environment offered them
the opportunity to try things they would not be able to do on the road. It appears that there is no
shortage of riders willing to pay for track time, therefore integrating an element into ERS may serve
to attract more riders to the scheme.
On Hugger we were unable to find common ground between the Eastern region workstream and
Step Beyond’s findings, as the Eastern region research found Hugger to be one of the most successful
incarnations of the ERS.

“There is an opportunity here for the Enhanced Rider Scheme to attract bikers who
don’t fit the stereotype (or feel they don’t fit it).”
The Eastern region research supported the assertion that the Enhanced Rider Scheme could take
advantage of its current anonymity to position itself as the “alternative” post‐test training provider.
It is possible that this was the intention when developing it in the first instance, but, for various
reasons beyond the scope of this project, it has ended up without any image whatsoever, rather
than with an image that reflects the flexibility and bespoke nature of ERS in comparison to
alternative post‐test training schemes.

“Public Relations:
Enlist the support of the trainers themselves to actively promote the scheme: post
out flyers to past clients; give talks at local motorcycle clubs; attend meets, talk to
bikers and distribute flyers; offer free assessments and bacon butties etc.
Contact motorcycle clubs and offer one leader free participation in the Enhanced
Rider Scheme. Then ask them to act as ambassadors for it. In the ideal world the
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BMF would also be persuaded to support and provide ambassadors to promote
the scheme.
Promote the scheme through articles in widely read and respected biker
magazines such as Motorcycle News and Ride. These articles should provide
credible, refreshing case studies of (or preferably be ‘written by’) experienced
motorcyclists saying how the Enhanced Rider Scheme has helped them to enjoy
their biking even more...”
The findings of the Eastern region research indicated that the trainers who displayed the highest
levels of dedication to ERS, and in turn the highest levels of success with it, did carry out the
activities outlined in the first paragraph above. They reported contacting previous DAS trainees,
handing out literature at bike meets and other events, talking to bikers on ride‐outs, and even
setting up stands with display bikes on show in supermarket car parks at weekends.
The other suggestions have also been mentioned by some participants in the Eastern region
research, but it was clear that these would need to be driven centrally by the DSA, who have not
shown a high level of enthusiasm for promoting the scheme over the course of the project. Trainers
reported their enthusiasm to assist in promotion of the scheme in this way, in terms of providing the
training for journalists or motorcycle club representatives, but they did not feel they were in a
position to approach major organisations as individuals. That was, in fact, a key point that emerged
from the trainer interviews – the trainers felt that the RPMT should give them the strength of their
numbers, and the opportunity to be a unified community facilitated by the DSA, but they did not
perceive this to be the reality of the situation.



Rider segmentation and the Enhanced Rider Scheme
“Target groups for Enhanced Rider Scheme marketing...
Primary




Look at Me Enthusiasts
Performance Disciples
Secondary






Performance Hobbyists
Riding Hobbyists
Riding Disciples
Car Rejecters”
“Given that motorcyclists form such a small percentage of road users, we’d
suggest that it is not practical to target some segments over others, unless there
are considerable resources available to tightly do so. Using the DSA’s marketing
vehicle would enable all types of motorcyclist to be targeted – with the exception
of Car Rejecters and Car Aspirant, and/or those who ride anything less than 125cc,
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as the scheme itself lacks relevance to them, and including them severely dilutes
its perceived relevance to those who ride larger bikes.”
Interestingly the current participation of riders does not reflect the target groups outline above. In
reality, the proportion of Look at Me Enthusiasts taking part seems to be very low, but Performance
Disciples were reasonably well represented already. Step Beyond highlighted that Car Rejecters
would not be targeted by the DSA marketing vehicle, but it appears that it is reaching this group to
some extent as participation among Car Rejecters was registered even among the small sample
involved in this research. This does, in fact, lend support to the conclusion put forward by Step
Beyond that perhaps it is inappropriate to target individual segments unless resources are available
to do so properly. Based on the their workstream’s conclusions in relation to some of the marketing
vehicles studied, and the Eastern region workstream’s analysis of the views of trainers and trainees,
it would appear that the priority should be to find resources to dedicate to targeting individual sub‐
groups of riders in a more specific and appropriate manner, rather than trying to find a single
approach that results in a bland image which does not serve to attract any sub‐group except perhaps
those who actively seek out post‐test training (and are therefore least likely to be genuinely in need
of it).



Local Authority support
“An important additional target for marketing the Enhanced Rider Scheme is the
Councils themselves – during our initial desk research we found extremely limited
awareness of the scheme among those road safety professionals we spoke to.”

In the Eastern region’s research, it was concluded that whilst a number of Local Authority Road
Safety Officers were aware of the scheme, the enthusiasm with which they embraced it was
extremely varied. Some Authorities reported that they did not actively support any post‐test
motorcycling initiatives, while others were affiliated with the IAM or RoSPA, or aimed to promote
post‐test training in a generic manner thus allowing the rider to investigate the benefits of different
schemes and decide from there. A few Local Authorities expressed reservations about the utility of
ERS, and questioned its suitability for promotion by their road safety teams. Conversely, a handful
of Local Authorities completely backed ERS and made it work in their areas through subsidised
places and intense promotion. However, there did seem to be a trade‐off between the flexibility of
the ERS provision and the Local Authority backing – for example, one Authority supported it as a 90
minute assessment, while another subsidised it on the basis that a trainer would process two ERS
participants simultaneously. These constraints appear to restrict the extent to which the ERS would
offer the bespoke training situation that has been previously discussed, but the Local Authority
support (particularly financial subsidy) appears to be critical to achieving reasonable levels of
participation. It is therefore important to consider sacrificing some of the flexibility in order to
attract a greater number of riders to the scheme.
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8.3 South West region ERS survey
The South‐West region carried out a quantitative survey looking at trainers’ involvement with the
Enhanced Rider Scheme. This provided a high‐level outline of trainers’ views on the scheme and the
reasons for participation or non‐participation. Some of the findings from the survey touch on the
same areas as those covered in more depth but with fewer participants during the qualitative
interviews, and others relate to points covered within the Biker Risk Profiler coaching element of the
Eastern region’s workstream. The key survey findings which triangulate with this research are
outlined in the following extracts from the Executive Summary of the ERS Survey report.
“Three quarters of those respondents delivering ERS charge between £100 and
£199 for one day’s training, with a small number charging more than £200 or less
than £100. Such training tends to be for small numbers of riders over a two‐day
period.”
Of those who mentioned prices within the Eastern region research, findings were consistent with
those reported here. However, the duration of the scheme was found to be more varied, ranging
from a standard 90 minute assessment, through to up to 5 days (or a series of shorter rides over an
extended period of time) depending on the rider.

“Riders engaging with post‐test training are reported by respondents as mainly
older riders of sports or sports‐tourer motorcycles. They do so mainly to improve
skills (75%), to increase confidence (71%), to increase safety (38%), due to a
personal recommendation (20%), insurance discount (6%) or because of family
pressure (4%). Almost half of these riders have previously engaged with BikeSafe
(listed by 40% of respondents), IAM (15%) and RoSPA (7%).”
Participation being driven by a desire to increase rider confidence came through strongly in the
interviews with trainees. In terms of the involvement with other post‐test training schemes, there
seemed to be two distinct groups of ERS participants (based on data provided by both trainers and
trainees):
a) those who lacked confidence such as new riders and those returning to riding, who were
looking for something in between basic licensing and advanced riding
b) “badge collectors”, who participate in all different forms of post‐test training, as a hobby

“Over two‐thirds of trainers report barriers to riders engaging with post‐test
training; these include price (54%), a feeling that such training was unnecessary
(37%), inadequate marketing or advertising (25%), unclear benefits to the rider of
such training (30%) and a perception that the training was not sociable enough
(9%). Clearly riders remain to be persuaded as to the benefits of post‐test training,
suggesting a need to market the benefits of the programme to riders.”
The trainers who participated in the in‐depth interviews provided responses that could for the most
part be placed into the categories above. The trainee interviews also supported the importance of
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cost as a barrier to post‐test training, as many reported that they had only done it because it was
subsidised.

“There are a number of alternative post‐test training schemes and the distinction
between these schemes and ERS must be clarified. These alternative schemes are
perceived as more popular, with a higher profile as a result of better advertising
and marketing, and cheaper to engage with than ERS, both for riders and
trainers.”
The Eastern region data supported the requirement for a clear distinction between alternative post‐
test training schemes and ERS, as there was a great deal of variation in opinions on where ERS was
positioned in relation to the other schemes (particularly IAM and RoSPA). The absence of a
standardised view of the place of ERS within the training continuum was not only displayed by the
trainees – greater differences emerged between trainers’ views on this matter than between
trainees’.

“ERS requires a distinct identity and this must appeal to all riders of PTWs. It must
engage riders of all types of PTWs, with trainers offering tailored coaching,
focused on the individual client’s style of riding, needs and underlying motivation.”
When the outputs of the workstreams are considered together, it is clear that a single, all‐
encompassing approach that would appeal to all riders is the optimal solution. However, it is also
clear that it is nigh on impossible to achieve. The most viable options seem to be:
a) Package the scheme up in different ways to appeal to different sub‐groups of riders, i.e. Max
Rider approach, Quality Yorkshire Riders approach, etc.
b) Focus on the individualist, almost renegade approach to post‐test training, with emphasis on
the bespoke nature of the training.
Both of these options would require the trainers to be able to skilfully assess each rider not only for
training needs, but also for type, approach to riding, and preferred style, and to be able to adapt
their training provision to coach each rider in the way that meets their requirements. It is hoped
that the use of the questionnaire pack employed in the Eastern region studies, in combination with
the home‐study coaching course, provides a starting point to help ensure that trainers are equipped
with tools to assist them in this process and have resources available to help them develop their
coaching techniques if required.

8.4 Trainer‐sourced resources
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Some of the trainers sent in materials they use in the promotion and delivery of ERS, to show us
some of the techniques that work for them. Of particular interest were the marketing materials that
some trainers had produced independently, which offered far more insight into the content,
structure and duration of their version of the scheme compared with the standard ERS literature
provided by the DSA.
Other participants sent in detailed emails expressing their views and experiences relating to training
matters.
The researchers carried out a basic visual analysis of RPMT trainers’ online presence and the extent
to which they promoted ERS, using the web addresses that formed part of the trainers’ email
addresses, and by searching trainers’ names using the Google search engine.
Further details of these data can be found in Appendix 6.
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9. General discussion and conclusions
The data presented in the preceding chapters provide a snapshot of the ways in which ERS is
perceived, operated and experienced from a range of perspectives including trainers, trainees and
road safety professionals. The findings indicate that there is a strong support for the Enhanced Rider
Scheme as a concept among motorcycle trainers, and that almost all the trainees who have taken
part found it a very positive experience and would recommend it to others. It is clear that there are
a number of hurdles that the scheme must overcome in order to achieve the desired level of
success, but this research has provided some indication of areas that could be addressed in the
pursuit of this goal.

9.1 Take‐up
Given that the overarching goal of the Pan‐Regional project was to find ways of increasing take‐up of
ERS, it seems fitting to begin with findings relating directly to this area.
Trainers’ responses relating to take‐up indicate that the majority are not experiencing a suitable
level of response to make ERS viable. Typically trainers reported feeling demoralised by the low
take‐up of ERS, and the perceived impossibility of attracting more riders to it. They felt that the
costs of their RPMT registration outweighed the benefits, but their responses indicated that they
had great faith in the ERS as a product, and they just require greater support from the DSA in
implementing it in a way that will increase take‐up, i.e. increased publicity, development of a
“trainer community” allowing them to share experience and ideas, and direct contact with DSA
representatives for guidance if required.
Many trainers felt that the take‐up was so low because the ERS product did not have strong enough
meaning to motorcyclists to persuade them to invest in the training. It was also reported that the
certificate and possible insurance discount did not provide sufficient incentives. Several trainers
stated that spending more money on membership renewal was not an option unless significant and
tangible steps are taken by the DSA to improve public awareness and perception of the ERS.
They believed that a key factor affecting take‐up was a lack of Local Authority support, and in some
cases competition from Local Authorities because they offered subsidised alternative forms of post‐
test training. Several trainers mentioned a sense that they had been mis‐sold RPMT membership on
the basis that it would become a compulsory register that would protect motorcycle training,
operating on the same basis as the ADI register, thus pushing potential trainees towards RPMT
members and increasing ERS take‐up.

9.2 Marketing
Even the trainees who had completed the ERS felt that the publicity surrounding ERS was lacking,
and that in order to attract more people to it, it should be more widely promoted. Some of them
put forward suggestions which they believed would help reach riders like themselves, including
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motorcycling journalists completing ERS and producing articles, improving the aesthetics of the
leaflets and the quality of the information contained within, and ensuring that the right image of the
course was conveyed, to combat inaccurate perceptions of the scheme by the motorcycling
community.
Trainers were generally optimistic that skilfully deployed marketing strategies could increase the
presence of ERS and thus improve take‐up rates. Suggestions included offering dealership packages,
marketing through preferred insurers, and using partner agencies to recruit participants (Local
Authority road safety teams, fire service, police motorcyclists, etc.).
Approaches were suggested to help override the current image (or lack thereof) of the current ERS
brand. These included repackaging it as an “orientation class” for riders who have just bought a new
bike, produce marketing material in association with other road safety agencies which would appeal
to a broader demographic of riders, and recruiting celebrity riders to lend their support to the ERS.
It was frequently noted that currently the majority of riders who had been reached by the ERS
marketing were those who actively sought out post‐test training, and were therefore likely to be
among the safer riders already. The majority of the trainees felt that the key improvement they
gained from ERS was increased confidence, having sought out training due to nervousness and low
rider confidence. The major difficulty is in recruiting the riders with the highest risk, who may
benefit from post‐test training to the greatest extent, but this appears to be a universal difficulty
faced by all post‐test training schemes. It is clear that it would be necessary to employ a completely
different marketing and incentivisation approach from any currently used within post‐test training in
order to stand a chance of appealing to the higher‐risk groups.
Many trainers did not feel that the marketing of ERS allowed a clear structure to be conveyed to
potential participants, which was likely to put riders off seeking out further information, when
alternative schemes offered much more detail relating to structure, content, duration and price.
The small number of trainers who reported a reasonable take‐up all reported developing their own
marketing materials which outlined a clear structure for ERS. Typically these trainers were those
who had a background in other forms of post‐test training (as opposed to just providing CBT and
DAS) – they reported experience in police motorcycle training, IAM or RoSPA training, etc. It seems
that they were transferring the skills and experience they gathered elsewhere into the way they
structured and promoted their ERS provision – an approach which appeared to produce the best
results.

9.3 Incentives
The need for suitable incentives to encourage trainees to participate in ERS was mentioned
repeatedly by trainers and trainees alike. The trainers felt that finding the right incentives to appeal
to a wide range of motorcyclists was key to improving the take‐up of ERS, and most found the
current insurance discounts unsuitable. This was due to the fact that a lot of motorcyclists do not
pay particularly high insurance premiums anyway (primarily only young riders on powerful bikes pay
high enough rates to make a 5% or 10% reduction suitably attractive). Also a high proportion of the
trainees interviewed reported that they had experienced difficulties in getting their insurance
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companies to apply the discount once they had completed the ERS, even when they were with
companies that were ostensibly involved with the scheme.
Suggestions for alternative incentives focused around substantial discounts on bike kit, free ERS
taster sessions so that riders could make their own judgements about the scheme based on personal
experience, incorporating ERS into a broader riding event such as a “riding adventure trip” or a
combined road and track event, and more significant insurance reductions. Another interesting
suggestion related to developing a variant of ERS for CBT riders who could then get a kind of
“permanent CBT” as a result, which may encourage them to participate in the full ERS scheme if they
moved up to a full bike licence, and may also result in them recommending DSA‐backed voluntary
training to other riders, thus increasing the profile of ERS.
The most frequently and vigorously cited incentive for participants to complete ERS was to subsidise
the cost. Many trainers made a case for subsidising ERS places using public money on the basis of
society potentially making savings by reducing the costs relating to serious and fatal motorcycle
crashes. Regardless of the justifications produced, the trainee interview data confirms that financial
support for the scheme is critical to attracting participants, as the majority of the trainees
interviewed cited the subsidy as a key reason for taking part in the scheme. It is clear that
motorcyclists’ unwillingness to pay for post‐test training is compromising the success of the ERS.
The motorcyclists are unlikely to change on this point, especially in the current economic climate, so
it would be more reasonable to try to find a way to subsidise ERS places (as some of the Local
Authorities are already, and demonstrating much higher take‐up than average, i.e. Norfolk County
Council with Hugger’s Challenge).

9.4 ERS standards and consistency of training
There was much higher degree of variation than expected between participants’ views on where the
ERS should be located within the training continuum. This variation was seen among both trainers
and trainees.
Some trainees reported that they chose the ERS rather than alternative post‐test training schemes
because it was backed by the DSA and therefore they thought it would be more structured and offer
a higher standard of training given that it used only accredited professional trainers. Other trainees
viewed the Enhanced Rider Scheme as a step between obtaining a bike licence and moving on to
advanced riding schemes such as IAM and RoSPA.
Many of the trainers felt that the general perception of ERS was as a kind of “Pass Plus” initiative,
which did not have the “quality” or “advanced” image of other major post‐test training schemes.
Some reported that it was perceived to be almost an extension of the Direct Access Scheme,
encouraging riders to reduce the frequency of their technical mistakes rather than actually
developing their riding to a more advanced level. They felt that IAM and RoSPA had an advantage in
terms of reputation, cost, and the social inclusion offered by the “group” structure, plus quite a clear
outline of the elements covered by their schemes and the standards required.
A lack of understanding of the criteria that should be met to achieve each grade within the ERS
assessment framework was expressed by several of the trainers. They felt that insufficient support
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had been provided to help them ensure that participants were being assessed consistently by
different trainers, leading in turn to the scheme being devalued by some trainers issuing certificates
to sub‐standard riders. The analysis of the DSA database of assessment sheets records showed that
of the two areas of the country with the highest throughput of ERS participants (Norwich and
Leicester), proportionally fewer “A” ratings were awarded in Leicester than in Norwich, and the
proportion of “A” ratings in the country as a whole was higher than in either Leicester or Norwich.
This may indicate that either the ERS assessments in Leicester and Norwich are more stringent than
elsewhere, or the schemes in those areas are reaching more of the less‐skilled riders than average.
However, it is likely that these kinds of differences are to some extent attributable to variability in
marking standards.
There was also considerable variation in the length of time that trainers felt the ERS should last, with
some working on the basis of a 90 minute assessment, and others looking at multiple days’ training.
These differences influenced the expected costs of the scheme to a considerable extent, and
resulted in a high level of inconsistency between the quotes that trainers would provide to the same
prospective ERS participant. This in itself can discredit the scheme and encourage potential
participants to look elsewhere, as it gives the impression of a lack of standards and poor
management of the ERS brand. Several of the trainers noted the difficulty of combining a
standardised framework and pricing structure with maximising the flexibility of the scheme, and it
was widely noted that the key benefit of the ERS was its adaptability to meet requirements of the
individual rider. Whilst this flexibility is a strength of ERS over other schemes, it does make it more
difficult to ensure that all trainers work to established standards, and also to build a single clear
image of the level at which the scheme operates.

9.5 Attitude, behaviour and the ERS
On the whole, trainers reported a positive approach to the inclusion of an attitude and behaviour
element in post‐test training. Most of them displayed a strong belief that attitude had a significant
effect on rider safety, and felt that it should play a central role in the ERS. Several of the trainers
noted the prevalence of negative and maladaptive attitudes and behaviours among road users,
particularly in relation to aggression, speed and deliberate risk‐taking. A number of trainers referred
to effective training interventions they had experienced which included attitudinal and behavioural
elements, but a few felt that attitude and behaviour training should not be a formal or structured
element of the scheme. The trainers who were not in favour of formal attitude and behaviour
training reported that it should occur organically through the on‐road experience, as trainees will
model their approaches on the instructor’s attitudes and behaviours displayed throughout the
scheme. The rejection of a formal attitude and behaviour element appeared to be related to a
disregard for formal (especially classroom‐based) teaching in general, and to the perception that it
may be off‐putting to potential trainees.
Based on their experiences with the questionnaires pack used within this project (personality profile,
learning styles questionnaire, segmentation tool, and Biker Risk Profiler), the majority of trainers felt
that these instruments were quite accurate and useful. Some of them showed a far greater
appreciation than others of the benefits that this information could provide in informing their
training. Their views on the value of attitudinal and behavioural assessment and coaching were
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consistent with their reactions to the home‐study coaching course – some reported that it was very
interesting and useful, some stated that all trainers should be using those approaches already
anyway, while a few rejected the coaching approach in favour of traditional skills‐based training.

9.6 Matching trainees and trainers
The findings of this research showed that just one of the trainees interviewed had a negative ERS
experience, which he attributed to a mismatch with the trainer. This suggests that the majority of
participants did not experience such difficulties.
The questionnaire study showed that there was a high degree of similarity between the trainers and
trainees in two areas – firstly in terms of a tendency towards introversion, and secondly relating to
the distribution of riders across the segments defined in Christmas et al. PPR442 (over‐
representation of Performance Hobbyist, Riding Hobbyist and Riding Disciple types and major under‐
representation of Look‐at‐me Enthusiast and Car Aspirant types).
The data indicated that there were some key differences, some of which were demographic –
trainers tended to be older than trainees, and there was a disproportionate number of female
trainees in this study relative to the proportion of female trainers, and, indeed, the proportion of
female motorcyclists. The other differences related to one of the personality factors and the BRP
profiles – trainers were more inclined to be Sensors than Intuitives, and trainers’ BRP profiles
displayed stability and confidence with low thrill seeking, while trainees were nervous with high thrill
seeking. None of these differences are unexpected – it could be rationally assumed that RPMT
trainers would tend to be older, having accumulated a large amount of riding experience and
training experience before offering the ERS. Motorcycle training is a male dominated industry, but
given the apparent tendency of ERS to attract the more cautious riders, this may explain why the
proportion of female participants is elevated as research has repeatedly shown that females are less
prone to overconfidence in the road user context than males. The stable, confident profile of
trainers is consistent with expectations, as is the nervousness of the trainees, and the presence of
the thrill seeking element which has been cited as a key factor in attracting new riders to
motorcycling.
These findings show that some segments (Look‐at‐me Enthusiasts and Car Aspirants) are not being
attracted to ERS at all, either as trainers or trainees. If the marketing of ERS was maximised and
began to reach these groups, there may be an issue with a lack of consistency between trainer types
and trainee types. Currently, trainers and trainees appear to fall, for the most part, into a few core
types, and display profiles consistent with trainer and trainee expectations. Those on the fringes,
who are more likely to experience discord and friction with riders who fit the more “conventional”
training‐involvement profiles, are not currently participating in ERS. If they did, would trainers have
the skills and the flexibility to adapt to their requirements, rather than judging them or trying to
change the essence of their approach to motorcycling rather than merely aiming to help them adjust
to a safer riding framework? It has been suggested in this report that Look‐at‐me Enthusiasts may
be alienated by the affiliation between the training community and other groups which reject their
ethos. It is possible that some trainers may find it difficult to adapt to coaching these sub‐groups in
a way that works for them. This assertion is borne out by the unwillingness of some trainers to open
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up to a coaching‐based approach rather than an instructional approach. Given that coaching
facilitates change from within the trainee, it is an approach that should be more widely applicable in
a context such as motorcycling, which incorporates such variation in the belief systems and
approaches of its members.

9.7 The role of the DSA in improving ERS
A number of trainers reported that the DSA had not maximised their relationship with the RPMT
members, which had stilted trainers’ ability to input practical feedback to inform the development
of training schemes and changes to rider assessment. The majority of the suggestions relating to
increasing take‐up of ERS surrounded marketing strategies, which the trainers felt must be
generated centrally by the DSA so that potential trainees did not suspect trainers of profiteering
from them by over‐representing their training needs.
Trainers felt that a much more prominent online central ERS presence would be beneficial, especially
if it involved a more up‐to‐date image and greater detail about the scheme and its benefits,
structure and execution. This is interesting given the limited online presence offered by the
trainees, and suggests that they feel that the DSA would be more successful at promoting the
scheme centrally than they would be doing it themselves on a local basis.
Some of the trainers also reported that the DSA had not maintained efforts to ensure the support of
the motorcycling press. They believed that the DSA would be able to attract motorcycling journalists
to participate in ERS, and to write advertorial promoting it, thus maximising opportunities to build a
positive image of ERS and attract more participants.
From a research perspective, it was surprising how little data the DSA appeared to hold relating to
the ERS. During this project, requests were made for any data that may be helpful in these studies
(anonymised sufficiently to comply with Data Protection), for example pre‐scheme assessment
sheets, end‐of‐scheme assessment sheets, demographic information about participants,
demographic information about trainers, geographical location of participants, and throughput of
each RPMT member. The only data available related to end‐of‐scheme assessment sheets. Very
little demographic information was contained within the database, which restricted the scope of the
analysis in terms of between‐groups analysis. By the final month of the project, a rough geographical
location was available for approximately half the participants. It seemed unlikely that the database
reflected every participant that had completed the ERS, as there were only 1024 entries.
Undoubtedly it could be helpful for the DSA to improve the recording of this data as ongoing analysis
and monitoring is critical to maintaining awareness of the strengths and limitations of the scheme,
identifying any anomalies in the scoring pattern between trainers which may require investigation,
and planning the most appropriate directions in which to steer marketing, trainer support, or
capacity expansion.

9.8 The role of Local Authorities in the ERS
The trainer interviews indicated that in some areas the Local Authorities were backing the ERS in
terms of promotion and in some cases even subsidy, while in other areas they were supporting
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alternative post‐test training schemes. Many of the trainees reported that they had participated in
ERS due to Local Authority subsidy being in place. The assessment sheet analysis showed that a very
high proportion of participants were from the areas with Local Authority backing (such as Norwich).
These findings indicated that Local Authority support is perhaps the most significant factor in the
success or failure of the ERS in any area.
A number of Local Authority Road Safety Officers were asked about their approaches to the ERS.
Those who did not support the ERS cited cost as a key reason not to support the scheme – costs
were perceived as high, often vague, and less obvious value for money than some other post‐test
training options. Also mentioned was the image of the scheme, in relation to the other options, and
the attitudes to it displayed by the RPMT trainers. The RSOs also felt that the central marketing
lacked impact, failing to highlight the flexibility of the ERS to deal with the idiosyncrasies of each
individual rider. One RSO reported concerns about whether the RPMT trainers in the area could
cope with the demand that may be generated by Local Authority backing. This suggests a vicious
circle – trainers are put off by low demand, but Local Authorities will not promote the ERS when
there is a perceived lack of capacity.
The Local Authorities that were supporting the ERS also mentioned the cost as a key factor in the
success or failure of the scheme, and highlighted the importance of subsidy in attracting
participants. They also noted the role that the image of ERS (and of post‐test training in general)
played in encouraging or discouraging participation, and that trainers were often negative or
disparaging about ERS, which affects others’ perception of the scheme. The image of ERS as
independent rather than as part of a club or ongoing training scheme was mentioned as a benefit in
attracting “fringe” riders.
The DSAs approach to the central marketing and development of the ERS brand has been criticised
by Local Authorities supporting the scheme. Those who are doing well with ERS tend to have
developed their own marketing vehicles and materials (i.e. Hugger, Max Rider, etc.) which reach the
riders community on a local basis and provide more structured information about costs, duration
and aims of the scheme. These Local Authorities did note that the marketing should not take full
responsibility for the difficulties attracting participants, as the attitudes of the riding population
played just as big a part.

9.9 Conclusions
The overall conclusion to this piece of research is that the ERS has the potential to be a very
successful scheme, which is reflected in the trainers’ views and the experiences of the trainees.
However, currently the ERS has no identity and the majority of people are unable to define what it
actually is, which makes it very difficult to market appropriately and indeed to persuade people to
buy‐in to. There is a large degree of variability in views on what the ERS is, what it should be, and
what approach it should take to post‐test training. Whilst its strength lies to a large extent in its
flexibility and adaptability to meet the needs of the individual, it urgently requires some level of
structure and clarification in order to register in the consciousness of the motorcycling community as
anything more than the floppy, undefined failure that it is currently widely perceived to be. The
RPMT are keen to promote the ERS and take action to improve take‐up, but given that their
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expertise lies in training delivery rather than brand development and product promotion, they
require the expert leadership, support and guidance of the DSA.

10. Recommendations
On the basis of the research outcomes, a number of recommendations are outlined below which
may assist in ultimately improving the take‐up of the Enhanced Rider Scheme.


Clearly demonstrate the DSA’s dedication to ERS promotion, in order to reinvigorate
trainers’ enthusiasm and make the industry and the motorcycling community pay attention



Support trainers in their active attempts to promote the ERS – for example lend support to
trainers’ requests for journalist participation, and funding if possible



Facilitate high‐level links with partner organisations, i.e. Police Service (via ACPO), Local
Authorities (via RSGB), Fire Service, etc.



Clarify the structure of the ERS in marketing materials, whilst highlighting the potential for
flexibility.



Emphasise the tailoring of the scheme to meet the needs of different rider types – promote
a coaching‐based approach rather than a riding‐school approach



Revisit the incentives offered – chase insurance partners to ensure that staff are trained and
discounts are offered. Set a minimum discount, both in terms of a proportion and an
absolute figure



Investigate alternative or additional incentives, for example kit discounts, integration with
other forms of training or motorcycling holidays, etc.



Consider developing an ERS variant for non‐full‐licence holders, in order to catch riders at an
early stage, and maximise public awareness of DSA‐backed voluntary training



Attempt to identify ways of establishing broad‐scale subsidy for the ERS



Officially position the ERS firmly within the training continuum



Clarify the assessment sheet grading system for all trainers, with more detail and the
opportunity to attend a workshop or receive further support for any trainer who still feels
unsure of the assessment criteria



Monitor assessment sheet scores to identify trends between trainers and regions.
Investigate any notable differences, in order to identify training needs or other contributory
factors, and ensure appropriate ERS provision on a national basis
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Use the most successful RPMT members as “champions” to lead other trainers. Those with
a non‐ATB background typically appear to be achieving the highest take‐up, and could
support the development of others to integrate more effective measures into their
promotion and training



Encourage self‐awareness among trainers, and promote the importance of maintaining
awareness of the effects of personality, learning style, and approach to riding in developing
rapport between trainer and trainee



Create a suite of ERS variants, each of which promotes an image designed to appeal to a
different sub‐group of riders, in order to target individual groups more effectively. The
primary difference would lie in the marketing materials rather than in any key structural
differences



Increase trainers’ awareness of the challenges of dealing with a Look‐at‐Me Enthusiast in the
post‐test training environment, and encourage the application of a non‐judgemental
coaching‐based approach, rather than an instructional approach



Make trainers aware of the Biker Risk Profiler as a tool to assist them in developing rider
coaching plans



Aim to maximise the number of female RPMT members. A disproportionately high number
of ERS trainees/participants are female and people are more receptive to others who they
perceive to be “similar” to them



Ensuring that ERS training is readily available in areas of low population density may attract
a broader demographic of participants as more people may ride for practicality rather than
for interest



Improve the quality and quantity of data recorded by the DSA in relation to each ERS
completed



Take steps to improve relations with the Local Authorities, and ensure that even if they are
not willing to actively support the ERS, they are not acting in competition with RPMT
members



Improve the quality of the ERS certificate – it is often unfavourably compared to the IAM
certificate and it has been accused of devaluing the scheme



Consider either including a track element in ERS or affiliating with track‐training providers, as
riders are motivated to pay for track time and it may attract additional rider groups
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Either integrate or offer additional bolt‐on training such as pillion training, carrying luggage,
motorway riding, optimal parking, overtaking, filtering, advanced hazard perception, and
counter‐steering
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Appendix 1

RPMT trainers – outline interview schedule
What do you think about ERS?
How does it fit with IAM and RoSPA?
Do enough people know about it? If not, how can we reach them?
How could we make more people interested in ERS?
What could be done to improve ERS and/or support trainers in delivering it?
What role should “attitude and behaviour” coaching play in post‐test training?

ERS trainees ‐ outline interview schedule
How did you find out about ERS?
What attracted you to ERS rather than one of the other post‐test training programmes?

Would you recommend ERS to someone else?

What improvements did you make to your riding during ERS?

How do you think we could make ERS appeal to more people?

Is there anything you would change about ERS to make it better?

Anything else to add?
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Local Authority Road Safety Officers – outline interview schedule
How much do you know about the Enhanced Rider Scheme?
What is your opinion of the scheme?
Where does the Enhanced Rider Scheme fit within post‐test motorcycle training (i.e. IAM, RoSPA ,
independent training)?
Should Local Authorities play a role in promoting the Enhanced Rider Scheme?
 If so, how can they do this most effectively?


If not, whose responsibility is it?


In your area, are you in regular contact with the RPMT trainers?
Do you feel that the trainers do enough to promote the Enhanced Rider Scheme?
Could the DSA do anything further to facilitate or improve the promotion of the Enhanced Rider
Scheme?
Do you have any comments or suggestions relating to the Enhanced Rider Scheme that may be
useful for our research?

DSA representatives – Outline interview schedule
Where do you see the ERS scheme positioned within post‐test training? (i.e. pass plus for bikes, IAM
levels, RoSPA gold/silver/bronze). Who is the main target audience?
How do you think that the scheme could be made to appeal to more motorcyclists?
What steps have been taken to allow a rider to be confident that they would get the same level of
training when taking ERS with one RPMT trainer as with another?
Obviously there is a trade‐off between maximising flexibility and improving the clarity of the
structure – to what extent do you think the ambiguity of the scheme (in terms of content, level and
price) discourages potential participants?
How do you think the ERS is perceived by the training industry? (If this is a negative response, what
could be done to improve that?)
Within the DSA, who has ultimate responsibility for the Enhanced Rider Scheme?
Is improving the ERS an active concern of the DSA, or is it likely to be superseded by a new Learning
to Ride model?
Is there anything you can add that may be helpful in contextualising this research?
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Appendix 2

Section A – About you
1. Please give your name: _______________________________
2. Please state your age: ________
3. Are you: Male

Female

4. What is your involvement in the Enhanced Rider Scheme?
RPMT Trainer
ERS Participant
Other (please Specify)

_________________________________

5. Which route to your licence did you take?
CBT and Direct Access

Star Rider

Straight to full test

Modern 125cc test

CBT only

Other (please specify)
____________________

6. How many motorbike accidents have you had in the last 3 years? ______
7. Please estimate your total annual mileage (on a bike) by placing a tick next
to the corresponding mileage.
Less than 2,000 miles
2 – 5,000 miles
5 – 10,000 miles
10 – 20,000 miles
20 – 30,000 miles
Over 30,000 miles

_____
_____
_____
_____
_____
_____

8. Please indicate the number of current points on your driving licence
None

1–3

4–6

More than 6

9. How long have you held a bike licence?
Less than 2 years
16 – 20 years

2 – 5 years
21 – 25 years

6 – 10 years
26 – 30 years
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11 – 15 years
Over 30 years

10. Have you had any formal assessment since obtaining your bike licence?
No
Yes, BikeSafe or other police-assessed ride
Yes, IAM or RoSPA assessment
Yes, other (please specify) __________________________________________
11. Have you had any additional rider training since obtaining your bike
licence?
No
Yes (please specify) ________________________________________________
12. Have you had any prolonged periods during which you haven’t ridden,
since you obtained your licence (more than 2 years without riding)?
Yes

No

13. Do you ride all year round?
Yes

No

14. Do you ride for business/commuting, or just for pleasure?
Business/commuting
Pleasure
Both
15. Do you wear full protective clothing when riding (i.e. safety helmet,
protective bike jacket, gloves, protective trousers, motorcycle boots)?
Always wear full kit when riding
Not always everything for short distances
I don’t wear full protective clothing
Please add any comments about your kit choices here:
___________________________________________________________________
________
Thank you. Please move on to Section B.
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Section B – Your riding
Please answer the following questions on the basis of your usual or typical feelings about
driving. Please circle the number which corresponds to the extent to which you agree or
disagree with the statement.
Not at all

Very much

1. Other road users are the biggest risk I face when riding

1 2 3 4 5 6 7 8 9 10

2. I usually make an effort to look for potential
hazards when riding?

1 2 3 4 5 6 7 8 9 10

3. Truck drivers generally treat motorcyclists better than
car drivers

1 2 3 4 5 6 7 8 9 10

4. I always keep an eye on parked cars in case somebody
gets out of them, or there are pedestrians behind them

1 2 3 4 5 6 7 8 9 10

5. Bad road surfaces put me at high risk of coming
off the bike

1 2 3 4 5 6 7 8 9 10

6. Distractions on the road can affect my concentration

1 2 3 4 5 6 7 8 9 10

7. I can influence the behaviour of other road users by
adjusting your riding style

1 2 3 4 5 6 7 8 9 10

8. I get a thrill out of riding fast

1 2 3 4 5 6 7 8 9 10

9. My concentration sometimes lapses when I am riding

1 2 3 4 5 6 7 8 9 10

10. Young drivers have the least awareness of bikes

1 2 3 4 5 6 7 8 9 10

11. Older drivers are very unaware of me when I
am riding a bike

1 2 3 4 5 6 7 8 9 10

12. It is OK to use riding to get a buzz, as long as you
do it on the safer parts of the road network

1 2 3 4 5 6 7 8 9 10

13. I enjoy the sensation of accelerating rapidly

1 2 3 4 5 6 7 8 9 10

14. I carry out controlled thrill-seeking on the bike

1 2 3 4 5 6 7 8 9 10

15. It worries me to ride in bad weather?

1 2 3 4 5 6 7 8 9 10

16. I get a thrill from accelerating hard on the bike

1 2 3 4 5 6 7 8 9 10

17. I am disturbed by thoughts of having an accident or the
bike breaking down

1 2 3 4 5 6 7 8 9 10

18. Hazard monitoring skills develop with age and
experience

1 2 3 4 5 6 7 8 9 10

19. If I make a minor mistake when riding, I feel it’s
something I should be concerned about

1 2 3 4 5 6 7 8 9 10
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20. I always stop regularly when riding long distances

1 2 3 4 5 6 7 8 9 10

21. Think about how you feel when you have to ride for several hours, with few or no
breaks. How do your feelings change during the course of the ride?

Maintain speed
of reaction

1 2 3 4 5 6 7 8 9 10

Reactions to other traffic
become increasingly slow

Maintain attention
to road signs

1 2 3 4 5 6 7 8 9 10

Become increasingly inattentive
to road signs

Normal vision

1 2 3 4 5 6 7 8 9 10

Your vision becomes less clear

Section C – Coping with stressful riding
These questions are concerned with how you usually deal with riding when it is difficult,
stressful or upsetting. Think of those occasions during the last year when riding was
particularly stressful. Perhaps you nearly had an accident, or you had to ride for a long time
in poor visibility and heavy traffic. Use your experiences during the last year to indicate how
much you usually engage in the following activities when riding is difficult, stressful or
upsetting, by circling one of the numbers.
Not at all

Very much

1. Went on as if nothing had happened

0

1

2

3

4

5

2. Made a special effort to look out for hazards

0

1

2

3

4

5

3. I deal with stressful riding conditions by
concentrating on getting through it safely

0

1

2

3

4

5

4. Concentrated hard on what I had to do next

0

1

2

3

4

5

5. Refused to believe than anything unpleasant
had happened

0

1

2

3

4

5

6. Blamed myself for getting too emotional or upset

0

1

2

3

4

5

7. If someone nearly knocks me off, I might shout at
them under my helmet or gesture at them

0

1

2

3

4

5

8. Worried about what I was going to do next

0

1

2

3

4

5

9. Showed other road users what I thought of them

0

1

2

3

4

5

10. Worried about my shortcomings as a rider

0

1

2

3

4

5

11. Told myself there wasn’t really any problem

0

1

2

3

4

5
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12. Swore at other road users (aloud or silently)

0

1

2

3

4

5

BRRI Section D – Your approach to the road
Please indicate the extent to which the following statements are true for you.
Not at all true

Very true

1. I never regret my decisions in traffic

0

1

2

3

4

5

6

2. I am always sure how to act in
traffic situations

0

1

2

3

4

5

6

3. I always remain calm and rational in traffic

0

1

2

3

4

5

6

Thank you for completing the Biker Risk Profiler
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Segmentation tool
This questionnaire is part of the Enhanced Rider Scheme Evaluation project, funded by the
Department for Transport. This questionnaire should take about 10 minutes to complete.
We look forward to receiving your responses and we thank you for your time.
Please give your name ________________________________________

Please read the following paragraphs and indicate which of these people sounds most like you. If
there are two which sound equally appropriate, please indicate both.

Alex loves a chance to push himself ‐ going faster, beating someone else, pulling off tricks! He
always looks cool on his bike and loves not knowing what will happen next when he’s riding it.

It’s all about performance and power for Duncan. He loves his bike; he really enjoys enhancing his
skills and hanging out with other bikers. He rides all year round and knows about the risks but says
he can live with them – actually they make biking even better for him.

Andy loves the feeling of riding a bike: the sounds & smells, the scenery, balancing the bike,
accelerating and speed. He’s not particularly fussed about the social side of biking though, it’s more
of a hobby than his whole life.

Pete is really passionate about bikes and would love a classic or custom bike (if he hasn’t already got
one!) He’s ridden for ages, enjoys hanging out with his biker mates and rides all year round for fun.
He’s a pretty safe rider and just loves biking: the wind rushing past and feeling at one with his bike.

Tim loves the feeling of riding a bike: the wind rushing past, the exhilaration and feeling at one with
the machine. He doesn’t have a great need to go fast. He rides mainly for pleasure and in the
summer. He likes to look the part and enjoys the social aspects and feeling of camaraderie.

Chris rides a bike, moped or scooter because it’s just so much better and cheaper than a car: no
traffic jams, parking tickets etc. And of course there’s just no comparison with using public
transport! He rides his bike mainly to get to work but sometimes escapes on it at the weekend just
for fun.

Ryan rides a bike, moped or scooter mainly because it’s cheaper than a car or because he hasn’t
passed his driving test yet. He’d really prefer to have a car and will get one as soon as he can.
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Personality profiler
Where is your energy naturally directed?
Extraverts' energy is directed primarily outward, towards people and things outside of themselves.
Introverts' energy is primarily directed inward, towards their own thoughts, perceptions, and
reactions. Therefore, Extraverts tend to be more naturally active, expressive, social, and interested
in many things, whereas Introverts tend to be more reserved, private, cautious, and interested in
fewer interactions, but with greater depth and focus.
Extraverts often:




Have high energy
Talk more than listen
Think out loud





Like to be around people a lot
Prefer to do lots of things at once
Are outgoing & enthusiastic





Feel comfortable being alone
Prefer to focus on one thing at a time
Are self‐contained and reserved

Introverts often:




Have quiet energy
Listen more than talk
Think quietly inside their heads

Which applies the most to you?

Extravert

Introvert

What kind of information do you naturally notice and remember?
Sensors notice the facts, details, and realities of the world around them whereas Intuitives are more
interested in connections and relationships between facts as well as the meaning, or possibilities of
the information. Sensors tend to be practical and literal people, who trust past experience and often
have good common sense. Intuitives tend to be imaginative, theoretical people who trust their
hunches and pride themselves on their creativity.
Sensors often:




Focus on details & specifics
Admire practical solutions
Notice details & remember facts





Are pragmatic and practical
Trust actual experience
Like step‐by‐step instructions





Are inventive ‐ see what could be
Trust their instincts
Like to figure things out for themselves

Intuitives often:




Focus on the big picture & possibilities
Admire creative ideas
Notice anything new or different

Which applies the most to you?

Sensor
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Intuitive

How do you decide or come to conclusions?
Thinkers make decisions based primarily on objective and impersonal criteria – what makes the most
sense and what is logical. Feelers make decisions based primarily on their personal values and how
they feel about the choices. So, Thinkers tend to be cool and analytical, while Feelers tend to be
more sensitive and empathetic.
Thinkers often:




Make decisions objectively
Appear cool and reserved
Are honest and direct





Are good at seeing flaws
Are motivated by achievement
Argue or debate issues for fun





Are quick to compliment others
Are motivated by appreciation
Avoid arguments and conflicts

Feelers often:




Decide based on their values & feelings
Appear warm and friendly
Are diplomatic and tactful

Which applies the most to you?

Thinker

Feeler

What kind of environment makes you the most comfortable?
Judgers prefer a structured, ordered, and fairly predictable environment, where they can make
decisions and have things settled. Perceivers prefer to experience as much of the world as possible,
so they like to keep their options open and are most comfortable adapting. So, Judgers tend to be
organized and productive while Perceivers tend to be flexible, curious, and nonconforming.
Judgers often:




Like things to be firmly organised
Pay attention to time and promptness
Like finishing a project more than starting





See the need for most rules
Like to make & stick with plans
Find comfort in schedules





Like to keep plans flexible
Want the freedom to be spontaneous
Question the need for many rules

Perceivers often:




Like to keep options open
Are less aware of time and may run late
Like starting a project more than finishing

Which applies the most to you?

Judger
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Perceiver

Honey and Mumford
Learning Styles Questionnaire
This questionnaire is designed to find out your preferred learning styles. Over the years you have
probably developed learning ‘habits’ that help you benefit more from some experiences than from
others. This questionnaire should take about ten minutes to complete and score. The accuracy of
the results depends on how honest you can be. There are no right or wrong answers. If you agree
more than you disagree with a statement put a tick by it.

1

I have strong beliefs about what is right and wrong, good and bad

2

I often act without considering the possible consequences

3

I tend to solve problems using a step-by-step approach

4

I believe that formal procedures and policies restrict people

5

I have a reputation for saying what I think, simply and directly

6

I often find that actions based on feelings are as sound as those based on
careful thought and analysis

7

I like the sort of work where I have time for thorough preparation and
implementation

8

I regularly question people about their basic assumptions

9

What matters most is whether something works in practice

10

I actively seek out new experiences

11

When I hear about a new idea or approach I immediately start working out
how to apply it in practice

12

I am keen on self discipline such as watching my diet, taking regular
exercise, sticking to a fixed routine etc.

13

I take pride in doing a thorough job

14

I get on best with logical, analytical people and less well with spontaneous,
‘irrational’ people

15

I take care over the interpretation of data available to me and avoid jumping
to conclusions

16

I like to reach a decision carefully after weighing up many alternatives

17

I’m attracted more to novel, unusual ideas than to practical ones

18

I don’t like disorganised things and prefer to fit things into a coherent pattern

19

I accept and stick to laid down procedures and policies so long as I regard
them as an efficient way of getting the job done

20

I like to relate my actions to a general principle

21

In discussions I like to get straight to the point

22

I tend to have distant, rather formal relationships with people at work

23

I thrive on the challenge of tackling something new and different

24

I enjoy fun-loving, spontaneous people

25

I pay meticulous attention to detail before coming to a conclusion

26

I find it difficult to produce ideas on impulse

27

I believe on coming to the point immediately

28

I am careful not to jump to conclusions too quickly

29

I prefer to have as many sources of information as possible – the more data to
think over the better

30

Flippant people who don’t take things seriously enough usually irritate me

31

I listen to other people’s points of view before putting my own forward

32

I tend to be open about how I’m feeling

33

In discussions I enjoy watching the manoeuvrings of the other participants

34

I prefer to respond to events on a spontaneous, flexible basis rather than plan
things out in advance

35

I tend to be attracted to techniques such as network analysis, flow charts,
branching programmes, contingency planning etc.

36

It worries me if I have to rush out a piece of work to meet a tight deadline

37

I tend to judge people’s ideas on their practical merits

38

Quiet, thoughtful people tend to make me feel uneasy

39

I often get irritated by people who want to rush things

40

It is more important to enjoy the present moment than to think about the past
or future

41

I think that decisions based on a thorough analysis of all the information are
sounder than those based on intuition

42

I tend to be a perfectionist

43

In discussions I usually produce lots of spontaneous ideas

44

In meetings I put forward practical, realistic ideas

45

More often than not, rules are there to be broken

46

I prefer to stand back from a situation and consider all the perspectives

47

I can often see inconsistencies and weaknesses in other people’s arguments

48

On balance I talk more than I listen

49

I can often see better, more practical ways to get things done

50

I think written reports should be short and to the point

51

I believe rational, logical thinking should win the day

132

52

I tend to discuss specific things with people rather than engaging in social
discussion

53

I like people who approach things realistically rather than theoretically

54

In discussions I get impatient with irrelevancies and digressions

55

If I have a report to write I tend to produce lots of drafts before settling on
the final version

56

I am keen to try things out to see if they work in practice

57

I am keen to reach answers via a logical approach

58

I enjoy being the one that talks a lot

59

In discussions I often find I am the realist, keeping people to the point and
avoiding wild speculations

60

I like to ponder many alternatives before making up my mind

61

In discussions with people I often find I am the most dispassionate and
objective

62

In discussions I’m more likely to adopt a ‘low profile’ than to take the lead
and do most of the talking

63

I like to be able to relate current actions to a longer term bigger picture

64

When things go wrong I am happy to shrug it off and ‘put it down to
experience’

65

I tend to reject wild, spontaneous ideas as being impractical

66

It’s best to think carefully before taking action

67

On balance I do the listening rather than the talking

68

I tend to be tough on people who find it difficult to adopt a logical approach

69

Most times I believe the end justifies the means

70

I don’t mind hurting people’s feelings so long as the job gets done

71

I find the formality of having specific objectives and plans stifling

72

I’m usually one of the people who puts life into a party

73

I do whatever is expedient to get the job done

74

I quickly get bored with methodical, detailed work

75

I am keen on exploring the basic assumptions, principles and theories
underpinning things and events

76

I’m always interested to find out what people think

77

I like meetings to be run on methodical lines, sticking to laid down agenda

78

I steer clear of subjective or ambiguous topics

79

I enjoy the drama and excitement of a crisis situation

133

80

People often find me insensitive to their feelings

Learning Preferences Score Key

You score one point for each item ticked. Note the ticks corresponding to each question in the
boxes below and add up the number of ticks in each column to calculate your total scores for
each style.
2
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1

5

4

13

3

9

6

15
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11

10
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25
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38

36

30

49

40

39

42

50

43

41

47

53

45

46

51

54

48

52

57

56

58

55

61

59

64

60

63

65

71

62

68

69

72

66

75

70

74

67

77

73

79

76

78

80

Total

Activist

Reflector
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Theorist

Pragmatist

Appendix 3 – Home-study coaching course
Part 1: Training and coaching – changing rider behaviour
1.1
1.2
1.3
1.4
1.5
1.6
1.7
1.8
1.9

What are we trying to achieve?
What’s the difference between training and coaching?
Rider training
What else is needed?
What else is needed?
Becoming a motorcyclist
Changing rider behaviour
The twin forces of motivation
Model of behavioural change

Part 2: The Biker Risk Profiler
2.1 What is psychometrics?
2.2 How the Biker Risk Profiler was developed
2.3 BRP Part 1 – Situational Risk
2.4 BRP Part 2 – Behavioural Risk
2.5 Riding Concerns
2.6 Safety‐Oriented Behaviour
2.7 Thrill Seeking
2.8 Interaction with Other Road Users
2.9 Fatigue
2.10 Concentration
2.11 Confrontation
2.12 Anxious Coping
2.13 Avoidance
2.14 Socially‐desirable responding

Part 3: Dealing with individual differences
3.1 How do you address risky attitudes and behaviours?
3.2 The Carrot and Stick Principle
3.3 Costs of risky riding
3.4 Why are some people so resistant?
3.5 Self‐assessment
3.6 Learning styles
3.7 Learning styles
3.8 Learning styles
3.9 Implications for training
3.10 How do you get appropriate fit?
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Part 4: Rider coaching
4.1 What is coaching?
4.2 Setting coaching goals
4.3 Evidence for training benefit
4.4 Developing rapport
4.5 The uniqueness of the individual
4.6 Communication skills
4.7 Important steps
4.8 Coaching plan
4.9 Example coaching goals

Part 1: Training and coaching – changing rider behaviour
1.1

What are we trying to achieve?

This course aims to introduce some psychological approaches to rider assessment and training that
may be useful in developing a coaching‐based approach, particularly in relation to post‐test training.
It will introduce the Biker Risk Profiler instrument, which provides an indication of a rider’s
attitudinal and behavioural risk areas, and explain how to use it to help structure and inform post‐
test training.
The course also aims to help you develop your coaching skills, and provides an outline framework
that you can use to structure your coaching sessions.

1.2

What’s the difference between training and coaching?

Essentially, rider training involves conveying knowledge and skills from the trainer to the trainee,
through an instruction‐based approach. Coaching is a more collaborative process involving two‐way
communication, trainee self‐assessment, and a focus on the attitude and behaviour side of rider
safety.
Rider coaching requires the trainee to take responsibility for their own learning, and to play an active
role in developing themselves as a safer rider, rather than being the passive recipient of training
material delivered to them.

1.3

Rider training

When you train riders it is likely that you cover a number of key areas, such as knowing the bike,
manoeuvring, Highway Code, appropriate use of speed, maintaining safety margins, riding in difficult
conditions, etc. These are examples of areas whereby you provide information to trainees, and help
them to develop their skills using an instructional approach.
136

The trouble is, whilst a lot of riders (and other road users) know what they should do on the road,
they don’t always behave in the way that they know is best for safety!

1.4

What else is needed?

In order to move beyond basic rider training and gain the benefits of using a rider coaching
approach, it is necessary to promote rider self‐awareness because the coaching approach relies on
the trainee playing an active role in their development and “taking ownership” of the process. Key
areas of self‐awareness which are fundamental to rider development include:


Why we ride in a certain way

This relates to the effects of rider personality, and the way that motorcyclists use their riding style to
make a statement about what sort of person they are. Personality has been shown to be a key
contributor to road user risk, as key personality traits are linked to risky behaviour on the road – for
example aggression, thrill seeking and anxiety. Personality traits can be amplified on the road, as
the relative anonymity of an on‐road situation lets people feel free to express themselves to a
greater extent than they would in any other situation. Some people even display personality
characteristics in their road user behaviour which are not apparent in their behaviour in other
situations.
A coaching approach would involve encouraging riders to be aware of the potential effects that their
personality traits have on their riding behaviour and interactions with other road users. It would
also focus on the way they use their riding to express themselves, and the coach would help them to
think about ways in which they do that. Once they had identified ways that they used their riding to
reflect their self‐identity, the coach would assist them in establishing the key risks they faced as a
result, and developing strategies to reduce those risks.


Lifestyle factors that affect riding

There are various lifestyle factors that can affect someone’s riding, for example:
‐ sleep patterns and work patterns can increase fatigue
‐ stress can lead to distraction and decrease the amount of attention dedicated to safe riding
‐ alcohol or drug use can affect judgement
‐ time pressure can lead to risk taking
‐ minimal “bike time” (such as fair‐weather biking) can compromise experience and allow skills
deficits to creep in
A coaching approach would encourage riders to be self‐aware about lifestyle factors that could
affect their safety on the bike, and to think about their own particular situation and identify any such
risks they may face. You can then help them to develop strategies to mitigate the risks they have
identified.
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Awareness of the influence of others

People exist within different forms of “society” most of the time – they are a part of British society,
at home they are part of a family, at work they are part of a workforce, and on the road they are
part of the traffic. Motorcyclists are a sub‐group within the traffic, so they constitute a social sub‐
group. Every form of society and every social sub‐group has influence over its members – the
country has laws, the family has informal rules and traditions, the workplace has both formal
regulations and “unwritten” rules, and the traffic environment has traffic law and a number of
customs shared and understood by the majority of road users. Some sub‐groups of road users, such
as motorcyclists or lorry drivers, have their own customs and expect certain behaviours from their
members. These customs and behavioural expectations are called Social Norms.
Some members of society are more amenable to adhering to formal rules than others, and some are
more susceptible to the pressure of Social Norms. Social Norms can have a positive or negative
influence on road user behaviour. For example, a Social Norm for lorry drivers may be that when
one driver sees another driver waiting to cross the traffic flow ahead of him, he will slow down and
signal to allow him to cross. This is politeness among lorry drivers, and is likely to help the traffic
flow as well. However, a social norm among young hot‐hatch drivers may be that when one sees
another at the front of a set of red traffic lights, when the lights change they will race one another to
accelerate away. This is likely to be detrimental to traffic safety due to a focus on the race rather
than hazard perception or maintenance of vehicle control.
Research has shown that there is a strong sense of “belonging” within the motorcycling community,
and within sub‐groups of motorcyclists (based on type of machine, nature of riding preferences,
etc.). It is therefore likely that there is a strong influence of Social Norms within these groups, and
that some of the influences (real or perceived) could be detrimental to rider safety. A coaching
approach would encourage riders to be aware of the Social Norms which may influence them, and to
develop approaches to allow them to deal with the pressures placed on them by the expectations of
their peer group.

1.5

Becoming a motorcyclist

When people embark upon the process of becoming a motorcyclist, they go through three key
stages:
Stage 1 – basic riding skills
The first steps of learning to ride require an instructional approach, whereby the trainer gives
knowledge and skills to the trainee. Along with practice, this allows the trainee to develop basic
machine control skills. This is the foundation for the higher two stages.
Stage 2 – interacting with other traffic
Once basic machine control has been achieved, the trainee learns to ride within the traffic
environment. In the early stages, this still requires a very instructional approach by the trainer,
which usually involves issuing commands over the radio which are followed (to a lesser or greater
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extent) by the trainee. However, at this point, it is possible to begin introducing some coaching
elements, by asking trainees to reflect on segments of road riding, to assess their strengths and
weaknesses, and to come up with ideas for ways they could improve their riding.
Stage 3 – using your riding to reflect who you are
When trainees have established control of the motorcycle and are competent within traffic, they
move on to the third stage of rider development – using their riding to reflect who they are as a
person, or in some cases, to reflect the person that they would like to be. This self‐presentation can
take a number of forms, as a “statement” is made by the type of bike ridden, the type of kit chosen,
etc. However the most safety‐critical means of rider self‐expression is on‐road behaviour. The
riding community has some shared views on appropriate and inappropriate rider attitudes and
behaviours, but some individuals exhibit particularly high‐risk attitudes to road riding, and display
behaviours which put themselves and other road users at risk. Identifying and adjusting riders’
unsafe attitudes and behaviours can provide a major benefit to motorcycle safety.

1.6

Changing rider behaviour

People’s behaviour on the road reflects their thoughts, feelings and emotions. These things are not
permanently fixed – they can be changed by addressing the beliefs underpinning them. Often,
people hold rather inaccurate beliefs about appropriate ways to behave on the road, typical
behaviour of other groups of road users (i.e. cyclists, van drivers, older drivers, etc.), and about
typical behaviour of their own road user group. This inaccuracy of belief is often due to common
misconceptions about road user behaviour. Many new motorcyclists have preconceptions about
what it means to “be a motorcyclist”, and more seasoned riders may be harbouring inappropriate
views about other road user groups based on a one‐off encounter or even second‐hand experience.
A coaching approach would encourage riders to identify any thoughts or views that may be affecting
their feelings and emotions relating to certain on‐road situations, assess the extent to which they
were appropriate and/or justified, and challenge the beliefs underpinning any inappropriate ones.

1.7

The twin forces of motivation

In general, people won’t change unless something makes them do it. In most cases, it is really quite
hard to motivate people to change their beliefs and behaviours, and it requires a two‐pronged
approach. The twin forces of motivation – pain and pleasure – can be successfully employed within
a coaching approach as tools to provoke people to change.
Pain is generally a stronger motivator for change than pleasure – people do more to avoid pain than
to get pleasure. “Pain” in this context doesn’t necessarily refer to physical pain, instead it is anything
negative or nasty which would make the rider uncomfortable, so this could be physical pain from
falling off, or damage to the bike, or upsetting family and friends, or rejection by their peers, etc.
Pleasure works well as a motivator alongside pain – this is known commonly as the “carrot and stick”
approach. The “carrot” of pleasure could include experiencing a thrill from riding, feelings of
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control, achievement at gaining a qualification or accreditation, or even just being aware of an
improvement in skills and safety. These are all feel‐good things, which can be used as incentives
alongside the “pain” deterrents.

1.8

Model of behavioural change

When people are not considering making a change to their behaviour (often because they are
unaware that they could benefit from changing), they are said to be in the Pre‐Contemplation stage.
Once they are aware that a change could be made, they move into the Contemplation stage. At this
point they are still not close to actually making a change, but they are aware of the possibility that it
is an option. The next stage is the Preparation stage, when they make the decision to change and
plan the way that they will do it. In the next stage, Action, they implement the change. Once the
change is made, they are in the Maintenance stage, during which they must ensure that they don’t
revert back to their original beliefs and behaviours.

Part 2: The Biker Risk Profiler
2.1

What is psychometrics?

Psychometrics is the measurement of people’s characteristics using scientifically‐developed
questionnaires. It generally is used to measure people’s ability or personality. A psychometric test
measures each person on a number of “factors”. A factor is a general characteristic (or skill set,
depending on the sort of test) which is measured by putting together the person’s responses to a
number of the questions.
When a psychometric test is being developed, the “typical” range of scores on each factor is
established, so that people can be rated against the “norm”. This allows the user (i.e. the trainer) to
identify whether a participant (the trainee) is higher or lower than average on each of the factors.
The Biker Risk Profiler was developed using psychometric principles, in order to help trainers achieve
insight into the attitudes and behaviours of each rider, which in turn could help target their training.

2.2

How the Biker Risk Profiler was developed

The Biker Risk Profiler (BRP) was based on the framework of established attitude and behaviour
measures which have been proven to be relevant to many different groups of road users. Research
on the measurement of road user behaviour has been carried out for the last 25 years, which has
produced a small number of very stable and well‐evidenced questionnaires. Elements of these
questionnaires were considered for inclusion in the BRP, and to test their relevance, a sample of
bikers completed them and their responses were analysed. This process allowed the researchers to
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identify which elements were most relevant to motorcycling, and select those for inclusion in the
BRP.
The next stage of development involved interviewing a range of motorcyclists to find out the
attitudinal and behavioural issues which were most prevalent, and the key risk areas that should be
targeted. These interviews were analysed and used in the development of new bike‐specific
questions for the assessment.
Once the new questions had been added to the ones identified as relevant from the previous
questionnaires, the first version of the BRP was created. This was completed by a large sample of
motorcyclists, and their responses were statistically analysed to confirm the factors measured by the
BRP, establish the “normal range” of scores for each factor, and identify any questions that were not
contributing to the assessment so they could be removed.
When that process was complete, the BRP was ready for use.

2.3

BRP Part 1 – Situational Risk

The Situational Risk section looks at risk due to “situational” variables, in other words the aspects of
a rider’s status or situation that may put them at risk. Situational variables include age, number of
years’ riding experience, annual mileage, advanced training, traffic offences, crash history, etc. This
is similar to the information gathered by insurance companies to calculate premiums.
In the BRP, Situational Risk contributes half of the Overall Risk Rating.

2.4

BRP Part 2 – Behavioural Risk

The Behavioural Risk section covers all the attitudes and behaviours measured by the questionnaire.
These are represented by 9 factors:
‐ Riding Concerns
‐ Safety‐Oriented Behaviour
‐ Thrill Seeking
‐ Interaction with Other Road Users
‐ Fatigue
‐ Confrontation
‐ Concentration
‐ Anxiety
‐ Avoidance
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These factors will be explained individually below. The Behavioural Risk section also includes a
measure of Socially Desirable Responding, to identify whether people have answered the questions
truthfully, or given what they think are the “right” answers.

2.5

Riding Concerns

This factor looks at the extent to which a rider worries that something bad will happen to them
when they are riding – this could be having a collision, the bike breaking down, having an altercation
with another road user, or anything that the rider perceives as something to be concerned about.
If a rider is experiencing high levels of worry about these sorts of things, it can lead to stress. The
stress takes up a chunk of their mental resources, leaving less mental processing capacity left to deal
with the riding task. This can increase risk as there is less capacity left for hazard perception,
consideration of the traffic situation and concentration. The worry acts as a distraction during
riding, which increases the rider’s risk.

2.6

Safety‐Oriented Behaviour

Safety‐consciousness varies between individuals, and this factor looks at the extent to which each
rider is likely to display safety‐oriented behaviours on the road. The more safety‐oriented a rider is,
the more likely they are to take active steps to minimising their risk, whereas those who are not
safety‐oriented are likely to be more prone to carelessness, deliberate risk‐taking and reckless
behaviour.

2.7

Thrill Seeking

A key factor that attracts many riders to motorcycling is the thrill associated with it. However, the
extent to which riders use motorcycling as a source of thrill seeking is associated with the tendency
to display risky behaviour on the road. Historically, high levels of thrill seeking among road users of
all kinds have been associated with speeding, other traffic offences, and crash involvement.

2.8

Interaction with Other Road Users

When bikers are asked about the greatest risks they face on the road, often the response is “Other
road users!” This factor looks at the way in which a rider views other road users, including issues
such as hostility to all or some groups of road users, disdain for poor driving skills, views on other
road users’ treatment of bikers, etc. Previous research has shown that road users who have a very
negative view of others tend to be more inclined to aggression and risk taking on the road.

2.9

Fatigue
142

This factor assesses the extent to which the rider experiences the effects of mental fatigue whilst
riding. Few riders report that they experience high levels of fatigue whilst riding, and the lack of
fatigue is usually attributed to several factors such as the rider being conscious of the importance of
alertness, the effects of being exposed to the elements, and the tendency not to ride for prolonged
periods in one go. However, most people are more aware of physical fatigue than mental fatigue,
and may not be fully aware of the detrimental effects that concentrating hard even for a relatively
short period of time may have on their performance. It is almost universally agreed among
motorcyclists that riding requires a high level of concentration, as it is necessary to “keep your wits
about you” at all times. This concentration drains mental resources and can have a significant
negative effect on riding performance and consequently on crash risk.

2.10

Concentration

When riding is challenging, people deal with it in different ways. The Concentration factor assesses
the extent to which a rider focuses harder on the riding task when it becomes difficult or stressful.
Increasing concentration in response to tricky situations can have a very positive effect, but failing to
do so is associated with crash risk in studies of other road users.

2.11

Confrontation

Some riders use conflict with other road users as a way of venting their frustration when riding
becomes difficult. This is associated with having a negative attitude towards other road users
(Interaction with Other Road Users factor), and in research on general road use, Confrontation is
associated with at‐fault crashes and travelling too close to the vehicle in front.

2.12

Anxious Coping

This factor looks at riders’ propensity to blame themselves when things don’t go according to plan
on the road. Being aware of making a mistake is a positive thing and facilitates rider development,
but being overly self‐critical when a problem occurs can lead to fixation and stress, which in turn has
a negative effect on the mental resources available to deal with actually riding. In general road user
research, Anxious Coping is linked to making mistakes, and to crash involvement.

2.13

Avoidance

Sometimes when riders encounter a problem or a stressful situation, they deal with it by ignoring it.
Whilst it is good not to dwell on things too much, completely disregarding a problem prevents the
process of self‐development. Some people use self‐distraction to take their mind off a stressful
situation, and if this technique is employed on‐road, it can lead to a significant reduction in
concentration on the riding task, and in turn to increased risk.
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2.14

Socially‐Desirable Responding

This factor acts as a marker to indicate the extent to which the participant has answered in a way
that gives the impression of being safer than they really are. Some people like to provide the “right”
answers rather than answer in a way that accurately reflects their riding, and there are mechanisms
in place in this assessment that highlight people with that tendency. When someone is high in
Socially‐Desirable Responding, it is necessary to clarify with them the reasons that they answered in
that way, and to explain to them that there are no “right” or “wrong” answers, and that the purpose
of the assessment is to help tailor their training specifically to their needs. Once that has been
clarified, the best course of action is to ask them to do it again.

Part 3: Dealing with individual differences
3.1

How do you address risky attitudes and behaviours?

People’s attitudes and behaviours are driven by their belief systems. These beliefs cover all aspects
of road use, including:









how they should ride
how their riding reflects on them
which riding practices are safe and unsafe
which attitudes are safe and unsafe
which elements of the Highway Code should be obeyed or disregarded
typical behaviours of other road users
the kinds of situations they are likely to encounter in different environments
etc.

The beliefs that people hold are not always logical, or substantiated with rational evidence. Often
they are heavily influenced by isolated incidents, or by third‐party reports of experiences on the
road. However, if you tell people their beliefs are wrong, they will react defensively and reject your
message, so it is necessary to approach the task of changing their beliefs without direct
confrontation.
Questioning people’s beliefs for accuracy and evidence will make them think about the reasons they
hold those beliefs, and this gives you the opportunity to highlight any inconsistency or irrationality in
their reasoning. Getting them to recognise that there may be some flaws in the reasons they hold
their beliefs is a great first step to helping them form new (and more rational) ones which will act as
a more appropriate foundation for their attitudes and behaviours.

3.2

The Carrot and Stick Principle

People need a combined approach involving positive and negative motivators:
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3.3

The carrot represents “good” things to reward them (such as post‐test riding qualifications,
insurance discounts, or other incentives)
The stick represents “bad” things that they will want to avoid.

Costs of risky riding

People will usually put more effort into avoiding something bad than they will into gaining
something good. It is therefore important to emphasis the negative consequences of risky riding –
both in terms of reinforcing the issues relating the obvious ones that they will be aware of, and
highlighting some of the less obvious ones that they may not have thought of.

3.4

Why are some people so resistant?

Some people are very set in their ways and will try very hard to avoid having to make any changes.
The most common reasons for this are:



Complacency – they don’t feel they need to change because so far they haven’t encountered
any serious problems so they can’t be doing anything wrong
Fear of change – they are worried that if they change it will have a negative effect, possibly
on the way they view themselves, or the way other people see them, or their comfort when
riding

Using a form of emotional blackmail is often required with resistant trainees, and is usually very
effective. If you can find out who their most “significant others” are, i.e. wife, husband, children,
parents, you can use them as leverage to stimulate change through questioning, for example:



3.5

How would [insert as appropriate] feel if you were involved in a serious collision? What
effect would it have on them if you were badly injured and couldn’t carry on as normal?
If [insert as appropriate] was on the back of someone else’s bike and they were riding with
that attitude, how would you feel about that?

Self‐assessment

It is difficult for people to analyse their own behaviour accurately because they cannot be objective
about it as they would be when analysing someone else. They have their own reasons for their
attitudes and behaviours, and can justify them subjectively, so it is much harder to identify anything
negative. This means that many people struggle when asked to identify strengths and weaknesses in
themselves.
A useful strategy to overcome this problem is to ask trainees to work together to analyse one
another. The process of identifying negative behaviours in someone else is much more
straightforward, as it can be done objectively, but it can often lead to self‐reflection as the trainees
realise that whilst they can see the problems in someone else, that person is having difficulty
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acknowledging those problems and identifying them as something that needs to be changed. When
they realise that they are in the same situation, it can help them to see things differently.

3.6

Learning styles

The term “Learning Styles” refers to the classification of people into one of four main categories
which describes their preferred approach to learning. These are:


Activists – these people have an “active” approach and like to try things out for themselves,
using trial‐and‐error as a learning tool



Reflectors – they take a “reflective” approach and like to gather all the information, watch
demonstrations and then consolidate their learning before trying something out themselves



Theorists – these are people who like to find out all the details about a process and the
“theory” behind it, by asking questions and investigating the topic thoroughly before having
a go



Pragmatists – they take a “pragmatic” approach which requires clear understanding of the
link between the theory and the practical side of things, which can be illustrated through
demonstrations and “dry runs”. They like to understand the practical benefits and
advantages of something before they try it for themselves

3.7

Implications for training

When you know someone’s learning style, it can help you to tailor their training in the most
appropriate way. Some key guidelines are:





3.8

Activists – give them plenty of hands‐on experience by letting them try things out for
themselves
Reflectors – provide plenty of demonstrations then let them reflect on what they’ve learnt
before trying it out for themselves
Theorists – use facts, descriptions and examples to help them understand things
Pragmatists – give them the relevant information and follow it up with demonstrations to
illustrate how it works in practice

How do you get appropriate fit?

You can maximise the “fit” between your teaching style and your trainees’ learning styles by making
sure that you follow a few simple steps:


Find out your trainees’ learning styles (some people have a tendency towards more than
one)
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Be aware of your own learning style, and the way that impacts upon your natural teaching
style
Think about how you need to adjust your teaching style with different trainees to
accommodate the differences in their preferred learning styles

Part 4: Rider coaching
4.1

What is coaching?

Coaching is the process of helping people to make changes to their beliefs, attitudes and behaviours.
There is a very fundamental difference between training and coaching:
 Training involves a one‐way information flow – the trainer provides information and advice
to the trainee, and the trainee receives it in a passive manner
 Coaching is a two‐way process whereby the trainer guides and assists the trainee, but the
trainee is responsible for their own development
The key functions of the trainer in the coaching process are to:


Increase trainees’ self‐awareness



Encourage good self‐esteem



Help trainees understand their attitudes, beliefs and behaviours



Provide strategies to help trainees change inappropriate attitudes, beliefs and behaviours

4.2

Setting coaching goals

It is important that the trainer helps the trainees to identify areas they can work on, in order to
provide focus for the coaching process. The trainer and trainee can work together to set “coaching
goals”, or targets for the trainee to work towards.


Identify behaviours which are inappropriate or risky (the Biker Risk Profiler output is useful
here)



Work together to identify the attitudes and beliefs which are responsible for the behaviour



Outline the broad goal relating to each behaviour, and then identify some smaller goals
(relating to each of the inappropriate attitudes and beliefs) which will act as steps towards
the broad goals
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Ensure that the trainee fully understands all the goals (broad and incremental), and why
they have been chosen, and that they agree with all of them. Ultimately they need to set
the objectives or it can easily revert to an instructional process rather than a coaching‐based
one

All the steps must be achievable, to improve self‐esteem and maintain motivation, but put together
they need to create a significant change in behaviour that can show a tangible safety benefit.

4.3

Evidence for training benefit

Coaching encourages people to change from within and to take ownership of their development,
which is a great motivator to implement and maintain an effective change. An instructional
approach works very well for learning information and new skills, but when trying to change
behaviour it has been shown that instruction isn’t effective because people become defensive and
reject the message. In coaching the trainer helps guide the trainee to make and implement their
own decisions, maximising buy‐in and eliminating the possibility of rejection. Research evidence has
repeatedly shown greater benefits from a coaching approach than an instruction approach in post‐
test road user development.

4.4

Developing rapport

In order to maximise the effectiveness of coaching, you need to develop a good rapport with the
trainee. They must have faith in you as someone who is there to help them to improve, without
being judgemental or critical. Think about what sort of person they are, as well as what sort of rider
they are. What are their priorities? Do you have any “common ground” that you can use to put
them at ease?
When developing rapport, it helps to show a broad interest in your trainee as a person rather than
just as a motorcycling trainee. This allows you to gain a better understanding of their motivations
and behaviours, as it gives you information about other areas of their lives which you can use within
your coaching if necessary. Listen carefully to them, as sometimes the little things they say or their
“throwaway” comments are the most revealing.

4.5

The uniqueness of the individual

Successful coaching very much depends on being able to adjust to the needs of each individual
person. You can use the information about people’s learning styles to guide your approach to
training them, and their Biker Risk Profile data to help you understand their attitudes and
behaviours. It also helps to think about their personality, and the effect that may have on the style
of interaction that will they prefer? Try to look at each person as an individual who has a certain
balance of different traits, rather than stereotyping people into types.
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In coaching, you can’t use a script as the process will be slightly different for everyone, but it is still
useful to have a broad template as a guide to areas that you want to cover with them, or key
questions that you want to ask.

4.6

Communication skills

In order to maximise the relationship that develops between you and the trainee during coaching,
you need to be aware of the verbal and non‐verbal communication taking place:

4.7



Listening and acknowledging – listening carefully allows you to gather information that will
guide you in tailoring your coaching to the trainee’s needs, and acknowledging what they’ve
said demonstrates that you are interested in what they are saying



Body language – be open and non‐threatening, and monitor their body language to see how
they are reacting to you



Eye contact – try to maintain eye contact to show that you are engaging with them
(although some people are inclined to avoid eye contact)



Mirroring – reflecting their body language, positioning or gestures helps make people feel
comfortable, i.e. if they sit back in their seat, you do the same, etc.



Enthusiasm – demonstrate your passion for helping them become a safer rider. Enthusiasm
often transfers from one person to another, so your enthusiasm can act as an important
motivator for them

Important steps

There are two very important elements to the coaching process:
 Getting trainees to question the potential costs and benefits of failing to change their
behaviour, and of changing it
 Providing appropriate feedback and guidance to help them make the right changes
Getting them to question the possible outcomes of changing or not changing helps them to
understand the nature of the problem, the need for change, and the benefits of change. This
motivates them to fully engage with the coaching process.
Providing good feedback and guidance helps them to develop in a manageable, targeted and
appropriate way. Always make sure you criticise their actions, not them as a person, and try to
begin and end with a positive. Encourage them to ask you questions, and to make a response to
your feedback.
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When you encounter resistant trainees who don’t want to acknowledge that a behavioural change
could benefit them, work with them gradually, trying different approaches. Often, using the
potential impact of a crash on their loved ones works in this case.

4.8

Coaching plan

Using a Coaching Plan provides a structure for the trainee’s development, and gives both of you a
record of their progress. It should include:


High risk situational and behavioural factors
This information is most easily extracted from the Biker Risk Profiler report, but if you have
not used the BRP with this trainee, it may be based on observations from an assessment, or
information the trainee has provided.



Trainee’s acceptance of the BRP report
This records the extent to which the trainee agreed with the risk that you outlined in the
previous section. This is a good indicator of whether they are likely to be a compliant or
resistant trainee.



Coaching goals linked to those factors
Each risk area should be addressed by some “goals” for the trainee to achieve over the
course of the coaching. There should be some “broad” ones that relate to a significant
general improvement, and some narrower ones which are achievable in a shorter space of
time, but build up to form the broader ones. This allows trainees to feel that they are
making continuous progress, which is good for motivation.



Examples of key questions (and trainee’s responses)
This is for your guidance in the first instance – you can identify the trainee’s risk areas in
advance, and identify some questions that you want to ask them to investigate the beliefs
underpinning these behaviours. When you go through the report with them, you can make
notes about their responses, which can be useful for later reference if you are looking for
the most effective ways to communicate a point to them.



Achieved outcomes
This section would be completed at the end of the coaching process, and would identify all
the coaching goals that were met, and any other benefits that had arisen from the process.



Trainee’s on‐going development plan
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This section would also be completed at the end of the coaching process, as it would show
any coaching goals that hadn’t been met during the process, and outline steps that the
trainee could take independently to move further towards them. It may also outline some
new goals for the trainee to work on in the future.

4.9

Example coaching goals

In the beginning, it can be difficult to think of appropriate coaching goals. Here are some examples
of coaching goals that could be used:










To avoid getting frustrated by other road users
To gain pleasure from being hazard aware rather than from speed
To be courteous to other road users
To move on from an error and learn from mistakes
To reduce anxiety about mistakes
To be especially vigilant at junctions
To be realistic about skills
To recognise limitations and the potential to be involved in a crash
To resist peer pressure to ride at risk

Remember – for every “broad” coaching goal, you need to identify the steps towards it. These will
be narrower coaching goals, which can be worked on one‐by‐one and realistically achieved within a
reasonable time frame.

151

Appendix 4 – Local Authority information request email

As part of the on‐going evaluation of the Enhanced Rider Scheme, we are now gathering data from
the Local Authorities. We are trying to make a comparison between this scheme and other post‐test
schemes that are being run, so we need to ascertain how many people have participated in each of
the schemes in each region. Is this information that you keep on record, and if so, would you be able
to send us a copy of this information?
We would like to gather information from the participants in the scheme with regards to finding out
how successful it is and making any necessary improvements. We are hoping to work in conjunction
with the local authorities to gather data from these participants on an individual basis.
If you are not the correct person to contact with regards to this information, then it would be
appreciated if you could let us know who we need to be dealing with.
If you have any queries or comments, please let me know either by email or on 01908 663275 or
07733 431920.
Regards,
Julie
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Appendix 5 – Local Authority call log

TBC

153

Appendix 6 – Trainer-sourced materials
Appendix 6.1 – marketing email flyer from City School of Motorcycling
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Appendix 6.2 – Full details of RideSafe Training’s 2 day course, including pre‐course questionnaire
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Appendix 6.3 – Accord Advanced Motorcycle Training/ERS pamphlet, and Hugger’s Challenge
leaflet included in information pack
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Appendix 6.4 – Views and suggestions of an RPMT trainer relating to expansion of coaching‐based
approaches to riding and development of rider training and assessment
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