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Abstract - Kurzfassung

Novice driver preparation — an international
comparison

Novice drivers are prepared for their participation
in motorised road traffic within the framework of
defined systems of preparatory measures. Viewed
internationally, these systems display significant
differences in terms of design; having developed
historically, they are characterised by country
specific economic, infrastructural, legal and cultural
circumstances.

For a comparative analysis, recourse to principles
of teaching and learning theory and to the apQ
proaches and research methodologies of comparall
tive politics permit the elaboration of a conceptual
framework for system description and analysis on
the basis of functionally distinguished forms of
teaching/learning and testing. The report presents
the systems of novice driver preparation in 44
countries, with descriptions building upon surveys
among experts from different relevant institutions
(ministries of transport, driving instructor associal
tions, test organisations), as well as literature and
Internet research. Alongside European countries,
with their traditionally strong focus on formal driv(]
ing school training, consideration is given also to a
selection of “graduated driver licensing” systems,
as to be found above all in Australia/Oceania and
North America. The latter are characterised by
provisions to ensure extensive practical driving
experience under low-risk conditions, by way of
accompanied driving (“supervised practice”) before
the commencement of solo driving, and with pro[
tective regulations applicable to novice drivers,
which serve to reduce risk exposure and to facililJ
tate further driving competence development dur(]
ing the initial phase of driving without supervision.

The results provide a detailed insight into the coun(]
try-specific implementations of novice driver prepal]
ration — consisting of formal driver training in driv(J
ing schools, informal teaching/learning forms such
as accompanied driving, and the driving licence
tests to be passed — as well as legal framework
conditions and quality assurance measures.
Against the background of evaluation findings on
road safety gains, the functionality of different sys(]
tem components and architectures is discussed.

Fahranfangervorbereitung im internationalen
Vergleich

Fahranfanger werden im Rahmen spezifischer,
international unterschiedlich ausgestalteter Maf3[]
nahmensysteme auf die motorisierte Verkehrsteil[
nahme vorbereitet. Diese Systeme sind historisch
gewachsen und von landerspezifischen 6konomiCl
schen, infrastrukturellen, rechtlichen und kulturel(’
len Gegebenheiten gepragt.

Fir eine vergleichende Systembetrachtung wurde
unter Ruckgriff auf forschungsmethodische Ansatl
ze der Vergleichenden Politikwissenschaft und
lehr-lerntheoretische Grundlagen ein begrifflicher
Rahmen erarbeitet, der eine Systembeschreibung
und -analyse anhand funktional unterscheidbarer
Lehr-Lernformen und Prifungsformen ermdglicht.
Im Bericht werden die Systeme der Fahranfanger(]
vorbereitung von 44 Landern dargestellt. Die Bell
schreibungen basieren auf Befragungen von Ex[J
perten verschiedener Institutionen (Verkehrsminil
sterien, Fahrlehrerverbande, Priiforganisationen)
sowie auf Literatur- und Internetrecherchen. Bei
der Landerauswahl wurden — neben europaischen
Landern mit einer traditionell stark ausgepragten
formalen Fahrschulausbildung — auch ,Graduated
Driver Licensing“-Systeme berlcksichtigt, die vor
allem in der englischsprachigen Welt in Ubersee
anzutreffen sind. Sie sind durch die Gewahrleis(]
tung eines umfangreichen Fahrerfahrungsaufbaus
unter niedrigen Risikobedingungen durch Begleite[!
tes Fahren (,supervised driving“) vor dem Beginn
des ,Selbststandigen Fahrens” und protektive
Sonderregelungen fir Fahranfanger beim weiteren
Fahrerfahrungsaufbau in der Anfangsphase des
Selbststandigen Fahrens gekennzeichnet.

Die Ergebnisse ermoglichen einen detaillierten
Einblick in die landerspezifische Ausgestaltung der
Fahranféangervorbereitung mit den Bestandteilen
der formalen Fahrausbildung in Fahrschulen, inT]
formeller Lehr-Lernformen wie das Begleitete Fah[
ren-lernen, zu absolvierender Fahrerlaubnispri(]
fungen sowie rechtlicher Rahmenbedingungen und
qualitatssichernder MaRnahmen. Vor dem Hinter[
grund von Evaluationsbefunden zur Sicherheits[]
wirksamkeit wird die Funktionalitdt von Systembel]
standteilen und -architekturen diskutiert.
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1 Starting point and objective

In 1995, the Federal Highway Research Institute
(Bundesanstalt fur Stralenwesen, BASt) published
the report “Driver training in Europe” (NEUMANND
OPITZ & HEINRICH, 1995), which presented the
results of a questionnaire-based expert survey
relating to the systems implemented for the train(J
ing and testing of novice drivers and for quality
control in the driving schools in 29 European coun]
tries.

Since the publication of this initial overview, the
national measures to prepare novice drivers for
their participation in motorised road traffic have
been developed further on repeated occasions.
Certain aspects of the content, for example the
attention paid to youth-specific risk factors or envill
ronmentally aware driving behaviour, have gained
in importance for novice driver preparation. The
constant technical advances in vehicle engineering
have similarly influenced the content focus. Com(J
puters and the Internet, as new learning media,
have contributed to a broadening of the possibiliJ]
ties for independent learning alongside driving
school instruction; in the majority of European
countries, the computer is in the meantime the
standard test medium for use in the theoretical
driving test. In a number of countries, the concept
of “accompanied driving” has become established
practice and significantly extends the period of
preparatory driving experience for novice drivers
by involving lay accompanists. Mention must also
be made of the two-phase systems of driver train(]
ing which have been introduced in some countries,
where the novice driver is required to attend an
advanced training course after obtaining a driving
licence and after commencing solo driving to im[]
prove his' attitudes to traffic safety. Changes in the
systems for the training and testing of novice driv(]
ers have been triggered by a series of European
research projects (e.g. GADGET, 1999; DAN,
2000; BASIC, 2003; SUPREME, 2007). Last but
not least, implementation of the EU directives on
driving licences has served to establish common
minimum standards in novice driver preparation.

The efforts to improve novice driver preparation
are supported by international exchanges between
the involved experts. Consequently, ideas for im[]
provement elaborated in the individual countries
are brought to worldwide attention. This has led to
a certain degree of convergence and assimilation

' Wherever gender-specific houns or pronouns are used, this
serves solely to maximise general legibility and is in all cases to
be understood to refer to persons of both genders.

between the different models of novice driver
preparation. In the so-called GDL systems
(“Graduated Driver Licensing”) which have become
common in North America and Australia/Oceania
since the 1990s, for example, an extended period
of preparatory driving practice under the supervill
sion of an experienced accompanist, and later solo
driving experience subject to protective regulations
and restrictions within the framework of graduated
access to full driver rights, are the basic compol]
nents of safety-oriented novice driver preparation.
With the various schemes for “accompanied driv(l
ing”, an essential element of the GDL systems has
also found its way into Europe. In the opposite
direction, there is indication that the European
debate on expansion of a formal, educationallzy
oriented system of driver training (GDE matrix®,
second phase of driver training) has also influlJ
enced the discussions on the further development
of novice driver preparation overseas.

The described developments have resulted in a
considerable diversity of conditions under which
novice drivers are prepared for their participation in
motorised road traffic around the world. Analyses
of the different national systems and the sharing of
experience regarding their contributions to in(l
creased driving safety can also provide important
stimulus for development of the German system,
as shown by the examples of the “driver improvel]
ment” concept taken over in the 1960s and 70s, or
the approach of “accompanied driving” from the
past decade (WILLMES-LENZ, 2002; LEUTNER,
BRUNKEN & WILLMES-LENZ, 2009). In this rel]
spect, the present research report is able to make
a further contribution with its comparative descriplJ
tion of the national systems of novice driver prepal’
ration.

The report is based on literature and Internet reld
search, as well as surveys conducted among ex[]
perts on various aspects and measures of novice
driver preparation in European and overseas coun(]
tries. The results obtained are to be differentiated
and viewed comparatively, and thereby assigned
to the nodes of a conceptual framework founded in
teaching and learning theory, which will permit
description of the systems according to fundamen(’
tally distinct forms of teaching/learning and testing,
and visualisation of the differences and common
features with regard to the design of individual
system components. Given the diversity of the
research and survey results contained in the pre(]
sent report, they are to be subjected to overarching
analysis to answer the following central questions:

2 Goals of Driver Education



— Can particular “system types” be distinl]
guished on the basis of the forms of teach(’
ing/learning and testing in use in the differ(]
ent countries and by way of their specific ar[]
rangement within the process of novice
driver preparation?

— Are the different arrangements of these
forms of teaching/learning and testing
founded on teaching and learning theory
principles, especially with regard to the funcl]
tion and benefit of the particular arrange(’
ment for the acquisition of driving and traffic
competence?

— Which common lines of development and
convergence trends can be identified in the
different systems of novice driver preparal’
tion?

These questions are to be taken up once more and
discussed conclusively after a detailed presental]
tion of the differences and common features of the
various systems of novice driver preparation. All
discussions and explanations in the present report
refer to the driving of motor vehicles corresponding
to licence category B in accordance with the Third
EU Directive on Driving Licences®.

2 Methodical approach

2.1 System analyses as a subject for
comparative politics

The present study compares different national
systems of novice driver preparation which have
developed historically and are thus characterised
by country-specific legal, social, cultural, economic
and (traffic-related) infrastructural circumstances.
Such system comparisons are a subject of particul
lar research interest for political science; the term
“comparative politics” was coined for this field of
research in the English-speaking world in the
1950s. The central aim of this research is to ex[]
plore questions relating to the functioning and in(]
teraction of political systems4. In Germany, correl]
sponding questions have been discussed under
the headings “Vergleichende Politikwissenschaft”
(“comparative  politics”) and  “Vergleichende

% DIRECTIVE 2006/126/EC OF THE EUROPEAN PARLIA

MENT AND OF THE COUNCIL of 20 December 2006 on driv(’
ing licences (recast)

* The relevant research is by no means focused exclusively on
formalised political structures and institutions; it addresses also
other, non-formalised areas of society and informal social strucl
tures (cf. KAMRAVA, 2008).

Regierungslehre”  (‘comparative  government”)’
since the end of the 1960s (STYKOW, 2007).
These sub-disciplines of the social sciences have
elaborated theoretical foundations and starting
points for a research methodology6 intended to
enhance the knowledge gains from international
system comparisons.

Essential theoretical references for comparative
politics can be derived from “systems theory”, an
interdisciplinary research paradigm which has
gained currency not only in the social sciences, but
also in most fields of the natural sciences and hu(]
manities since the mid-20th century. A “system”,
irrespective of whether economic, biological, psyl]
chological or political in nature, can generally be
characterised in that it comprises a set of correl]
lated elements which together represent a funcl
tional context distinct from their environment, and
in this context serve particular purposes or funcl
tions (STYKOW, 2007). The system approach can
thus also be used to describe and explain social
and political structures in their complexity and
working interrelationships. In this sense, the prel]
sent study compares the different systems of nov(]
ice driver preparation which licence applicants
undergo on the way to actually obtaining a driving
licence and the entitlement to independent particill
pation in motorised road traffic. The process of
learning to drive within these systems, the support
given to driving competence acquisition through
the design and interoperability of the individual
system elements, and the interactions between
formal and in part legally stipulated system elel]
ments on the one hand, and more informal system
elements on the other hand, are here placed in the
foreground of interest.

The occasions for comparative studies of social
and political systems are numerous, and their ob[]
jectives are correspondingly diverse. STYKOW
(2007) names four typical overarching objectives
for political system comparisons: (1) Empirical
description (i.e. acquisition of the similarities and
particularities of systems), (2) classification, catel]

® STYKOW (2007) points out that the terms “comparative polir]
tics” and “comparative government’, although frequently used
as synonyms, actually possess a different scope. Comparative
government represents a subdivision of comparative politics,
concerning itself with systems of government in the narrower
sense and their constitutional basis, whereas system research
within the framework of comparative politics also investigates
social structures which are not formally institutionalised.

® A discussion seeking to distinguish “comparative methods” in
political science from experimental research design and statistil!
cal methods can be found in LIJPHART (1971), alongside
overviews of the research methods in comparative politics in
JAHN (2006) and PICKEL, PICKEL, LAUTH and JAHN (2009).



gorisation and type construction (i.e. organisation
of the diversity described by the empirical com(]
parison according to certain criteria, as a basis for
the definition of abstract, but at the same time
meaningful categories), (3) theory construction (i.e.
use of the comparison to test hypotheses regard(]
ing correlations between events and the influence
of institutions, etc. on their explanatory power) and
(4) prediction (i.e. forecasting of future developl]
ments and events, or at least the elaboration of
development scenarios with estimated probabilities
of occurrence). Where a study is concerned pril]
marily with the first two of the aforementioned ob(J
jectives, is can be assigned to the field of descrip(]
tive research; explanatory studies, by contrast,
place greater emphasis on the construction of
theories and predictions. According to LAUTH and
WINKLER (2010), descriptive studies serve varill
ous purposes in respect of both the system elel]
ments and the system architecture, namely:

— to obtain information on certain empirical
phenomena (especially in other countries),

— to organise empirical phenomena and, in
doing so, to develop classifications and ty(]
pologies,

— to provide pointers to unknown or particular
aspects,

— to recognise differences, common features
and functional equivalents,

— to measure individual cases against given
scales (e.g. real type, ideal type), in order to
identify deficits, and

— with reference to specific problems, to trace
cases in which a solution has been found.

The present, descriptively designed study com(]
prises a comparison of different systems of novice
driver preparation; the focal task is empirical del]
scription, along with categorisation and type conl]
struction with regard to the system elements and
system architectures. On this basis, it is then in[]
tended to address also aspects of effectiveness
and road safety improvement embodied in the
individual systems and their elements by way of
the initially formulated central questions, taking into
account relevant research findings relating to driv(]
ing competence acquisition. This will reveal the
possibilities for optimisation. At the same time, the
basis for further theory construction and scientifil|
cally founded control mechanisms for the system
of traffic policy will be expanded.

Comparative system studies require furthermore
theoretical delimitation and specification of the
subject of investigations. It must here also be en(]
sured that the theoretical notions and concepts
applied for comparison remain valid in different

contexts (e.g. different countries), i.e. that they
possess a similar meaning in all the relevant con(]
texts. The difficulties encountered in the translation
of theoretical concepts and methodical instruments
within the framework of international comparative
studies, and the resulting limitations to be placed
on knowledge gains, are known as the “travelling
problem” — in allusion to the differing understand’
ings of concepts in different regions. According to
LAUTH et al. (2010, p. 44), this problem implies,
“... on the conceptional level, the question as to
the extent to which concepts and typologies origi(l
nating within a particular cultural context are
equally suitable for studies of other regions.” This
translation problem becomes even more acute if
the comparison is also to consider informal institulJ
tions (ibid.).

The adaptation of theoretical concepts to different
contexts can be achieved either by way of exten(]
sion (i.e. expansion of the theoretical constructs
such that they become applicable for as many
cases as possible) or by way of intension (i.e. limilCl
tation or reduction of the scope of attributes with
which the constructs are to be identified) (JAHN,
2011). Where the abstraction level of the conl
structs or concepts used is raised to overcome
context-specific limitations or to extend their range
of applicability, there is a risk of so-called “concepl]
tual stretching”, i.e. the sharpness and descriptive
power of the study concepts are reduced (LAUTH
et al., 2010; SARTORI, 1970). According to JAHN
(2006), the development possibilities for the con(]
cepts used in comparative system research are
located on a continuum between the poles of “spel]
cific validity” (i.e. a concept matches only one sys/]
tem) and “overstretching” (see above): It is thus
necessary to seek the point of equilibrium at which
the concepts are specific enough to permit unam(]
biguous empirical determination of the phenomena
of interest, but at the same time general enough to
recognise these phenomena in as many of the
investigated systems as possible. For the present
study, in other words for a comparative presental]
tion of systems of novice driver preparation, the
initial theoretical tasks are therefore fundamental
localisation of the overall subject of “novice driver
preparation” from the perspective of learning thel]
ory, and subsequently its conceptional description,
in accordance with the above requirements per(]
taining to the relevant contextual aspects and its
time frame (see Chapter 2.2).

The validity of comparative system studies is
moreover dependent on the case selection. A case
is here understood to be a spatially and temporally
specific unit of analysis, which in the classic con(]
text of comparative politics would refer to a (politiC
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cal) system in a single national state. If it is not
feasible to analyse the entire statistical population
of all existing systems, then it is necessary to del’
fine a selection of cases, i.e. a sample. A basic
distinction is made in this respect between a ran(]
dom sample and a conscious selection. The latter
can also be termed a “positive selection” if cases
are picked under particular aspects. It must be
kept in mind that the process of case selection,
and here in particular the numbers and types of
cases analysed, will influence the later results of a
study and may in the end lead to distortion of the
validity of those results (“selection bias”) (JAHN,
2011). The cases or units of analysis in the present
project are systems of novice driver preparation in
different sovereign states or corresponding feder(]
ated units (federal states, provinces). The case
selection is thus an instance of conscious, positive
selection; the aspects according to which the
cases were selected are explained in Chapter 2.4.

2.2 Foundations in learning theory
2.2.1 Theoretical classification

The national systems of novice driver preparation
are based on different scientific concepts and no(’
tions, and in some cases also different theoretical
approaches. To be able to present these systems
in an international comparison, therefore, it is first
necessary to elaborate an overarching conceptual
framework. The elaboration of such a framework
for the present project concentrated on the learn(]
ing theory perspective. To this end, concepts all]
ready customary in international practice in the
fields of driver training and driving licence testing
were taken over, as far as possible.

The following chapter first presents considerations
regarding a definition of the concept of “novice
driver preparation”. This at the same time serves to
define the content of the subject “novice driver
preparation” more precisely and to specify its tem[]
poral extent.

2.2.2 Novice driver preparation — Possibilities
for concept definition

If the concept of “novice driver preparation” is in[J
terpreted in its literal sense, then it covers every
thing which prepares the future novice driver for
participation in motorised road traffic and contrib(]
utes to the acquisition of driving and traffic compe(’
tence. This would place the concept in a much
broader context than that of mere driver licensing
and the associated requirements such as complel]

tion of driver training and passing of a driving test,
because the foundations for traffic competence are
already laid during childhood. Through their ex[]
perience of traffic as a pedestrian and cyclist, and
likewise within the framework of road safety educal]
tion in the family, in kindergarten and at school,
children acquire traffic-related knowledge and skills
which establish a basis for later acquisition of the
competence required to drive a motor vehicle.
Even as a passenger, youngsters and children
learn how driving “functions” by way of the driving
behaviour of the vehicle driver; this social learning’
similarly influences their own later driving behav(]
iour (SHOPE, 2006). The acquisition of driving and
traffic competence is in the end also closely linked
with the acquisition of basic social competences
(e.g. the readiness to show consideration for oth(J
ers, the ability to adopt other perspectives) and the
internalisation of social values and norms in the
course of personality formation. In this respect, the
preparation of novice drivers for their independent
participation in motorised road ftraffic is accom(
plished within a long-term (traffic) socialisation
processs, in which driving licence acquisition
represents merely one period. This socialisation
process includes targeted education and teaching
processes in different (educational) institutions.

According to SCOTT (1995), institutions provide
regulative, normative and cultural-cognitive strucl]
tures (the three so-called “piIIars”)g, which in turn
contribute to social stability by establishing binding
obligations and rights to govern the actions of
community members. Novice driver preparation
can also be perceived as an institution: It is

" LEFRANCOIS (1994) defines social learning as the learning
of those behaviours which are socially accepted (and accord(’
ingly those which are not accepted).

& HURRELMANN (1999, p. 481) uses the term ‘socialisation’ to
describe “... the process of personality formation characterised
by the mutual dependence and permanent interactions of a
socially conveyed social and material environment on the one
hand and the biophysical structure of the organism on the

other.”

o For SCOTT (1995), the regulative pillar stands for those

aspects of institutions which limit and regulate our actions. The
focus is here placed on the stipulation of rules and on the moni(
toring and sanctioning of behaviour. The possible sanctioning of
behaviour spawns an interest in the observance of rules on the
part of the actors. The normative pillar represents the evaluative
and obliging dimension of institutions. Values, as conceptions of
what is justifiably desirable and as standards serving to assess
behaviour, and norms, in the sense of specifications of how
things are to be done, are reference points for the normative
dimension of institutions. Objectives and the conventions to be
observed for their attainment can also be assigned to this dil
mension. The cultural-cognitive pillar, finally, reflects the man(
ner of the perception and acquisition of “reality” in a society; this
is also influenced by cultural factors.
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founded firstly on legislative instruments (e.g. the
Road Traffic Act or Driving Licence Regulations)
which constitute the regulative pillar; this defines
the framework of driving competence acquisition
(e.g. stipulations on minimum ages and probation(]
ary conditions). The second, normative pillar is
represented by values such as environmentally
aware driving and the assumption of responsibility
towards “weaker” road users, as well as overarch(]
ing aims such as an improvement in road safety.
The contents and forms of driving and traffic com(
petence acquisition and the organisations and
individuals involved in this acquisition process (e.g.
schools, driving schools, Technical Examination
Centres, police, family), finally, can be assigned to
the sphere of the third, cultural-cognitive pillar. In
conclusion, it can be determined that institutions
are in the final analysis systems of rules which
engender a certain social order and, with regard to
socialisation processes, that (educational) institu(]
tions serve to promote and formalise socialisation.
In this educational-sociological sense, novice
driver preparation represents an institution. If the
institutional meaning of the concept of “novice
driver preparation” is accentuated, this leads to a
certain strengthening of the focus on driving lil]
cence qualification, without losing sight of the adl]
jacent aspects of competence acquisition.

In accordance with the presented institutional un(J
derstanding of the concept, novice driver preparal]
tion can be defined as the entirety of all conditions
and measures which are laid down in legislation or,
beyond that, provided and used'® specifically in a
particular cultural context to permit the learning of
independent, safe and responsible driving of a
motor vehicle in public road traffic and demonstral]
tion of the necessary knowledge and ability.

The target orientation and functionality of this defill
nition in the context of driver licensing, serves to
specify a core system within the initially described
socialisation process which covers all factors influCJ
encing the acquisition of driving and traffic compe(J
tence. Such a functional understanding of the conll
cept is in line with the international terminology’"

' The necessity to consider not only educational offers, but
also their actual use, was discussed by FEND (2004), who here
distinguished between “formal structures” and “activity strucl!
tures”.

" In English-language literature, the concept of the “preparal]
tion” of novice drivers is used in such a functional sense.
DRUMMOND (1989), for example, writes: “... whether it is
called pre-driver education, (advanced) driver training, or post(]
licence, defensive driving or driver improvement, the general
aim remains the same. This aim is in general terms to ensure
that the beginning driver is ‘equipped’ to undertake the driving
task safely when a licence is first obtained or through remedial
treatment in the subsequent stages of driving.” LONERO,

and also permits appropriate representation of the
various optional avenues of preparation for particiCl
pation in motorised road traffic and the conditions
of their use. On the basis of an institutional under(’
standing of the concept, novice driver preparation
is deemed to begin with the first activities aimed
specifically at establishing necessary (compel]
tence) prerequisites for the driving of a motor vehill
cle, and ends with the lifting of all special restricll
tions imposed on the novice drivers’ solo participall
tion in motorised traffic.

For reasons of practicality, recourse to an institulJ
tional understanding of the concept of “novice
driver preparation”, and thus delimitation of the
subject under analysis, also seems expedient for
the present report. It is true that a comprehensive
understanding from the perspective of socialisation
theory would provide the best, complete descripl]
tion of the prerequisites for safe participation in
motorised road traffic by a novice driver, but the
presentation of driving and traffic competence acl]
quisition in such complexity is beyond the scope of
an international survey of systems of novice driver
preparation. Consequently, the following presental’
tions of the national systems of novice driver
preparation will restrict themselves to the correl]
sponding core systems, and will only address the
wider scope where there is close interaction with
the core system — for example where the participal’
tion in motorised road ftraffic is a subject of road
safety education in schools or of specifically tar(]
geted safety campaigns.

2.2.3 Structural properties of systems of
novice driver preparation

The descriptions in the present project report are
intended, on the one hand, to provide an insight
into the individual legal frameworks on which the
national systems of novice driver preparation are
based. At the same time, they are to illustrate the
specific learning conditions which such statutory
regulations may entail for novice drivers from the
perspective of teaching and learning theory. To be
able to address these two aspects in a single step,
it is necessary to apply system models which per-
mit both mapping of the relevant influences for the

CLINTON, BROCK, WILDE, LAURIE and BLACK (1995) simil!
larly favour a concept definition which goes beyond formal
driver education and includes also the contributions of the
family and society, as well as regulatory influences: “A better
term would be one that implies activation and coordination of
family, community and regulatory influences along with ex(]
panded instruction!”
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learner from the learning environment, and classil
fication of the legal factors.

According to BRONFENBRENNER (1981), an
individual's “learning environment” can be viewed
as a complex set of nested subsystems. These
subsystems influence each other and can be delJ
scribed by way of four observation levels, namely
as micro-, meso-, exo- and macrosystems. In con(]
formity with CORTINA (2006), these system levels
can be illustrated as follows with regard to the
learning environment for novice driver preparation:

— Observations on the microsystem level refer
to the immediate learning environment as it
is experienced directly by the individual
learner and in which the learner is active
(e.g. the teaching materials available in the
classroom or the behaviour of fellow learnC
ers). Descriptions of the learning environ(]
ment on the microsystem level thus always
refer to concrete teaching and learning
situations, such as the specific situation in a
driving school vehicle.

— The mesosystem level considers the inter(]
actions between microsystems. According to
PREISER (2003, p. 243), “... microsystems
with which a person comes into direct conl]
tact, either simultaneously or sequentially,
stand in mutual relationships with each other
and with that person; they may support each
other, but could also act in opposition.” In
the context of novice driver preparation, the
mesosystem level refers to mutual relation
ships between the individual microsystems
in which the learning processes for a novice
driver take place (e.g. the group attending
theory classes, exercises in a driving simular’]
tor, practical learning in real traffic). One ap[
proach to identify common features and dif(
ferences between national systems of nov(
ice driver preparation could be to describe
the microsystems in which driving compel]
tence acquisition takes place, the sequence
in which these microsystems are arranged,
and how the learning processes in the difl]
ferent microsystems are referred to each
other from the didactic perspective (e.g.
whether the driving instructor returns to elel]
ments of theoretical training in the context of
practical training, and thus whether it is pos[]
sible to substantiate the theoretical content
by way of specific application references).

— On the exosystem level, particular attention
is to be paid to those subsystems which, del’
spite not being directly associated with the
individual concerned, nevertheless influence
what happens within his microsystems. The

career status of the parents, for example, in[J
fluences the family learning environment for
their children, even though the parental
workplace is not immediately accessible to
the children. With regard to novice driver
preparation, significant influencing factors
attributable to the exosystem level include
the qualification and regular further training
of driving instructors and examiners, or quall]
ity control measures in the system of training
and testing. Even though such factors are
generally unknown to the novice driver, they
can still often determine his immediate train(]
ing and test situation to a considerable del]
gree (e.g. because a qualified driving inC]
structor is better able to give targeted supl
port to the novice driver's learning processes
through suitable teaching and learning
methods).

— BRONFENBRENNER (ibid.) explains the
necessity to describe structures on the mac
rosystem level with the fact that, within any
given society, the characteristics and inter(
actions of micro-, meso- and exosystems
are often considered “normal” by the memm
bers of that society and are thus only rarely
questioned. Structural differences on the
macrosystem level thus become visible
above all through intercultural comparison.
Referring to novice driver preparation, this
could apply to the superordinate framework
of legal and organisational conditions, which
specify, for example, the age at which it is
possible to commence driver training, the
persons who are permitted to offer certain
training components, and which driving li(J
cence tests must be passed. An analysis of
the systems of novice driver preparation on
the macrosystem level is thus able to idenl]
tify and clarify systematic differences bell
tween the individual countries.

This sketched differentiation of the system levels
defined by BRONFENBRENNER (ibid.) to describe
social phenomena is to serve the present project
as a means to locate the properties defined and
analysed for its descriptions of systems of novice
driver preparation within a teaching and learning
theory context. At the same time, it offers a possilJ
bility to structure the diversity of variables influencl
ing driving competence acquisition, and to allocate
corresponding functions to these variables in the
particular system of novice driver preparation'?. To

"2 The correlations between teaching/learning processes on the
microsystem level and those on other system levels are central
topics for research in education and educational sociology. For
a general overview on the subject of intended measures on the
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obtain a more detailed picture of the novice driver's
learning environment, the factors which can be
assessed on the microsystem level are to be con(]
sidered more specifically in the following chapter.

2.2.4 Teaching/learning situations in novice
driver preparation

According to HASSELHORN and GOLD (2009,
p. 22) the immediate learning environment for the
learner comprises, on the microsystem level, “...
the teacher and the learning conditions in respect
of media, content and context.” KRAPP, PRENZEL
and WEIDENMANN (2006) define the term “learn(J
ing environment” in a similar manner: They place
the “learning person” in the centre of the teachr]
ing/learning situation, surrounded by “media”,
“educators”, the “pedagogically arranged environ(]
ment” and the “natural environment” as the protol]
typical components with which the learner interacts
(see Fig. 1).

Fig. 1:  Prototypical components of teaching/learning situal’

tions (modified after KRAPP et al., 2006)

According to KRAPP et al. (2006, p. 26), learning
thus always takes place “... in interaction with the
circumstances and requirements of the human and
material environment.” This interaction, however,
must not necessarily stand under human supervill
sion; it may be — even exclusively — mediall
controlled, and is steered in a particular direction in
its entirety by virtue of a correspondingly planned
and designed teaching/learning arrangement. With
regard to the interaction between the learner and
his natural or pedagogical environment, it must be
assumed that different potential control relationl]
ships will apply: In teaching/learning situations in
which the control factors (e.g. the specification of a
learning path or time structure) of the pedagogil’
cally arranged learning environment dominate, the

macrosystem level and their “inherited anchoring on the micro(J
system level”, see also BRUSEMEISTER (2008).

probability of reactive, externally controlled learn(]
ing is increased; in teaching/learning situations in
which these control factors are less dominant, the
learner steers the learning process himself to a
greater extent.

The presented components represent a suitable
basis on which to determine essential descriptive
properties for teaching/learning situations in novice
driver preparation on the microsystem level; this
point will be taken up again shortly. With regard to
driving competence acquisition and novice driver
preparation, the distinction made by KRAPP et al.
(ibid.) between a primarily pedagogical environ(]
ment arranged in accordance with certain control
factors, on the one hand, and a natural environ(]
ment on the other, is reflected, for example, in the
differences between formal® driver training (e.g.
theoretical and practical instruction in a driving
school) and informal forms of learning (e.g. indel]
pendent learning with teaching media or driving
experience with a lay accompanist). It is firstly
necessary to distinguish between formal and in(]
formal teaching and learning forms in the following
because they are assigned very different levels of
importance in the national systems of novice driver
preparation. At the same time, these teaching and
learning forms differ very strongly in respect of
their didactic function and the associated expense.
In Germany, for example, basic practical driving
skills are conveyed and acquired within the framelJ
work of formal driver training, which involves relal’
tively high financial costs for the learner and is not
least for this reason completed within a very nar(]
row period of time. Consequently, methodical
structuring of the available learning time and a
didactically founded procedure are necessary in
order to achieve the prescribed learning objectives
within the available number of teaching units. In
the case of informal learning forms, such as practi’|
cal driving experience with a lay accompanist, the
possibilities for learning are significantly less del’
pendent on the factors time and financial expense;
this, and likewise the general lack of pedagogical
qualifications on the part of the accompanist, rel]
sults in a less pronounced didactic structuring of
the learning process.

13 According to DOHMEN (2001), “formal training” is under(’
stood to mean learning which can be characterised, for exam(]
ple, by its taking place in an educational institution, its being
bound to a tutor, and its organisation in accordance with a plan
or curriculum. The term “informal learning”, on the other hand,
is taken to refer (ibid.) to primarily independent learning, which
takes place in the individual's immediate realm of life and ex(]
perience and thus essentially outside any educational institu(’
tions.
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Returning to the previously expressed theoretical
basis for an appropriate set of properties to del]
scribe systems of novice driver preparation and
teaching/learning situations: For a differentiated
presentation of the circumstances of novice driver
preparation in different countries (see Chapter 1), it
is recommended, in accordance with the theoretil
cal positions, to describe the learning environment
for novice drivers in each country in general (i.e.
on the macro-, exo- and mesosystem levels), and
the entailed microsystems with their typical teach(
ing/learning situations in particular. As descriptive
properties for the microsystems, the pedagogical
arrangements of typical teaching/learning situal]
tions suggested by KRAPP et al. (2006), including
the discussed contents and methods, as well as
the possibly present instructor and the media used,
seem expedient. With reference to these properQ]
ties, the following chapter now seeks to elaborate
an overarching terminology to describe different
typical teaching/learning situations. By way of this
terminology, it will become possible to structure the
process of novice driver preparation in terms of its
timeline and the relevant forms of teach(]
ing/learning and testing.

2.3 Terminology to describe novice
driver preparation

2.3.1 Phases of novice driver preparation

The first stage of novice driver preparation (i.e. the
core system) consists in obtaining a driving il
cence, with which the driver is permitted to particir
pate in motorised road traffic without the obligatory
accompaniment of a person with appropriate driv(]
ing experience (driving instructor or approved acl]
companist). The novice driver prepares specifically
for achievement of this initial goal during the first
phase of the overall process of novice driver
preparation by acquiring ftraffic-related basic
knowledge and practical driving skills. The scope
and design of this first phase of novice driver
preparation, and in particular the provision of effecl]
tive preparatory measures (forms of teachll
ing/learning and testing) are decisive in determin(]
ing how safely the novice driver masters the transilJ
tion to solo participation in motorised road traffic.
The outstanding feature of this phase is thus the
comprehensive preparation of the novice driver for
his solo driving career in the sense of a transitional
challenge'. The obligatory presence of an experil]

14 - .

Such transitional challenges are occasionally also termed
“developmental tasks”, which suggests a particularly high sol!
cialisation component. According to HAVIGHURST (1948),

enced accompanist, whether that be a professional
driving instructor or lay person (e.g. a parent),
means that driving practice is gathered exclusively
under immediate supervision during this phase;
consequently, this first phase of novice driver
preparation can be aptly described as the “super(]
vised learning phase” .

From the perspective of driving safety, the transil
tion to the subsequent phase of solo driving is the
second crucial reference point for safety-related
considerations, as it is during the first period of
solo driving that novice drivers face by far the
greatest risk of accident involvement of their whole
driving career (“initial peak of endangerment”).
This initial risk diminishes relatively quickly with
increased practical driving experience (GREL
GERSEN et al., 2000; SCHADE 2001; SAGBERG,
2002; MAYHEW, 2003). It results essentially from
the novice driver's still inadequately developed
driving skills, which will often not yet encompass all
the automatic routines necessary for safe driving.
At the same time, the novice driver now lacks the
social control and support which was previously
offered by the accompanist in new or unexpected
hazardous situations. In view of the persisting,
above all cognitive skill deficits (“traffic sense”),
many licensing systems impose special regulations
on novice drivers during their initial period of solo
driving. Such regulations are aimed at preventing
and avoiding dangerous driving behaviour (e.g.
probationary driving licences, stricter alcohol limits
compared to experienced drivers, exclusion of
night-time driving, restrictions relating to peer pas(]
sengers, learner registration plates) and thus con(]
stitute a protective behavioural framework for the
independent enlargement of driving experience.

With the commencement of solo driving, the new
driving licence holder must already demonstrate
that he is equipped to handle the demands of road
traffic. On the other hand, this is also a phase of
intensive continued learning, as increasing driving
experience leads to a significant further enhancel]
ment of driving competence; accordingly, this
phase can be described pertinently as the
“autonomous learning phase”. It ends with the

developmental tasks arise from the interaction of maturing
processes, cultural pressure, social expectations and individual
goals and values. The successful accomplishment of develop(]
mental tasks and the associated acquisition of competence are
at the same time the key to successful mastering of subsequent
demands and developmental tasks.

15 In the field of vocational qualification and further training,
supervision is understood as a form of accompaniment in which
the actions of the learner are observed by a person experil]
enced in the action concerned and the learner is offered advice
aimed at improving his action reflexes and action quality.
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lifting of any special protective regulations applical]
ble to novice drivers under the individual national
system of novice driver preparation. For an inter(J
national system comparison, it is interesting to
consider the risk-reducing measures which are
stipulated for the autonomous learning phase in
each case.

Summarising the considerations presented above,
it is possible to distinguish three characteristic
phases of novice driver preparation as references
for system descriptions: A “supervised learning
phase”, which lies before the commencement of
solo driving; an “autonomous learning phase”, in
which the novice driver is permitted to drive solo,
without an obligatory accompanist, but is still sub(]
ject to special novice driver restrictions; and a sub(]
sequent phase in which the novice driver already
holds a driving licence free of special conditions
and is thus subject to the same rules and regulal’
tions as an experienced driver (see Fig. 2).

End of novice driver
preparation

v

Commencement of
solo driving

Driving licence
without special
regulations for
novice drivers

I
! Supervised

learning phase

T
I
1
1
1
1
]
Autonomous |

learning phase

Fig. 2:  Phases of novice driver preparation

This structure provides for classification according
to the scope of driving entitlements granted. The
ensuing three-tier basic structure for novice driver
preparation is characteristic of the majority of
driver licensing systems today.

2.3.2 Forms of teaching/learning and testing

In the course of novice driver preparation, the
learner driver proceeds step by step via a diversity
of teaching/learning situations (see Chapter 2.2.4)
and in this way builds up the knowledge and abili’J
ties required for solo participation in motorised
road traffic. The teaching/learning situations are
each unique in their own right; the social actors,
their activities and the learning environment differ
from case to case. To be able to use the construct
of teaching/learning situations for a comparative
description of systems of novice driver preparation,
therefore, it is necessary to reduce this situation
diversity, to abstract those situation properties
which are not essential in the traffic psychology
context, and to compress teaching/learning situal’
tions with similar characteristic properties into sulJ
perordinate classes; the latter are here to be rel]

ferred to as “elements of preparation”. Functional
aspects permit firstly the identification of elements
of preparation whose function lies primarily in the
conveying or acquisition of traffic-relevant knowl[’
edge and abilities; in the following, such elements
are to be termed “teaching and learning forms”. At
the same time, it is possible to distinguish elel]
ments of preparation which serve to verify the
knowledge and abilities necessary for safe particil
pation in road ftraffic; these elements are to be
termed “forms of testing”.

It would seem at first that classification of the elel’
ments of preparation as either forms of teachl]
ing/learning or forms of testing does not achieve
absolutely sharp discrimination, as the aspects
“teaching/learning” and “testing/verification” com(]
plement each other in the pedagogical process:
Knowledge and abilities are also conveyed and
acquired in each test situation, while conversely,
processes of knowledge transfer and acquisition
generally encompass also verification of the atl]
tainment of learning objectives.

Closer consideration of the forms of teach
ing/learning and testing in different national sys(]
tems of novice driver preparation indicates that
these elements are handled in very similar manner
with regard to their general implementation and
function, though differences are found in respect of
specific design details. For example, all systems
incorporate a theoretical and a practical driving test
to assess traffic-related knowledge and practical
driving skills. Differences are to be noted in the
applied methodology (e.g. with reference to the
test duration and test contents), the times at which
the driving tests are taken, and the didactic intel]
gration of these forms of testing into the process of
novice driver preparation.

By defining fundamentally distinguishable elel’
ments of preparation (i.e. microsystems, see
Chapter 2.2.3) within the process of novice driver
preparation, and through a corresponding com(]
parison of the different national systems, it is thus
possible to elaborate differences and common
features on the mesosystem level (ibid.). The
forms of teaching/learning and testing present in
the individual systems can here be identified not
only by way of their inherent properties, but also
with regard to their temporal positioning in the
process of novice driver preparation. To this end,
the following sections serve to define first the diflJ
ferent fundamentally distinguishable teaching and
learning forms, and subsequently the different
forms of testing to be used in the present report for
system description. For all definitions, characteris(J
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tic examples of country-specific implementations
are mentioned as illustration.

“Theory classes”

The term “class” describes teaching/learning situall
tions in which learning processes are initiated,
encouraged and facilitated systematically — i.e.
with pedagogical intention and in an organised
manner — within a certain institutional framework
by professional instructors (REINMANN & MANDL,
2006). Following this general definition, the teachl]
ing/learning form “Theory classes” designates for[]
mal teaching/learning situations in novice driver
preparation in which a professional instructor con(]
veys primarily driving- and traffic-related knowl(]
edge content (e.g. legal foundations, traffic regulal’
tions, recognition and avoidance of hazardous
situations) to the learner driver. Theory classes are
organised for groups of learners of different num(]
bers. The learning environment may be character(’
ised by typical media (e.g. presentations, film sel]
quences). Both instructive teaching/learning meth(’
ods (e.g. lectures) and discursive methods (e.g.
group discussions) may be used. Essential differ(]
ences in the country-specific provisions for theory
classes refer, for example, to the question of man(l
datory attendance, the prescribed overall duration
of the classes and their organisational integration
in the institutional context (e.g. courses offered by
general schools or driving schools).

“Independent theory learning”

“Independent theory learning” is characterised by
the fact that the learning activity is controlled prill
marily by the learner himself. The learning procl]
esses can nevertheless be pre-structured to a
varying extent, not least through the design of the
media used for learning. The media offer the
learner a certain scope of learning support (e.g.
graphic presentations, progress assessment exer(]
cises, audio sequences); it is not necessary, how(]
ever, for a professional instructor to be present to
convey the content. Even so, the professional in(]
structor may still assume an important role, for
example through the initiation or indirect guidance
of independent learning activities (e.g. advice on
media selection, specification of exercises, prel
paratory tasks or revision in the formal classes).
Media for independent theory learning are frel
quently textbooks presenting driving- and trafficl]
related knowledge. Computer learning programs
enable interactive teaching/learning arrangements,
while online offers permit integration into group(]
based or virtual learning structures. Country(]
specific differences exist, for example, with regard
to the diversity of offers and the didactic design of
the available learning media.

“Practical driving instruction”

“Practical driving instruction” comprises primarily
instructive teaching/learning situations, in which
application-oriented skills (e.g. vehicle operation
and the mastering of traffic situations) are conf’
veyed by a corresponding instructor (e.g. driving
school instructor, lay instructor). The objective of
practical driving instruction is in general the acquilJ
sition of driving skills as preparation for the driving
test. It takes place mainly on public roads, but in
part also on segregated practice grounds. The
medium of teaching/learning is the opportunity for
immediate use of a vehicle. Differences between
the countries exist with regard to the extent to
which content, didactic method and organisational
aspects are specified in the form of teaching plans
and curricula. Country-specific properties thus
refer, for example, to the framework conditions for
practical driving instruction (e.g. legally stipulated
minimum number of hours, monopoly of profes(]
sional driving instructors or permissibility of lay
instruction) or the teaching/learning methods used
(meaning above all driving under the supervision of
an instructor, but also special forms such as
“‘commentary driving”, in which the novice driver
expresses his current perceptions, thoughts and
action intentions while driving, or “independent
driving”, where the instructor specifies merely a
journey destination instead of giving detailed route
instructions to the novice driver).

“Driving simulation training”

The objective of “Driving simulation training” is
driving competence acquisition in driving and traffic
situations which are simulated in a so-called driv(]
ing simulator. The driving simulator is commonly a
vehicle mock-up, in which driving action sell
quences and the participation in traffic (e.g. vehicle
operation, traffic observation, vehicle positioning,
speed regulation) can be practised under realistic
conditions. For the simulation of certain tasks and
for the acquisition of certain partial competences,
however, it is also possible to use PC-based train(]
ing possibilities. The term “driving simulation train]
ing” is thus also used in the following to refer to
simple PC-assisted simulations comprising a com(]
puter with corresponding software, a monitor and
possibly a steering wheel. As far as those forms of
driving simulation training which go beyond a nor{]
mal PC configuration are concerned, it is generally
a component of formal driving school instruction
and takes place under the supervision of a profes(]
sional instructor. Irrespective of the technical feal
tures of the driving simulator and the correspond(]
ingly attainable complexity of the simulation, driv(]
ing simulators are for the novice driver an opportul’
nity to practise specific demands and the reactions



17

to rare situations relating to participation in motor(]
ised road traffic in a safe environment and to re(]
peat such practice as often as he wishes. In driving
simulation training — in contrast to practical driving
instruction in real traffic — it is furthermore possible
to make use of visual instructions and feedback
(e.g. indication of an optimum driving line on the
screen). The simulator session can also be rel]
corded for a subsequent review of the virtual drive
and, for example, discussion with the driving inJ
structor. Country-specific differences with regard to
driving simulation training are found above all in
the extent of its use as a form of preparation and
the development standard of the driving simulal]
tions available as means of instruction.

“Accompanied driving”

Through “Accompanied driving” under the supervil]
sion of a passenger with appropriate driving and
traffic experience, a novice driver is able to further
develop his driving competence, in the sense of
driving practice, through a scope of actual driving
in real traffic which far exceeds that possible within
the framework of practical driving instruction. The
longer-term development of practical driving ex[]
perience guarantees that a higher level of skill,
with a greater extent of automatic behaviour and
driving routine, is already attained before the
commencement of solo driving. The requirement of
accompaniment serves to minimise the risk in this
learning process. The accompanying passenger is
not active on a commercial basis — the essential
basis for the economical realisation of longer-term
accompaniment — and is thus not an instructor
within the framework of a formal learner-instructor
relationship. Compared to a professional driving
instructor operating on a commercial basis, his
activities are governed neither by didactic objecl]
tives equatable to those of formal driver training
nor by formal rules. In practice, it can be assumed
that the actions of the accompanist fulfil primarily
supervisory functions and only occasionally involve
instructive aspects in the sense of targeted influr
ence on the learning of the novice driver. Country(]
specific differences are to be seen especially in the
defined relationship between accompanied driving
and professional driving instruction. Three basic
arrangements can be distinguished: Integration of
accompanied driving and professional driving
school instruction; accompanied driving after com[]
pletion of formal driving school instruction; no spe(’
cific rules governing the realisation of accompal]
nied driving.

“Advanced training courses”

Whereas practical driving instruction is generally
limited to the development of basic driving compe[’
tence, an “advanced training course” builds upon

already existing (basic or more extensive) driving
experience. One aspect common to advanced
training courses in all the different countries is their
central focus on attitudes to road safety and on the
handling of hazards, and thus their intention to
modify behaviour in the direction of a greater
sense of responsibility; in this context, they may
set different thematic priorities and cover a lesser
or broader spectrum of course content (e.g. hazard
recognition and avoidance, environmentally aware
driving, influence of peer passengers). Advanced
training courses usually combine theoretical mod(
ules with practical driving exercises. Where the
focus is placed on hazard management, for exam(]
ple, certain hazardous situations can be simulated
in a toned-down form (e.g. collision with a water
curtain), and the relevant moments of endanger(]
ment and loss of control then discussed under the
guidance of a professional instructor. In contrast to
earlier forms of driver safety training, the content of
advanced training courses today is no longer
geared to the mastering of hazardous situations ',
and instead concentrates on the early recognition
and avoidance of hazards. With regard to ad(
vanced training courses, country-specific differ(]
ences exist in terms of content orientation, the
often voluntary nature of the courses (e.g. volun(J
tary advanced training after obtaining a driving
licence in Germany) or, in some cases, mandatory
participation at a certain time (e.g. the obligatory
“second phase” of formal driver training after the
commencement of solo driving in Austria). Specific
driver improvement measures prescribed in the
case of traffic offences committed after the com(]
mencement of solo driving, which similarly target
attitudes of relevance for road safety, can also be
considered advanced training courses in the prel]
sent sense.

“Solo driving under protective regulations”

Protective regulations for novice drivers are charl]
acterised in that they narrow the framework for
participation in motorised road traffic, in order to
reduce the exposure to risk in a phase of the nov[
ice driver's career in which driving and traffic com(]
petence are not yet fully developed and at the
same time increased practical driving experience
leads to dynamic competence growth. In the case
of *“accompanied driving” during the learning
phase, low-risk conditions are achieved above all
through the obligation of accompaniment. After the
commencement of solo driving, further protective

16 One example of this form of hazard training is the “skid
training” once practised in countries such as Finland, Sweden
and the USA, which was geared primarily to the acquisition of
reaction skills (MAYHEW, SIMPSON, WILLIAMS & FERGUT
SON, 1998; ENGSTROM, GREGERSEN, HERNETKOSKI,
KESKINEN & NYBERG, 2003).
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regulations serve as a basis for a safer behavioural
framework, for example the exclusion of night-time
driving or restrictions with regard to permissible
passengers, as to be found in the overseas GDL
systems, or else special probationary periods, as
also encountered in many European countries.
“Solo driving under protective regulations” can be
considered an independent teaching/learning form,
as it leads to a substantial improvement in driving
competence and possesses its own specific institulJ
tional character and definability (as a shapeable
learning setting).

It was already pointed out in Chapter 2.2.2 that, for
reasons of practicality, the description of “novice
driver preparation” in the present report must conll
centrate on the core area of measures relating to
driver licensing. Nevertheless, wider-reaching
forms of intervention in the context of novice driver
safety are also to be presented within a certain
scope. This refers, for example, to road safety
education in schools and to broader road safety
campaigns. Both of these teaching/learning forms
address, in part, the same topics as theory classes
in a driving school; on the other hand, they are
implemented within a different framework of didacl
tic possibilities (e.g. with regard to the level of del]
tail and the opportunities for repetition and illustraC
tion), and it must thus be assumed that they vyield
independent and additional learning benefits. In
the results of the present report, however, these
forms of teaching and learning are only to be taken
into account by way of an exemplary selection of
novice-specific measures in selected countries.

“Road safety education in schools”

Common to all measures in connection with road
safety education in schools (including both general
and vocational schools) is the fact that — in accor(]
dance with their compulsory nature and content
orientation — they are able to reach a wide group of
participants in road traffic over long periods of
time. It is possible, for example, to treat agell
specific topics in the individual school grades (e.g.
participation in traffic as a cyclist), and in doing so
also to link traffic-related issues to other learning
content covered by the school education. With
regard to novice driver preparation, interesting
measures are those which are related to motorised
participation in road traffic.

“Road safety campaigns”

In many countries, attempts are made, through
various forms of mass communication, to influence
the safety-enhancing behaviour of traffic particil]
pants in general, and that of certain target groups
(e.g. cyclists, pedestrians, children starting school)
in particular. Road safety campaigns are initiated

and realised (usually over a specific limited period)
with the aims of raising awareness, spreading in(]
formation and changing attitudes. The thematic
content, the means of communication used (e.g.
Internet, posters) and the chosen message form
(e.g. deterrence, peer-to-peer communication) are
matched to the relevant target group and the assol]
ciated areas of behaviour (e.g. observance of
speed limits, influence of alcohol in road traffic).
Safety campaigns generally comprise different
concerted measures, and may also include intensil]
fied police enforcement during the period of the
campaign to assess its effectiveness. In their enl]
tirety, safety communication measures are in a
sense “permanent activities of society” (GSTAL[
TER, 1988); a presentation of selected measures
relating to novice drivers is thus also appropriate
for the present description of systems of novice
driver preparation.

As mentioned at the beginning, this chapter is to
consider not only forms of teaching and learning,
but also the forms of testing. The above teach(]
ing/learning forms share a predominantly compe(]
tence-building function. By contrast, the forms of
testing presented below serve primarily to verify
this competence.

“Knowledge test”

A “knowledge test” (or “theory test”) serves to
demonstrate an adequate scope of driving- and
traffic-related knowledge. To date, this is usually
limited to the verification of knowledge by way of
test questions requiring explicit statements on
rules and facts. By using visual media, it is also
possible to assess the application of knowledge.
Computers with multimedia capabilities hold parC
ticular potential in this respect, as they are able to
depict driving and traffic situations in a near(]
realistic manner and can furthermore record and
evaluate non-verbal responses from the novice
driver. The latter approaches, however, are cov(]
ered below under the heading “Traffic perception
test”. Knowledge tests can be based on a diversity
of test media; they are conducted orally, as “paper(]
and-pencil tests” or else — increasingly in recent
times — with the aid of a computer. The questions
in knowledge tests generally follow standardised
formats (e.g. multiple-choice questions, true/false
questions, gap-fill questions). Country-specific
differences in the implementation of knowledge
tests concern, for example, the number of test
items to be answered, the time allowed for answer[’
ing, and the chosen question formats.

“Traffic perception test”
In this form of testing (also referred to as a “hazard
perception test”), traffic perception and hazard
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recognition are the test categories placed in the
foreground. The predominant test method is to
demand a correct reaction or the correct “driving
decision” in the displayed scenario; at the same
time, non-verbal response is also measured (e.g.
the reaction time before a computer input). The
computer is here the essential medium for task
presentation and the recording of reaction times.
Country-specific differences lie above all in the
number and diversity of tasks to be solved, the
style of presentation of the traffic scenarios (static
or dynamic), the form of reaction acquisition (sel]
lection of an action decision, identification of a
hazard cue) and the evaluation of reactions (time
window for solution input).

“Learner assessment”

“Learner assessments” serve mainly to measure
and provide feedback on the achieved level of
learning. The contents and methods of learner
assessments are determined by the forms of
teaching and learning used and the envisaged
learning objectives. Within the framework of road
safety education in schools and in connection with
driving school training (see “Theory classes” and
“Practical driving instruction” above), they reprel]
sent a basis for the planning of subsequent teach(]
ing/learning situations, by indicating the learning
objectives which have already been attained and
the quality of this attainment. Such trainingl]
immanent learner assessments are encountered,
for example, as means to check traffic-related
knowledge during theory classes or as driving ex[]
ercises with subsequent performance appraisal
during practical driving instruction. In some coun(]
tries, furthermore, learner assessments are used
to evaluate mastering of the requirements of relall
tively complex learning objectives, and thereby
assume the character of a test-like preparatory
measure. In a similar manner to other forms of
testing, the successful completion of such learner
assessments may also be integrated into the sys(]
tem of novice driver preparation as a prerequisite
for progress to subsequent steps in the learning
process or for the granting of a driving licence. The
(test) methods used for such complex learner as(]
sessments in the different countries range from
partial or even the full simulation and assessment
of tests (“preliminary tests”) to combinations of a
driving exercise and subsequent discussion (“con(]
sultations”).

“Driving test”

A “driving test” is a form of testing characterised in
that the novice driver must demonstrate a certain
level of driving skill by operating and handling a
vehicle in real traffic. The displayed driving behav(]
iour is observed and assessed more or less sys[]

tematically by a professional examiner, who strucl]
tures and designs the test situation by specifying
certain test contents (e.g. vehicle operation, basic
driving manoeuvres and driving tasks, such as
negotiation of a roundabout) and applying certain
test methods (e.g. driving according to instructions
given directly by the examiner or the instructions of
a navigation system). Country-specific differences
exist in the degree of standardisation of the driving
test (e.g. the specification of demand standards —
driving tasks, test routes and observation catego!]
ries — as well as assessment and decision criteria),
in the test duration, in the persons involved in a
test (e.g. the presence of a driving instructor as the
legally responsible driver), and in the positioning of
driving tests within the process of novice driver
preparation. Last but not least, the test concepts
differ with regard to their foundations in test didacll
tics and teaching/learning theory.

When differentiating between the various forms of
teaching/learning and testing, it must be noted
that, for reasons of practicality and in accordance
with the usual concept definition, the focus must be
placed on functional aspects. Such a functional
distinction, however, faces certain limitations with
regard to the attainable conceptual discrimination.
As mentioned at the beginning, both teach(]
ing/learning forms and forms of testing represent
teaching/learning situations for the novice driver
(see above): On the one hand, testing also brings
a learning effect for the novice drivers, through
application, consolidation and expansion of their
previously acquired stock of knowledge and skills.
At the same time, teaching/learning forms always
incorporate also a testing component, as they indil’
cate the availability of competences for the solution
of learning tasks. The teaching/learning forms del]
scribed here are also interlinked within the learning
process and may well overlap in certain aspects;
the same applies for the described forms of testl
ing. Training content serving to develop safety(]
relevant attitudes, for example, need not necessar(]
ily be assigned to the advanced training courses; it
will generally also be a part of theory classes.
Similarly, the examiner is also able to assess del]
clarative knowledge (e.g. the required minimum
depth of tyre tread) by way of oral questions during
the (practical) driving test.

The conceptual framework presented here, focus(]
sed as it is on the functional aspects of the various
elements of preparation, is now to be used to del]
scribe and compare the national systems of novice
driver preparation, above all with regard to the
constituent forms of teaching/learning and testing,
in their country-specific design and arrangement.
As already explained when defining “novice driver
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preparation” as the subject of analysis (see Chap[]
ter 2.2.2), the descriptions are to refer primarily to
the core systems of novice driver preparation in
each case. Alongside the forms of teach(
ing/learning and testing, further associated elel]
ments and structures are to be taken into account,

Road safety campaigns

for example quality assurance measures. A schell
matic overview of the core system components
considered by the present project is shown and
related to the previously defined phases of novice
driver preparation (see Chapter 2.3.1) in Fig. 3.

Road safety education in schools

Teaching/learning forms

(e.g. solo driving

under protective regulations)

Teaching/learning forms
(e.g. practical driving instruction)

Forms of testing
(e.g. knowledge test)

Forms of testing
(e.g. driving test)

Driving licence

regulations for

|
|
|
|
! without special
|
|
! novice drivers

|
! Supervised
| learning phase

|

l Autonomous

l learning phase
1

Minimum age for Minimum age for Minimum age for

start of novice

driver preparation solo driving

Fig. 3:

2.4 Country selection and data
collection

Since publication of the BASt research report
“Driver training in Europe” (NEUMANN-OPITZ et
al., 1995), the European Union has grown from 15
to currently 27 member states. Against the backl]
ground of this expansion and its influences on road
traffic policies for Europe as a whole, all the mem(
ber states of the European Union and further
European states with high traffic volumes have
been included in the list of countries to be taken
into account by the present report, in order to
achieve as complete a picture as possible of the
conditions and measures relating to novice driver
preparation in Europe.

Given the objective of a comprehensive analysis of
different systems of novice driver preparation, the
country selection includes also a number of driver
licensing systems from North America and Austral]
lia/Oceania, which are based on the concept of
“graduated driver licensing” (GDL). In total, the
present report describes the systems of novice
driver preparation in 44 countries'’. Within this

v Correctly speaking, the selection comprises both sovereign
states and federated units of national states. In the interest of

commencement of

driving without
protective regulations

Overview of the core system components in novice driver preparation

overall selection, it is possible to define various
groups of countries which are of particular interest
under certain aspects. Relatively high traffic vol[]
umes and high population, for example, character(’
ise the major West European countries Germany,
France, Great Britain, Italy and Spain (here to be
grouped under the abbreviation “WEU”). The spel]
cial situation of cross-border traffic directs attention
to the nine countries which are Germany's immer
diate neighbours: Drivers trained under different
licensing systems here share a common traffic
environment. It thus seems particularly expedient
to analyse the conditions and measures contribut(]
ing to novice driver preparation in the neighbouring
countries Belgium, Denmark, France, Luxembourg,
the Netherlands, Austria, Poland, Switzerland and
the Czech Republic (here to be grouped under the
abbreviation “NBR”).

A further logical group comprises those countries
which have implemented a graduated driver licens(]
ing system. The conditions and measures relating
to novice driver preparation in such “GDL coun(]
tries” (here to be grouped under the abbreviation

better legibility, however, the term “country” is to be used in the
present report to refer to both national states and such feder(]
ated units (federal states, provinces).
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“GDL”) exert a strong influence on current internalJ
tional discussions of novice driver safety. The GDL
countries taken into account in the present project
include the Australian states New South Wales,
Queensland and Victoria, the Canadian provinces
Nova Scotia, Ontario and Québec, and the US
states California, Florida and North Carolina.

Last but not least, it is considered useful to take a
closer look at those countries which have already
realised significant further developments in their
systems of novice driver preparation in the past,
with the objective of raising their potential to imQO
prove novice driver safety. These reform-oriented
countries (here to be grouped under the abbrevial]
tion “REF”) play an important role for the further
development of safety-enhancing measures and
for the testing and introduction of innovative apl]
proaches. Following their elaboration and testing of
a series of reform projects over the past two decl]
ades, and in view of the topicality for the European
discussion of novice driver safety, attention is here
drawn especially to the countries Finland, Norway,
Sweden, the Netherlands and Austria.

To facilitate data collection, features contributing to
a meaningful system description were determined
for the defined forms of teaching/learning and test(!
ing (see Chapter 2.3.2). On the basis of these feal]
tures, relevant country-specific information was
collected. For certain areas, it was possible to
make use of secondary sources (e.g. survey rel]
sults, project reports), which were initially evalul]
ated and then tested for plausibility and consis(]
tency against information available from other
sources. A few of the sources taken into account
by the present project report are listed briefly in the
following:

— Information pertaining to driving licence testl]
ing was taken from the project “Theoretical
and Practical Driving Tests in Europe”
(BONNINGER, KAMMLER, STURZBE[!
CHER & WAGNER, 2005), which was con[
ducted by the Institute for Applied Research
on Childhood, Youth and the Family (IFK) at
the University of Potsdam in 2005.

— It was furthermore possible to make use of
the report on the CIECA Theory Test Project
(CIECA, 2009), which contains detailed in[
formation on the theoretical driving test in
those countries which are members of
CIECA.

— For the area of driving instructor training, the
European Driving Schools Association
(EFA) provided the report “Requirements for

Professional Driving Instructors in Europe”
(EFA, 2009).

Further sources were the websites of institutions
involved in driver licensing (e.g. the responsible
ministries, associations and enterprises associated
with driver licensing). Last but not least, experts in
the fields of driver training and driving licence test[]
ing were contacted in numerous countries and
asked to provide information on the circumstances
of novice driver preparation in their particular coun(]
try by way of questionnaires and telephone inter(]
views.

Before the project results are presented, attention
must be drawn to possible limitations affecting
interpretation of these results. Such limitations
arise, on the one hand, from ongoing changes and
further developments in the individual systems of
novice driver preparation, as already mentioned in
Chapter 1. This means that the information prelJ
sented here will reflect the situation at the time of
data collection, but may not take into account
changes which have been introduced in the mean(]
time. Secondly, an international presentation of
systems of novice driver preparation must neces(]
sarily restrict itself to essential descriptive features.
The information contained in this report thus all
ways represents a selection, and is furthermore
also subject to the actual availability of correspond(]
ing information from the countries concerned.

Table 1 lists those countries and institutions from
which data on the system of novice driver preparall
tion was collected either through surveys among
local experts or as publicly accessible information.
It furthermore indicates the special interest
group(s) to which the country concerned can be
assigned (see above). In all subsequent overview
tables in the present report, individual cells are
filled in grey where no substantiated information
could be obtained for the relevant topic or feature
in a particular country. At the same time, a corre(]
sponding remark is given in the overview tables if
individual elements of preparation (e.g. accompal]
nied driving) are not inherent to the system of nov(]
ice driver preparation of a certain country.
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Country Group Institution
Germany TUV | DEKRA arge tp 21
D WEU
Europe (EU) Bundesvereinigung der Fahrlehrerverbande e.V. (BVF)
i Direccion General de Trafico (DGT)
E Spain WEU
Europe (EU) Confederacion Nacional de Autoescuelas (CNAE)
itai Driving Standards Agency (DSA)
GB Great Britain WEU
Europe (EU) Motor Schools Association of Great Britain (MSA)
Italy Ministry of Transport
| WEU
Europe (EU) Unione Nazionale Autoscuole Studi Consulenza Automobilistica (U.N.A.S.C.A.)
France . . s s
F WEU/NBR Institut National de Sécurité Routiere et de Recherches (INSERR)
Europe (EU)
Belgium Groepering Van Erkende Ondernemingen Voor Autokeuringen En Rijbewis (GOCA)
B NBR
Europe (EU) Federatie van Beroepsautorijscholen van Belgié (FEDERDRIVE)
i Bundesamt fiir StraRen (ASTRA)
cH Switzerland NBR
Europe Schweizerischer Fahrlehrer Verband (SFV)
Czech Republic -
Ccz NBR Ministry of Transport
Europe (EU)
Danish National Police
DK Denemark NBR
Europe (EU) Dansk Kgrelaerer-Union
L Luxembourg NBR Ministére du Développement durable et des Infrastructures - Département des transports
Europe (EU) Fédération des Maitres Instructeurs Du Grand-Duché De Luxembourg
Poland Ministerstwo Infrastruktury
PL NBR
Europe (EU) Wojewodzki Osrodek Ruchu Drogowego (WORD)
Austria Bundesministerium fiir Verkehr, Innovation und Technologie (BMVIT)
A NBR/REF
Europe (EU) Fachverband der Fahrschulen
Centraal Bureau Rijvaardigheidsbewijzen (CBR)
NL Netherlands NBR/REE
Europe (EU) Bond van Automobielhandelaren en Garagehouders (BOVAG)
Finland . . . .
FIN REF Finnish Vehicle Administration (AKE)
Europe (EU)
N Statens vegvesen
N orway REF
Europe Autoriserte Trafikkskolers Landsforbund (ATL)
Sweden Road Traffic Departement - Driving Licence Unit
S REF
Europe (EU) Sveriges Trafikskolors Riksférbund (STR)
Bulgaria . ) o
BG - Ministry of Transport, Information Technology and Communications
Europe (EU)
Cyprus
CY - Department of Road Transport
Europe (EU)
Estonia Estonian Road Administration
EST -
Europe (EU) Eesti Autokoolide Liit (EAKL)
Greece .
GR - Ministry of Infrastructure, Transport and Networks
Europe (EU)
Hungary X i
H - National Transport Authority
Europe (EU)
Croatia .
HR - Hrvatski Autoklub (HAK)
Europe
Israel -
IL ) - Ministry of Transport
Asia
Ireland .
IRL - Road Safety Authority (RSA)
Europe (EU)
Iceland o
IS - Road Traffic Directorate
Europe
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Country Group Institution
Lithuania Ministry of Transport and Communications
LT -
Europe (EV) REGITRA
Latvia Ministry of Transport (CSDD)
LV -
Europe (EU) Latvijas Profesionalo Autoskolu federacija (LPAF)
Malta .
M - Malta Transport Authority
Europe (EU)
Portugal L - =
P - Ministerio da Administracéo Interna
Europe (EU)
Romania N h . 1 . .
RO - Directia Regim Permise de Conducere si Inmatriculare a Vehiculelor
Europe (EU)
Russia . - .
RUS ) - General-Staatsdepartement fiir Automobilinspektion (GAI)
Europe/Asia
Slovakia i i . i o
SK - Narodna asociacia stanic technickej kontroly (STK)
Europe (EU)
Slovenia . .
SLO - Ministry of the Interior
Europe (EU)
Turkey . .
TR ) - Ministry of Education
Europe/Asia

New South Wales X i
AUS/NSW ) . GDL Roads and Traffic Authority (RTA)
Australia/Oceania

Queensland .
AUS/QLD . . GDL Department of Transport and Main Roads
Australia/Oceania
Victoria VicRoads
AUS/VIC ) . GDL
Australia/Oceania Australian Driver Trainers' Association (ADTA)
Nova Scotia i
CDNINS . GDL Government of Nova Scotia
North America (Canada)
Ontario . .
CDN/ON ) GDL Ministry of Transportation
North America (Canada)
Québec L . i
CDN/QC GDL Société de I'assurance automobile du Québec

North America (Canada)

New Zealand
Nz ) . GDL New Zealand Transport Agency (NZTA)
Australia/Oceania

California L .
USA/CA . GDL California Department of Motor Vehicles
North America (USA)

Florida
USA/FL . GDL Florida Department of Highway Safety and Motor Vehicles
North America (USA)

North Carolina . ) . .
USA/NC . GDL North Carolina Department of Transportation — Division of Motor Vehicles
North America (USA)

Tab. 1: Overview of the 44 countries, federal states and provinces taken into account in the present project

Additional remarks:

The individual columns show the country abbreviations used in all subsequent tables, the relevant country (or federal
state/province) together with reference to its continent (and, where appropriate, its status as a member of the European Union, a
Canadian province or a US federal state), and the assignments to a group of countries of special interest (WEU = major West
European countries, NBR = neighbouring countries around Germany, GDL = countries with a GDL system, REF = reform-oriented
countries). The right-hand column indicates the institutions from which experts were questioned or else publicly accessible infor(
mation was obtained.
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3 International comparison of
systems of novice driver
preparation

3.1 Prerequisites for access and

general conditions
3.1.1 Minimum age requirements

The individual national laws and regulations per(]
taining to novice driver preparation contain statul]
tory rules to govern access to participation in mol]
torised road traffic and to define a general framel
work of conditions for the course and duration of
the corresponding learning process. These rules
include specifications of a minimum age for com[]
mencement of or progress to particular phases of
this process. Further access prerequisites to be
taken into account, beside the age requirements,
are certain criteria documenting a person's fitness
to drive and the financial cost associated with ob[]
taining a driving licence.

The minimum age requirements for the com(]
mencement of certain phases of the system of
novice driver preparation usually refer either to
enrolment in a driving school or to the application
for granting of a “learner driving licence”, i.e. the
necessary permission to learn to drive on public
roads under the supervision of an experienced lay
person — depending on the circumstances of the
national system. In Germany, the supervised learn(]
ing phase begins with formal driver training in a
driving school. This is possible at the earliest at an
age of 17 years and 6 months (or 16 years and 6
months in case of participation in the model “Acl]
companied driving from age 17" (“Begleitetes
Fahren ab 177, “BF17”).

The commencement of solo driving (i.e. the novice
driver's transition to the autonomous learning
phase) is generally subject to both a minimum age
requirement and the successful completion of cerlJ
tain tests, for which a minimum age also applies in
most cases. According to § 10 of the German Driv[]
ing Licence Regulations (Fahrerlaubnisverord(]
nung, FeV), for example, the minimum age for
granting of a class B driving licence is 18 years,
subject furthermore to successful completion of a
knowledge test (“theoretical driving test”) and a
driving test (“practical driving test”). It is stipulated
in § 16 FeV that the knowledge test can be taken
at the earliest three months before reaching the
minimum age of 18 years; the earliest date for the
practical driving test is correspondingly one month
before the candidate's 18th birthday. In case of
participation in the “BF17” model, the minimum

ages are one year lower both for completion of the
driving tests and for the issuing of a driving licence,
albeit initially without an entitlement to drive solo.
The minimum age at which a driving licence can
be issued without special protective regulations for
novice drivers is in most cases also stipulated in
national regulations. In Germany, for example, a
probationary driving licence is generally issued for
a period of two years'®; this period may be ex’
tended to four years, however, if certain traffic
offences are committed.

Table 2 on the following page presents the minilJ
mum ages for access to the supervised learning
phase, for transition to the autonomous learning
phase and for the issuing of a driving licence free
of all protective regulations in the countries covll
ered by the project. It similarly specifies the minilJ
mum age at which the knowledge and driving tests
can be taken. In this context, it must be noted that,
especially in the GDL countries, but also in a num(J
ber of European countries, the learners initially
prepare independently for a knowledge test, which
then serves as the prerequisite for issuing of a
learner driving licence — in these countries, therel]
fore, the novice drivers already begin to acquire
traffic-related knowledge independently before the
legally stipulated earliest time for the issuing of a
learner driving licence. The table reveals further(]
more that different minimum ages may apply within
a single country (e.g. in Austria, Estonia, France,
Luxembourg, Slovenia and Germany). In the same
way that novice drivers in Germany can choose
between participation in the “BF17” model and
exclusively formal driver training with a profes(]
sional driving instructor, different training models
are offered similarly in other countries. If these
options are associated with different minimum age
requirements, this is noted accordingly in the table.
The contents of such options and different training
models within the individual systems of novice
driver preparation are described in more detail
elsewhere (see Chapter 3.2 and Annex).

It can also be seen from Table 2 that, among the
major West European countries (“WEU” group),
only Germany and France provide for commencel]
ment of the supervised learning phase before the
age of 17 years — insofar as the novice drivers
here select the training model with accompanied
driving.

'® A zero-alcohol rule applies not only during the two-year “pro™
bationary period”, but also thereafter, where appropriate, until
the driver reaches the age of 21 years.
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Minimum age requirement (in years) for ...
County | SO | eised  pcomeletionof . completion of giondincus  Special protecive
learning phase learning phase regulations

WEU 16;6 or 17;6 16;9 or 17;9 16;11 or 17;11 18 21"
E WEU 17 18 18 18 21
GB WEU 17 17 17 17 19
| WEU 18 18 18 18 21

WEU/NBR 16 or 17;6 16 or 17,6 18 18 20 or 21
B NBR 17 17 18 or 18;3 18 20 or 20;3
CH NBR 17;10 17;11 18 18 21
cz NBR 16;6 18 18 - 18
DK NBR 17;6 17;11 18 18 21
L NBR 17 or 17;6 17 or 17;6 17;6 18 20
PL NBR 17;9 18 18 18 19
A NBR/REF 16 or 17,6 17 or 18 17 or 18 17 or 18 20
NL NBR/REF 18 18 18 18 23
FIN REF 17,6 18 18 18 19;6 -2 20
N REF 16 17,6 18 18 20
S REF 16 18 18 18 20
BG - 17;9 17;11 18 - 18
CY - 17;6 18 18 - 18
EST - 15;6 or 17;6 16| 17;6 or 17;6 16 [17;9 or 17;9 18 20
GR - 18 18 18 18 20
H - 16;6 16;9 17 17 19
HR - 17;6 17;6 18 18 20
IL - 16;6 16;6 17 17;3 19
IRL - 17 17 17,6 - 17,6
IS - 16 16;10 17 17 18-°20
LT - 17 18 18 18 20
LV - 16 18 18 18 20
- 18 18 18 18 21

P - 17;6 18 18 18 21
RO - 17;9 18 18 18 19
RUS - 16 18 18
SK - 17 18 18 18 20
SLO - 16;6 or 17;6 18 18 18 21
TR - 18 18 18
AUS/NSW GDL 16 16 17 17 20
AUS/QLD GDL 16 16 17 17 20
AUS/VIC GDL 16 16 18 18 22
CDN/NS GDL 16 16 16;3 16;3 18;3
CDN/ON GDL 16 16 16;8" |117;8 16;8 17,8
CDN/QC GDL 16 16;10 17 17 19
NZ GDL 15 15 15;6° | 16,6 - 17 15,6 16,6 -17°
USA/CA GDL 15;6 15;6 16 16 18
USA/FL GDL 14;6 15 16 16 18
USA/NC GDL 14;6 15 16 16 18
Tab. 2: Minimum age requirements (“-” = not applicable; grey cells = no information available; WEU = major West European countries; NBR

training course; 8 Driving licence without special protective regulations after an “evaluation driving session

= neighbouring countries around Germany; GDL = countries with GDL system; REF = reform-oriented countries; ages specified in years
and months, e.g. 17;6 = 17 years and 6 months; where several minimum ages are specified in one cell, this indicates the availability of
optional training models (“or”), or else the requirement to pass two tests (“|”) during the course of novice driver preparation)

Additional remarks:
! Absolute zero alcohol rule up to 21 years; 2 Driving licence without special protective regulations after attending an advanced

First driving test at

the earliest at 16 years and 8 months, and a second at 17 years and 8 months; ® First driving test at the earliest at 15 years and 6

months, and a second at 16 years and 6 months; 6 Shortening of the autonomous learning phase possible
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There are likewise only a few countries in the
groups of the neighbouring countries around Ger(l
many (“NBR” group) and the reform-oriented coun(]
tries (“REF” group) in which it is possible to com[]
mence the supervised learning phase at such an
early age, namely in the Czech Republic, Austria
(in case of participation in the “L17” training
model), Norway and Sweden. In the Czech Repub[J
lic, enrolment at a commercial driving school is the
only way to acquire driving skills before commencl]
ing solo driving at the earliest from the age of 18
years. It is here not possible to use the relatively
long supervised learning phase to build up addil]
tional driving experience through accompanied
driving. In the group of GDL countries (“GDL”
group), the age threshold is particularly low at 16
years or even less: In North Carolina, for example,
it is already possible to attend a formal training
course at the age of 14 years and 6 months. In
New Zealand, the supervised learning phase can
already commence at the age of 15 years. The
entry prerequisite is a knowledge test which, if
passed, entitles the candidate to learn to drive in
public traffic under the supervision of either a lay
person or a professional driving instructor; the
required knowledge test in New Zealand is thus
preceded by a phase of independent preparation.

Viewed across all countries, the highest minimum
age requirements for the supervised learning
phase apply in the European countries Greece,
Italy, Malta, the Netherlands and Turkey; in these
countries, the statutory minimum age for the com(]
mencement of practical driving instruction is 18
years.

The fourth column of Table 2 shows the national
minimum age requirements applicable for the
commencement of solo driving (i.e. for transition to
the autonomous learning phase) in the various
countries. In the majority of the European coun(]
tries, the prescribed minimum age is 18 years.
Among the major West European countries, the
neighbouring countries around Germany and the
reform-oriented countries, an earlier commencel’
ment of solo driving, namely at the age of 17
years, is only possible in Great Britain and in Aus(]
tria (in case of participation in the “L17” training
model). In the overseas GDL countries considered
by the project, on the other hand, the minimum
ages for transition to the autonomous learning
phase are predominantly lower (e.g. 16 years in
California, North Carolina and Florida). The lowest
minimum age for the autonomous learning phase
applies in New Zealand: After a supervised learn(]
ing phase of at least six months under the supervil]
sion of an experienced adult driver, novice drivers
can proceed to solo driving under special protecl]

tive regulations at the earliest at an age of 15
years and 6 months."

In those countries for which no minimum age relJ
quirement for commencement of the autonomous
learning phase is specified in the table (Bulgaria,
Ireland, Czech Republic, Cyprus), a driving licence
free of all restrictions is issued directly after sucll
cessful completion of the driving test. The novice
drivers in these countries are thus not subject to
protective regulations in the sense of a special
autonomous learning phase after commencing
solo driving.

All the countries covered by the project stipulate
that a knowledge test and a driving test must be
passed in the course of novice driver preparation;
This requirement to demonstrate adequate trafficlJ
related knowledge and practical driving ability is
thus an internationally common feature.’ In the
national systems of novice driver preparation, ad[]
mission to the knowledge and driving tests is alll
ways subject to a certain minimum age. The pre(]
scribed minimum age may be the same for both
tests in somes cases, but all the considered sys[]
tems require that a knowledge test be passed bel]
fore it is possible to take a driving test.

The minimum age for transition to the autonomous
learning phase — usually after successful complel]
tion of the driving test — is predominantly 18 years.
The driving test can nevertheless be taken already
a few weeks before the driver's actual 18th birth(]
day in a few countries, (see Table 2). In connection
with the German “BF17” model, for example, nov(
ice drivers may already take the driving test up to
one year before they reach the age of 18 years.
With this earlier driving test, they already acquire
the status of legally responsible driver of their vel]
hicle. The autonomous learning phase, in which
they are permitted to drive without an experienced
accompanist, however, only commences after their
18th birthday.

19 It is to be noted that the regulations and stipulations within a
particular country may vary according to age group. In the GDL
systems, in particular, longer minimum periods and stricter
protective regulations apply with regard to the autonomous
learning phase for youth drivers and young adults, whereas less
strict regulations apply for those who only commence driver
training at an adult age. In the Australian state of Queensland,
for example, the duration of the autonomous learning phase is
dependent on the age at which novice driver preparation bel’
gins. Shorter periods apply for novice drivers who are older
than 23 years. The present report, however, considers the
conditions and measures applicable to young novice drivers in
each case.

0 In some countries, further forms of testing exist alongside the
knowledge and driving tests mentioned here.
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In a number of other countries, too, a passed driv
ing test does not immediately constitute an entill
tlement to drive solo: In Israel, for example, the
test is followed initially by a three-month period, in
which driving is permitted exclusively with an acl
companist. Novice drivers may only commence
solo driving after these three months (at the earliC
est at the age of 17 years and 3 months). In EstolJ
nia, a (shortened) driving test can already be taken
from the age of 16 years, but only entitles the nov(
ice to drive with an accompanist; solo driving is
only permitted after reaching the age of 18 years
(and after passing the regular driving test).

In most of the countries covered by the project, the
knowledge and driving tests are the only tests prel]
scribed by the national system of novice driver
preparation. In a few countries, however, further
forms of testing are stipulated in addition, or else a
knowledge or driving test must be taken more than
once within the framework of novice driver prepal]
ration. In the group of GDL countries, for example,
two driving tests are required in New Zealand and
in the Canadian province of Ontario: The first of
these driving tests marks the transition to the
autonomous learning phase, while the second is
prerequisite for the issuing of a driving licence
which is no longer subject to special protective
regulations. A more detailed analysis of the forms
of testing implemented in the different countries is
to be found in Chapter 3.3 and in the “country pro(]
files” in the annex to this report.

3.1.2 Duration and costs of novice driver
preparation

Alongside the legally stipulated minimum age rel]
quirements for commencement of the supervised
learning phase and for admission to the prescribed
tests, the overall duration of novice driver preparal’
tion is an important feature by which to distinguish
the individual systems.

In the majority of the countries considered by the
project, the process of novice driver preparation
through to granting of a driving licence without
protective restrictions comprises a supervised
learning phase before the commencement of solo
driving, and a subsequent autonomous learning
phase which is typically subject to protective regul’
lations for novice drivers. Whereas the period of
the applicability of special regulations during the
autonomous learning phase is always specified in
the relevant legislation, and is thus binding for all
novice drivers, the duration of the supervised
learning phase is often only stipulated indirectly in
the statutory instruments. Consequently, several

factors may influence the duration of the super™
vised learning phase, such as the prescribed
minimum number of hours of formal driver training,
the time required by the individual novice driver to
acquire the necessary driving skills, and the availl
ability of financial means for additional driving les]
sons. It is thus not generally possible to derive
data on the actual duration of the supervised learn(]
ing phase from the legal framework alone; it is
rather necessary to evaluate corresponding empiril’]
cal surveys and expert opinions as additional
sources of information.

There are nevertheless some national systems of
novice driver preparation with clear stipulations on
the duration of the supervised learning phase.
Mention can be made above all of the GDL sys[]
tems in North America and Australia/Oceania,
which include provisions for a minimum duration of
several months.

Table 3 below shows the duration of the super(
vised learning phase in the different countries.
Information gathered on the basis of estimation by
experts is marked by a preceding tilde (“~”); the
prescribed duration of the autonomous learning
phase subject to special novice driver regulations
is also specified. The final column of the table indil]
cates the costs which, according to the estimates
gathered from experts, are incurred by the individ(J
ual applicant to obtain a driving licence.?" For an
international comparison, however, certain limitalJ
tions must be acknowledged when interpreting
these costs: Firstly, the figures here do not identify
the proportions of the total costs attributable to
particular forms of teaching/learning and testing,
and secondly, the different economic circum(]
stances in the individual countries must be taken
into account. An analysis at such a level of detail,
however, was not feasible within the framework of
the current project.

It can be seen from the table that no particular
duration is specified for the supervised learning
phase in most of the major West European coun(]
tries, in the neighbouring countries around Ger(]
many and in the reform-oriented countries (or else
no precise data is available on the estimated or
prescribed duration).

2 The financial costs influence the individual course of novice
driver preparation (e.g. the intensity of test preparation depends
on the costs arising for the novice driver; STURZBECHER,
GRORMANN, HERMANN, SCHELLHAS, VIERECK & VOLKEL,
2004).
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Duration of ...
Country Group ... supervised learning phase ... autonomous learning phase T((i)rEaIIESr(:)Sst)S
(in months) (in months)

WEU ~1.5-30r ~8.5-11" 12%-24 (36-48)° ~1500

WEU 36 ~900
GB WEU ~8 24 ~1650
| WEU 36
F WEU/NBR ~6 or min. 12* 36 or 24 ~1200
B NBR ~ less than 12 or ~20 24 ~200-300
CH NBR 36 ~1900-3200
cz NBR ~2 - ~250-320
DK NBR Min. 0.5 36 ~1600-1900
L NBR ~4 or ~12 24 ~ Min. 1000
PL NBR 12 ~400
A NBR/REF ~2 or ~6 24° ~1500
NL NBR/REF ~6 60 ~1800
FIN REF 18-24 ~1500
N REF ~6 24 ~1800-2400
S REF ~3-24 24 ~1350
BG - Min. 0.7 - ~ 250
CY - -
EST - Min. 1.5 24 ~600-760
GR - 24 ~700-900
H - ~2 24 ~440
HR - ~3-6 24 ~900-1000
IL - 21
IRL - Min. 6 -
1S - ~6-8 12-36
LT - 24 ~435
LV - ~1.5° 24 ~500-560
M - 36 ~230
P - 36 ~750
RO - Min. 1 12
RUS -
SK - 24 ~400-800
SLO - 24 ~600-1000
TR -
AUS/NSW GDL ~15 36-48
AUS/QLD GDL Min. 12 36
AUS/VIC GDL ~12-18 48 ~570
CDN/NS GDL Min. 3-6 24
CDN/ON GDL Min. 8-12 8-12 ~370
CDN/QC GDL Min. 12 24 ~590
NZ GDL Min. 6 12-18 ~230
USAI/CA GDL Min. 6 12°
USA/FL GDL Min. 12 24°
USA/NC GDL Min. 12 6-24
Tab. 3: Duration and estimated total costs of novice driver preparation (“-" = not applicable; grey cells = no information available;

“_n

= expert estimation; “Min.” = prescribed minimum duration; WEU = major West European countries; NBR = neighbouring countries
around Germany; GDL = countries with GDL system; REF = reform-oriented countries; “or” = availability of optional training models for
which different durations are prescribed for the supervised learning phase)

Additional remarks:

' Under the “BF17” model; % Driving test taken at 17 years under the “BF17” model; * In case of extension of the probationary
period; * Under the “AAC” model; ° Under the “L17" model, the probationary period always lasts until the age of 20 years, i.e.
possibly longer than 24 months. ® Minimum duration of driving school training is 5 weeks. ” Minimum duration of 12 and maximum
duration of 36 months. ® 12 months or until reaching the age of 18 years; ®24 months or until reaching the age of 18 years
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The longest prescribed minimum duration for the
supervised learning phase among the European
countries, namely 12 months, is to be found in
France, where it refers to participation in the acl
companied driving scheme. By contrast, a binding
minimum duration is specified in all the GDL coun(J
tries for the supervised learning phase, which is
also comparatively long in the Australian states of
New South Wales, Queensland and Victoria, in the
US states of Florida and North Carolina and in the
Canadian province of Québec at 12 months. In
New South Wales, a minimum duration of 12
months and a maximum duration of 36 months is
specified for the supervised learning phase; the
estimates from experts indicate an average dura(]
tion of 15 months.

A minimum duration may also be stipulated for the
supervised learning phase in countries in which it
is only permitted to learn to drive with a profes(]
sional driving instructor. In such cases, however,
this serves not to support longer-term experiencel’
building, but rather to specify the distribution of
theoretical and practical teaching units within the
framework of the formal driver training. In Den(]
mark, for example, driver training must be spread
over at least two weeks, and in Bulgaria over at
least 22 days. In Romania, at least four weeks must
lie between the start of driver training and the driving
test.

The period for which protective regulations apply
during the autonomous learning phase varies bel]
tween 12 and 48 months in the major West Euro(]
pean countries. In Germany, the duration depends
on the chosen model of novice driver preparation
and on any traffic offences committed during the
relevant period. All novice drivers are initially sub(]
ject to special regulations for a two-year probation(]
ary period after acquiring their first driving licence
for a vehicle of class A1, A, B or B/E. This period
may be extended to four years if traffic offences of
a certain severity are recorded. For participants in
the “BF17” model, however, this probationary pell
riod begins together with the phase of accompal’
nied driving, which means that the autonomous
learning phase subject to protective regulations for
novice drivers may be reduced from 24 months to
a minimum of 12 months or — in case of extension
of the probationary period — from 48 months to a
minimum of 36 months. An autonomous learning
phase during which the novice driver is only per(]
mitted to drive on the basis of special protective
regulations is also to be found in most of the
neighbouring countries around Germany. In Po-
land, this period lasts only 12 months, and in the
Czech Republic there is no such period. Among
the reform-oriented countries, the Netherlands

earns particular mention with a duration of five
years. In Finland, the 24-month duration of the
autonomous learning phase can be shortened by
up to six months through early participation in a
mandatory advanced training course (“second
phase of driver training”). In most GDL countries,
too, the duration of the autonomous learning phase
lies between 24 and 36 months, with the longest
duration being prescribed in the Australian state of
Victoria with 48 months. Shorter periods are found
in California and in the Canadian province of On[]
tario, with 12 months each, and in New Zealand,
with 18 months. In New Zealand and Ontario, it is
furthermore possible to reduce this period to 12 or
8 months, respectively, by attending a formal train(J
ing course in a driving school.

From the international overview, it remains to be
noted that significant differences exist between the
various countries — also within Europe — with relJ
gard to the duration of novice driver preparation
and its individual phases (supervised and autonol]
mous learning phases).

3.1.3 Proof of fitness to drive and knowledge
of first aid

One prerequisite for safe participation in motorised
road traffic is an adequate fitness to drive?. Relel]
vant health impairments must be known to both the
driving licence applicant and to the authorities rel]
sponsible for the issuing of driving licences, and
must be taken in account accordingly (e.g. by
specifying that the person concerned is only per(]
mitted to drive a vehicle when wearing spectacles
or contact lenses). Adequate vision, in particular, is
imperative for all participants in motorised road
traffic. It should furthermore be guaranteed that
certain medical conditions which are likely to im(J
pair the ability to participate safely in traffic can be
excluded. Significant differences exist between the
individual countries with regard to the scope of
prerequisites to be demonstrated and the form in
which proof is to be furnished. In some countries,
the licence applicant's fitness to drive must be
certified by an approved physician, whereas others
rely on self-reports for the verification of health
status.

= Reference is here made not merely to aptitude in the psychol
logical sense, but to the wider concept of fitness as used in
driver licensing regulations (cf. BONNINGER & STURZBE[]
CHER, 2005); this includes driving licence applicants being
required to display certain physical and mental capabilities.
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Proof of fitness to drive Knowledge of first aid
county eroup Ey;ees;tght Hizrsltng Medical check Self-report Manacti?;ro];);rfz:rse Course units
WEU X - - - X 8 (45 minutes each)
WEU X X X - - -
GB WEU X - - X - -
| WEU X X X - - -
F WEU/NBR X - - - - -
B NBR X - - X - -
CH NBR X - - X X 10 (60 minutes each)
cz NBR X X X - X' 6 (45 minutes each)
DK NBR X - X 7
L NBR X X - - -
PL NBR X X X -
A NBR/REF X X X - X 6
NL NBR/REF X - X - -
FIN REF X - - -
N REF - - - X X? 4 (45 minutes each)
S REF X - X X - -
BG - X X X - X
CY - X - -
EST - X X X - X 16
GR - X - X - - -
H - X X X - X
HR - X X - x?
IL - X X - - -
IRL - X - - X -
IS - - - X - -
LT - X X X -
LV - X X X X X 15
- X X - - -
P R R -
RO - X -
RUS -
SK - X X X -
SLO - X X X - X 10
TR -
AUS/NSW GDL X - - - -
AUS/QLD GDL X - - X - -
AUS/VIC GDL X - - X - -
CDN/NS GDL X - - X - -
CDN/ON GDL X - - X - -
CDN/QC GDL X - - X - -
NZ GDL X - - - -
USA/CA GDL X - X - - -
USA/FL GDL X X - X - -
USA/NC GDL X - - - -
Tab. 4: Proof of fitness to drive and knowledge of first aid (“X” = applicable, “-” = not applicable; grey cells = no information available;

WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL system;
REF = reform-oriented countries)

Additional remarks:

"2 The specified course units are elements of the training curriculum for formal driver training (see Chapter 3.2.5).
8 Knowledge of first aid measures is tested, but no information is available as to whether the relevant knowledge is acquired
within the framework of the prescribed formal driving school training or through external measures.
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The first columns in Table 4 indicate the areas in
which examinations of fitness to drive are required
(eyesight, hearing), and the form in which correl]
sponding proof is to be provided (medical check,
self-report). As can be seen from the table, most
countries require novice drivers to take an eyesight
test. It is furthermore evident that, in contrast to the
GDL countries considered by the present project,
most European countries demand that the fitness
to drive be documented by way of a medical
check.

Such medical checks address not only possible
vision impairments, but in many cases also other
areas of health-related fitness to drive. In Spain,
for example, the medical checks supplement tests
of eyesight and hearing with examinations to del]
termine a variety of other ailments and conditions
(e.g. diabetes, diseases of the nervous system,
psychiatric disorders). Austria demands cardiol’
vascular and neurological examinations, as well as
the customary eyesight and hearing tests, and a
test of the driving licence applicant's general
physical mobility. In Romania, proof of the physical
and mental fitness to drive must be furnished by
way of a medical and a psychological certificate or
report, and a psychological examination is likewise
stipulated in Lithuania. In Greece, finally, the eyel]
sight test is performed by an ophthalmologist,
while overall medical fitness to drive is confirmed
by a general practitioner.

In most GDL countries, but also in a number of
European countries, evidence of medical fitness to
drive is provided not in the form of a doctor's cer(]
tificate, but instead by way of a self-report, in which
the licence applicant is required to notify any
physical or mental impairments; a medical check is
usually only prescribed where the self-report gives
reason to doubt the physical or mental fithess to
drive (e.g. in the Australian state of Victoria). In
Norway, the self-report also contains a statement
on eyesight, whereas a separate eyesight test is
required in Ireland alongside the general self(]
report. In Switzerland, too, an application for the
issuing of a driving licence must be accompanied
by a self-report with statements pertaining to
physical ailments, vision and driving experience in
other vehicle classes; driving licence applicants
must also take an eyesight test.

In some countries, eyesight may be tested within
the framework of the knowledge or driving tests. In
Belgium and the Canadian province of Ontario, for
example, proof of adequate vision must be fur(]
nished when taking the knowledge test. In France,
Great Britain, the Netherlands and Cyprus, on the
other hand, the driving licence applicant is required

to read a vehicle registration plate from a certain
distance immediately before starting the driving
test, and in this way to demonstrate adequate vi®l
sion to the driving test examiner.

The second half of Table 4 is devoted to the nall
tional regulations relating to knowledge of first aid
measures. In many European countries, complel]
tion of a first aid course is a prerequisite for the
issuing of a driving licence. First aid courses are
offered by private or state-run health service prol]
viders, and attendance is a mandatory requirement
before commencing theory classes or practical
driving instruction. In some countries, first aid
courses also represent more or less extensive
elements of the prescribed formal driving school
training (e.g. in the Czech Republic). Appropriate
behaviour in case of an accident and the adminis(]
tering of first aid to other road users are addressed
in very different manners within the framework of
novice driver preparation (e.g. in learning manuals,
in tests at the end of the course or through corre(]
sponding questions during the knowledge test);
this diversity cannot be presented in detail in the
table.

If the specifications with regard to courses in first
aid measures are considered from the perspective
of the defined groups of countries of special interJ
est, then it can be noted first that, among the major
West European countries, course attendance is
only mandatory in Germany. In the neighbouring
countries around Germany and in the reform(]
oriented countries, a rather divergent situation is
revealed. In the GDL countries, on the other hand,
none of the systems prescribe attendance at a first
aid course. There are nevertheless some GDL
countries which confront novice drivers with immer(]
diate personal implications of the risk of being
killed in road accident. In the US states of Florida,
California and North Carolina, for example, the
readiness to become an organ donor in case of a
fatal road accident is queried when applying for a
learner driving licence, and the licence applicant is
given the opportunity to register as an organ dol’]
nor.

In the Czech Republic and Norway, the courses
specified in the table are elements of the prel]
scribed formal training in a driving school. In the
Czech Republic, for example, the training curricul]
lum stipulates two course units for the theoretical
treatment of first aid measures (within the framel]
work of the theory classes) and four more units for
corresponding practical exercises. In Norway, too,
the curriculum includes a section “First aid”, for
which four course units are set aside within the
framework of the theory classes.
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In Bulgaria, Denmark, Germany, Estonia, Latvia,
Austria, Slovenia, Hungary and Switzerland, it is
required to attend a first aid course offered by an
external provider (e.g. Red Cross) outside driving
school training. In Switzerland, corresponding
knowledge and skills are acquired within the
framework of a first aid course comprising five
sessions of 2 hours each; the topics covered relate
to behaviour and first aid measures at the scene of
an accident, for example securing the scene of the
accident, alarming the emergency services and
life-saving measures to maintain vital bodily funcl]
tions until the arrival of medical aid (e.g. correct
recovery position for injured persons, artificial res(]
piration, measures in case of severe bleeding and
the basics of cardiac massage). In Germany, a
corresponding course in “Life-saving first aid
measures” comprises four double units of 90 min(J
utes each.

In Hungary and Croatia, first aid measures constil
tute a separate subject for testing. In Hungary, for
example, the corresponding knowledge and skills
are tested by the Hungarian Red Cross in a spel]
cific “first aid test” with theoretical and practical
elements.

3.2 Teaching and learning forms in
novice driver preparation

3.2.1 Overview

Different forms of teaching/learning and testing
represent the “building blocks” or system compol]
nents of systems of novice driver preparation.
Classification according to principles of teach(]
ing/learning theory and the general description of
typical components from the functional and institulJ
tional perspectives in Chapter 2.3.2 were the first
steps towards a comparative analysis of the nal]
tional systems of novice driver preparation in the
present report. On this basis, as a second step, the
forms of preparation in use in the different coun(]
tries are to be described in more detail with regard
to their country-specific legal and technical realisall
tion and in respect of their combination and inter(
action.

The relevant teaching and learning forms were
differentiated in Chapter 2.3.2 as those system
elements which serve the acquisition of driving and
traffic competence (for detailed analyses of the
forms of testing, see Chapter 3.3); these teach[]
ing/learning forms include:

— Theory classes,
— Independent theory learning,

— Practical driving instruction,

— Driving simulation training,

— Accompanied driving,

— Advanced training courses, and

— Solo driving under protective regulations.

In addition, two broader forms of preparation for
novice drivers were identified:

— Road safety education in schools (targeted
to new and young drivers) and

— Road safety campaigns (targeted to new
drivers).

Before a more detailed consideration of the coun(]
try-specific implementations of these teaching and
learning forms, as a means to determine differ(]
ences and common features in the national sys(]
tems, Table 5 (see following pages) presents a
general overview. This table takes into account
teaching/learning forms which are prescribed by
legislation, used in preparation to an appreciable
extent — also as optional teaching/learning forms -
or otherwise integrated into the system in a signifilJ
cant manner (e.g. with incentives to encourage
voluntary use).

With regard to the differentiation of formal and
informal teaching and learning forms (see Chapter
2.2.4), it must be noted that the two complement
each other in numerous ways. This applies, for
example, to the generally available possibility to
acquire traffic-related knowledge by way of indel
pendent theory learning (informal teaching/learning
form) alongside theory classes in a driving school
(formal teaching/learning form). Similarly, practical
driving instruction with a professional driving in[]
structor is in many countries merely one possible
form of initial driving practice. It can often be com(]
plemented or even replaced by initial practical
driving instruction under the supervision of an ex[]
perienced lay person (“lay training”).
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Theory Independ. Eractical D_riving Acct_)m- Adv_anced Protected
Country Group classes Itheolry instruc- | simula- | panied | training solo Principal features
earning tion tion drlvmg courses dl’lVII’]g
D X X X ) ) X (opt). X Supervised learning phase: = mand. formal driving school training (theory + practice) = exclusively prof. driver
(mand.) (opt.) (mand.) I"(mand) | (mand.) | training for DL application from 18 yrs. = extended driving practice only possible through participation in BF17
; WEU X X X R X X (opt.), X model (after mand. driving school training) = Autonomous learning phase: = protective regulations for 24 mos.
D “BF17” (mand) (ont) (mand) o) | 1 mandy | (mand) (or until 21 yrs.) = mand. improvement course after traffic offences = opt. course offers
X X X (opt.), X Supervised learning phase: = free choice of teaching/learning forms (prof. training, lay training, ...) = formal
E WEU (opt) (opt) (opt) I* (opt) (mand.) driver training predominant, lay training rarely practised = Autonomous learning phase: = protective regulations
for 36 mos. = opt. improvement course to reduce penalty points = further opt. course offers
- XX X - X X (opt.), X Supervised learning phase: = free choice of teaching/learning forms (prof. practical instruction, lay training, ...) =
GB WEU (opt) (opt) (opt) * (opt) (mand.) Ilay training usual alongside p.rof. instructign . ingependent Itheory Iearnir?g prgdgminant, theory classes not prac!!
tised = opt. long form of practical preparation (without special accompanied driving model) = Autonomous learn-
ing phase: = protective regulations for 24 mos. = opt. advanced course (“Pass Plus”) = opt. improvement course
X X X I* (opt.) X Supervised learning phase: = free choice of teaching/learning forms (prof. training, lay training, ...) = optional
WEU (opt.) (opt.) (opt) (mand.) long form of practical preparation (learner DL for 6 mos.). = formal driver training predominant = Autonomous
learning phase: = protective regulations for 36 mos. = opt. improvement course to reduce penalty points
E X X X - - X (opt.), X Supervised learning phase: = compulsory participation in road safety education in school = free choice of teach(]
(opt) (opt) (opt) * (mand.) | (mand.) ing/learning forms (prof. training, lay training,...) = formal driver training predominant (theory + practice) = long
WEU/NBR forms of practical preparation possible for all learner drivers (lay training or accompanied driving models “AAC”,
FAAC™ X X X - X X (opt.), X “Conduite supervisée”) = Autonomous learning phase: = protective regulations for 24 or 36 mos. = mand. im_
(opt.) (opt.) (mand.) (mand.) | I*(mand.) | (mand.) | provement course after traffic offences = optional course offers
B “36M’ X X X - X X (opt.), X Supervised learning pha§e: - free chpice of teaching/learning forms (prof. practical instruction, lay training, .:.) .
(opt) (opt) (opt) (opt) I* (opt) (mand.) optional long form of practical preparation under 36M model (learner DL for 3-36 mos.) = compulsory formal driver
NBR training (practical) only under 18M model (learner DL for 3-18 mos.) = Autonomous learning phase: = protective
B “18M" X X X - X X (opt.), X regulations for 24 mos. = opt. advanced course (“on-the-road” course) = opt. improvement course after traffic
(opt.) (opt.) (mand.) (opt.) I* (opt.) (mand.) offences
X X X X X (mand.), X Supervised learning phase: = mand. formal driving school training (theory classes) = free choice of teachl!
(mand.) (opt) (opt.) (opt) I* (opt) (mand.) ing/learning forms (prof. practical instruction, lay training, ...) = lay training widespread alongside prof. instruction =
CH NBR optional long form of practical preparation for all learner drivers (learner DL for 24 mos.) = Autonomous learning
phase: = protective regulations for 36 mos. = mand. advanced course for all novice drivers = opt. improvement
course
X X X X - Supervised learning phase: = exclusively mand. formal driving school training permitted (theory + practice,
cz NBR (mand.) (opt.) (mand.) (opt) optional elements on driving simulator) = no extended practical preparation possible (lay training, accompanied
driving) = Autonomous learning phase: = no special regulations after issuing of driving licence
X X X - I* (mand.) X Supervised learning phase: = exclusively mand. formal driving school training permitted (theory + practice) = no
DK NBR (mand.) (opt) (mand.) (mand.) extended practical preparation possible (lay training, accompanied driving) = Autonomous learning phase: =
protective regulations for 36 mos. * mand. improvement course after traffic offences
L X X X . X (mand.), X Supervised learning phase: = mand. formal driving school training (theory + practice) = exclusively prof. training
(mand.) (opt.) (mand.) I* (opt.) (mand.) | for DL application from 18 yrs. = extended practical preparation before solo driving only under “CA” model (from
NBR X X X B X X (mand.), X 17 yrs., after formal driving school training) = Autonomous learning phase: = protective regulations for 24 mos. =
L “CA” (mand) op) (mand) (o0t v opt) | (mand) mand. advanced course for all novice drivers = opt. improvement course after traffic offences
mand. opt. mand. opt. opt. mand.
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Theory Independ. | Practical Driving Accom- | Advanced | Protected
Country Group classes theory instruc- simula- panied training solo Principal features
learning tion tion driving courses driving
X X X I* (opt.) X Supervised learning phase: = exclusively mand. formal driving school training permitted (theory + practice) = no
PL NBR (mand.) (opt) (mand.) (mand.) extendgd practlcgl preparation possmle. (lay training, accompanied (.1r|V|ng) = Autonomous learning phase: =
protective regulations for 12 mos. = opt. improvement course after traffic offences
A X X X ) X (mand.), X Supervised learning phase: = mand. formal driving school training (theory + practice) = extended practical
y (mand.) (opt.) (mand.) I*(mand.) | (mand.) | preparation possible (after mand. driving school training) under L17 model and with lay training (“dual training with
NBR/REF X X X B X X (mand.) X practice driving”) = Autonomous learning phase: = protective regulations for 24 mos.  mand. advanced course
AT - for all novice drivers » mand. improvement course after traffic offences
(mand.) (opt.) (mand.) (mand.) I* (mand.) (mand.)
X X X X - I* (mand.) X Supervised learning phase: = Practical instruction exclusively by prof. instructors® and with possibility for praci
NL NBR/REF (opt) (opt.) (opt) (opt) (mand.) tice with driving smulator . n? extendeq practlcallpreparanon possible (lay t'ralnmg, accompanied drlvmg)l-
Autonomous learning phase: = protective regulations for 60 mos. = mand. improvement course after traffic
offences
X X X X X X (mand.) X Supervised learning phase: = Training in driving school or exclusively lay training; combination not permitted =
FIN REF (mand.) (opt) (mand.) (opt) (opt) (mand.) formgl driver training pregomlnant (.theory + practice) = partial use of driving simulator pos‘smlel- Autonomous
learning phase: = protective regulations for 18-24 mos. = mand. advanced course for all novice drivers
X X X - X X Supervised learning phase: * mand. formal driving school training (theory + practice) = lay training and accom!(!
N REF (mand.) (opt.) (mand.) (opt) (mand.) panledldnvmg predominant alongside prof. practical instruction = Autonomous learning phase: = protective
regulations for 24 mos.
X X X - X X Supervised learning phase: = free choice of teaching/learning forms (prof. training, lay training, ...) = lay training
S REF (opt) (opt) (opt) (opt) (mand.) alnd accompanled driving widespread alon_g'5|de prof. practlcalllnstructlon. = mand. safety course at end of super(]
vised learning phase = Autonomous learning phase: = protective regulations for 24 mos.
X X X I* (opt.) - Supervised learning phase: = exclusively mand. formal driving school training permitted (theory + practice) = no
BG - (mand.) (opt.) (mand.) extended practical preparation possible (lay training, accompanied driving) = Autonomous learning phase: = no
special regulations after issuing of driving licence = opt. improvement course after traffic offences
X X X X - - Supervised learning phase: = free choice of teaching/learning forms (prof. practical instruction, lay training, ...) =
(634 - (opt.) (opt) (opt.) (opt) optional long form of practical preparation (without special accompanied driving model) = Autonomous learning
’ ’ ’ ’ phase: = no special regulations after issuing of driving licence
EST X X X X (mand.) X
(mand.) (opt) (mand.) (mand.) Supervised learning phase: mand. formal driving school training (theory + practice) = Optional lay training or
- - : - - accompanied driving after formal driving school training and after passing a special test = Autonomous learning
EST X X X X X (mand.) X phase: = protective regulations for 24 mos. = mand. advanced course for all novice drivers
(mand.) (opt.) (mand.) (opt.) (mand.)
X X X - - - X Supervised learning phase: = exclusively mand. formal driving school training permitted (theory + practice) = no
GR - (mand.) (opt) (mand.) (mand.) extendled pract|c§l preparation possible (lay training, accompanied driving) = Autonomous learning phase: =
protective regulations for 24 mos.
X X X - - X (opt.), X Supervised learning phase: = exclusively mand. formal driving school training permitted (theory + practice) = no
H - (mand.) (opt) (mand.) * (mand) | (mand.) extendgd practlcgl preparation possible (!ay training, accompanied drlylng) = Autonomous learning phase: =
protective regulations for 24 mos. * mand. improvement course after traffic offences = opt. course offers
X X X - - - X Supervised learning phase: = exclusively mand. formal driving school training permitted (theory + practice) = no
HR - (mand.) (opt) (mand.) (mand.) extended practical preparation possible (lay training, accompanied driving) = Autonomous learning phase: =

protective regulations for 24 mos.
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Th Independ. | Practical Driving Accom- | Advanced | Protected
eory . i - - .
Country Group classes theory instruc- simula- panied training solo Principal features
learning tion tion driving courses driving
X X X X X Supervised learning phase: = mand. formal practical instruction = extended practical preparation in form of
IL - (opt.) (opt) (mand.) (mand.) (mand.) accompanied dr.lvmg for gll novice drivers (for minimum 3 mos. after obtaining DL) = Autonomous learning
phase: = protective regulations for 21 mos.
X X X X - Supervised learning phase: = mand. prof. training (practical instruction) = lay training and accompanied driving
IRL - (opt.) (opt) (mand.) (opt) predominant alongside prof. practical instruction = optional long form of practical preparation for all (learner DL for
' ' ' ' 6-24 mos.) = Autonomous learning phase: = no special regulations after issuing of driving licence
X X X - X X (opt.), X Supervised learning phase: = mand. formal driving school training (theory + practice) = optional extended practil
IS - (mand.) (opt) (mand.) (opt) * (mand.) | (mand.) cal prepératlon for IaII learner drivers (after start of formal driving school tra.mlng) = Autonomous learning phase:
= protective regulations for 12-36 mos. = mand. advanced course after traffic offences = opt. course offers
X X X - X I* (mand.) X Supervised learning phase: = mand. formal driving school training (theory + practice) = optional extended practi’!
LT - (mand.) (opt) (mand.) (opt) (mand.) cal preparation f.or all now.ce drivers (after completlpn of formal driving school tra.lnlng) = Autonomous learning
phase: = protective regulations for 24 mos. = mand. improvement course after traffic offences
X X X - X I* (opt.) X Supervised learning phase: = mand. formal driving school training (theory + practice) = lay training und accomL!
LV ) (mand.) (opt) (mand.) (opt) (mand.) pa.nled driving possible anngmde prof. practical mstructlon optional extended pra}ctlcal preparation for all nowc.e
drivers = Autonomous learning phase: = protective regulations for 24 mos. = opt. improvement course after traffic
offences
X X X X X Supervised learning phase: = free choice of teaching/learning forms (prof. practical instruction, lay training, ...) =
M - (opt) (opt) (opt) (opt) (mand.) optlone.ll long for.m of pract!cal preparation (without special accompanied driving model) = Autonomous learning
phase: = protective regulations for 36 mos.
- X X I* (opt.) X Supervised learning phase: = exclusively mand. formal driving school training permitted (theory + practice) = no
P (mand.) (mand.) (mand.) extended practical preparation possible (lay training, accompanied driving) = Autonomous learning phase: =
' ' ' protective regulations for 36 mos. = opt. improvement course after traffic offences
- X X X Supervised learning phase: = mand. formal driving school training (theory + practice) = no extended practical
RO (mand.) (opt) (mand.) (mand.) preparation possible (lay training, accompanied driving) = Autonomous learning phase: = protective regulations
for 12 mos.
- X X X X Supervised learning phase: = free choice of teaching/learning forms (prof. practical instruction, lay training, ...) =
RUS (opt) (opt) (opt) optional long form of practical preparation (without special accompanied driving model) = Autonomous learning
’ ’ ’ phase: no information
- X X X X - I* (mand.) X Supervised learning phase: = exclusively mand. formal driving school training (theory + practice, optionally with
SK (mand.) (opt) (mand.) (opt) (mand.) drlvmg simulator) = no extfended praf:ncal preparation possmlg (lay training, accompanied d'rlvmg) = Autonomous
learning phase: = protective regulations for 24 mos. = mand. improvement course after traffic offences
SLO X X X X (mand.), X Supervised learning phase: = mand. formal driving school training (theory + practice) = optional extended practil
(mand.) (opt.) (mand.) I*(mand.) | (mand.) | cal preparation for all novice drivers (after 20 hrs formal driving school training) *Autonomous learning phase: =
i X X X X X (mand.), X protectivg regulations for 24 mos. = mand. advanced course for all novice drivers » mand. improvement course
SLO after traffic offences
(mand.) (opt.) (mand.) (opt.) I*(mand.) | (mand.)
TR )
X X X - X - X Supervised learning phase: = free choice of teaching/learning forms (prof. practical instruction, lay training, ...) =
AUS/NSW GDL (opt.) (opt) (opt.) (mand.) (mand.) long form of practical preparation for all novice drivers (min. 120 hrs, min. 12 mos.) = Autonomous learning

phase: = graduated protective regulations for 36-48 mos.
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Theor Independ. | Practical Driving Accom- | Advanced | Protected
Country Group classe); theory instruc- simula- panied training solo Principal features
learning tion tion driving courses driving
X X X X X Supervised learning phase: = free choice of teaching/learning forms (prof. training, lay training, ...) = long form of
AUS/QLD GDL (opt.) (opt) (opt.) (mand.) (mand.) practical preparation for all novice drivers (min. 100 hrs, min. 12 mos.) * reduced minimum hours of driving prac(!
' ' ' ' " | tice with prof. practical instruction = Autonomous learning phase: = graduated protective regulations for 36 mos.
X X X - X X (opt.), X Supervised learning phase: = free choice of teaching/learning forms (prof. practical instruction, lay training, ...) =
AUSNVIC GOL (opt.) (opt) (opt.) (mand.) | I* (mand.) | (mand.) long form of practical prepgrahon for _aII novice drivers (min. 1?0 hrs, min. 12 mos.) * Auton‘omous learning
phase: = graduated protective regulations for 48 mos. = mand. improvement course after traffic offences = opt.
course offers
X X X X I* X Supervised learning phase: = mand. formal driving school training (theory + practice) = lay training and accomL!
CDNI/NS GDL (mand.) (opt.) (mand.) (mand.) (mand.) panied flrlvmg possible along_5|de prof. Fralnlng . lIong formlof practical prepgratlon for all novice (.1r|vers (min.
6 mos.)" = Autonomous learning phase: = protective regulations for 24 mos. = impr. course after traffic offences
X X X X X - X Supervised learning phase: = free choice of teaching/learning forms (prof. practical instruction, lay training, ...) =
CDN/ON GDL (opt.) (opt) (opt.) (opt) (mand.) (mand.) long form of practical preparation for all novice drivers (min. 12 mos.) = supervised learning phase shortened to
’ i ’ ’ ’ " | 8 mos. in case of prof. training * Autonomous learning phase: = protective regulations for 12 mos.
X X X - X I* X Supervised learning phase: = mand. formal driving school training (theory + practice) = lay training and accom(]
CDN/QC GDL (mand.) (opt) (mand.) (mand.) (mand.) panied driving alongside prof. practical instruction = long form of practical preparation for all novice drivers (min.
’ ) ’ ’ ’ 12 mos.) = Autonomous learning phase: = protective regulations for 24 mos. = impr. course after traffic offences
X X X X X (opt.) X Supervised learning phase: = free choice of teaching/learning forms (prof. practical instruction, lay training, ...) =
Nz GDL (opt) (opt) (opt) (mand.) (mand.) long form of practical preparation for all novice drivers (learner DL for min. 6 mos.) = Autonomous learning
’ ' ’ ’ " | phase: = protect. regulations for 18 mos. = opt. course offers (autonomous learning phase shortened to 12 mos.)
X X X X I* X Supervised learning phase: = mand. formal driving training (theory + practice) in school or driving school = long
USA/CA GDL (mand.) (opt) (mand.) (mand.) (mand.) form of practical preparation for all novice drivers (min. 50 hrs, min. 6 mos.) Autonomous learning phase: *
' ' ' ' " | protective regulations for 12 mos. or until 18 yrs = improvement course after traffic offences
X X X X I* (mand.) X Supervised learning phase: = mand. formal driving training (theory classes or independent theory learning at
USA/FL GDL (mand.) (mand.) (opt.) (mand.) (mand.) PC) = long form of practical preparation for all novice drivers (min. 50 hrs, min. 12 mos.) = Autonomous learning
' ' ' ' " | phase: = protective regulations for 24 mos. or until 18 yrs = mand. improvement course after traffic offences
X X X X I* (opt.) X Supervised learning phase: * mand. formal driving training (theory + practice) in school or driving school = long
USA/NC GDL (mand.) (opt) (mand.) (mand.) (mand.) form of practical preparation for all novice drivers (learner DL for min. 12 mos.) = Autonomous learning phase: =
’ ’ ’ ’ " | graduated protective regulations for 6-24 mos. = opt. improvement course after traffic offences

Tab. 5: Overview of teaching/learning forms (“I*” = improvement courses following traffic offences or other conspicuous driving behaviour; “DL” = driving licence; “yrs” = years; “mos.” = months; “hrs” = hours;
“X” = applicable, “-” = not applicable; grey cells = no information available; “(mand.)” = mandatory teaching/learning form; “(opt.)” = optional teaching/learning form; WEU = major West European countries;
NBR = neighbouring countries around Germany; GDL = countries with GDL system; REF = reform-oriented countries)

Additional remarks:

' Accompanied driving from age 17; 2 “Apprentissage anticipé de la conduite” as a model for accompanied driving independent of age, commencing at the earliest at the age of 16 years and for
a minimum duration of 12 months. A further form of accompanied driving (“Conduite supervisée”) was introduced in 2010 for novice drivers over 18 years, who are permitted to drive under the
supervision of an experienced lay person after passing the knowledge test and after completing 20 hours of professional practical driving instruction. A minimum duration of 3 months and a
minimum of 1,000 kilometres of driving are prescribed, and the novice driver must furthermore attend a “pedagogical meeting” with the driving instructor before and during the accompanied
driving phase. ®There is no legal regulation which explicitly prescribes driving school training, but it is not permitted to learn to drive under the supervision of a lay person; * Two options are
available for the mandatory driver training during the supervised learning phase: The learner driver can choose to attend a “Defensive Driving Course” (6 hours) or a “Driver Training Course”
(25 hours of theory classes and 10 hours of practical driving instruction). The latter leads to a shortening of the supervised learning phase by 3 months.
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Whereas comprehensive specifications exist to
define the contents, methods and scope of training
to be covered by formal teaching and learning
within the framework of (mandatory) professional
driving school training, the informal teach(
ing/learning forms are especially characterised by
the freedoms granted with regard to their implel
mentation. It is nevertheless shown that minimum
requirements as to duration or extent of driving
practice may also apply for informal teaching and
learning forms such as accompanied driving, which
thereby acquire a more distinctly binding character;
the same applies, in principle, to solo driving under
protective regulations, insofar as this informal
teaching/learning form is governed by legal stipulal’]
tions regarding the term of applicability and the
scope of protective measures. Table 5 indicates
whether a particular teaching/learning form is a
mandatory or optional component of the system of
novice driver preparation concerned. It also identilJ
fies the countries in which novice drivers can
choose between different training models (e.g.
Belgium, Germany, France, Luxembourg, Austria),
and the teaching/learning forms which characterise
the alternative models. The teaching/learning
forms “Road safety education in schools” and
“Road safety campaigns”, as broader forms of
intervention, were only evaluated for a few, exem(J
plary countries within the framework of the present
project. They are not included in the table above; a
number of examples are presented in Chapters
3.2.10 and 3.2.11, however, to illustrate their funcl]
tion as characteristic elements of preparation.

Table 5 provides merely a comparative overview —
detailed country-specific system descriptions
(“country profiles”), which address not only the
framework conditions and the forms of teachl
ing/learning and testing implemented in novice
driver preparation, but also corresponding quality
assurance measures, are to be found in the annex
to this report. The first part of Table 5 shows the
teaching and learning forms which are in use in the
individual countries, and specifies whether they are
mandatory or optional elements of the system. The
second part describes for each country the combil]
nation and arrangement of the teaching/learning
forms, and their assignments to the supervised
and autonomous learning phases. This serves to
outline the central task definitions or “principal
features” of the systems, by listing relevant strucl]
tural aspects, such as graduated access to full
driving entitlements and the duration of driving
competence acquisition (short vs. long form), as
well as content-related learning objectives (acquisill
tion of basic driving competence and expertise,
changed attitudes to driving) and regulative provill

sions (free choice of teaching/learning forms, for(]
mal and informal teaching/learning forms, protecl]
tive regulations).

It can be seen from the table that, in the group of
major West European countries, both professional
driving instructors and private individuals/lay per(]
sons are involved in novice driver preparation. It is
only in Germany that practical driving instruction
must be entrusted exclusively to professional in{]
structors (training monopoly of commercial driving
schools). In practice, however, it is also very rare
for practical instruction to be given by a lay person
in Spain and France, as such instruction is only
permitted in vehicles which — like driving school
vehicles — are equipped with dual controls. In the
group of reform-oriented countries, the NetherlJ
lands is the only country in which exclusively pro(]
fessional driving instructors are permitted to give
practical driving instruction. In Finland, Sweden
and Norway, instruction can also be given by lay
instructors, either supplementary to professional
practical instruction or — in Sweden and Finland —
as the sole form of instruction. With increasing
driving practice, lay instruction gradually gains the
character of accompanied driving, in which the
prime aspect is no longer instruction for the learner
driver, but rather supervisory accompaniment. In
Austria, accompanied driving is only permitted
after completing professional driver training — a
situation comparable to the optional training model
in Germany and to customary practice in France.
Three of the nine neighbouring countries around
Germany (Denmark, Poland and the Czech Rel]
public) limit driving practice before the transition to
solo driving to professional driving school training.
In the remaining countries in this group, on the
other hand, lay persons may also be involved in
the preparation for solo driving. In the GDL coun(]
tries, practical driving instruction is given in part
exclusively by lay trainers, and in part through a
combination of lay training and profession driving
school training. The Canadian province of Québec
and the US states of California and North Carolina
are the only members of this group in which practil]
cal driving instruction given by a professional driv(]
ing instructor is prescribed for all novice drivers.
The basic driver training is followed by an ex[]
tended period of practical driving experience in the
form of accompanied driving, with a variety of
framework conditions serving to promote experi’]
ence-building (e.g. the specification of a minimum
duration of several months).

In a number of countries, formal driver training
measures (advanced courses) are also offered
after the commencement of solo driving, but are
only rarely prescribed for all novice drivers. Disrel]
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garding “improvement seminars” for novice drivers
who have displayed conspicuous driving behav(]
iour, which are relevant only for a small proportion
of the novice driver population, advanced course
attendance is not compulsory in any of the major
West European or GDL countries. In the reform(
oriented countries, advanced courses are only
mandatory for all novice drivers in Finland. Among
the nine neighbouring countries around Germany,
only Luxembourg, Austria and Switzerland require
all novice drivers to attend an advanced training
course.

With regard to the availability of teaching and
learning forms, there are various differences bel]
tween the national systems: In certain European
countries, for example, the preparation for solo
driving is limited to theoretical and practical training
in a commercial driving school. This driving school
training is furthermore mandatory, and the integral’
tion of lay training is not permitted (e.g. in Den(]
mark, Poland, the Czech Republic and — for the
majority of novice drivers not participating in the
“BF17” model — Germany). In other countries, by
contrast, permissible combinations of teaching and
learning forms offer a choice of alternative training
models to novice drivers — or at least certain groups
of novice drivers in the case of age-specific models
such as the “BF17” model in Germany. Under
these models, the acquisition of initial competence
within the framework of mandatory driving school
training is followed by an extended period of prac(]
tical driving experience with accompanied driving
(e.g. in Germany, France, Luxembourg and Aus(]
tria). A further possible combination provides for
initial competence to be acquired essentially
through independent theory learning and lay train(]
ing, without a full course of driving school training;
professional training elements are only used to the
extent desired by the individual learner. With in(]
creased driving practice in the sense of practical
driving instruction, this then acquires — as already
mentioned above — the quality of accompanied
driving (e.g. Sweden and Great Britain).

In a few European countries, the driver licensing
systems are founded on the principle that an adel’
quate level of preparation for solo driving is dem(]
onstrated by the novice driver attaining a specified
test standard; consequently, no or only very gen(]
eral specifications are made regarding acquisition
of the necessary knowledge and skills (with refer(]
ence to content, methods, teaching/learning forms
or duration). In these systems, the attendance at
formal training measures is not prescribed (e.g.
Great Britain, Malta, Cyprus). In the GDL coun(]
tries, the framework conditions of novice driver
preparation support longer-term practical driving

experience by way of accompanied driving. MinilJ
mum requirements are stipulated for the duration
of the supervised learning phase and for driving
experience under protective regulations after
commencing solo driving. Both the acquisition of
initial competence and the longer-term building of
driving experience are based to a major extent on
the support of non-professional accompanists (e.g.
parents, relatives). The use of formal training offers
is prescribed in some GDL systems (e.g. Québec).
It is also encouraged by way of different forms of
incentives for participation (e.g. shortening of the
supervised or autonomous learning phase, as in
Ontario).

In the following chapters, the teaching and learning
forms outlined in the above overview are described
in more detail in respect of their country-specific
implementation.

3.2.2 Theory classes

In the present report, the teaching/learning form
“Theory classes” refers to situations in which a
professional instructor conveys driving- and trafficl]
related knowledge (e.g. legal foundations, traffic
regulations, hazard avoidance) to learner drivers
as a foundation for the acquisition of elaborated
driving competence (see Chapter 2.3.2). Advanced
systems of novice driver preparation with pedal’
gogically demanding formal driving school training
seek to establish a close interrelationship between
theory classes and practical driving instruction, as
a means to promote the translation of theoretical
knowledge content into practically applicable acl]
tion knowledge. The meshing of theory and prac!!
tice is achieved through corresponding organisall
tion of the training modules, which link relevant
aspects of the theory classes and practical driving
instruction in the sense of complex learning con(]
tent and are anchored in a curriculum (see Chapter
3.2.5).

While theory classes are relatively easily distin(]
guished from other teaching and learning forms in
terms of their methodical approach (group-based
learning under professional supervision), certain
overlaps exist with regard to learning content: The
acquisition of traffic-related knowledge does not
necessarily require the pedagogical setting of a
theory class, and could also be achieved — addill
tionally or even exclusively — by independent thel]
ory learning (see Chapter 3.2.3). Both teachl]
ing/learning forms are often based on the same
teaching/learning media (e.g. textbooks, videos)
with the same content. It thus seems appropriate
to consider the question of the special learning
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potential by which theory classes justify their
prominent position in many systems of novice
driver preparation.

Answers to this question often refer to the particul
lar suitability of this teaching/learning form for the
communication of safety-oriented attitudes. At the
latest in the 1970s, when the disproportionately
high accident involvement of young novice drivers
became a subject of scientific studies, the topic of
“novice risk” was adapted to address the aspect of
“youth risk” (SCHLAG, ELLINGHAUS & STEIN(]
BRECHER, 1986) in the context of novice driver
preparation. On the basis of concepts known from
personality and cognitive psychology (“sensation
seeking”, ZUCKERMAN, 1979; “adolescent egol]
centrism”, ELKIND, 1967), it was assumed that,
within the framework of their identity development,
youths are characterised by a greater desire for
constantly new sensations and experiences and
for enhanced social status, and that this results in
a greater disposition for physical and social risk[]
taking compared to adults, not least also in road
traffic (ARNETT, 1992; ARNETT & BALLED
JENSEN, 1993). This phenomenon was to be
countered by attitude-building measures: The task
of novice driver preparation was no longer seen
solely in the communication of knowledge and
skills, but also in the promotion of safety-oriented
attitudes and values. Theory classes appeared
particularly suitable as a means to achieve this
objective, as they offer possibilities for discursive
teaching forms (e.g. joint discussion of individual
values, exchanges of experience). In Germany,
such training objectives (e.g. readiness and ability
to display considerate behaviour based on part(]
nership, awareness of the significance of emotions
when driving) were established with the introduch
tion of the Learner Driver Training Ordinance
(Fahrschuler-Ausbildungsordnung, FahrschAusbO)
in 1976 and its amendment in 1998. The necessity
for driver training to target more than the mere
acquisition of driving skills, to take into account
also values, norms and personal attitudes of the
novice drivers and to influence these values and
attitudes by way of suitable teaching/learning
methods, was also emphasised as an important
contribution to improvements in driver training in
various EU projects (CHRIST et al. 1999; PFEIF0
FER et al.,, 2006; BARTL, 2010). It would seem,
however, that the limitations of theory classes with
regard to attainment of these objectives are yet to
be described adequately; this point is to be taken
up again later.

The content focus of theory classes and their intel]
gration with practical driving instruction are illus(]
trated by examples from individual countries in

connection with the training curricula and teaching
plans in Chapter 3.2.5. The following section
“Mandatory attendance and duration” describes
firstly for all countries, whether theory classes rep[]
resent a mandatory or optional component of nov[]
ice driver preparation, and the scope or duration of
the corresponding course units, where prescribed.
Subsequently, the section “Teaching/learning
methods and teaching/learning media” indicates
whether any particular focus is to be recognised in
the methodical and media-related implementation
in the individual countries, and the extent to which
traditional forms of teaching (lecture-style presen(]
tation, textbooks) are combined with newer possil]
bilities (e.g. “e-learning”).

Mandatory attendance and duration

It can be seen from Table 6 that, among the major
West European countries, Germany is the only
country in which it is a requirement to attend theory
classes (total of 14 course units of 90 minutes
each) within the framework of formal driving school
training. In the other countries in this group, on the
other hand, theory classes are not a mandatory
teaching/learning form for novice drivers.?***

By contrast, theory classes are usually prescribed
in the neighbouring countries around Germany and
in the reform-oriented countries (it is only in Bell]
gium, the Netherlands and Sweden that atten(]
dance is left to the choice of the novice driver).25

2 Attendance as such is not mandatory in ltaly, but novice
drivers who themselves decide to attend theory classes in a
driving school must always complete a course comprising at
least 20 units.

24 . .
In France, attendance at theory classes in a commercial
driving school is not mandatory. When a novice driver com(!
mences driving school training (car, moped), however, he is
required to document completion of a road safety course (At
testation scolaire de sécurité routiere — ASSR). Corresponding
courses and tests are an integral element of school education
and are prescribed for various age groups. The individual
courses are each completed with a test (see Section 3.2.10)

% In Finland, attendance (20 course units of 45 minutes each)
is only mandatory for novice drivers who actually choose the
option of professional driving school training. The required
knowledge specified in the curriculum can also be conveyed
exclusively in a private setting by a lay person (e.g. a parent);
this possibility of exclusively lay training according to the specil!
fications of a national curriculum is used by between approx. 10
and 20 per cent of the novice drivers.
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Country Group gf'?enn(:j?gx M(i?icn;ﬂrrnsgﬂri?:r Additional remarks

: weu [ x| o | e e

E WEU - - -

GB WEU - - Voluntary classes possess only marginal significance

[ WEU - (20) Minimum scope of 20 units in case of voluntary attendance
WEU/NBR - - Typically approx. 10-15 course units in case of voluntary attendance

NBR - - Optional classes offered in general schools

CH NBR X 8 (60 minutes each) Mandatory “Road safety education” and optional “Basic theory” classes

cz NBR X 36 (45 minutes each) -

DK NBR X 28 (45 minutes each) -

L NBR X 12 (60 minutes each) -

PL NBR X 30 (45 minutes each) -

A NBR/REF X 32 (50 minutes each) 26 units on basic topics and 6 units specifically for licence class B

NL NBR/REF - - Typically approx. 4 course units in case of voluntary attendance

FIN REF (X) 20 (45 minutes each) Private learning (e.g. with parents) possible instead of driving school training

N REE X 24 (45 minutes each) Course units spread over variousss.;a.g;es of the curriculum (see Chapter

S REF - - Typically approx. 11 course units in case of voluntary attendance

BG - X 40 (45 minutes each) -

cY - - - -

EST - X 41 (45 minutes each) -

GR - X 20 (45 minutes each) -

H - X 28 (45 minutes each) -

HR - X 30 (45 minutes each) -

IL - - - -

IRL - - - -

IS - X 24 (45 minutes each) -

LT - X 60 (45 minutes each) Attendance not mandatory with certificate of secondary school education

LV - X 55 (45 minutes each) Two additional voluntary units are usual as test preparation

M - - - -

P - X 28 (50 minutes each) -

RO - X 24 -

RUS - - - -

SK - X 35 (45 minutes each) -

SLO - X 40 Independent study possible for 20 per cent of content (= 8 course units)

TR -

AUS/NSW GDL - - -

AUS/QLD GDL - - -

AUS/VIC GDL - - Theoretical elements during optional practical driving instruction

CDNINS GDL X 25 “Driver Training Course” with additional practical instruction elements

CDN/ON GDL - 20 (60 minutes each) Minimum scope of 20 units in case of voluntary attendance

CDN/QC GDL X 24 (55 minutes each) -

NZ GDL - - -

USA/CA GDL X 30 Mandatory “Driver Education” only for novice drivers under 17;6 years

USA/FL GDL X 4 “DATA” or “TLSAE” (in a driving school or as online course)

USA/NC GDL X 30 (60 minutes each) Mandatory “Driver Education” before issuing of learner driving licence

Tab. 6: Theory classes — Mandatory attendance and prescribed number of course units (“X” = applicable, “-” = not applicable; grey

cells = no information available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = coun!(!
tries with GDL system; REF = reform-oriented countries)
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The prescribed minimum duration (translated into a
number of hours) in the aforementioned groups of
countries often exceeds 20 hours (Germany,

Denmark, Austria, Poland, Czech Republic), but is
also less in a number of cases (Finland, Luxem(]
bourg, Norway, Switzerland). Viewed across all
countries in which attendance is mandatory, the
longest minimum durations for the theory classes
(in hours) are to be found in Latvia and Lithuania.

In the group of GDL countries, formal theory
classes are not mandatory in the Australian states
of Victoria, New South Wales and Queensland and
in New Zealand. In the US states of California and
North Carolina, on the other hand, completion of a
driver ftraining course (“Driver Education”) with
theoretical and practical elements is prescribed,
while novice drivers in Florida must complete a
course focusing on the dangers of alcohol and
drugs in connection with road traffic (“Traffic Law
and Substance Abuse Education - TLSAE” or
“Drugs, Alcohol, Traffic, Awareness - DATA”); the
driver is given the choice of attending classes in a
driving school or else completing a corresponding
online course from home.

In countries in which the attendance at theory
classes is not mandatory, there are generally prol]
visions for optional courses, which are then intell
grated into the system of novice driver preparation
in various manners (e.g. to support preparation for
the knowledge test or as “training packages” in
conjunction with practical driving instruction). Acl]
cording to the information provided by experts,
such voluntary classes are attended by practically
all novice drivers in France and by approx. 90 per
cent in Spain. In the Netherlands and Belgium, the
corresponding figures are around 30 per cent and
approx. 10 per cent, respectively. In Belgium, it is
furthermore possible to attend optional theory
classes with a scope of eight hours within the
framework of general school education (see Chap(]
ter 3.2.10). In Great Britain, the optional theory
classes possess only marginal significance, as
they are attended by less than one per cent of the
novice drivers. In Ontario, it is possible to attend a
state-recognised training course in a driving
school. The course design must here follow a bind(]
ing training curriculum (see Chapter 3.2.5), in
which (alongside practical driving instruction) at
least 20 course units (of 60 minutes each) are to
be devoted to theory classes. Such optional course

% In Lithuania, attendance is only mandatory if no certificate of
secondary school education can be presented. Otherwise,
corresponding knowledge may also be acquired exclusively by
way of independent theory learning. Overall, approx. 90 per
cent of novice drivers attend theory classes.

offers are taken up by approximately half of the
novice drivers.

Teaching/learning methods and
learning media

This section considers the teaching/learning meth(J
ods and the teaching/learning media used in thel]
ory classes. The findings here are based on the
information given by experts on the usual design of
theory classes in the national systems and are
summarised in Table 7. Corresponding data, how(]
ever, were received from less than half of the
countries covered by the report, and thus permit
only limited comparison on the level of country
groups. In the major West European countries, for
example, it can be seen that the completion of test
sheets is an integral element of theory classes in
France, whereas this method is explicitly excluded
as a teaching/learning form in Germany in accor(]
dance with § 5 FahrschAusbO. Alongside the
completion of test sheets, lecture-style presental]
tions and class discussions are to be counted
among the characteristic and most frequently used
elements of theory classes in practically all coun(]
tries. Discursive teaching/learning elements in
which the novice drivers are able to contribute and
discuss their own experiences are less common.
The integration of external persons (e.g. police
officers, accident victims) to confront novice drivers
with the risks of participation in motorised road
traffic by way of personal reports is a seldom used
method.?” Methods such as role play and work in
small groups are relatively rare.

teaching/

The data on teaching/learning media (see Table 7,
right-hand half) show that, in most countries, the
theory classes are based around textbooks, as a
traditional teaching/learning medium, and that
overhead projectors and slides are in frequent use.
Traffic-related content is also visualised by way of
real film sequences (e.g. in France, Luxembourg,
Norway) or animations (e.g. in Germany, the Neth(J
erlands, Sweden). Internet-based computer learn(]
ing programs, which would allow combinations of
independent “e-learning” with face-to-face instruclJ
tion in theory classes (“blended learning”), are
apparently still seldom used.

27 One such approach has been practised and evaluated in
certain European countries for a number of years within the
framework of the project “CLOSE-TO” (http://www.close-to.net;
1 September 2011). The confrontation with authentic accounts
of road accidents is intended to lead to changes of attitude and
to guarantee a lasting awareness for safe behaviour in road
traffic.


http:http://www.close-to.net
http:method.27
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WEU X X X X - X - - - - X X X X - X X X

E WEU

GB WEU

[ WEU

WEU/NBR - - X - X - - - - X X X X - X - - - -
NBR X - - - X - - - X - X X - - - - X X -

CH NBR

cz NBR X - X - X - - - - X | X | X - - - X - - -

DK NBR

L NBR X - X - - - - - - - X - X - - - - X -

PL NBR

A NBR/REF X - X - - X - - X - X | X - - - - - X -

NL NBR/REF X X X - X X - - - X X X X X X - X X X

FIN REF

N REF X - X - - X - - - - X - X - X - X - -

S REF X X X - X X X - X X X X X X X - - - X

BG -

CY -

EST -

GR - - - - - X X - - - X X - - - X - - X -

H - X - X - X X X - - - X X - - - - X X -

HR - X X X X X X X - X X X X X - X X X X X

IL -

IRL -

IS - x| - x| x - - - - x| x X - x x| -] - -

LT - x x| x| -] x| x| -] -0-]-]-|x|X|XxX|X|XxX]|XxX]|X]|-

LV - X | X | x| - | x| - - - - x ] o- | x| - - x| - - - -

p -

RO -

RUS -

SK - X - - - X - - - - - X X X - X X - - -

SLO -

TR -

AUS/NSW GDL

AUS/QLD GDL

AUS/VIC GDL - - X - - X - - - - X - - - - - - - -

CDN/NS GDL

CDN/ON GDL X X X - X - X - - X X X X - X - X - -

CDN/QC GDL X X X X X X X X - X - X X - - - - - -

NZ GDL

USA/CA GDL

USA/FL GDL

USA/NC GDL

Tab. 7: Theory classes — Teaching/learning methods and use of teaching/learning media (“X” = applicable, “-” = not applicable; grey

cells = no information available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = coun!(]
tries with GDL system; REF = reform-oriented countries)
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In summary, it can be determined that theory
classes are in many countries a widely used (and
often mandatory) form of teaching and learning.
For many countries, the information obtained from
experts permits the conclusion that theory classes
can be characterised by their preparation of novice
drivers for the knowledge test, and by the use of
traditional teaching/learning media (e.g. lecturel]
style presentations, textbooks).

3.2.3 Independent theory learning

In the present report, the teaching/learning form
“Independent theory learning” is understood to
refer to learning activities which are controlled
primarily by the novice driver himself and do not
require the immediate presence of a professional
instructor. Structuring of the learning process is
here achieved to a certain extent through the del]
sign of learning media (see Chapter 2.3.2). Appro!(]
priate textbooks are a frequently used teach(]
ing/learning media for independent theory learning.
Computer learning programs permit interactive
learning, while online-based learning offers intel]
grate independent theory learning into group or
class structures (e.g. in the form of “blended learn(]
ing”, see above).

The following international comparison of indel!
pendent theory learning serves to determine the
importance attached to this teaching/learning form
in the individual countries and the manner in which
it is integrated into the organisational system of
novice driver preparation, as well as to identify the
principal forms of use and didactic design on the
basis of the teaching/learning media which are
made available to the novice driver. To this end,
the following section initially considers the impor
tance attached to independent theory learning as
test preparation from the viewpoint of surveyed
experts. Further aspects of its organisational inte(]
gration and use are then to be presented by way of
examples in the section “Teaching/learning media
and learning methods”, alongside an overview of
the principal forms in which independent theory
learning is encountered.

Importance attached to
learning

Even though novice drivers in all countries learn
independently in order to obtain a driving licence,
the importance attached to independent theory
learning is by all means different from country to
country. In those countries in which theory class
attendance is prescribed or usual, this informal
teaching/learning form serves above all to consolil]

independent theory

date the knowledge gained from the classes. In
other countries, by contrast, it represents the prel]
dominant or even exclusive form for the acquisition
of (test-related) knowledge and here demands a
higher degree of self-organised learning.

The survey among experts revealed that, in the
group of major West European countries, equivall
lent importance is generally attached to independ(]
ent theory learning and (prescribed or optional)
theory classes as elements of test preparation for
the knowledge test. Within this group of countries,
independent theory learning predominates only in
Great Britain, whereas, according to the informal]
tion provided by the experts, the novice drivers in
the other countries make use of theory classes and
independent theory learning in approximately
equal proportions in preparation for the knowledge
test.

In the neighbouring countries around Germany and
in the reform-oriented countries, too, the experts
indicate that theory classes and independent thel]
ory learning are typically used to a comparable
extent as teaching/learning forms. In Belgium,
where it is necessary to pass a knowledge test in
order to obtain a learner driving licence and atten()
dance at a driving school is not prescribed, the
novice drivers prepare for the test primarily by way
of independent theory learning; the experts report
that independent theory learning is also the main
form of preparation for the knowledge test in Swit(
zerland and Norway.

In many GDL countries, novice driver preparation
begins with the knowledge test to obtain a learner
driving licence. According to the replies received
from experts, independent theory learning is here
usually the predominant or sole form of learning
chosen for test preparation. Independent theory
learning and theory classes only play an equally
important role in test preparation in the Canadian
provinces of Ontario and Québec: In Québec, thel]
ory classes are mandatory, while more than half of
all novice drivers make use of corresponding op!(]
tional classes in Ontario.
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Teaching/learning media from authorities/ Teaching/learning media from
test organisations commercial providers Test items
County | 0w reonisr | S0 [ ook [ BT e | pobieh
manuals programs training manuals programs training
D WEU - - X X X X X
WEU -
GB WEU X X X X X X X
| WEU
F WEU/NBR - - - X X X -
B NBR - - - X X X -
CH NBR - - - X X X X
Cz NBR - - - X X - X
DK NBR X X X
L NBR X - - X - -
PL NBR X
A NBR/REF - - - X X - X
NL NBR/REF - - X X X X -
FIN REF -
N REF X X X X X X -
S REF - - - X X X -
BG - - - - X - X X
CY - X
EST - X X X
GR - X X X
H - X - - X X X X
HR - X X X X X X X
IL - X
IRL - X X X
IS - - - X X - X -
LT - - - - X X X -
LV - X - X X - - X
- X X X
P - X
RO - X X -
RUS -
SK - - - - X - X X
SLO - X X X -
TR -
AUS/NSW GDL X X X - - - -
AUS/QLD GDL
AUS/VIC GDL X X X - - - X
CDN/NS GDL X
CDN/ON GDL X X X X X X -
CDN/QC GDL X - X - - - -
NZ GDL X X X X
USA/CA GDL X X
USA/FL GDL -
USA/NC GDL X
Tab. 8: Independent theory learning — Available teaching/learning media and publication of test items (“CBT” = Computer-based

training; “X” =

“«n

applicable,

= not applicable; grey cells = no information available;

WEU = major West European countries;
NBR = neighbouring countries around Germany; GDL = countries with GDL system; REF = reform-oriented countries)
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Teaching/learning media and learning methods

It can be determined from Table 8 that, across all
countries, textbooks and manuals are the most
widely used teaching/learning media, but at the
same time that computer-assisted learning offers
have also gained widespread popularity. In most
European countries, the teaching/learning media
are made available predominantly by commercial
providers, as well as by authorities and test or(l
ganisations. In the GDL countries, by contrast,
media are supplied above all by the relevant aull
thorities and test organisations®.

As revealed further by the table, the test questions
for the knowledge test are publicly accessible to
novice drivers in two of the major West European
countries, namely in Germany and France. The
test questions are also published in the majority of
the neighbouring countries around Germany,
whereas publication is only seldom the case in the
reform-oriented countries. In the GDL countries,
too, the test questions used are generally not pub(]
lished; it must be taken into account, however, that
data was here only available for a few of countries.

In the countries in which the test questions used by
the knowledge test are publicly accessible, they
are usually also made available via the various
teaching/learning media for independent theory
learning. The test questions can be purchased on
CD-ROM (e.g. in Great Britain and Cyprus) or in
book form as a task catalogue (e.g. in Bulgaria or
Germany); in some cases, they may also be acl]
cessible via the Internet (see “Computer-based
test simulations” below). Further presentation
forms include “flashcard sets”, where the individual
questions are printed on one side of a flash card
and the correct answer on the reverse (e.g. in
Switzerland), or applications which can be
downloaded to a mobile telephone. In the countries
in which the test questions are not publicly accesl]
sible, the various teaching/learning media for test
preparation usually present tasks similar to the real
test items; such media may also be published by
driving school associations or else made available
via the Internet. In Finland, the overall thematic
focus of the subject areas covered by the knowl[

3 The legal competence for measures relating to driver licens(!
ing generally rests with the supreme state authority responsible
for road traffic in the individual countries. The actual implemen(]
tation of the measures, however, may also be delegated to
subordinate state agencies or private institutions (e.g. test
organisations). In Germany, for example, driving licence testing
is entrusted to the Technical Examination Centres (Technische
Prifstellen). In the present report, the international comparisons
refer in this context to “authorities and test organisations”.
Country-specific responsibilities are only differentiated further in
a few isolated cases in Chapter 3.4.

edge test (see Chapter 3.3.2) is published rather
than actual test questions, and teaching materials
are offered on this basis.

As the information on the availability of teach(]
ing/learning media in Table 8 is still relatively gen(]
eral, it is of particular interest to consider the varill
ous functions fulfilled by independent theory learn(J
ing in different systems of novice driver preparall
tion. While independent theory learning is in some
countries limited to preparation for the knowledge
test in the sense of learning test questions and the
correct answers, there are other countries in which
teaching/learning methods and media lend signifilJ
cantly broader thematic and methodical support to
competence acquisition. Independent theory learn(]
ing here serves, for example, to train traffic percep(’
tion or to facilitate initial practical driving compel]
tence acquisition. The teaching/learning media
may also play a role in the building of longer-term
practical driving experience, for example as refer(]
ence materials for parents in connection with aclJ
companied driving (see Chapter 3.2.7) or as furl]
ther learning offers addressing specific trafficl]
related topics (e.g. environmentally aware driving).

On the basis of their specific content and functions,
it is possible to distinguish the following principal
forms of teaching/learning media for independent
theory learning: Textbooks/manuals to support
general competence acquisition, computer-based
test simulations, information platforms on the
Internet, concepts for Internet-based competence
acquisition and “blended learning”, traffic percep(]
tion training. In the next sections, these principal
forms are to be viewed more closely by way of
examples from different countries. The descrip(]
tions centre primarily on those media which are
made available or else recommended by the test
organisations or other competent authorities.

Textbooks/manuals  to
acquisition:

Textbooks present the prescribed training content
for formal driver training, as stipulated in licensing
legislation and regulations, in didactically appropril’]
ate form. In Germany, such textbooks are based
on the Learner Driver Training Ordinance (Fahr(]
schAusbO). The content of the road traffic regula’
tions is also presented vividly in a textbook in Lux[]
embourg (“Code de la Route Populaire”). In Swel]
den, Finland and Norway, an overarching curricul]
lum independent of the specific teaching and learn(]
ing forms (see Chapter 3.2.5) represents a binding
foundation for the contents of novice driver prepal]
ration. In Finland, for example, learner drivers must
decide whether they wish to complete their driver
training by way of instruction given in a profes(]

support  competence
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sional driving school training or on an exclusively
private basis, i.e. with lay instructors. In both
cases, they must observe the specified curriculum
contents.

In the Australian state of Victoria, the road traffic
authority provides accompanying materials to sup(J
port longer-term driving competence acquisition
within the framework of the GDL system. At the
beginning of the supervised learning phase and
during the further course of novice driver preparall
tion, the novice drivers are offered various textl
books and workbooks to assist their preparation for
pending tests and the transitions between individ(l
ual stages of the graduated driver licensing sys(]
tem, as well as to provide further information useful
for the building of practical driving experience:

— When a learner driving licence is issued to
permit accompanied driving, the novice driver
receives a so-called “Learning Kit” comprising
a textbook (“Guide for Learners”) and a driv(]
ing record book (“Learner Log Book”), as well
as a manual for the responsible accompanist
(“Guide for Supervising Drivers”).

— At the commencement of solo driving, a furl)
ther information package (“Probationary Kit”)
is provided, with information for the novice
driver on the protective regulations applical’
ble during the autonomous learning phase
and separate information for parents.

Similar textbooks and workbooks are also availl]
able in the neighbouring state of New South
Wales. They serve to assist the preparation for
tests (e.g. the manual “A Guide to the Driving Test”
as preparation for the practical driving test or the
“Hazard Perception Handbook” as preparation for
the traffic perception test) and support the acquisi(l
tion of further knowledge and practical driving ex[]
perience (e.g. the manual “A Guide for New Driv[]
ers”, in which the system of novice driver preparal’l
tion is described, or the “Road User's Handbook”
conveying knowledge relating to traffic rules and
safe driving behaviour).

Computer-based test simulations:

Internet-based offers serving preparation for the
knowledge test are available in all the countries
considered by the present project. In most cases,
these offers involve the novice driver answering
questions presented in the format typically used in
the knowledge test (multiple-choice or true/false
questions; see Chapter 3.3.2). The questions are
often even arranged in the form of a test simulal’
tion, i.e. the novice driver must complete the same
number of test items as in the actual knowledge
test and subsequently receives feedback on the
numbers of questions which were answered cor(]

rectly or incorrectly, in other words whether the
simulated test was passed or not. Such Internet
offers are generally to be found on the websites of
private, commercial providers (e.g. teaching media
publishers); given the diversity of such offers,
however, it is difficult to verify the underlying qual
ity (e.g. the currency of the test items presented).
On the other hand, there are many countries in
which opportunities for self-assessment are made
available via the Internet by the responsible test
organisations or the responsible state authorities
(e.g. in Germany, Greece, Great Britain and Aus(]
tria). In some countries, the simulations are not
based on the actual test items used by the knowl(]
edge test, but instead merely on similar items (see
above).

Internet-based information platforms:

In addition to the possibilities for test preparation,
the Internet is used in practically all the project
countries to communicate also general information
relating to driver licensing. For example, the rel]
sponsible state authorities or test organisations
often provide information not only on minimum
ages and training prerequisites, but also on the
procedures for testing and test requirements. In
the group of GDL countries, in particular, it is genlJ
erally also possible to download textbooks and
workbooks from the Internet free of charge, and in
this way to gain information on the applicable prol’]
tective regulations (e.g. driving restrictions) at the
various stages of the process to obtain a driving
licence.

In some countries, certain information offers are
geared specifically to the target group of young
novice drivers. The Swedish road traffic authoril]
ties, for example, have set up a web page devoted
specifically to the topic of driving under the influl]
ence of alcohol and drugs®® as information for both
young drivers and their parents and teachers. The
risks in the context of traffic participation are illusC]
trated in the form of facts and by the individual
stories of persons injured or killed in road accill
dents. Teachers are able to order theme-related
materials as a basis for corresponding lessons. In
New South Wales, the website of the Road Traffic
Authority offers a diversity of information on the
system of novice driver preparation.*® At the same
time, wide-ranging information on the various regu(]
lations and test procedures of the graduated driver
licensing system can be obtained via another web!(]
site on the Internet.®' There, it is possible to call up
articles on different aspects of driving safety (e.g.

33 http://www.trafikverket.se/ddd (1 September 2011)
. http://www.rta.nsw.gov.au/licensing (1 September 2011)
http://www.geared.com.au (31 August 2011)


http://www.geared.com.au
http://www.rta.nsw.gov.au/licensing
http://www.trafikverket.se/ddd
http:Internet.31
http:preparation.30
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driving at night, overtaking), as well as on buying,
maintaining and obtaining insurance for a motor
vehicle.

Internet-based competence acquisition/blended
learning:

The computer is a medium which enables relal]
tively simple integration of independent theory
learning with training in a driving school (“blended
learning”). In Great Britain, for example, novice
drivers are able to train their hazard perception
skills with the aid of an Internet-based e-learning
program (“a2om”)*. It is furthermore possible to
complete a special driver education course which
is state-recognised as a training qualification
measure. The course comprises five modules —
“Driving skills and risk”, “Safe interaction with other
road users”, “Environmental driving”, “Driving re(J
sponsibilities” and “Safe driving behaviour” — and is
conducted in combination with sessions of practil]
cal driving instruction with a professional driving
instructor.

In New Zealand, the Transport Agency offers an
Internet platform through which novice drivers can
complete training/learning units serving to support
their acquisition of practical driving experience and
as preparation for the driving test.®> The so-called
“Practice” programme is aimed at novice drivers in
possession of a learner driver licence and their
supervising accompanists. It comprises a total of
14 thematic levels (e.g. reversing, roundabouts,
changing lanes), each of which is assigned to a
particular level of difficulty. After reading and un(]
derstanding the tips and instructions presented on
the Internet platform, the novice driver is intended
to practice the corresponding driving skills in real
traffic under the supervision of an experienced
adult. The user interface arranges the individual
components as a virtual “learning course”, in acl]
cordance with the order in which the topics should
be learned. Each unit consists of a text explanation
of the learning objectives and a short video to illus(]
trate practical implementation of the unit con(l
cerned; a recommendation is also given as to a
minimum number of hours of practice in real traffic
for the particular skill. Participants and their super(]
vising drivers can register free of charge via the
Internet platform. While working through the indir’]
vidual skill units, the novice driver is required to
record the number of hours spent driving under his
personal login to the platform. The designated
accompanist can view the novice driver's docul]
mentation and can give feedback as to whether he
is ready to progress to the next level of the virtual
training course, or whether the present unit still

zi http://www.a2om.com (31 August 2011)
http://www.practice.co.nz/ (31 August 2011)

requires further practice. After registering, novice
drivers are also sent a PC-based driving simulation
program (“CD-DRIVES”), with which they can train
their hazard perception skills (see “Traffic percepl]
tion training” below). Registered participants autol]
matically take part in a series of prize draws at
different stages of the programme (for novice driv(]
ers with 40, 80 and 120 hours of documented
driving experience) with the chance to win gift
vouchers. The documented scope of driving pracl]
tice is also used in scientific studies and for a for(]
mative evaluation of the programme as such.

Traffic perception training:

In those countries in which learners must pass not
only a knowledge test, but also a traffic perception
test (see Chapter 3.3.3), corresponding offers for
preparatory practice are usually to be found on the
Internet. In the Australian state of New South
Wales, the website of the Road and Traffic Author(]
ity presents simplified animated sequences to illus(]
trate the procedure of the traffic perception test;
the real videos used in the actual test, however,
are not publicly accessible. In Great Britain, novice
drivers can prepare for their traffic perception test
by way of video sequences from the later test. To
this end, a 60-minute DVD with interactive practice
examples and feedback on the user's performance
(“The Official DSA Guide to Hazard Perception”)
can be obtained from the test organisation.

Novice drivers in New Zealand are offered a com!(]
puter-based ftraining program (“CD-DRIVES”)
aimed at improving their visual orientation, hazard
recognition and risk management (see “Internet(]
based competence acquisition/blended learning”
above). The program was developed at the Waikito
University and is made available to novice drivers
free of charge. It comprises five training units, each
of which can be completed in approximately 15-20
minutes, and requires the novice driver to display a
timely reaction in filmed traffic situations viewed
from the driver's perspective.

To summarise, it can be determined that indel]
pendent theory learning often serves as preparal]
tion for the knowledge test. In a few individual
cases, however, there are nevertheless pointers to
innovative concepts which aim to support the build(]
ing of driving experience in real traffic and the ac
quisition of partial competences relevant to driving
behaviour, such as traffic observation and hazard
recognition.


http:http://www.practice.co.nz
http:http://www.a2om.com
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3.2.4 Practical driving instruction

“Practical driving instruction”, as a teaching and
learning form, refers primarily to teaching/learning
situations in which application-related skills (e.g.
vehicle operation or vehicle handling in particular
traffic situations) are conveyed by an instructor,
whether that be a driving instructor or a lay trainer
(see Chapter 2.3.2). It serves the acquisition of an
initial practical driving competence which can be
deemed to justify permitting a novice driver to par(J
ticipate solo in motorised road traffic. The practical
driving instruction is given predominantly on public
roads, but in part also on separate practice
grounds. The principal teaching/learning medium is
an actual motor vehicle to be used for driving.

In the following, the teaching/learning form “Practil’
cal driving instruction” is to be analysed with rel]
gard to the applicable legal regulations, the per(]
sons entitled to provide instruction (i.e. lay trainers
or professional instructors), the manner in which
instruction is given, and the characteristic teach(]
ing/learning methods and media. The first section
considers initially the existing legal framework in
the individual countries. The design of the instruc!
tion sessions is then presented in the subsequent
sections “Teaching/learning methods” and “Teach!]
ing/learning media”; they are based above all on
the data provided by experts.

Mandatory attendance and number of lessons

Table 9 provides an overview of the countries in
which it is mandatory to attend professional practi’]
cal driving instruction and the minimum number of
lessons to be taken, where applicable. With regard
to the legal basis, it shows furthermore who is
permitted to offer practical driving instruction. As
far as the major West European countries are con’]
cerned, it can be seen that a legal requirement to
attend professional practical driving instruction
exists only in Germany, even though it is general
practice in further countries (France, Spain). In the
majority of the neighbouring countries around
Germany, professional practical driving instruction
is mandatory. It is likewise established throughout
the reform-oriented countries, although a high level
of significance is here also attached to lay training.
The following examples illustrate the different
types of regulations: In Belgium, it is only mandal]

tory for a novice driver to attend a driving school in
conjunction with the optional training model “18M”.
In Sweden, on the other hand, all novice drivers
are required to complete a three-hour course on
hazard avoidance (“Riskutbildning”) with a profes(]
sional driving instructor before commencing solo
driving. In the Netherlands, formal driver training is
not explicitly prescribed, but it is at the same time
not permitted to learn to drive with a lay trainer in
real traffic, which means that professional practical
driving instruction is de facto mandatory.

Formal training is not mandatory in most GDL
countries, but a minimum number of hours is often
specified for practical driving instruction or for
longer-term practical driving experience. In the
Australian states of New South Wales and Victoria,
practice totalling at least 120 hours is prescribed,
to be completed over a minimum 12-month period
of supervised learning prior to solo driving. There
are no stipulations, however, as to how this rell
quired scope of practice is to be acquired (i.e. lay
training or professional driving school instruction).
In the Canadian province of Ontario, all novice
drivers must complete 10 hours of night-time driv(]
ing during the 8 to 12-month supervised learning
phase, before being allowed to take a driving test
and commence solo driving; here, too, both private
and professional instruction is possible. Novice
drivers in the Canadian province of Québec, by
contrast, must take at least 15 lessons (50 minutes
each) with a professional driving instructor; further
practical experience is to be acquired before the
transition to solo driving by way of additional lay
training and accompanied driving. In the US states
of California and North Carolina, novice drivers
applying for a learner driving licence must attend a
corresponding training course (“Driver Education”)
comprising 30 units (50 minutes each) of theory
classes (“Classroom hours”) and six units (60 min(]
utes each) of practical driving instruction (“Behind(’
the-wheel instruction”).

From the teaching/learning theory perspective, it is
interesting, moreover, to consider the extent to
which professional and private practical driving
instruction can be combined within the individual
systems; this is of significance both for the scope
of practice acquired and for the diversity of oppor(]
tunities for practice.
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Country Group xﬁannddigcr:i Minimrergsr;l:j?ber of Legal framework governing practical driving instruction
D WEU X 12 (45 minutes each)’ Exclusively commercial practical driving instruction permissible
E WEU - - Commercial and/or private practical driving instruction possible
GB WEU - - Commercial and/or private practical driving instruction possible
| WEU - - Commercial and/or private practical driving instruction possible
WEU/NBR 2 20 (60 minutes each) Commercial and/or private practical driving instruction possible
B NBR 3 20 (60 minutes each) Commercial and/or private practical driving instruction possible
CH NBR - - Commercial and/or private practical driving instruction possible
cz NBR X 34 (45 minutes each) Exclusively commercial practical driving instruction permissible
DK NBR X 24 (45 minutes each) Exclusively commercial practical driving instruction permissible
L NBR X 16 (60 minutes each) Exclusively commercial practical driving instruction permissible
PL NBR X 30 (45 minutes each) Exclusively commercial practical driving instruction permissible
A NBR/REF X 6/12* (50 minutes each) Commercial and private practical driving instruction possible
NL NBR/REF - - Exclusively commercial practical driving instruction permissible
FIN REF (X)® 30 (25 minutes each) Commercial or private practical driving instruction possible
N REF X 10 (45 minutes each) Commercial and private practical driving instruction possible
S REF 6 - Commercial and/or private practical driving instruction possible
BG - X 31 (50 minutes each) Exclusively commercial practical driving instruction permissible
CY - - - Commercial and/or private practical driving instruction possible
EST - X 32 (25 minutes each) Exclusively commercial practical driving instruction permissible
GR - X 20 (45 minutes each) Exclusively commercial practical driving instruction permissible
H - X 29 (50 minutes each) Exclusively commercial practical driving instruction permissible
HR - X 35 (45 minutes each) Exclusively commercial practical driving instruction permissible
IL - X 28 (40 minutes each) Exclusively commercial practical driving instruction permissible
IRL - X 12 (60 minutes each) Commercial and private practical driving instruction possible
IS - X 16 (45 minutes each) Commercial and private practical driving instruction possible
LT - X 20 Exclusively commercial practical driving instruction permissible
LV - X 14 (60 minutes each) Commercial and private practical driving instruction possible
- - - Commercial and/or private practical driving instruction possible
P - X 32 (50 minutes each) Exclusively commercial practical driving instruction permissible
RO - X 30 Exclusively commercial practical driving instruction permissible
RUS - - - Commercial and/or private practical driving instruction possible
SK - X 41 (45 minutes each) Exclusively commercial practical driving instruction permissible
SLO - X 20 (50 minutes each) Exclusively commercial practical driving instruction permissible
TR -
AUS/NSW GDL - 120 (60 minutes each)’ Commercial and/or private practical driving instruction possible
AUS/QLD GDL - 100 (60 minutes each)’ Commercial and/or private practical driving instruction possible
AUS/VIC GDL - 120 (60 minutes each)’ Commercial and/or private practical driving instruction possible
CDN/NS GDL X8 6/10 Commercial and private practical driving instruction possible
CDN/ON GDL - (‘10)9 Commercial and/or private practical driving instruction possible
CDN/QC GDL X 15 (50 minutes each) Commercial and private practical driving instruction possible
Nz GDL - - Commercial and/or private practical driving instruction possible
USA/CA GDL X 6 Commercial and private practical driving instruction possible
USA/FL GDL - - Commercial and/or private practical driving instruction possible
USA/NC GDL X 6 Commercial and private practical driving instruction possible

Tab. 9: Practical driving instruction — Mandatory completion of professional driver training and prescribed number of lessons
(“X” = applicable, “-” = not applicable; grey cells = no information available; WEU = major West European countries;
NBR = neighbouring countries around Germany; GDL = countries with GDL system; REF = reform-oriented countries)

Additional remarks:

'12 “s?ecial training drives” at the end of driver training, previously “basic training” (no minimum scope; approx. 15 to 30 les[’
sons); “ Exclusively lay training is permissible, but rarely practised; 8 Mandatory attendance only under the “18M” model; *Refers
to “basic training” in a driving school: 12 lessons plus “special training drives” after accompanied phase under “L17” model,
6 lessons plus “basic training” (no minimum scope) and 5 “special training drives” before driving test under “L18” model. 8 Binding
curriculum, instruction either by lay persons or in a driving school; ¢ 3-hour mandatory course on hazard avoidance before com(]
mencing solo driving; 7 Including accompanied driving; ® “Defensive Driving Course” (6 hours) or “Driver Training Course”
(25 hours theory and 10 hours practical instruction); ® Optional offers must include min. 10 hours practical driving instruction.



50

As already mentioned, Germany is the only one of
the major West European countries which prel]
scribes professional practical driving instruction.
This corresponds also to the de facto situation in
France and Spain, despite the fact that a training
monopoly for commercial driving schools is there
not anchored in the legal regulations. In the group
of neighbouring countries around Germany, such a
training monopoly is granted to driving schools in
Denmark, Poland and the Czech Republic,
whereas combinations of private and professional
practical driving instruction are possible in the re(]
form-oriented countries. This applies similarly for
the GDL countries; in this group, professional prac!]
tical driving instruction is only a mandatory rel]
quirement in the Canadian provinces of Nova ScolJ
tia and Québec and in the US states of California
and North Carolina.

In those countries in which professional practical
driving instruction is mandatory, the required minill
mum scope of instruction varies from six lessons in
the US states of California and North Carolina to
35 lessons (45 minutes each) in Slovakia. The
corresponding specifications (see Table 9) refer to
the minimum requirements and may thus be ex[]
ceeded in accordance with the practice needs of
the individual novice driver.

In the group of major West European countries, a
minimum scope of professional practical driving
instruction is only stipulated in Germany und
France. In Germany, the regulations specify a cer(]
tain number of so-called “special training drives”
(5lessons on roads outside built-up areas,
4 lessons driving on motorways and 3 lessons
driving in the dark) alongside a undefined scope of
“basic training”, the duration of which is determined
at the discretion of the driving instructor (successl]
ful completion of the “basic, supplementary and
advanced stages” of driver training; see Chapter
3.2.5). According to the information provided by
experts, 30 lessons (45 minutes each) represent
the lower limit for the necessary scope of practical
driving instruction. In France, exclusively lay train(]
ing is legally permissible, but nevertheless rarely
practised. The prescribed minimum number of 20
lessons (60 minutes each) for practical driving
instruction applies only when attending a commer[]
cial driving school. Novice drivers typically take a
total of approx. 30 lessons (60 minutes each) with
a professional driving instructor. A combination of
professional driving school training and practical
driving instruction with a lay trainer is not permitted

in Germany. In France, on the other hand, novice
drivers are allowed to practice under the supervil]
sion of a lay person, either additionally or exclul]
sively — provided a vehicle with dual controls is
used. The lay trainer must be at least 21 years of
age and in possession of a driving licence.

In the groups of neighbouring countries around
Germany and reform-oriented countries, there are
certain countries in which no minimum number of
lessons is specified for professional practical driv(]
ing instruction (e.g. Netherlands, Sweden). In the
Netherlands, where driving schools hold a de facto
training monopoly, novice drivers take around 40
to 50 professional driving lessons on average; in
Sweden, where private and professional practical
driving instruction can be combined freely and
around 80 per cent of the novice drivers make use
of this possibility, an average of 21 professional
driving lessons is taken.

Teaching/learning methods

One of the essential tasks of a professional driving
instructor, or where appropriate a lay trainer, is to
provide for exposure to teaching/learning situations
which permit the learner driver to tackle and suc(J
cessfully master increasingly complex trafficll
related demands. The selection of suitable teach(’
ing/learning methods should ideally take into acl
count both the required training content and the
current learning status of the novice driver, and
should furthermore support a broad spectrum of
methodical approaches. Structuring of the training
content, “metering” of the demands placed on the
novice driver during the learning process and dil’
dactically meaningful training methods are thus
central features of pedagogically founded and del]
manding practical driving instruction.

Within the framework of an international study to
compare systems of novice driver preparation, it is
only feasible to consider some of the main aspects
of teaching/learning process design. A number of
teaching/learning methods with immediate relel]
vance for the process of learning to drive and for
structuring of the driving-related demands are to
be described in the following and illustrated by way
of examples from individual countries; a correl]
sponding overview is presented in Table 10.
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Driving on Driving on Driving on Demon- ) Self-
Country Group a practice stande}r_d erX|bIg Comr_ngntary strathn by Indep_end— Scrlpt assessment
ground routes” in routes in driving ) driving ent driving learning by novice
real traffic real traffic instructor driver

D WEU X - X - X X - X

WEU
GB WEU X X X - - - - -
| WEU

WEU/NBR - X - - - X - -

NBR - X X X - - -
CH NBR
CzZ NBR X X X - - - - -
DK NBR
L NBR X X X - - - - X
PL NBR
A NBR/REF X - X X - X - -
NL NBR/REF - X X X X X X -
FIN REF
N REF X - X - X X - X
S REF X X X X X X - X
BG -
CcY -
EST -
GR - X X X - - - - -
H - X - X - - X X -
HR - X - X X X X X X
IL -
IRL -
IS - - X X X - - - -
LT - X X X X X - - -
LV - X X X - - -
P -
RO -
RUS -
SK - - X - X - - - -
SLO -
TR -
AUS/NSW GDL - X X - X - - -
AUS/QLD GDL
AUS/VIC GDL - - X X X X - X
CDN/NS GDL
CDN/ON GDL - - X - - - - -
CDN/QC GDL X X X X - - - X
NZ GDL
USA/CA GDL
USA/FL GDL
USA/NC GDL

Tab. 10: Practical driving instruction — Teaching/learning methods in training with professional driving instructors (“X” = applicable,
“-” = not applicable; grey cells = no information available; WEU = major West European countries; NBR = neighbouring countries around

Germany; GDL = countries with GDL system; REF = reform-oriented countries)

Additional remarks:
' The term “standard routes” refers to special (training) routes, along which the typical driving demands (i.e. demands independ!]
ent of the prevailing weather conditions) are well known to the instructors of all driving schools and are thus chosen frequently to
promote acquisition of the particular level of driving competence necessary to master those demands on the part of the novice
driver.? Use of practice grounds or driving in traffic-calmed zones
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Driving on a practice ground:

Practical driving instruction represents the first step
towards acquisition of initial practical driving com(]
petence, and must first enable the novice driver to
acquire basic vehicle operating skills (e.g. use of
the clutch, steering). Practice grounds are for nov(]
ice drivers an opportunity to develop these driving
skills in a low-traffic, essentially non-dangerous
environment. It is also possible to simulate specific
demand situations on a practice ground (e.g. by
placing cones to represent a parking space). Driv[]
ing on a practice ground is consequently a regular
component of practical driving instruction in many
countries (see Table 10). As parts of the driving
test — usually basic driving manoeuvres — are ex[]
amined on a practice ground in some countries, it
seems expedient to make use of practice grounds
also within the framework of preparation for the
test. In Latvia, for example, basic vehicle handling
is taught on a practice ground, and such grounds
are also visited to practice the three basic driving
manoeuvres “Parking parallel to the direction of
traffic”, “Driving up to a ticket machine” and “Turn(]
ing the vehicle to face in the opposite direction”
which are required in the later driving test (see
Chapter 3.3.5).

Commentary driving:

With the method of “commentary driving”, the nov(]
ice driver expresses, to a certain extent, the obser(]
vations he makes while driving, any potential haz[]
ards which are perceived and his planned actions.
In this way, he communicates his perceptions and
action intentions to the driving instructor, who is
then able to give more situation-specific instruc(]
tions, where appropriate. The method of “commen]
tary driving” is furthermore assumed to provide an
outsider with an efficient means to understand the
process of information acquisition on the part of
the driver, his evaluation of the information gained
in respect of its hazard relevance and his expectal’
tions in certain traffic situations, and thereby to
identify possible deficits (RUSSELL, 1998, 2003).
One critical aspect is the fact that “commentary
driving” places additional demands on the learner
driver beside mastery of the immediate driving
task. This double task may produce interference
effects, depending on which of the tasks °“is
granted a higher priority”: The greater mental del]
mand may result in poorer completion of the driv(]
ing task than would have been the case without
additional verbalisation. Similarly, the additional
demand could lead to a reduced quality or number
of comments, thus limiting the possibilities of this
methodical approach (HELMAN, 2008). As can be
seen from Table 10, “commentary driving” is a
relatively widely used teaching/learning method -

at least in those countries for which corresponding
data were received from experts.

Independent driving

The concept of “independent driving” refers to a
form of driving practice in which the driving instrucl]
tor no longer gives constant single instructions, but
instead provides a more comprehensive route
description or else specifies a destination to which
the novice driver must navigate independently.
Such tasks could involve, for example, driving to a
known local point of interest (e.g. town hall, railway
station), using a navigation system or map to reach
a specified destination, or negotiating a certain
longer route on the basis of a series of instructions
(e.g. “turn right at the next junction, continue
straight on for 100 metres, and then turn left and
follow the road to the edge of town”). Such “indel]
pendent driving” in which simple destinations or
bundled route descriptions are given in place of
step-by-step instructions is found in practically all
reform-oriented countries. In the Netherlands,
Norway and Finland, “independent driving” is used
both as a teaching/learning method within the
framework of practical driving instruction (see Tall
ble 10) and as an element of the driving test.

Script learning:

So-called “script learning” is a teaching/learning
method which is used, for example, within the
framework of the Dutch training concept “Driver
Training Stepwise” (see Chapter 3.2.5). The acquil]
sition of complex skills is here facilitated on the
basis of explicitly described action sequences
(“scripts”), which break an overall procedure down
into its constituent steps. The script “Starting the
engine”, for example, comprises the elements “Rel]
lease hand brake”, “Shift gear stick to neutral posil’
tion”, “Depress clutch with left foot”, “Turn ignition
key”, etc. The benefits of such scripts, which are
also used for more complex driving procedures
such as turning left across oncoming traffic, lie in
the standardisation of the learning processes and
the simplified communication between driving in[]
structor and novice driver. Script learning is used
in professional practical driving instruction in at
least a few countries (see Table 10).

Self-assessment by the novice driver:

It is desirable for a novice driver to develop the
ability to adequately assess his own driving com(]
petence, so as to ensure that, in later solo driving,
he will only expose himself to those driving situal’
tions which he can also master with reliable confil]
dence (EU Project BASIC, 2003). It can be seen
from Table 10, that self-assessments of own driv(]
ing skills by the novice driver are used as a teach’
ing/learning method in practical driving instruction
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in several European countries (Germany, Luxem[]
bourg, Norway, Sweden) and GDL systems (Victo[
ria, Québec).

Teaching/learning media

The training vehicle is initially the principal teach(
ing/learning medium used in practical driving in(]
struction. Further media are nevertheless in use in
various situations, for example documentation of
the learner's driving behaviour and practice. In the
following, relevant teaching/learning media are
identified by way of corresponding examples.

Training vehicle:

In the case of professional practical driving instrucl
tion, the training vehicle is usually fitted with addiC
tional mirrors and with dual controls (clutch, accel(]
erator and brake pedals) on the passenger side.
Similar additional equipment features are often
also prescribed for a vehicle used for practical
driving instruction by a lay person or for accompal’
nied driving. Where such stipulations require a
certain technical outlay, they represent an impor(]
tant criterion for the accessibility and use of these
teaching and learning forms. In Spain and Finland,
for example, a vehicle with dual controls is a prell
requisite for private practical driving instruction,
while other countries demand only additional mir(]
rors to enable all-round traffic observation from the
passenger seat. There are also some countries in
which no modifications whatsoever are necessary
for the training vehicle. An overview of the dell
mands placed on the vehicles used either for pracl]
tical driving instruction with a lay trainer or for acll
companied driving is to be found in Chapter 3.2.7.

In most cases, the vehicle is furthermore marked
as a training vehicle, for example by the letter “M”
in Latvia or the sign “AUTO-ECOLE” or “MOTO0
ECOLE” in Luxembourg. In Sweden, the vehicle
must display a plate or sticker with the text
“OVNINGSKOR” (“driving practice”) — either in red
for training with a professional driving instructor or
in green for practice under the supervision of a lay
person.

Driver assistance systems:

In the context of a vehicle serving as a teach(’
ing/learning medium, the increasing availability of
driver assistance systems leads to a shift in the
demands associated with vehicle handling and
control. This has hardly been taken into account in
driver training to date, but can be considered a
challenge of the future. In Austria and Great Brit(]
ain, the presence of such systems in the training
vehicle determines whether or not the topic of
driver assistance systems is addressed during
practical driving instruction. In the Netherlands,
driving according to the instructions given by a

navigation system is a possible element of the
driving test and is thus also practised accordingly.

Driving data recorders/video recordings:

Electronic driving data recorders and video cam(]
eras can be used to document teaching/learning
processes within the framework of practical driving
instruction and to facilitate integration with other
teaching/learning forms such as independent thel]
ory learning. The potential of driving behaviour
documentation as a means to improve driver train(]
ing has already been investigated in several rel’
search and development projects (LOTAN &
TOLEDO, 2006, 2007; REINMANN & VOHLE,
2009); video recordings made during driving les(]
sons, for example, can later be reviewed on a
computer by the novice driver, and corresponding
commentary functions can then be used to ex[]
change information and remarks with the driving
instructor. In this way, the teaching and learning
possibilities of practical driving instruction can be
extended beyond the actual training sessions. In
Israel, tests are being conducted with data record(
ers to document driving behaviour and provide
feedback to the novice driver on relevant driving
behaviour in connection with dangerous situations
or an environmentally aware style of driving.

Driving logbooks:

Detailed documentation of the progress of teachlJ
ing/learning during practical driving instruction is
apparently only used as a basis for further course
design in a few countries. In these countries, driv(]
ing logbooks are either prescribed or at least
widely used; depending on the form of their use,
they may serve primarily to document the course
units completed together with the driving instructor
or else furthermore to provide feedback to the nov(
ice driver on his learning performance. Novice
drivers in Latvia, for example, must record the
number of hours of practical driving instruction
completed in a logbook — this information is not
then used further, however, to evaluate learning
progress to date. In Austria, on the other hand, the
training contents and the achievement of learning
objectives are recorded as part of each driving
lesson. In Great Britain, logbooks may be kept
voluntarily to document driving practice, but not all
novice drivers make use of this possibility. In Ger[J
many, so-called “training progress sheets” (“Aus(]
bildungsdiagrammkarten”) are available to driving
instructors as an element of the training curriculum
to document learning progress (see Chapter
3.2.5); they serve as a checklist for the driving
instructor to record the completion of individual
points of the curriculum and as a basis for the joint
planning of forthcoming training sessions together
with the learner driver.
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To summarise, it can be said that the teach(]
ing/learning form “Practical driving instruction” is
practised widely in both professional and private,
non-commercial variants. Differences exist with
regard to the accessibility of these variants: In
some systems, commercial driving schools are
granted a de jure or de facto training monopoly;
the possibilities for initial driving competence acll
quisition are here limited to professional training
forms. In other systems, it is possible to make use
of either both variants in combination or even
solely private practical driving instruction to acquire
initial driving competence. Where private practical
driving instruction is permitted, the possible disadl]
vantage of a lesser training quality — in the sense
of structured and efficient training — must be
weighed up against the benefit of lower training
costs, and thus of a potentially increased extent of
training.

3.2.5 Teaching plans and training curricula

From the educational psychology perspective,
control of the training processes which take place
in the course of novice driver preparation is guar(]
anteed by teaching plans or — better still — by train(’]
ing curricula. Teaching plans generally limit them(]
selves to a catalogue of learning contents; in some
cases, the listed contents may also be structured
thematically (e.g. into subject areas) and classified
according to their significance for application of the
acquired knowledge and skills (e.g. acquisition
level). Curricula, on the other hand, go far beyond
a mere listing of learning contents and describe
training sequences geared to the learning objec(]
tives and processes (TENORTH & TIPPELT,
2007). A curriculum establishes social references
and incorporates a presentation of the desired
purpose and the intentions to be served by the
required training effects; it defines the context of
curriculum development (e.g. responsibilities,
processes), the organisation of teaching and learn(’
ing processes, the learning objectives (relating to
the learning contents) and teaching/learning mel]
dia, test procedures and test contents, as well as
measures for evaluation and further development
(KELLY, 2009; MARSH, 2009; OLIVA, 1997). AplJ
plying this distinction, the training specifications for
novice driver preparation are generally to be
deemed teaching plans, which are invested with a
more or less legally binding effect by way of statel]
decreed regulations.

The following sections describe the teaching plans
and training curricula on which driver training is
based in different countries. The countries taken

as examples here are intended to illustrate the
spectrum of curricular design possibilities. To this
end, individual countries have been selected from
each group — without any claim to formation of a
representative sample — to investigate the contents
found in curricula, the manner in which these con(]
tents are arranged over the course of the learning
process, and the teaching/learning forms used to
facilitate the acquisition of knowledge and skills.

Germany (WEU)

In Germany, the Learner Driver Training Ordinance
is founded in public law and defines the following
training objectives and contents (FahrschAusbO,
§ 1 “Objective and contents of training”):

“(1) The objective of training is qualification as a
safe, responsible and environmentally aware
participant in road traffic. The objective of train(]
ing is furthermore preparation for the driving liCJ
cence test.

(2) The training is to convey traffic behaviour which
[incorporates] the following elements:

— Abilities and skills to master a vehicle also in
difficult traffic situations,

Knowledge, understanding and application
of road traffic regulations,

— Abilities and skills to recognise and control
hazards, including the avoiding and averting
of hazards,

— Knowledge of the effects of driving errors
and a realistic self-assessment,

— Readiness and ability to display considerate
and cooperative behaviour, and awareness
for the significance of emotions when driv(]
ing, and

— Responsibility for life and health, the envill
ronment and property. [...]"

For practical driving instruction, it is furthermore
prescribed that “... practical instruction [...] is to
refer to the theoretical training and is to be intel]
grated with the latter in respect of content”.

The training contents anchored in German law™*
must be acquired within the framework of mandalJ
tory driving school training comprising theory
classes and practical driving instruction. Teaching
material publishers have produced guidelines on
didactic implementation of the specifications in
theory classes; with regard to practical driving inCl
struction, the German Federation of Driving InJ
structor Associations (Bundesvereinigung der

34 The specific contents of theory classes and practical driving
instruction are described in detail in Annexes 3 and 4 to the
Learner Driver Training Ordinance (FahrschAusbO), referring
there to § 5 (1) and § 5 (3) of the ordinance, respectively.
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Fahrlehrerverbande — BVF) has elaborated special
“Curricular guidelines for practical training for car
drivers” (“Curricularer Leitfaden — Praktische Aus(]
bildung PKW”; LAMSZUS, 2000). These guidelines
provide for further differentiation of the contents of
practical driving instruction by way of a five-stage
modular training model, but nevertheless maintain
the general distinction between the phases of
“basic training” (phases 1 to 3) and “special train(J
ing drives” (phases 4 and 5). The individual train(J
ing stages are characterised as follows:

1. Basic stage: The training here focuses on basic
psychomotor skills and elementary knowledge
(e.g. setting the seat position, vehicle operation
and controls, driving exercises at speeds up to
50 km/h) which the novice driver will require
constantly over the course of the training. This
learning lays the foundations for all forthcoming
learning objectives.

2. Supplementary stage: This stage serves to
expand the novice driver's skills with regard to
vehicle operation and handling, and already in(]
cludes practice in more difficult driving situall
tions. The novice driver is still intended to con(’
centrate less on the traffic environment and in(J
stead on vehicle control, in order to achieve an
increasing degree of automation of the necesl(]
sary actions.

3. Advanced stage: The influences of the traffic
environment are now taken into account to a
greater extent, and the instruction involves driv(]
ing in traffic and the mastering of different traffic
situations. Practice begins in a low-traffic envilJ
ronment and gradually progresses via more dif[]
ficult situations to cover the necessary rell
sponse to critical traffic scenarios.

4. Special training drives: Driving practice is here
shifted to roads outside built-up areas, followed
by driving on motorways, and finally driving in
the dark, in order to train safe behaviour for
driving at night or after dusk.

5. Test stage: At this final stage, the individual
contents of the previous training stages are re(]
peated and revised. The novice driver also
practises independent driving, both with and
without specification of a particular destination.
The test stage closes with exercises serving as
test simulation, including differentiated perform(]
ance assessment and discussion of the results
with the driving instructor.

The curriculum describes concrete training con(]
tents for the aforementioned stages, at the same
time formulating corresponding learning objectives
and providing hints on appropriate methodical im(J
plementation for the driving instructor.

France (WEU/NBR)

In France, novice drivers normally acquire their
initial competence within the framework of profes(]
sional driving school trainingS5; lay training is lel]
gally permissible, but rarely practised. In connec(]
tion with attendance at a driving school and after
completing at least 20 course units (60 minutes
each), the novice drivers can make use of accom(]
panied driving as a teaching/learning form by
which to build up practical driving experience over
a longer period. The training curriculum (“ProlJ
gramme Nationale de Formation a la Conduite —
P.N.F.”) published by the competent traffic author(J
ity (Direction de la Sécurité et de la Circulation
Routieres) is intended to convey knowledge (“sal’
voir’) and ability (“savoir-faire”) and to influence the
attitudes (“savoir-étre”) of novice drivers. It can be
divided into the following main subject areas, each
of which is assigned a number of subordinate top!(]
ics:

1. “Becoming a driver” (“Devenir automobiliste”)
— Living with a motor vehicle
— Living with others

2. “Planning for a journey” (“Gérer son déplace!]
ment”)

— Mastering the motor vehicle

— Adaptation to arising situations

— Journey preparation and organisation

3. “Critical driving situations” (“Etats dégradés du
systeme”)
— Anticipating and preventing risks
— Handling of risks in emergency situations
— Behaviour in case of an accident

4. “Understanding the phenomenon ‘automobile
(“Comprendre le phénomene automobile”)
— Physiological, psychological and sociological

aspects

— Technical and dynamic aspects
— Aspects relating to public health and ecology
— Legal aspects
— Economic aspects

% The content areas specified here refer to the process of
obtaining a driving licence. Measures relating to road safety are
furthermore anchored in an overarching framework concept
(“Continuum éducatif’), which is also integrated into general
school education. Over the course of their school education,
pupils receive various certificates pertaining to participation in
road safety training measures (e.g. the primary school certifill
cate “Attestation de premiére éducation a la route — APER”
("Certificate of initial traffic education”), and the certificate “Atl!
testation scolaire de sécurité routiere de premier niveau —
ASSR1” (“First-level certificate of road safety education”) ob(]
tained at the age of 14 years). The corresponding second-level
certificate “Attestation scolaire de sécurité routiere de deuxiéme
niveau — ASSR2” is a prerequisite to be entitled to apply for a
class B driving licence and enrol at a driving school.
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For each of the subordinate topics, in turn, learning
objectives are formulated with reference to the
three areas “knowledge”, “ability” and “attitudes”
(see above).

Czech Republic (NBR)

In the Czech Republic, the content specifications
of the training curriculum refer to the mandatory
training in a driving school, which comprises theory
classes and practical driving instruction. Parts of
the practical driving instruction can be completed
on a driving simulator (see Chapter 3.2.6).

— In accordance with the training curriculum, a
total of at least 36 course units (45 minutes
each) must be completed within the framel’
work of theoretical training. These theory
classes are spread thematically between the
subject areas “Road traffic regulations” (18
course units), “Vehicle control and maintel’
nance” (2 course units), “Theory and princil’
ples of safe driving” (10 course units), “In0]
struction on first aid” (2 course units) and
“Repetition and revision” (4 course units).

— The practical driving instruction is divided
into three phases, which can be character
ised by increasing demands and an in[
creased traffic density. The first phase in[]
volves practical driving instruction on a pracl]
tice ground (2 lessons of 45 minutes each)
and driving in real traffic with a low traffic
density (5 lessons of 45 minutes each). The
second phase consists of driving in medium(]
density traffic (12 lessons of 45 minutes
each) and the third phase of driving in high(J
density traffic (9 lessons of 45 minutes
each).

— Further practical exercises are prescribed
with regard to vehicle care and maintenance
(2 lessons of 45 minutes each) and the pracC
tical application of first aid measures (4 lesl]
sons of 45 minutes each).

No information is available on curricular specificall
tions relating to the order and mutual integration of
theoretical and practical training components.

Netherlands (NBR/REF)

Attendance at a driving school is not explicitly prel
scribed in the Netherlands, but is de facto the only
legally permissible form of practical driving instrucl]
tion in real traffic; no minimum scope of instruction
is stipulated. The training content is anchored in
the corresponding teaching plans of the driving
schools, but there is no binding, overarching cur(J
riculum. To improve on traditional practical driving
instruction, the training programme “Driver Training
Stepwise” (“Rijopleiding in Stappen” — RIS) was
developed as a basis for professional driving

school training, and can be characterised by its
closer integration of the individual training compo(’
nents and repeated learner assessment (EU Pro(]
ject BASIC, 2003). The “Driver Training Stepwise”
programme is offered as an optional form of driving
school training alongside traditional driving instrucl]
tion; according to the information provided by ex[]
perts, it is used by around three to five per cent of
novice drivers. The training programme comprises
the following four modules:

(1) “Vehicle operation and vehicle control” (e.g.
gear changing, braking),

(2) “Mastering simple driving manoeuvres and traff’
fic situations” (e.g. driving outside built-up areas
at low speeds),

(3) “Complex vehicle operation and control of com(]
plex driving manoeuvres and situations” (e.g.
driving in busy urban traffic and on motorways)
and

(4) “Safe and responsible traffic participation” (e.g.
evaluation of driving performance, driving under
difficult circumstances).

As they proceed from module to module, novice
drivers learn to apply the appropriate behaviour in
increasingly complex traffic situations. This is
achieved on the basis of “scripts”, which provide
explicit descriptions of the behaviour sequences
required to master certain traffic situations (see
“Teaching/learning methods” in Chapter 3.2.4). At
the same time, environmentally aware driving is
trained over all modules. Learning progress is
documented and the achievement of learning obl[l
jectives is tested by the driving instructor upon
completion of each module. A new module can
only be started if the novice driver has achieved
the learning objectives of the previous module. An
external driving test examiner conducts the test at
the end of the third module (see Chapter 3.3.4).

Finland (REF)

The training curriculum (FINNISH VEHICLE ADI(]
MINISTRATION, 2004) describes the contents
relevant for theory classes and practical driving
instruction (including the mandatory advanced
training course; see Chapter 3.2.8), as well as for
independent theory learning. The curriculum dil]
vides training into a number of phases, the first of
which addresses the topics (1) “The driver in road
traffic”, (2) “Driving in traffic situations”, (3) “Indel]
pendent driving” and (4) “Driving under difficult
conditions”. This is followed by an “intermediate
phase”, during which the novice driver is permitted
to drive solo after passing a driving test, and finally
by a second training phase consisting of a mandar]
tory advanced training course. The curriculum
represents a binding basis for all novice drivers;
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the required knowledge and skills in the four thell
matic modules, which are described in more detail
below, can be acquired either exclusively in a
commercial driving school (i.e. with a professional
driving instructor) or exclusively through private
instruction (i.e. under parental responsibility):

(1) “The driver in road traffic’: This module begins
with four theory lessons in which the novice
driver acquires knowledge of the system of nov
ice driver preparation, the road traffic system
and the motor vehicle in general. Only then is
he permitted to commence practical driving in(J
struction, which initially serves to convey basic
skills relating to technical preparation of the vel]
hicle, pulling away and stopping, speed regulal]
tion and vehicle handling in a low-traffic envil]
ronment.

(2) “Driving in traffic situations”: In this module, six
theoretical lessons are devoted, for example, to
basic principles of road safety, interaction with
other traffic participants, entering traffic, driving
within built-up areas and negotiating junctions.
These contents are subsequently practised by
way of practical driving exercises. At the same
time, the driving instructor's (or lay trainer's) as(]
sessment of the attained level of skill is com(]
pared with the corresponding self-assessment
of the novice driver.

(3) “Independent driving”: This module addresses
topics such as route planning, risk avoidance,
situation-dependent driving speed and the corl]
rect behaviour in case of an accident within the
framework of eight theoretical lessons. Further
elements of this module include driving in real
traffic at higher speeds on roads and motor[]
ways, and overtaking manoeuvres. This is also
the stage at which the novice driver begins
preparation for the “intermediate phase” of solo
driving after the driving test (before the mandalJ
tory “Second phase of driver training”). Here,
too, the driving instructor's (or lay trainer's) asll
sessment of the attained level of skill is com[]
pared with the corresponding self-assessment
of the novice driver.

(4) “Driving under difficult conditions”™: The theoreti]
cal lessons of this module convey knowledge
on “Driving on icy roads” (lasting 60 minutes)
and “Driving in the dark” (lasting 30 minutes).
Two practical lessons also deal with driving on
icy roads, comprising demonstrations by the
driving instructor (or lay trainer) and practical
driving exercises for the novice driver on a
practice ground. The novice driver must fur(]
thermore complete two practical sessions of
driving in the dark. Thereafter, the novice driver
is permitted to take a driving test, assuming that

an adequate overall level of skill has been
achieved.

After at least six months of solo driving after pass(
ing the driving test, all novice drivers must attend a
mandatory advanced training course with a profes(]
sional driving instructor (“Second phase of driver
training”; see Chapter 3.2.8), irrespectively of
whether they initially attended a driving school or
learned under the supervision of a lay trainer. This
two-day course comprises theory classes on haz(]
ardous situations in road traffic, and on safe and
environmentally aware driving. As a second elel]
ment of the advanced course, the novice driver
completes practical driving instruction in real traffic
and on a practice ground, and receives feedback
on the safety relevance and environmental com(]
patibility of his driving behaviour.

Norway (REF)

The Norwegian driver training curriculum (“CurriculJ
lum — Driving licence categories B and BE”; NORL
WEGIAN PUBLIC ROADS ADMINISTRATION,
2004a) is based on a training model aligned to the
learning objectives of the GDE matrix, with a focus
placed on the so-called “higher-level learning ob[]
jectives” (“Goals and context of driving”, “General
goals for life”). The curriculum provides for practil’
cal driving instruction with a professional driving
instructor, but also expressly recommends addil
tional driving practice under the accompanying
supervision of lay trainers.

The concept for driver training distinguishes four
successive stages of competence acquisition, and
defines learning objectives for each of these
stages. The first stage consists of a theoretical
“Course on basic traffic knowledge”, followed by
instruction to convey “Basic competences with
regard to the vehicle and driving”, corresponding
“Training in road traffic” and, in conclusion, “Final
training”. When the novice driver has completed all
four stages, he is entitled to take the driving test.

The affective learning objectives anchored in the
curriculum refer to attitudes and values relevant in
the context of road safety. Given their limited suit]
ability for methodical assessment, however, they
are considered only during training, and are not
elements of the driving test.

Sweden (REF)

In Sweden, driving knowledge and skills can be
acquired by way of the optional training offered by
professional driving instructors; it is equally possil]
ble, however, to choose practical driving instruction
under the supervision of a lay trainer and an ex[]
tended period of practical driving experience by
way of accompanied driving. Mandatory formal
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training components exist only in the form of an
(advanced) training course on hazard avoidance
(“Riskutbildning®), which every novice driver must
attend before taking the driving test, and a threel]
hour session of theoretical instruction for novice
drivers and their supervising accompanist as a
prerequisite for lay driver training and accompal]
nied driving.

The training curriculum® serves, on the one hand,
to specify common learning objectives for all nov(]
ice drivers, so as to guarantee comparable training
throughout the country; at the same time, however,
it should be possible to adapt the training to indill
vidual needs of the novice driver. The curriculum
embraces the content of both theoretical and praclJ
tical driving instruction and is structured into four
content modules: (1) “Manoeuvring, vehicles and
the environment”, (2) “Driving in different traffic
environments”, (3) “Driving under special condil]
tions” and (4) “Personal circumstances and goals
in life”. These modules are supplemented by the
two competence fields “Theory and skills” (with a
focus on the theoretical knowledge and practical
skills necessary to drive a vehicle) and “Self(]
assessment” (with a focus on the attitudes of the
novice driver as an individual).

The combination of four content modules and two
competence fields form the framework for the trainJ
ing of novice drivers. For each of the modules,
learning objectives are described to indicate the
minimum level which must be achieved to obtain a
driving licence. The following overview summal]
rises the four modules of the driver training curricu(’
lum:

(1) The first module achieves a basis for profil]
ciency in vehicle operation. The novice driver
learns to handle his vehicle in a safe and envilJ
ronmentally sound manner, and at the same
time to assess his ability to do so realistically.
The training content aims to promote, for ex[]
ample, the acquisition of necessary motor skills,
an understanding of the correlations between
vehicle maintenance and potential impacts on
road safety and the environment, and an
awareness for the consequences of neglecting
to use protective systems and vehicle features
(e.g. vehicle lights, safety belts), of incorrect
use of such features or overestimation of their
functions.

(2) The learning objective of the second module is
to expand the novice driver's ability to handle a
vehicle in a safe and environmentally sound

% www.korkortsportalen.se/upload/dokument/Ovriga_dokument
TS/B%20curriculum_detailed_description.pdf (11 August 2011)

manner in interaction with other road users, in
different traffic situations and under different
conditions. It serves furthermore to develop the
ability to drive with foresight, to recognise risks
and to maintain adequate safety clearances.
The training content refers, for example, to the
observance of traffic rules and adaptation of the
novice driver's own behaviour to the possible
incorrect actions of others. One significant as[]
pect in this respect is communication, in other
words indication of one's own action intentions
and recognition of the intentions of other road
users. The novice driver should learn to adapt
his speed to the particular traffic situation, to es[
tablish eye-contact with other road users, to pol]
sition his vehicle correctly on the road and to
use his flashing indicators appropriately.

(3)In the third module, the overarching learning
objective is to understand the importance of
careful journey planning, taking into account
where, when and under which conditions the
journey is to be undertaken. The novice driver
should learn to apply the acquired knowledge to
use his vehicle in the most environmentally
sound manner possible, and to avoid driving in
risky circumstances (e.g. in heavy traffic, on icy
roads or during inclement weather, as well as
under the influence of alcohol or when tired).
These training contents are derived from a dill
versity of factors which influence driving behav(J
iour and road safety. The novice driver should
develop the ability to recognise and assess
these factors and to analyse his own vehicle
use critically.

(4) The fourth module requires the novice driver to
develop an understanding of how different per
sonal and social circumstances influence his
role as a driver. Through corresponding train(’
ing, he should be able to recognise and take
into account the influence of factors such as
age, gender, personality, lifestyle, educational
background and peer group affiliation on his
driving behaviour and accident risk.

The Swedish curriculum, too, seeks to implement a
system of affective learning objectives aimed at
promoting safety-oriented driving behaviour, as
has been propagated internationally since the
1960s (LEUTNER et al., 2009).

Canada/Ontario (GDL)

A minimum period of 12 months is prescribed for
practical driving instruction and accompanied driv(]
ing during the supervised learning phase (“G1
Licence”). If the novice driver chooses to take pro(]
fessional instruction (“Driver Education”), this
minimum duration is reduced to eight months
(“time credits”).


www.korkortsportalen.se/upload/dokument/Ovriga_dokument
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Where the driver training is provided by state-run
or private driving schools®, a binding curriculum
(“Beginner Driver Education (BDE) — Curriculum(J
Standards”)*® applies. It contains thematic and
methodical specifications relating to theoretical and
practical driving instruction, including recommen(]
dations on the measurement of learning achievel]
ment during and after the training. A minimum of
20 hours of group-based theory classes is stipulJ
lated, along with a further 10 hours of practical
driving instruction. The remaining 10 course units
(60 minutes each) can be allocated flexibly (e.g. to
further in-vehicle practical driving instruction or to
driving simulation training). The curriculum content
is defined in a series of standards: “Rules of the
road”, “The vehicle and its components”, “Vehicle
handling”, “Driver behaviour”, “Respect and rel]
sponsibility”, “Sharing the road”, “Attention” and
“Perception and risk management”.

Each standard comprises a number of “intended
learning outcomes”. The standard “Respect and
responsibility”, for example, covers the topics “Rel]
sponse to emergency situations”, “Environmentally
conscious and efficient driving behaviour’, “The
driver as a lifelong learner” and “Factors which
contribute to changes in driving skill”. To monitor
achievement of the learning objectives, the novice
driver must be able to explain, for example, how
environmentally conscious driving contributes to
safety and economic benefits.

Canada/Québec (GDL)

In Québec, professional driving school training is
mandatory for all novice drivers. Practical driving
instruction with a lay trainer and extended practical
experience in the form of accompanied driving
are nevertheless also components of the system of
novice driver preparation. A curriculum (“Road
Safety Education Program”; SOCIETE DE
L’ASSURANCE AUTOMOBILE DU QUEBEC,
2009) provides for combination of the different
teaching and learning forms, but at the same time
assigns a leading role to formal driver training in
terms of content and methodology. Four learning
phases with specific training content are distin(J
guished. Together, they provide for a total of 12
modules of theory classes (24 course units of 55
minutes each) and 15 sessions of practical driving
instruction (15 course units of 50 minutes each),
with specific combinations of theory and practice in
the individual phases:

3 The curriculum standards must be met by private driving
schools in order to obtain ministry approval.

38 http://www.mto.gov.on.ca/english/dandv/driver/curriculum/
(11 August 2011)

— During the first phase, five theory modules
enable the novice driver to acquire the prel]
requisite knowledge for granting of a learner
driving licence, and thus the entitlement to
commence practical driving. The fifth mod[
ule involves a first evaluation of learning
success.”

— In the second phase, the sixth theory mod]
ule serves as immediate preparation for
practical driving instruction. The latter com[]
prises mandatory lessons with a driving in(J
structor, and optional supplementary driving
practice with a lay trainer. The seventh thelJ
ory module develops strategies relating to
hazard recognition and risk anticipation
(“Observe-Evaluate-Act®). Four practical in0]
struction sessions are assigned to the secl’
ond training phase. They teach the novice
driver to perform basic driving manoeuvres
and to adopt safe, cooperative and respon(]
sible behaviour in simple driving situations.

— Theory modules eight to ten, which are
completed during the third phase of training,
deal with the topics “Speed as the major
cause of accidents involving novice drivers”,
“Sharing the road with vulnerable road users
(e.g. pedestrians or cyclists)” and “Alcohol
and drugs”. The five practical sessions of
this phase are concerned with the mastering
of complex driving manoeuvres, and the
training of safe, cooperative and responsible
behaviour in a diversity of traffic situations.

— The final two theory modules in phase four
address risk factors such as fatigue and dis[J
traction, and convey knowledge relating to
environmentally aware driving. Four of the
five practical sessions assigned to this
phase serve to consolidate the acquired
driving skills; the remaining session is del]
voted to preparation for the concluding driv(]
ing test (see Chapter 3.3.5).

To summarise, it can be noted that training curric
ula and teaching plans are used to varying extents
to structure and control driving competence acquiJ
sition: Some focus solely on formal driver training
offers, for example, whereas others define an
overarching framework combining different — for(J
mal and informal — teaching and learning forms.

%9 The evaluation of learning success takes the form of a writ(]
ten knowledge test. This test was developed by the responsible
test organisation, but is conducted by the driving school. The
novice driver must also take a knowledge test conducted by the
test organisation at the earliest 10 months later.
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3.2.6 Driving simulation training

Depending on their individual technical features
and the correspondingly attainable realism of the
driving simulation, driving simulators offer the pos(]
sibility to train specific demands and rare circum(J
stances of participation in motorised road traffic
repeatedly and without exposure to risk (see Chap(J
ter 2.3.2). The following analysis considers first of
all the technical realisation of “driving simulation”
as a teaching and learning form. Subsequently, it
turns to the significance assigned to driving simulall
tion training in the systems of novice driver prepal]
ration, and the manner in which such training is
integrated into the system structures. These ques(]
tions are to be answered by taking the examples of
Finland, the Netherlands and the Czech Republic.

It must be mentioned in advance, that training by
way of a driving simulator is not a mandatory com(]
ponent of driver training in any of the 44 countries
covered by the present report. Where it is used as
an optional teaching/learning form, it is generally
an element of formal driving school training and is
conducted under the supervision of a professional
driving instructor. Overall, relatively little use is
made of technically complex driving simulators as
a teaching/learning medium. According to the es[]
timates provided by experts, they are used by less
than one per cent of novice drivers in Belgium, by
less than five per cent in Great Britain and Ontario
(Canada), by 15 per cent in the Netherlands and
by 30 per cent in Slovakia. This use generally per(]
tains to a certain number of driving lessons being
taken on the driving simulator.

Driving simulators as a
medium

The extent to which a driving simulation achieves a
realistic presentation of traffic-specific demand
situations is dependent above all on the technical
features of the simulator. The following are characl]

teristic elements of a driving simulator:

— the *“vehicle mock-up”, with which the
driver's sitting position is simulated; this
could be a complete vehicle or just a simple
chair;

— the “vehicle model”’, with which correlations
and interactions between driving behaviour
(e.g. steering) and the surrounding environ[]
ment (e.g. a change in the visible image del]
tail) can be simulated (a “motion system” is
able to give the novice driver a physically
sensed impression of vehicle response, and
thus potentially the feeling of a realistic driv(]
ing situation);

teaching/learning

— the “traffic model”, with which the behaviour
of other road users is simulated;

— the “display”, for example a monitor or pro(]
jection screen, with which certain situations
can be simulated from the driver's perspecl]
tive;

— the “scenario”, which defines the traffic
situations which the driver encounters during
the simulation.

The countries presented as examples in the follow(]
ing make use of technically advanced simulators.
Certain driving and traffic demands, however,
could also be simulated with technically less sol]
phisticated systems where the intention is to train
only partial competences (e.g. traffic perception,
hazard recognition). Corresponding possibilities
were mentioned in Chapter 3.2.3 as teachl
ing/learning media for independent theory learning
in the field of traffic perception training. The technilJ
cal prerequisites for the use of such driving simulall
tions are met by the typical graphics capabilities of
any modern PC.

Czech Republic (NBR):

In the Czech Republic, it is possible to train on a
driving simulator before commencing practical
driving instruction, i.e. before driving in real traffic.
This training is integrated into formal driving train(J
ing in the sense that the novice driver can choose
to complete up to 10 of the prescribed 28 hours of
practical driving instruction on a driving simulator.
This possibility is dependent on the technical feall
tures of the available simulator, for which four lev(]
els of equipment are distinguished. The option of
replacing mandatory practical driving instruction
with driving simulation training is only available
where the driving simulator used meets certain
(high) configuration demands. The simulators used
in the Czech Republic usually consist of a vehicle
cockpit, a steering wheel, a gear stick and a mo(J
tion system. Driving simulation training is generally
used to teach skills relating to vehicle operation,
traffic observation, the performance of specific
driving manoeuvres, compliance with traffic signs
and rules, and the mastering of risk situations.

Netherlands (NBR/REF):

In the Netherlands, too, driving simulation is usul]
ally used at the beginning of driver training, i.e.
before driving in real traffic. The driving simulators
were developed by the company “Green Dino™, in
cooperation with competent experts (for example
from the Delft University of Technology).

40 http://www.greendino.nl (2 September 2011)
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The training content is determined by the specificall
tions of the curriculum for driver training. The nov(
ice driver is guided through the training by a “vir(J
tual instructor’. On the basis of an evaluation of
driving behaviour data recorded during the simulalJ
tor sessions (including, for example, visual atten(]
tion), the novice driver receives detailed feedback
on the displayed performance (“Report of
Strengths & Weaknesses”). This feedback prolJ
vides objective information not only to the novice
driver, but also to the driving instructor. The evalull
ated driving behaviour is compared to the driving
simulator results for around 10,000 other novice
drivers and classified according to certain interest(]
ing parameters (e.g. learning pace). This is in[]
tended, on the one hand, to convey an experience
of success, and on the other hand as motivation
for further efforts to improve driving skills. The
simulators used consist of a vehicle cockpit, a
steering wheel, a gear stick and a motion system.

Finland (REF)

In Finland, a driving simulator may be used for the
training course units on driving in the dark. The
simulators and training modules are developed by
the company “ECA FAROS™' in cooperation with
the Finnish driving instructors' association. The aim
of the module “Driving in the dark” is that the nov(J
ice driver should learn and practice traffic observall
tion, speed regulation, vehicle positioning and the
compliance with traffic rules under the special conlJ
ditions of darkness. The training content covers
aspects such as overtaking, being overtaken and
the interaction with pedestrians. Each training unit
comprises an introduction, a demonstration and
practice drives. A test made up of different driving
exercises serves to determine learning success. At
the end of the module, individual feedback is pro_
vided in the form of a written report.

To summarise, it can be said that technically sol]
phisticated driving simulators are currently only
seldom used in connection with novice driver
preparation. In view of the high costs involved for
the use of this teaching/learning medium, it is
unlikely that this situation will change in the imme(]
diate future. PC-based driving simulations, on the
other hand, are already today a widely available
opportunity to train relevant partial competences
necessary for the mastering of driving tasks.

“ http://www.ecafaros.com (2 September 2011)

3.2.7 Accompanied driving

The teaching/learning form “Accompanied driving”
enables novice drivers to acquire driving expertise
beyond the initial competence acquired within the
framework of basic practical driving instruction.
The requirement of accompaniment ensures that
this learning process can take place in a low-risk
situation. The private, non-commercial character of
accompanied driving — alongside the correspond(]
ingly favourable cost implications — is here the
decisive economic prerequisite for realisation of
extensive practical driving experience with a minil]
mum exposure to risk (see Chapter 2.3.2).

The following description of accompanied driving in
the individual countries and groups of countries
determines the general availability of this form of
teaching/learning, and the extent to which such
measures are used, where appropriate. In this
connection, it is furthermore important to consider
the duration and scope of driving experience
achieved by way of this teaching/learning form,
and the manner in which it is integrated into the
system of novice driver preparation alongside pro(’
fessional driver training. Finally, it is interesting to
examine the prerequisites which must be met by
the novice driver and the proposed accompanist in
order to participate in accompanied driving, as an
informal form of teaching/learning, and which gen(]
eral conditions apply to limit the risk involved for
the novice driver and other road users during this
driving practice.

The aim of the following section “Availability of
measures and proportion of users” is firstly to iden(’
tify the countries in which privately supervised
driving practice before the commencement of solo
driving is actually legally permissible, and subsel]
quently to compare the proportions of novice driv(]
ers who take advantage of this possibility.

Availability of measures and proportion of
users

Table 11 provides an overview of the countries in
which driving practice under the supervision of a
lay trainer is possible, and at the same time indilJ
cates those countries in which there is no legal
basis for use of the teaching/learning form “Acl]
companied driving”. Where information is availll
able, the table also specifies the proportions of
novice drivers who use accompanied driving to
gain practical experience.
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Gountry Group Proportion Stipulations governing the duration of use Scope of experience
of users Commencement End Time window (period)
D WEU ~35% From 17 yrs From 18 yrs Up to 12 mos. ~2400 km/ 7-8 mos.
WEU <1% From 17 yrs From 18 yrs Up to 12 mos.
GB WEU ~55% From 17 yrs From 17 yrs Learner DL unlimited ~320 km
| WEU ~8% From 18 yrs From 18 yrs Max. 6 mos.
WEU/NBR ~28% From 16 yrs From 18 yrs Min. 12, max. 36 mos. Min. 3000 km
NBR ~50% From 17 yrs From 18 yrs Learner DL 3-36 mos.
CH NBR >90% From 18 yrs From 18 yrs Learner DL 24 mos. ~23 hrs
cz NBR No “accompanied driving”
DK NBR No “accompanied driving”
L NBR ~20% | From 17 yrs From 18 yrs | Learner DL 2-36 mos. ~300-3000 km
PL NBR No “accompanied driving”
A NBR/REF ~20% | From 16 yrs From 17 yrs | Up to 12 mos. Min. 3000 km
NL NBR/REF No “accompanied driving”
FIN REF ~10-20% From 17;6 yrs From 18 yrs Learner DL max. 9 mos. ~1000 km
N REF ~70-82% From 16 yrs From 18 yrs Up to 24 mos. ~2300 km
S REF ~90% From 16 yrs From 18 yrs Up to 24 mos. ~73 hrs/~3-24 mos.
BG - No “accompanied driving”
CY - From 17,6 yrs From 18 yrs Learner DL 1-12 mos.
EST - ~5% From 16 yrs From 18 yrs Up to 24 mos.
GR - No “accompanied driving”
H - No “accompanied driving”
HR - No “accompanied driving”
IL - From 17 yrs From 17;3 yrs Min. 3 mos.
IRL - From 17 yrs From 17;6 yrs Min. 6, max. 24 mos.
1S - ~80% From 16 yrs From 17 yrs Up to 12 mos. ~6-8 mos.
LT - ~50% From 17 yrs From 18 yrs Up to 12 mos.
LV - ~80% From 16 yrs From 18 yrs Up to 24 mos.
- From 18 yrs From 18 yrs Learner DL 12 mos.
P - No “accompanied driving”
RO - No “accompanied driving”
RUS - From 16 yrs | From 18 yrs | Up to 24 mos.
SK - No “accompanied driving”
SLO - From 166 yrs | 18 | Up to 18 mos.
TR -
AUS/NSW GDL ~100% From 16 yrs From 17 yrs Min.12 mos. Min.120 hrs
AUS/QLD GDL From 16 yrs From 17 yrs Min.12 mos. Min. 100 hrs
AUS/VIC GDL From 16 yrs From 18 yrs Min.12 mos. Min. 120 hrs
CDN/NS GDL From 16 yrs From 16;3 yrs Min. 6 or 3 mos.
CDN/ON GDL ~100% From 16 yrs From 16;8 yrs Min. 12 or 8 mos.
CDN/QC GDL ~100% From 16 yrs From 17 yrs Min. 12 mos.
NZ GDL From 15 yrs From 15;6 yrs Min. 6 mos. ~50 hrs
USA/CA GDL From 15;6 yrs From 16 yrs Min. 6 mos. Min. 50 hrs
USA/FL GDL From 15 yrs From 16 yrs Min.12 mos. Min. 50 hrs
USA/NC GDL From 15 yrs From 16 yrs Min. 12 mos.
Tab. 11: Accompanied driving — Proportion of users, stipulations governing the duration of use and scope of experience gained

(“hrs” = hours; “mos.” = months; “yrs” = years; “DL” = driving licence; “~” = study result/expert estimation ; grey cells = no information
available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL system;

REF = reform-oriented countries)
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As can be seen from Table 11, lay persons are
permitted to contribute to novice driver preparation
in all the major West European countries. Under
the German and French systems, however, the
teaching/learning form “Accompanied driving” can
only be chosen as an optional training model, as
an alternative to training exclusively in a driving
school. In Germany, the proportion of novice driv(l
ers participating in the “BF17” model was around
35 per cent in 2008 (for an overview: WILLMES[O
LENZ, GROSSMANN & PRUCHER, 2009), com!’
pared to approx. 28 per cent of French novice
drivers who, according to the information given by
experts, made use of the model “Apprentissage
anticipé de la conduite”. Among the major West
European countries, the highest proportion of nov(]
ice drivers gaining driving practice under the sul]
pervision of a lay accompanist is to be found in
Great Britain, namely around 55 per cent. No in[]
formation is available on the proportion of novice
drivers who also make use of this possibility to
build practical driving experience beyond the acl]
quisition of initial competence. In Spain, accompal]
nied driving is of only marginal significance, not
least due to the rarely satisfied conditions for par(]
ticipation (e.g. use of a vehicle with dual controls).

In the groups of neighbouring countries around
Germany and reform-oriented countries, the major(]
ity of the national systems establish a legal frame!]
work for practice under the supervision of a lay
trainer. It is only in the Czech Republic, Denmark,
Poland and the Netherlands that practical driving
instruction under the supervision of a professional
driving instructor is the only permissible teach(
ing/learning form by which to gain driving practice
in real traffic.

It is furthermore revealed by Table 11 that around
half of the novice drivers in Belgium acquire a
learner driving licence in order to be able to pracl]
tice driving under the supervision of a lay trainer,
whereas the equivalent figure in Switzerland is
even over 90 per cent of novice drivers. In Austria,
accompanied driving is bound to selection of the
“L17” training model, under which professional
practical driving instruction is followed by a pre[
scribed minimum of 3,000 kilometres of accompal]
nied driving and attendance at parallel training
seminars. Approx. 20 per cent of novice drivers in
Austria choose this training model as an alternative
to training exclusively in a commercial driving
school. In Luxembourg, too, the teaching/learning
form “Accompanied driving” can only be used as
part of a corresponding training model, which is
similarly chosen by around 20 per cent of novice
drivers. A relatively high rate of participation in

accompanied driving can be derived from Table 11
for Norway and Sweden.

In the GDL countries, practical driving instruction
under the supervision of a lay trainer and accom(]
panied driving are the decisive forms of compel’
tence acquisition for novice drivers, whereas par’]
ticipation in formal training measures is predomil]
nantly optional. The legal regulations in these
countries stipulate certain minimum periods and
scopes of practical driving experience, and these
requirements thus constitute a general framework
for the longer-term development of driving experil]
ence for all novice drivers. On the basis of those
countries for which expert information on the actual
use of measures is available, it is evident that
practically all novice drivers make use of the teach(J
ing/learning form “Accompanied driving”. In the
Canadian province of Ontario, around 55 per cent
of novice drivers complete their practical driving
instruction exclusively in the form of accompanied
driving. The remaining 45 per cent of novice driv(]
ers also attend optional formal driver training.

Duration and
experience
The purpose of accompanied driving is to enable
the most extensive possible practical driving ex(]
perience, as this determines the level of expertise
achieved by the time of the novice driver's transil]
tion to solo driving. To assess the existing prereq(!
uisites for such extended driving practice, it is inil
tially necessary to consider the framework of legal
conditions which govern the duration and scope of
accompanied driving. In addition, reference is to be
made — where available — to empirical data or ex[]
pert estimations on the scope of practical driving
experience gained (distance driven, number of
hours).

scope of practical driving

In some countries, the minimum age specifications
for the commencement of accompanied and solo
driving define a window (see Table 11) which in
turn determines the maximum possible period of
use for this form of teaching/learning (based on the
assumption that the novice driver commences solo
driving immediately upon reaching the prescribed
minimum age). A number of driver licensing sys(]
tems also contain regulations defining a minimum
scope of accompanied driving in the form of specil]
fications relating to the distance driven, a minimum
number of hours of driving practice or a minimum
duration for the phase of accompanied driving.

Among the major West European countries, a
minimum scope of accompanied driving is only
stipulated in France: Novice drivers must there
accumulate at least 3,000 kilometres of driving
practice. In Germany, participants in the “BF17”
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model are merely recommended to acquire as
much practice as possible. If the earliest possible
entry point is chosen, namely immediately upon
reaching the age of 17 years, this leaves a window
of 12 months for accompanied driving; taking into
account the prior professional practical driving
instruction, which can begin at an age of 16.5
years, the maximum period of learning before the
transition to solo driving is 18 months. According to
empirical studies, the average distance driven by
“BF17” participants is around 2,400 kilometres,
spread over a period of 7 to 8 months (FUNK et
al., 2010). In Great Britain and Italy, the legal regu(]
lations permit practical driving instruction by lay
trainers, and consequently enable a scope of driv(]
ing practice which goes beyond the mere acquisil]
tion of initial competence. The possibilities, how(
ever, are apparently not exploited to the full in
practice; given the identical minimum ages for the
commencement of accompanied driving and the
granting of a driving licence (see the columns
“Commencement” and “End” in Table 11), there is
no motivation to make use of a longer period of
preparation before obtaining a driving licence. In
Great Britain, the amount of driving typically accul’
mulated by way of supplementary private practical
preparation is estimated to be 320 kilometres by
WELLS, TONG, SEXTON, GRAYSON und JONES
(2008). According to a survey among novice driv(]
ers, the scope of practice acquired in the context of
lay training lies at around 20 hours, whereas
approx. 52 driving lessons are taken with a profes(]
sional driving instructor. Around 32 per cent of the
novice drivers reported a total of less than 500
kilometres of driving over the period before taking
the driving test, while around 10 per cent indicated
driving practice in excess of 3,000 kilometres.

In the group of neighbouring countries around
Germany, Belgium and Switzerland permit novice
drivers to learn exclusively under the supervision
of a lay trainer after obtaining a learner driving
licence, or else to combine such lay training with
commercial driver training offers. The learner driv(]
ing licence is valid for up to 24 months in Switzer[
land or for up to 36 months (“36M” model) in Bel[]
gium. In Belgium, the minimum age for granting of
a learner driving licence is 17 years, and the nov(]
ice driver must be 18 years of age to take the driv(]
ing test and commence solo driving. This rule
probably serves to promote a longer duration of
practical driving preparation; empirical data on the
distances driven under accompanied driving, how(]
ever, are not available. In Switzerland, most novice
drivers combine learning under the supervision of
a professional driving instructor with lay training.
Driving practice of approx. 18 hours is acquired

within the framework of professional instruction. An
average of around 23 hours of additional driving is
done under the supervision of a lay trainer, though
the results of an empirical survey indicate that a
proportion of the novice drivers records signifil]
cantly more extensive practice, namely up to 200
hours (EU Project BASIC, 2003). As in ltaly and
Great Britain, the minimum age for the granting of
a learner driving licence is also identical to the
minimum age for the commencement of solo driv(]
ing in Switzerland, which means that there is like[]
wise no motivation for a young licence applicant to
opt for a longer period of practical driving preparall
tion. In Luxembourg, accompanied driving is avail_
able to participants in the corresponding training
model (“AC” model) for the maximum period of
validity of the learner driving licence, namely 36
months. A minimum period of use of eight weeks is
specified, but no minimum driving distance is prelJ
scribed. According to the information provided by
experts, the earlier start of mandatory driver train(]
ing results in a period of use of around 12 months,
during which the novice drivers cover between 300
and 3,000 kilometres.

With the exception of the Netherlands, accompall
nied driving is a component of novice driver prepal’
ration in all reform-oriented countries. In Austria,
this teaching/learning form can only be used if the
novice driver chooses the training model “L17”.
This model requires that, after professional practill
cal driving instruction (at the earliest from the age
of 16 years), the novice driver completes at least
3,000 kilometres of accompanied driving during the
year up to his 17th birthday in order to be permit(]
ted to drive solo after passing a driving test and
reaching the minimum age of 17 years. Norway
and Sweden similarly enable longer-term driving
experience acquisition by reducing the minimum
age for the commencement of practical driving
instruction to 16 years. In Norway, it is a mandal]
tory requirement to attend certain formal training
elements in a professional driving school (e.g.
basic theoretical course, evaluation driving lesr
sons); practical driving instruction with a lay trainer
and accompanied driving are widely practised, as
a means to permit novice drivers to gain more
extensive experience. Between 70 and 80 per cent
of novice drivers in Norway make use of this pos(]
sibility, and thereby record an average of 2,300
kilometres  of additional driving  practice
(TRONSMOEN, 2011). Professional practical driv(]
ing instruction is not prescribed in Sweden; it is
only necessary for all novice drivers to attend a
three-hour course on hazard avoidance before
taking the driving test (and, where appropriate, a
theoretical introductory course as a prerequisite for
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accompanied driving). Around 90 per cent of nov(]
ice drivers take the opportunity to practise under
the supervision of a lay trainer, and thus to extend
their practical driving experience through accom(]
panied driving. They drive distances of approx.
4,000 kilometres during an average of 112 hours of
driving (TRONSMOEN, 2011); the overall duration
lies between 3 and 24 months.

In the GDL countries, it is usual to specify a minilJ
mum duration for the supervised learning phase,
during which the novice driver is only permitted to
drive with accompaniment. A duration of 12
months is prescribed in the Australian states of
New South Wales, Queensland and Victoria, in the
Canadian provinces of Ontario and Québec and in
the US states of Florida and North Carolina; in the
remaining GDL countries, the corresponding pe!l’
riod is shorter. In Ontario, the regular minimum
duration can be shortened to 8 months by attend(]
ing an approved “Driver Education Course”. In
Victoria, the minimum period of 12 months applies
only for novice drivers under 21 years of age; solo
driving is here permitted at the earliest from the
age of 18 years, but accompanied driving already
from 16 years. A minimum number of hours of
driving may also be specified, alongside the mini(]
mum period of preparation in months, for example
120 hours in New South Wales and Victoria, or
100 hours in Queensland. A minimum of 50 hours
of practice must be completed in Florida and CaliCl
fornia.

Combination with formal driver training
“Accompanied driving” can be combined with for(J
mal driver training offers in various different ways
(see right-hand column of Table 12). Three basic
forms of such combination have evolved: Defined
integration of accompanied driving into profes(]
sional driving school training (“integrative model”,
e.g. France and Austria), separate realisation of
accompanied driving after completion of formal
driving school training (“‘consecutive model”, e.g.
Germany) and free combination at the individual
discretion of the user (“liberal model”, e.g. Sweden
and Norway).

For the group of major West European countries, it
can be determined that Germany and France im[J
plement accompanied driving as an optional
preparation model following on from professional
driver ftraining. In Germany, formal training and
accompanied driving are completely separate elel]
ments of novice driver preparation. The driving test
must be passed before commencing accompanied
driving, whereby the novice driver already acquires
the status of legally responsible driver of the vehill
cle. Accompanied driving in Germany can thus be

assigned to the consecutive model type. Within the
framework of the integrative French model, the
novice driver completes practical driving instruction
in a driving school, but is already permitted to
commence accompanied driving after passing a
knowledge test. Two mandatory training sessions
(“feedback meetings”) must be attended at the
driving school during the accompanied driving
phase, namely after 1,000 and after 3,000 kilomerl’
tres. They are to be understood as supplementary
components of the driver training, the first phase of
which — prior to the commencement of accompall
nied driving — can already be considered to satisfy
the demands of a complete process of driver
preparation42 as it also applies for novice drivers
who do not participate in accompanied driving. The
mandatory training sessions, which novice drivers
must attend together with their accompanist, com(]
prise a joint reflection of their experiences during
accompanied driving (two hours) and a one-hour
drive in real traffic. The driving test which leads to
granting of a driving licence and acquisition of the
status of legally responsible driver of the vehicle is
not taken until after the accompanied driving
phase. Under the liberal models followed in Great
Britain, Spain and Italy, accompanied driving is
combined with professional driver training at the
individual discretion of the novice driver.

Turning to the neighbouring countries around
Germany and the reform-oriented countries, Lux[]
embourg and Austria are found to implement intel]
grative models of accompanied driving. In both
countries, accompanied driving is preceded by
professional driving school training, which is then
continued during the accompanied phase in the
form of parallel course units. In Austria, the novice
drivers and their accompanists attend mandatory
intermediate meetings in a driving school after
1,000 and after 2,000 kilometres. As in France,
these sessions comprise a discussion of experill
ences during accompanied driving and a “training
drive”. In Luxembourg, novice drivers must attend
four final course units in a driving school at the end
of the accompanied driving phase, before taking
the driving test. The accompanist, furthermore, is
required to have participated in two practical driv(]
ing lessons within the framework of the novice
driver's driving school training. Novice drivers in
Sweden are not required to attend a (full) course of
professional driving school training. Before com(]

42 Even though the driving test is not taken until after the acl]
companied driving phase, it is a decisive prerequisite for the
commencement of accompanied driving that the novice driver
has already during the prior formal driver training achieved a
level of driving skill which would be sufficient to master the
demands of the driving test.
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mencing accompanied driving, however, they must
complete a three-hour introductory theory course
together with their accompanist. In Norway, too,
(full) professional driving school training is not pre(]
scribed; the traditional lay driver training and acll
companied driving are nevertheless supplemented
by mandatory elements of formal training (e.g.
theoretical “basic course”, “evaluation lessons”).
The close integration of formal training compol]
nents and conventional informal teaching/learning
forms is anchored in the training curriculum (see
Chapter 3.2.5). It is prescribed, for example, that a
basic theory course comprising 17 course units
(including first-aid measures) must be completed
with a professional driving instructor, before being
allowed to commence practical driving under the
supervision of a lay trainer (or professional driving
instructor).

Novice drivers in Norway must furthermore attend
two evaluation lessons and driving safety training
with a professional driving instructor. This serves
to monitor and ensure attainment of the learning
objectives stipulated in the curriculum. Accompall
nists are also recommended to attend professional
training sessions, and the responsible driving
school is expected to make this possible.

Among the GDL countries, there is no legal rel]
quirement to make use of additional formal training
offers in New Zealand, in the Australian states of
New South Wales, Victoria and Queensland, and
in the Canadian provinces of Nova Scotia and
Ontario. In the Canadian province of Québec, on
the other hand, all novice drivers must attend forl
mal driving school training. The manner in which
privately arranged practical driving instruction —
during a supervised learning phase of (at least) 12
months — is combined with the formal training
components is governed by a corresponding cur(]
riculum (see Chapter 3.2.5). In the US states of
California and North Carolina, formal instruction
(“Driver Education”) must be taken before com[]
mencing accompanied driving; in Florida, novice
drivers must attend a four-hour theory course.

Table 12 presents an overview of the ways in
which accompanied driving and formal driver train(]
ing are combined. In addition, it provides indication
of the prerequisites to be met by novice drivers
and accompanists in the different systems of nov(]
ice driver preparation; these prerequisites for acl]
companied driving are discussed in the following
section.

Prerequisites  for novice drivers and

accompanists
All countries require the novice driver to have
reached a legally stipulated minimum age before

being allowed to commence accompanied driving.
In many cases, it is also necessary to have previll
ously completed (full) driving school training or
another specified course of driver training (see
“Combination with formal driver training” above). It
is furthermore a common prerequisite that the nov(]
ice driver has passed a knowledge test, whereas
the passing of a driving test is only prescribed in a
few individual cases (e.g. in Germany).

Among the major West European countries, the
lowest minimum age for the start of the accompal’
nied phase is found in France, namely 16 years
(which at the same time results in the longest pel’
riod — up to 24 months — before the earliest possil]
ble transition to solo driving at 18 years). The
minimum age in Germany is 17 years; passing of
both theoretical and practical driving tests after
completion of professional driving school training is
moreover a second core prerequisite for participall
tion in accompanied driving. In the neighbouring
countries Belgium and Luxembourg, novice drivers
can commence accompanied driving at the age of
17 years. In Switzerland, by contrast, both training
in a driving school and driving practice under the
supervision of an experienced lay person are only
permitted from 18 years. The minimum age in the
reform-oriented countries Austria, Norway and
Sweden is 16 years. Whereas Austria permits the
transition to solo driving already at 17 years, nov(]
ice drivers in Norway and Sweden must wait until
they reach the age of 18 years to drive solo. In the
GDL countries, the required minimum age is every!]
where 16 years or less.

The prescribed minimum age of the accompanist is
highest in Germany, at 30 years, and lowest in
Great Britain, at 21 years. With regard to the mini(]
mum period of prior driving licence possession,
Italy tops the list with 10 years; Great Britain is
here again the country with the lowest threshold,
namely three years. In the groups of neighbouring
countries around Germany and reform-oriented
countries, the minimum age is highest in Austria
(27 years) and lowest in Finland (21 years). As
proof of prior experience, Belgium has the strictest
system, demanding that a driving licence has been
held for 8 years, whereas Switzerland sets the
lowest requirement with only three years. The least
demands in terms of the minimum age and period
of driving experience of the accompanist are to be
found in the GDL countries.
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Prerequisites for novice drivers ... for accompanists
. S o - ° Combination of

%Q E a';H$ 2 EE § 2 %ﬁw 2 % g § accompanied driving
Country Group 8 ; £9|55 -% § g § i p § § g_ =i with formal driver training

27 |2%2|5g2| 48 | 48| 27| 2 | B3 e

. |E8s|EgEB| a3 | a2 = | €8 | &3 A = Prior driver training

s ©° % 25|E 3£ g s | s% 5 S g2 B = Parallel training elements

> o
WEU 17 14 >12 X X 30 5 - A (complete)
WEU 17 - - 25 5 X -

GB WEU 17 - - - - 21 3 - -
| WEU 18 - - - - 28 10 -
F WEU/NBR 16 - 20 X - 28 5 - A (complete); B (2 intermediate meetings)
B NBR 17 - - X - *26 8 - -
CH NBR 18 - - X - 23 3 - -
Ccz NBR No “accompanied driving”
DK NBR No “accompanied driving”
L NBR 17 | 12 | 12 | X - I 24 | 6 | X I A (complete); B (4 final training units)
PL NBR No “accompanied driving”
A NBR/REF 16 | 32 | 12 | - - I *27 | 7 | X I A (complete); B (2 intermediate meetings)
NL NBR/REF No “accompanied driving”
FIN REF 17,6 - - - - 21 3 - -
N REF 16 17 - - - 25 5 - A (basic course); B (2 evaluation lessons)
S REF 16 3 - - - 24 5 - A (introductory theory course)
BG - No “accompanied driving”
CcY - 17,6 - - X - 30 5 - -
EST - 16 41 32 X X 5 A (complete)
GR - No “accompanied driving”
H - No “accompanied driving”
HR - No “accompanied driving”
IL - 17 - 28 X X 24/30 5/3 A (complete)
IRL - 17 - - X - *19;6 2 - B (12 hrs “Essential Driver Training”)
IS - 16 12 10 - - 24 5 - A (part of mand. training); B (4 final units)
LT - 17 60 20 - - *23 5 X A (complete)
LV - 16 - - - - 21 3 -
M - 18 - - - - 25 5 - -
P - No “accompanied driving”
RO - No “accompanied driving”
RUS : w T T [ (=] s | :
SK - No “accompanied driving”
SLO - 16;6 40 20 - - 30 7 X A (complete); B (2 x 2 hrs during training)
TR -
AUS/NSW GDL 16 - - X - 21 3 - -
AUS/QLD GDL 16 - - X - *21 1 - -
AUS/VIC GDL 16 - - X - *22 - - -
CDN/NS GDL 16 - - X - *20 2 - -
CDN/ON GDL 16 - - X - *20;8 4 - -
CDN/QC GDL 16 5 - X - *21 2 - A (theory) and B (practical instruction)
NZ GDL 15 - - X 19 2 - -
USA/CA GDL 15;6 30 6 X - 25 - - A (complete)
USA/FL GDL 15 4 - X - 21 - A (theory “TLSAE”", “DATA”, or the like)
USA/NC GDL 15 30 6 X - *23 5 X A (complete)

Tab. 12: Accompanied driving — Prerequisites for novice drivers and accompanists, and combination with driver training (‘hrs” =

Additional remarks:
' The figures indicate the number of mandatory course units in each case. The prescribed duration of a course unit may vary
from country to country; detailed specifications are to be found in Chapters 3.2.2 (Tab. 6) and 3.2.4 (Tab. 9).

hours; “*” = minimum age derived; “X” = applicable; “-” = not applicable; grey cells = no information available; WEU = major West Euro!]
pean countries; NBR = neighbouring countries around Germany; GDL = countries with GDL system; REF = reform-oriented countries)
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Alongside the minimum age and the period of driv(
ing licence possession, the social relationship bel]
tween the novice driver and accompanist also
plays a role in some countries. As can be seen
from Table 12, some countries (e.g. Luxembourg,
Lithuania, Slovenia) stipulate that the novice driver
and accompanist must be family relatives as a
prerequisite for participation in accompanied driv[]
ing. Austria similarly demands a “close relation(]
ship” between the accompanist and novice driver.
The restriction to family relatives could limit the
equal accessibility of accompanied driving for nov(]
ice drivers. In Germany, therefore, the accompal]
nist must not necessarily be a family relative of the
novice driver; there is furthermore no limit on the
number of persons who may be nominated as
accompanists. In France, too, the accompanist
must not always be the same person.

An appropriate driving record can be mentioned as
a further prerequisite to be met by the accompal]
nist. In Germany, the accompanist must not have
received more than three demerit points in the
central register of traffic offenders as punishment
for traffic offences. In Belgium, his driving licence
must not have been withdrawn during the past
three years. In Ontario, the accompanist must
demonstrate at least four years of driving experil]
ence; any periods during which the driving licence
has been withdrawn, however, are not taken into
account. Demerit points in the central offenders
register, on the other hand, are not alone a reason
for exclusion.

Restrictions and special conditions applicable
to accompanied driving

In addition to the aforementioned personal prel]
requisites to be met by the novice driver and acl’
companist, there are often further restrictions and
special conditions which are applicable to accom(]
panied driving (see Table 13 on next page); these
restrictions and special conditions are described in
more detail in the following.

Vehicle features and marking:

In some countries, the vehicle used for accompal]
nied driving must meet certain equipment and feal’
ture requirements. It is usually necessary — both
for formal practical driving instruction and for the
phase of accompanied driving — for the vehicle to
be marked accordingly (see Table 13). In Austria,
for example, the vehicle must be identified by way
of light-blue plates with “L17” as white text both on
the front and on the back, together with a white
sign with the word “Ausbildungsfahrt” (“training

drive”) in black letters. In Belgium, the vehicle must
be marked with an “L” on the rear window, and it
must be fitted with a second rear-view mirror.
Marking with an “L” sign is similarly prescribed in
Switzerland, Ireland and Spain. In Finland, the
marking used is a white triangle.

A number of countries (e.g. Belgium, Spain,
France, Finland) require the vehicle to be fitted
with additional mirrors for the accompanist. Tech(]
nical provisions may also be stipulated to enable
the accompanist to intervene in the learner's drivl
ing if necessary. In Austria, for example, it is only
permitted to use a vehicle in which the hand brake
and ignition are within reach of the passenger seat.
In Spain and Finland, dual controls (additional
brake, accelerator and clutch pedals on the pas(]
senger side) are prescribed.

Driving restrictions for certain roads and times of
the day:

Special regulations are found in certain countries
with regard to the routes and road types on which
driving is permitted, as well as the permissible
speed limits. In some cases, accompanied driving
is also not allowed at weekends or at particular
times of the day (see Table 13). In Belgium, for
example, accompanied driving is not permitted
between 10 p.m. and 6 a.m. on Fridays, Saturdays
and Sundays, as well as on public holidays and the
day before such holidays. In Spain, a similar re(J
striction refers to the use of motorways for accom(]
panied driving on public holidays and the evening
before public holidays. In Great Britain and Ireland,
motorway driving is completely forbidden. In Spain,
special speed limits apply: 80 km/h (instead of 120
km/h) on trunk roads and motorways, 80 km/h
(instead of 90 km/h) on roads outside built-up ar(]
eas, and 40 km/h (instead of 50 km/h) inside built[’
up areas. In the Canadian province of Ontario,
accompanied driving is prohibited between mid(]
night and 5 a.m.; in addition, the novice driver is
not permitted to drive on motorways and certain
trunk roads with a maximum speed limit of more
than 80 km/h. In the Australian state of New South
Wales, a local driving exclusion applies for Cen(]
tennial Park in Sydney. Novice drivers in Switzer(]
land are not permitted to drive on roads with dense
traffic until they have reached a corresponding
level of ability, while trunk roads and motorways
remain excluded until the novice driver is “ready for
the driving test”. Many countries also expressly
prohibit journeys abroad (e.g. Belgium, France,
Norway, Latvia).
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2| e 3 12 |8 »
5218, S| 8|8 | 5 |E3|5¢8 55|
28| 22| 3| £ |58 € |8s|ac|EE|ZE|E
Country Group >c | 25| 2| 8 |2c| 2 |5¢g|s a £cl388] B Additional remarks
se|ot| 2|3 |2°| £ |aS|eg|5E |5 &
28|27 51 8|2 | 5|38 52|83 |73 3
P4 n z e ot <
WEU - - - - - - - - - - -
E WEU X X X X X X X X -
GB WEU X - - - X X - - - - -
| WEU - X - X - -
WEU/NBR - - X X X X - - - X Logbook
B NBR X X - X X - X X - X -
CH NBR X' - - - X - - - X - - | " Motorway only when “ready for test”
cz NBR No “accompanied driving”
DK NBR No “accompanied driving”
L NBR - | - | X X X X X | - | - | - X Logbook
PL NBR No “accompanied driving”
A NBR/REF - | - | - - X - - | - | X | - - Logbook
NL NBR/REF No “accompanied driving”
FIN REF - - - - X X X -
N REF - - - - X X - - X - X -
S REF - - - - X X - - - - - -
BG - No “accompanied driving”
CY - X X -
EST - -
GR - No “accompanied driving”
H - No “accompanied driving”
HR - No “accompanied driving”
IL - - - - - X - - - -
IRL - X - - - X X - - - -
IS - - - - - X X - - - - - -
LT - - - - - X - X - X - - -
LV - - - - - X X - - X - - -
- - - - - X - X - - - - -
P - No “accompanied driving”
RO - No “accompanied driving”
FUS : x 1 - [ x ] x ] x T 1 ] | :
SK - No “accompanied driving”
SLO - - - - - X - X - - - - -
TR - -
AUS/NSW GDL X - - X X - - - - - - -
AUS/QLD GDL - - - - X - - - -
AUS/VIC GDL - - - - X - - - - - - Logbook
CDN/NS GDL - - - - - - - X - - - -
CDN/ON GDL X - X - - X - - - -
CDN/QC GDL - - - - - - - - - -
NZ GDL - - - - X - NG - 2 Additional passengers with conl
sent of the accompanist
USA/CA GDL - - - - - - X - - -
USA/FL GDL - - X3 - - - - - - - - ® During first 3 months
USAINC GDL - - x* - - - - - - - - * During first 6 months
Tab. 13: Accompanied driving — Restrictions and special conditions applicable to accompanied driving (“X” = applicable; “-” = not

applicable; grey cells = no information available; WEU = major West European countries; NBR = neighbouring countries around Ger!|
many; GDL = countries with GDL system; REF = reform-oriented countries)
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Restriction on number of passengers:

In some countries, restrictions apply with regard to
further passengers in the vehicle during accompal]
nied driving. Only the novice driver and the acl]
companist are allowed to be in the vehicle in Cyll
prus, while Belgium allows one additional passen(]
ger. In the Canadian province of Ontario, only the
accompanist is allowed to sit in the front passenger
seat; further back-seat passengers are permitted,
provided a safety belt is available for each pas(]
senger. In New Zealand, additional passengers
may only be present in the vehicle with the consent
of the accompanist (see Table 13).

Documentation by way of a logbook:

Some countries require that accompanied driving
be documented in a logbook. In Luxembourg, the
accompanist must keep a record of learning prol’
gress, and must then present this record to the
driving instructor with whom the novice driver
completes his four final training units before taking
the driving test. The test examiner also receives
the record. The scope of practice and learning
progress must similarly be recorded in a logbook in
France and Austria. In Victoria, the novice driver
keeps a so-called “Learner Log Book”, which must
be presented when taking the driving test. This
logbook serves to document the driving done and
includes a declaration by which the novice driver
must confirm with his signature that the prescribed
minimum hours of driving have been completed. In
addition, all accompanists (including the profes(]
sional driving instructor, where appropriate) must
be entered with their name. For each session of
driving practice, the date, total duration, start and
end times and kilometres driven must be noted.
Further information to be specified — in standard(]
ised form — refers to the traffic density (“Light”,
“Moderate”, “Heavy”), the weather conditions
(“Wet”, “Dry”), the light conditions (“Day”, “Dusk”,
“Night”) and the types of roads used (“Residential”,
“Main roads”, “Inner-city roads”, “Freeway”, “Rural
highway”, “Other rural roads”, “Gravel roads”). In
New South Wales, too, a logbook must be kept by
the novice driver and presented for inspection by
the examiner when taking the driving test. In Flor(
ida, the accompanist must give written confirmal’
tion that the prescribed minimum of 50 hours of
driving has been completed; the keeping of a logl]
book is furthermore expressly recommended.

Further restrictions:

Some countries have adopted regulations with
regard to the permissible blood alcohol content of
the accompanist. In Victoria and Ontario, for ex[]
ample, a blood alcohol limit of 0.05 per cent is
prescribed for the accompanist; the reasoning here
is that the accompanist must be in a position to

intervene in the learner's driving, if necessary. In
some countries, novice drivers are still not permit(]
ted to use a mobile telephone during accompanied
driving, even if a hands-free device is available. In
Great Britain, Ireland, Spain, Belgium and Finland,
driving with a trailer is forbidden. In some cases,
furthermore, supplementary insurance must be
obtained to cover the special situation of driving
practice under the supervision of a lay person (e.g.
in Spain, France and Malta).

Content specifications and recommendations:
Accompanied driving is governed to a lesser extent
by formal rules than professional driver training;
binding content-related specifications and recom(]
mendations are nevertheless found in some cases.
In the Australian state of Victoria, for example, it is
stipulated that at least 10 of the prescribed 120
hours of driving practice must be completed in the
dark. In the Canadian province of Québec, recl]
ommendations are given in respect of the content
of driving practice. This content is aligned to the
mandatory course units which are completed
within the framework of formal driver training (see
Chapter 3.2.5), as accompanied driving is intended
to consolidate the acquired skills and knowledge.
The national curricula in Sweden and Finland also
define learning objectives as a binding basis for
driving competence acquisition, irrespective of
whether the novice driver takes instruction with a
professional driving instructor or under the super(]
vision of a lay trainer.

In some countries, manuals are published for the
parents and accompanists of novice drivers (e.g.
Québec, Florida, Queensland) to provide general
information on novice driver preparation and the
legal framework for accompanied driving, as well
as recommendations with regard to practice con(]
tent, the preparation of driving sessions and
evaluation of the driving performance. In the US
state of Florida, the content recommendations are
collated in the form of a checklist. The manual for
accompanists in the Australian state of Queens(
land (“Supervising Driver Handbook”) contains
systematic information on the following topics:
“Common types of novice driver accident”, “Deall’]
ing with stress”, “Avoiding pressure to perform”,
“Stages of learning and required scope of pracl]
tice”, “Logbook requirements”, “Planning lessons”
(e.g. content, exercises, communication, review[]
ing), “Using checklists for learning assessment”,
“Commentary drives” and “Road and weather con(’]
ditions”.

To summarise, it can be said that, in many sys[]
tems of novice driver preparation, the availability of
the teaching/learning form “Accompanied driving”
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enables novice drivers to achieve a higher degree
of driving experience already before commencing
solo driving. The manner in which accompanied
driving is realised, however, varies considerably.
The differences relate above all to the availability
of such opportunities (Can all novice drivers or
only a certain subset of novice drivers make use of
accompanied driving?), the potentially binding
nature (Is participation an optional offer or a man(J
datory requirement?) and not least the quantity
and quality of use (How many hours and kilome[]
tres of driving are completed? Which driving tasks
and learning situations are covered?).

Depending on the individual form of implemental’
tion of accompanied driving, especially in respect
of the aforementioned differences, it holds greater
or lesser potential to reduce the level of initial risk
faced by novice drivers. In certain systems of nov(]
ice driver preparation, maximum harvesting of the
potential is supported in particular fashion by way
of regulations and provisions serving to optimise
the proportion of participating drivers and to safel!
guard a high quality of use. Various efforts to com(]
bine the informal teaching and learning form “Acl]
companied driving” with professional forms of
driver training are also to be given specific mention
in this context

3.2.8 Advanced training courses

While practical driving instruction is aimed at the
acquisition of necessary basic driving competence,
learning in the form of “advanced training courses”
serves to expand the previously acquired basic
competence. This refers above all to the acquisiC
tion of knowledge and skills in the fields of hazard
recognition and hazard avoidance, as well as to
the promotion of responsible attitudes to traffic
safety (see Chapter 2.3.2).

The courses usually combine theoretical compo(
nents (in seminar form) with practical driving exerr]
cises (on a practice ground and/or in real traffic).
Within the framework of these overarching content(]
related objectives, and in accordance with the form
of methodical implementation, advanced training
courses are offered with varying focus and for dif(]
ferent target groups, for example:

(1) Course offers which are made available to nov[
ice drivers on a voluntary basis,

(2) Mandatory courses for novice drivers, and

(3) Mandatory courses for novice drivers who

have committed traffic offences (“improvement
courses”).

Voluntary advanced training courses are offered by
various organisations mandated to promote road
safety and usually take the form of special driving
safety training on a dedicated practice ground.
With regard to the extent of use made of voluntary
course offers, the survey replies from experts rel]
vealed that there are numerous countries in which
such courses are either not available (e.g. Croatia,
Latvia, Lithuania, Ontario, Québec, Slovakia,
Czech Republic) or else attended by only a small
proportion of novice drivers (e.g. France, Hungary,
Victoria). In various cases, the participation in adl]
vanced training is encouraged by way of incentives
(e.g. more favourable insurance terms, shorter
probationary period).

Mandatory advanced training courses for all novice
drivers (so-called “second phase of driver training”)
are only to be found in six of the 44 countries con(]
sidered by the present report, namely in Luxem[]
bourg, Austria and Switzerland (in the group of
neighbouring countries around Germany), in
Finland (in the group of reform-oriented countries),
and in Estonia and Slovenia; none of the countries
in the groups of major West European countries or
GDL countries require their novice drivers to attend
mandatory “second-phase” courses.

Mandatory courses for novice drivers who have
committed traffic offences, on the other hand, are
stipulated in many countries. Participation in such
“improvement courses” may be prescribed in conlJ
nection with the punishment for a traffic offence, or
else merely recommended as a opportunity to
reduce the number of demerit points on the driver's
record in a national register of traffic offenders.

Table 14 provides first of all an overview of the
forms of advanced training courses to be found in
the individual countries, and indicates whether
participation is mandatory or optional. Subsel]
quently, examples of the advanced course offers
available in a number of selected countries serve
to illustrate the spectrum of voluntary and mandal’]
tory advanced training opportunities which are not
aimed specifically at novice drivers who have
committed traffic offences — more detailed descriplJ
tions of the mandatory improvement courses for
traffic offenders and their integration into the prol]
tective regulations applicable to novice drivers can
be found in Chapter 3.2.9 in connection with the
regulations on probationary periods for novice
drivers in the autonomous learning phase.
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(1) Voluntary course offers / Scope of course /
Country Group (2) Mandatory advanced courses for all novice drivers / Period for attendance after start of
(3) Courses for traffic offenders solo driving

WEU (1) e.g. driving safety training / (3) mand. improvement course (1) =8 hrs, one day; (3) 9.5 hrs
E WEU (1) driving safety training / (3) opt. improvement course to reduce demerit
GB WEU (1) driver training in real traffic (“Pass Plus”) / (3) opt. improvement course (1) min. 6 hrs, several days
| WEU (3) opt. improvement course to reduce demerit (3)12 hrs
F WEU/NBR (1) feedback drive, group discussion (“RVE”) / (3) mand. improvement (1) oneftwo days /6 to 12 mos.

course

B NBR (1) driving safety training (“On-the-Road”) / (3) opt. improvement course (1) 3.5 hrs, one day
CH NBR (2) e.g. group discussion, feedback drive (“WAB”) / (3) opt. impr. course (2) 16 hrs, two days / 6 to 36 mos.
Ccz NBR
DK NBR (3) mand. improvement course after alcohol-related offences
L NBR (2) driving safety training / (3) mand./opt. impr. course to reduce demerit (2) 7 hrs, one day / 3 to 24 mos.
PL NBR (3) opt. improvement course to reduce demerit
A NBR/REF (2) group discussion, driving safety training / (3) mand. improvement course (2) 12 hrs, three days / 2 to 12 mos.
NL NBR/REF (3) mand. improvement course (“LEMA”) (3) 7 hrs, two days
FIN REF (2) mand. advanced course (“two-phase training”) (2) 9 hrs, several days / 6 to 24 mos.
N REF
S REF
BG - (3) opt. improvement course to reduce demerit
CcYy - - -
EST - (2) theory classes, driving safety training, feedback drive (2) =6.5 hrs, several days/up to 23 mos.
GR - - -
H - (1) driving safety training / (3) mand. improvement course (1) one day
HR - - -
IL -
IRL - - -
IS - (1) group discussion / (3) mand. improvement course (1) one day; (3) 14 hrs
LT - (3) mand. improvement course
LV - (3) opt. improvement course
M - - -
P - (3) opt. improvement course
RO -
RUS -
SK - (3) mand. improvement course
SLO - (2) driving safety training, feedback drive / (3) repeat driving school training (2) 12 hrs, several days/up to 24 mos.
TR -
AUS/NSW GDL - -
AUS/QLD GDL
AUS/VIC GDL (1) opt. course offers / (3) mand. improvement course
CDN/NS GDL (3) improvement course (“Driver Improvement”)
CDN/ON GDL - -
CDN/QC GDL (3) improvement course (“Driver Improvement”)
NZ GDL (1) e.g. commentary driving (“Defensive Driving” or “Street Talk”) (1)9or4 hrs/6to 18 mos.
USA/CA GDL (3) improvement course (“Traffic Violator School”)
USA/FL GDL (3) mand. improvement course (“Driver Improvement”, “DUI")
USA/NC GDL (3) opt. impr. course (“Defensive Driving Course”), also as online course

Tab. 14: Advanced training courses — Mandatory attendance and course offers (“-” = not applicable; grey cells = no information avail(l
able; “mos.” = months; “hrs” = hours; “mand.” = mandatory; “opt.” = optional; WEU = major West European countries; NBR = neighbour!(!
ing countries around Germany; GDL = countries with GDL system; REF = reform-oriented countries)
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Germany (WEU):

In Germany, various organisations with working
interests in the promotion of road safety (ADAC,
Verkehrswacht, DVR) themselves offer advanced
training courses for novice drivers or else contrib(l
ute to such offers. Such courses are one-day train(]
ing sessions during which the novice drivers parl(l
ticipate in practical driving exercises and group
discussions as a forum for mutual exchanges of
experience under the supervision of a qualified
course instructor. The driving safety training
“Junge Fahrer” (“Young Drivers”) offered by the
motorists' club ADAC deals with braking tech(]
niques on different road surfaces and gives a first[]
hand impression of the centrifugal forces which act
when negotiating bends. The “Safety Training for
Car Drivers” organised by the volunteers' associal
tion Deutsche Verkehrswacht addresses novice
drivers with one or two years of driving experience,
but at the same time also other target groups (e.g.
senior citizens, advanced drivers). Practical exer(]
cises and guided group discussions are used to
spotlight content such as the effects of physical
forces encountered during driving, swerving to
avoid obstacles, appropriate braking techniques
and driving around bends. The German Road
Safety Council (DVR) has elaborated design
guidelines and quality parameters for the realisall
tion of driving safety training, which are intended
as orientation for the organisers of safety training
and enable them to obtain DVR certification for
their offers.

Within the framework of a long-term model project
which ended in 2010, novice drivers in 13 of the 16
German federal states were able to attend a series
of  voluntary further training seminars
(“Fortbildungsseminar fir Fahranfanger — FSF”).
This measure was aimed at novice drivers during
the regular two-year probationary period after ob(]
taining a driving licence, as well as those whose
probationary period had been extended to four
years as a result of their having committed traffic
offences (see Chapter 3.2.9). The incentive for
participation was lifting of the otherwise applicable
probationary regulations for the last year of probal]
tion. The course comprised three group meetings
of 90 minutes each, a 60-minute practice drive
under observation in real traffic, and a total of four
hours of practical safety exercises on a closed
practice ground. Despite the incentive, overall par(]
ticipation figures remained low. The evaluation of
the model revealed that course participants later
displayed a significantly higher accident risk and
were more likely to commit traffic offences than
non-participants of the same age who had held a
driving licence for a similar period (for an overview:

WILLMES-LENZ et al., 2009). A comparable prol]
gramme — “Jugend fahrt sicher” (“Young People
Driving Safely”) — had already been tested in Ger[]
many in the early 1990s. It was intended to en(]
courage adapted attitudes among the participants,
as a means to counteract possible overestimation
of driving skills and an increased risk-taking pro(J
pensity. The later evaluation found no evidence of
an improvement in participants' safety-oriented
attitudes for the analysed period of 12 months after
participation in the programme (LEUTNER et al.,
2009).

Great Britain (WEU):

In Great Britain, the voluntary “Pass Plus” model
offers novice drivers an opportunity to improve
their driving skills in special demand situations.
The focus is placed on consolidation of those as(]
pects which could not be practised adequately
during the regular driver training before taking the
driving test. The key topic is hazard recognition.
The ftraining comprises six modules: “Driving in
town”, “Driving in all weathers”, “Driving on rural
roads”, “Driving at night”’, “Driving on dual carl]
riageways” and “Driving on motorways”. All mod(]
ules are completed exclusively in real traffic. Some
insurance companies reward participants in the
“Pass Plus” programme with reduced premiums for
vehicle insurance; around 10 to 15 per cent of
novice drivers make use of the programme.

France (WEU/NBR):

Novice drivers in France are able to attend a vol(]
untary evaluation meeting (“RVE - Rendez-vous
d'évaluation”) six to twelve months after commencl(]
ing solo driving. This training offer is organised by
institutions accredited by the responsible ftraffic
authority. The total duration corresponds to one
day, but the meeting can also be spread over two
dates. The group for each meeting comprises at
least six, but no more than twelve novice drivers.
The first part of the meeting consists of an evaluall
tion of the participants' driving behaviour. The secl]
ond part then addresses their motivation and attiC
tudes in respect of safe participation in road traffic,
and awareness for traffic hazards and risk situal]
tions. Insurance incentives serve to encourage
course participation.

Belgium (NBR):

In Belgium, novice drivers are invited to participate
voluntarily in a 3.5-hour course (“On-the-Road”), in
which various driving manoeuvres and emergency
braking are trained on a practice ground. Here,
too, insurance discounts are offered as an incen(]
tive for course participation. The training course is
attended by around 10 to 15 per cent of novice
drivers.
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Switzerland (NBR):

The Swiss system requires novice drivers to attend
two eight-hour advanced training sessions (“WAB”)
within the framework of their “two-phase” driver
training. The first course day must be completed
during the first six months after commencing solo
driving, and the second by the end of the threell
year probationary period:

— The first training begins with a group discus’
sion on possible causes and consequences
of accidents. Subsequently, practical exerl]
cises on a practice ground are used to ad[]
dress various topics relevant for road safety
(e.g. correct braking, speed regulation, safe
distance to other road users, driving through
bends).

— On the second day, driver profiles are elabol’
rated for the participants, and any deviations
between the novice driver's self-assessment
and an external assessment of driving bel’
haviour during a feedback drive in real traffic
are discussed. In addition, knowledge relat(]
ing to a cooperative, ecological and forel]
sighted manner of driving is conveyed. A
concluding interview serves to develop
strategies for sustained safe behaviour in
road traffic.

Luxembourg (NBR):

In Luxembourg, novice drivers must attend a man(l
datory one-day advanced training course (“second
phase of driver training”) between three and 24
months after commencing solo driving. The course
lasts seven hours and is completed exclusively on
a practice ground. The topics covered within the
framework of theory classes, practical exercises
and demonstrations include: “Self-assessment of
driving competence”, “Observation and steering
techniques”, “Selection of an appropriate speed”,
“Keeping a safe distance”, “Emergency braking”,
“Braking and avoiding obstacles on slippery roads”
and “Behaviour and consequences of a skidding
vehicle”. Course participation is intended to alert
novice drivers to common hazards of daily road
traffic, and to establish an awareness for the limits
of vehicle controllability associated with their own
behaviour and the physics of vehicle motion.

Austria (NBR/REF):

For novice drivers in Austria, it is a mandatory
requirement to attend a total of 12 hours of ad(l
vanced training spread over three separate days or
modules. The course comprises theoretical com(]
ponents, practical driving in real traffic (so-called
“perfection drives”) and driving exercises on a
practice ground:

— The first module must be completed bell
tween two and four months after the driving
test, and involves a first perfection drive™.
The 50-minute drive in real traffic together
with the driving instructor includes around 10
minutes of “commentary driving”; the drive is
followed by a 50-minute conversation on
topics such as observation techniques, del]
fensive driving, responsible driving behav(]
iour, driving on motorways and in tunnels,
environmentally aware driving and overtak(]
ing. The perfection drive serves not least to
supplement the novice driver's selfl]
assessment with the assessment of a prolJ
fessional driving instructor.

— The second module is expected to take
place between three and nine months after
the driving test. It comprises a theory class,
practical safety training on a practice ground
and a psychological group discussion. Top[]
ics dealt with by the theory class are physill
cal principles applicable to driving, braking
techniques, vehicle reaction when driving
through bends, causes of under- and over(]
steering, and the active and passive safety
systems to be found in vehicles. During the
safety training, exercises demonstrate the
accident risks arising in physical limit situal’
tions and illustrate the correlations between
speed and braking distance as they are in[]
fluenced by the road conditions (e.g. braking
on a road with ice on one side). The approx.
100-minute psychological group discussion
addresses topics such as novice-typical acl]
cident causes, individual risk assessment
and the elaboration of individual accident
prevention strategies.

— The third module comprises a further perfecl]
tion drive (see above). It takes place at the
earliest six months after the driving test.

The intention of the perfection drives (or “feedback
drives”) is to counteract any inappropriate driving
habits which may have arisen during previous solo
driving practice. The practical driving safety exer(]
cises and the demonstration of hazardous traffic
situations serve to illustrate the consequences of
inapt and risk-oriented driving behaviour. The psy(]
chological group discussion takes place immedil]
ately after the driving safety training, not least in
order to avoid possible unfavourable influences
(e.g. overestimation of own driving ability); the

43 The first perfection drive is not applicable for participants in
the “L17” model (see Chapter 3.2), as perfection training is
already prescribed before the driving test, namely after 3000 km
of driving practice.
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participants are to be made aware of their personal
weaknesses and solution strategies for accident
avoidance. The available evaluation study results
on the safety-relevant effectiveness of the twolJ
phase training concept indicate a significant delJ
cline in the number of accidents resulting in injury
to persons (accidents overall and single-vehicle
accidents) involving young novice drivers in Austria
(GATSCHA & BRANDSTATTER, 2008).

Finland (REF):

In Finland, the handling of special demand situall
tions (driving on slippery roads and driving in the
dark) is already a topic of driver training before the
commencement of solo driving (see Chapter
3.2.5). Two theoretical and two practical course
units are devoted to these aspects; the practical
units comprise driving exercises and driving in(J
structor demonstrations on a practice ground. In
addition, novice drivers must attend a two-day
advanced training course at the earliest six months
and at the latest 24 months after commencing solo
driving. This advanced course comprises three
modules:

— Analysis of the novice driver's driving skills
and driving style: On the first course day, the
novice driver completes two practice drives
(of 25 minutes each) together with a driving
instructor. Subsequently, he must answer a
computer-based test on his traffic behaviour.
The driving and test performances are as(]
sessed by both the novice driver and the
driving instructor, and these external and
self-assessments are then compared and
discussed. Approximately 40 minutes are all
located to this discussion.

— Training on a practice ground: On the secl]
ond day, the novice driver practises steering
and braking manoeuvres under slippery
road conditions within the framework of a
three-hour training session on a practice
ground (in a group with a maximum of six
participants). Additional demonstrations ad[]
dress the effects of different driving speeds,
as well as safe distances to other road users
and reaction times. The intention is that nov(]
ice drivers should gain a realistic impression
of the limited controllability of a vehicle on
slippery roads. The focus of the “track train(]
ing” is placed on hazard anticipation and
hazard avoidance.

— Classes: The classes are held in groups of
up to 12 novice drivers (on the same day as
the training on the practice ground) and deal
with the topics “Risks in road traffic’ and
“Economical and safe driving”. In addition,
the participants discuss their personal ex[]

periences during the “track training” and
their overall experiences to date since the
commencement of driving.

With regard to the objectives of the advanced train[]
ing courses offered in different countries, it can be
summarised that they target novice-typical sources
of accident risk, and that this is accomplished in a
more intensive manner compared to the phase of
initial training. The decisive risk-related aspects
addressed are deficiencies in hazard perception
and overestimation of the possibilities to maintain
control of the vehicle in critical driving situations;
building upon recognition of the risks, compel]
tences relating to hazard avoidance and defensive
driving are strengthened. This is achieved not least
through encouragement of self-reflection on the
part of the novice driver in respect of his driving
behaviour and his driving and traffic competence
(e.g. driving ability, attitudes to road safety). Man(J
datory advanced training measures are widel]
spread above all in the form of improvement
courses for novice drivers who have committed
traffic offences. Advanced training aimed at all
novice drivers, on the other hand, is generally of(]
fered as optional courses; the completion of adll
vanced training courses is prescribed in only a few
countries.

3.2.9 Solo driving (under protective
regulations)

In many systems of novice driver preparation, nov(]
ice drivers remain subject to certain special protecl]
tive regulations during the initial phase of solo driv(]
ing. Such regulations are characterised in that they
define a narrower framework for the participation in
motorised road traffic, as a means to reduce the
exposure to risk (probationary driving licence, driv(]
ing restrictions). This is of particular importance at
the beginning of a driving career, as driving and
traffic competence are not yet fully developed at
this time and the novice driver is thus less well
equipped than a more experienced driver to mas(]
ter the arising traffic demands. As, on the basis of
increased driving practice, this phase is at the
same time marked by a dynamic expansion of
driving competence, which in turn translates dill
rectly into a substantial reduction of the accident
risk, the protective regulations also serve to estab(’
lish a low-risk environment for further practical
learning. Depending on the form in which regulal
tions are implemented, this function is achieved
more or less effectively in the individual systems.
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The following section indicates whether and to
which extent protective regulations exist to support
learning during the initial phase of solo driving, and
describes the various regulations which are im(J
plemented in the individual countries.

Forms and duration of protective regulations

As to be seen in Table 15, the overwhelming mall
jority of the countries considered by the present
report have adopted special protective regulations
for novice drivers and thus implement precaution(]
ary measures to reduce the level of risk to which
novice drivers are exposed during the initial phase
of solo driving competence acquisition. If these
protective regulations are viewed in detail, it bel]
comes evident that very different forms are chosen
to realise a corresponding framework for the solo
acquisition of practical driving experience: In some
countries, a “probationary driving licence” with
lowered sanction thresholds for the case of traffic
offences is the only protective measure; other
countries, by contrast, stipulate a diversity of spel]
cific driving restrictions (e.g. no driving at night,
speed restrictions) to regulate the novice driver's
initial participation in motorised road traffic and
thereby to avoid actual risk exposure and exces(]
sive demand situations.

The overview of the measures implemented in the
different countries shows that probationary periods
are stipulated almost everywhere, whereas specific
driving restrictions are far less usual. Of the major
West European countries, only Germany and
Spain apply a zero-alcohol rule or at least a lower
limit for the permissible blood alcohol content
(“BAC”). Restrictions relating to the maximum per(]
missible driving speed for novice drivers exist in
France, Italy and Spain. In addition, the vehicle
must be marked as a novice driver's vehicle in
France and Spain.

In the neighbouring countries around Germany and
in the reform-oriented countries, there are practil]
cally no further protective measures to govern solo
driving competence acquisition apart from a “prol]
bationary driving licence” and the associated threat
of sanctions. By contrast, solo driving under prol]
tective regulations — alongside the longer-term
acquisition of practical experience by way of acll
companied driving under the supervision of an
experienced lay person — is an essential element
of GDL systems. In the group of GDL countries,
there are correspondingly many systems of novice
driver preparation in which various protective regu(’
lations (probationary driving licence, driving restricl’
tions such as the exclusion of night-time driving or
restrictions concerning passengers) are combined.

Table 15 also indicates the periods for which the
novice driver remains subject to protective regulal’
tions after commencing solo driving. For an
evaluation of these data, it must be taken into acl’
count that, according to the results of accident
analyses (MAYCOCK, LOCKWOOD & LESTER
1991; SCHADE, 2001), novice drivers face the
highest risk of accident involvement at the begin(J
ning of their solo driving career, but that this risk
decreases with increased driving experience: Stud[]
ies conducted in various countries suggest that the
initial accident risk is halved after approximately
the first 8 to 10 months of solo driving; the process
of driving competence acquisition continues over a
period of several years (for an overview: GRATL
TENTHALER, KRUGER & SCHOCH, 2009). Prol]
tective regulations for solo driving should thus
cover the whole period of increased risk exposure
for novice drivers, i.e. from the period of high accill
dent risk at the commencement of solo driving
through to arrival at the level of “residual risk” to
which all drivers are exposed.

The protective regulations implemented in the indilJ
vidual countries (see Table 15) are commonly ap(]
plicable for a period of either 24 or 36 months. In
the group of major West European countries, the
longest periods are found in Spain, ltaly and
France with 36 months. In Germany, a probation(]
ary driving licence is granted for 24 months. During
this period, and in general up to the age of 21
years, novice drivers must observe an absolute
zero-alcohol rule. Among the neighbouring coun(]
tries around Germany and reform-oriented coun(]
tries, the longest period stipulated for solo driving
under protective regulations is 60 months in the
Netherlands, followed by 36 months in Denmark
and Switzerland. The longest period of solo driving
under protective regulations (including vehicle
marking and peer passenger restrictions) in the
group of GDL countries is stipulated in the Austral]
lian state of Victoria, namely 48 months. The
shortest periods found in any of the countries con(]
sidered by the present report are 12 months (e.g.
Poland, Romania) or even less (e.g. Ontario).
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Protective regulations applicable to novice drivers
Country Group aPrr;zzrﬁit\i/?r?g_ vehicle nighthime pasF;eeenrger Speed Alcohol ”.mi,t I(Dmucr)zriwtthosr;
licence! marking driving restrictions restrictions (max. BAC in %o)
D WEU X - - - - X (ND0.0; gen. 0.5) 24
WEU X X2 - - X2 X®  (ND 0.3; gen. 0.5) 36

GB WEU X - - - - - (gen. 0.8) 24

| WEU X - X - (gen. 0.5) 36

F WEU/NBR X X - - X - (gen. 0.5) 24* or 36
B NBR X x® X® x® - - (gen. 0.5) 24
CH NBR X X - - - - (gen. 0.5) 36

cz NBR No protective regulations during initial phase of solo driving

DK NBR X - - - - - (gen. 0.5) 36

L NBR X - - - - X (ND0.2; gen. 0.5) 24
PL NBR X - - - - - (gen. 0.2) 12
A NBR/REF X - - - - X (NDO0.1; gen.0.5) 24
NL NBR/REF X - - - - X (ND0.2; gen.0.5) 60
FIN REF X - - - - - (gen. 0.5) 18-24°
N REF X - - - - - (gen. 0.2) 24
s REF X N - - - - (gen. 0.2) 24

BG - No protective regulations during initial phase of solo driving

CcY - No protective regulations during initial phase of solo driving

EST - X X - - X - (gen. 0.0) 24
GR - - X - - - X (ND0.2; gen. 0.5) 24
H - X - - - - - (gen. 0.0) 24
HR - X - X - - X (ND0.0; gen. 0.5) 24
IL - X X - X - 24

IRL - No protective regulations during initial phase of solo driving

IS - X - - - - - (gen. 0.5) 12-367
LT - X X - - X - (gen. 0.4) 24
LV - X - - - - X (ND0.2; gen. 0.5) 24
M - X - - - - - (gen. 0.8) 36
P - X - - - - - (gen. 0.5) 36
RO - X - (gen. 0.0) 12
RUS -
SK - X - - - - - (gen. 0.0) 24
SLO - X - - - - - (gen. 0.5) 24
TR - - (gen. 0.5)
AUS/NSW GDL X X - X X X (ND0.0; gen. 0.5) 36-48
AUS/QLD GDL X X - - - X (ND0.0; gen. 0.5) 36
AUS/VIC GDL X X - X - X (NDO0.0; gen. 0.5) 48
CDNINS GDL X - X X - X (NDO0.0; gen. 0.8) 24
CDN/ON GDL X - - - - X (ND 0.0; gen. 0.5) 8-128
CDN/QC GDL X - - - - 24
NZ GDL X X X - X (NDO0.3; gen. 0.8) 12-18°
USA/CA GDL X - X X - X (ND0.1; gen. 0.8) 12°
USA/FL GDL X - X - - X (ND0.2; gen.0.8) 24°
USA/NC GDL X - X X - X (ND0.0; gen. 0.8) 6-24
Tab. 15: Protective regulations during initial phase of solo driving — Forms and duration (“X” = applicable; “-” = not applicable; grey cells

Additional remarks:
! Driving licence with lowered sanction threshold for novice drivers during the initial period of solo driving (for details of possible
sanctions, see Table 16); 2 During the first 12 months; ® During the first 24 months; * 24 months under “ACC” model; ° Only under
“18M” model”; ° Driving licence without protective regulations after mandatory advanced trainin%; " Driving licence without protec’]

tive regulations after mandatory evaluation lesson; & “Time discounts” for formal driver training;

Or until age of 18 years

= no information available; “BAC” = blood alcohol content in general (gen.) and for novice drivers (ND); WEU = major West European
countries; NBR = neighbouring countries around Germany; GDL = countries with GDL system; REF = reform-oriented countries)
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In most cases, the special protective regulations
are applicable to an equal extent and for an equal
period for all novice drivers in a particular country,
but there are nevertheless a few systems of novice
driver preparation in which individually differentiC]
ated protective regulations are applied. In a num(J
ber of GDL systems, for example, progressively
less restrictive special regulations are imposed on
solo driving, i.e. the protective measures are lifted
step by step with increasing driving experience and
subject to an appropriate driving record. Novice
drivers in Victoria, for example, are initially only
permitted to drive under strict protective regulal]
tions; at the earliest after 12 months, and only if no
traffic offences have been recorded, is it possible
to lift certain restrictions such as the ban on using
a mobile phone even with a hands-free device.
The lifting of protective regulations may also be
linked to the passing of further tests (e.g. in New
South Wales, where novice drivers must take a
traffic perception test after commencing solo driv(]
ing). In New Zealand and the Canadian province of
Ontario, the duration of the autonomous learning
phase can be shortened by attending formal driver
training (the so-called “time discounts” here serve
as incentives to encourage the use of professional
driver training offers).

In the following, the various protective regulations
are to be considered in more detail and illustrated
by way of examples from the individual countries.

Probationary driving licence:

As can be derived from Table 15, practically all
countries in which the novice driver enters a proC
tectively oriented autonomous learning phase with
the commencement of solo driving issue a proball
tionary driving licence for the period of this initial
phase. As a holder of such a probationary driving
licence, the novice driver is subject to a lower
sanction threshold compared to holders of a full
driving licence free of special conditions. Examples
from the individual countries to illustrate the possi(l
bilities for the sanctioning of traffic offences in
general, and the implications for novice drivers in
particular, are to be found later in this chapter (see
“Lowered sanction threshold for traffic offences
during the probationary period” below)

Vehicle marking:

In some countries, the driver's status as “novice
driver” must be indicated by way of special mark(]
ing of the vehicle (e.g. in France, Lithuania or
Spain). This marking informs other road users that
the driver is still inexperienced, and that they
should show corresponding consideration. At the
same time, the vehicle marking also serves to fall
cilitate monitoring of the compliance with any spel’

cial regulations which may apply to novice drivers
(e.g. speed restrictions, exclusion of night-time
driving) by the police. In some GDL systems, diflJ
ferent vehicle markings are used to indicate the
level at which the novice driver currently stands on
his way to obtaining a full driving licence. In the
Australian state of Queensland, for example, a
distinction is made between a “Provisional Driving
Licence 1” (P1 licence) and a “Provisional Driving
Licence 2" (P2 licence), with fewer protective regul]
lations being attached to the latter to reflect an
already further developed driving competence.
Depending on the level attained to date, novice
drivers must display first a red “P” sticker, and later
a green “P” sticker on the windscreen and rear
window of the vehicle.

Exclusion of night-time driving:

Novice drivers in the Canadian provinces of On[]
tario and Nova Scotia are not permitted to drive at
night, i.e. between midnight and 5 a.m., unless
accompanied by an experienced driver as passen(]
ger. In New Zealand, novice drivers must be acl]
companied by an experienced adult between
10 p.m. and 5 a.m., and in California by a parent, a
certified driving instructor or another person over
25 years of age and in possession of a driving
licence for all driving between 11 p.m. and 5 a.m.
In Belgium, novice drivers who are learning under
the “18M” model are not permitted to drive bell
tween 10 p.m. and 6 a.m. at weekends or on public
holidays and the corresponding days before such
holidays.

Peer passenger restrictions:

A restriction on the number of passengers carried
exists in Israel, for example, where only two further
persons may be in the vehicle during the autono(]
mous learning phase (unless an experienced adult
driver is present). In Belgium, novice drivers under
24 years of age who are training under the “18M”
model, and are thus permitted to drive solo before
taking the driving test, are limited to only one pas(]
senger, who must furthermore be at least 24 years
old and himself in possession of a class B driving
licence. In California, persons under 20 years of
age may only be carried as passengers if an ex[]
perienced adult driver aged 25 years or above is
also in the vehicle. In Victoria, no more than one
passenger between 16 and 25 years of age is
permitted during the first 12 months of solo driving
(“P1 licence”). In the US state of North Carolina,
novice drivers must not be accompanied by more
than one passenger younger than 21 years; only in
the case of close family relatives is there no rel]
striction on the number of youth passengers.
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Speed restrictions:

In France, a reduced maximum speed limit of
80 km/h applies for novice drivers on all roads
outside built-up areas where otherwise a general
speed limit of 90 km/h is stipulated. On motorways
with a general speed limit of 110 or 130 km/h, nov(J
ice drivers must not exceed 100 or 110 km/h, re(]
spectively. In Lithuania, a lower speed limit of
70 km/h on rural roads and 90 km/h on motorways
must be observed by novice drivers. In New South
Wales, novice drivers with a “P1 licence” are sub(]
ject to a maximum permissible speed of 90 km/h,

and holders of a “P2 licence” to a limit of 100 km/h.

Zero-alcohol rule/lower alcohol limit:

Some countries specify a lower threshold for the
maximum permissible blood alcohol content for
novice drivers than for experienced drivers. As can
be seen in Table 15, two of the major West Euro(]
pean countries have adopted stricter alcohol limits
for novice drivers, namely Germany and Spain. In
Germany, an absolute zero-alcohol rule applies for
holders of a probationary driving licence and for all
novice drivers under 21 years of age (compared to
the general limit of 0.05 per cent), while Spain
reduces the maximum permissible blood alcohol
content for novice drivers during the first 24
months of solo driving to 0.03 per cent (compared
to the generally applicable limit of 0.05 per cent).
Among the neighbouring countries around Gerl]
many and the reform-oriented countries, stricter
alcohol limits exist only in Luxembourg, the Nether(]
lands and Austria. In the group of GDL countries,
on the other hand, stricter alcohol limits are found
in all countries; in the majority of cases, an absol]
lute zero-alcohol rule applies.

In a number of further countries (Estonia, Romar’
nia, Hungary, Slovakia), a zero-alcohol rule applies
not only for novice drivers, but also for experienced
drivers; the rule is thus — strictly speaking — not a
special protective regulation for novice drivers and
is consequently also not listed as a novice-specific
provision in Table 15.

Further protective regulations:

Some systems of novice driver preparation do not
permit novice drivers to drive certain types of vehil
cles — usually particularly powerful vehicles — dur(]
ing the autonomous learning phase. In Croatia,
novice drivers are not allowed to drive a vehicle

with an engine power of more than 75 kW, while
Hungary forbids the towing of trailers by novice
drivers. In the Australian state of New South
Wales, no vehicle with an eight-cylinder or turbo
engine may be used throughout the autonomous
learning phase. It is furthermore prohibited for a
holder of a “P1 licence” to tow a trailer with an
unladen weight of more than 250 kg. The Austral]
lian state of Victoria imposes similar restrictions on
the use of powerful vehicles and trailers.

The use of mobile telephones while driving is for(]
bidden under all circumstances for holders of a “P1
licence” in the Australian states of Victoria and
New South Wales, including use with a hands-free
device. Novice drivers holding a “P2 licence”, on
the other hand, are permitted to use a mobile
phone with hands-free device.

In a few countries in which it is mandatory to at(’
tend an advanced training course after the com(]
mencement of solo driving (“two-phase training”,
see Chapter 3.2.8), the completion of such a
course is a prerequisite for the granting of a driving
licence which is no longer subject to protective
regulations. Further mandatory tests may also be
prescribed after the commencement of solo driving
(see Chapter 3.3.1).

Lowered sanction threshold for traffic offences
during the probationary period

In many countries, traffic offences are kept on rel
cord for a certain period by way of a demerit points
system - in addition to the sanctioning of the indilJ
vidual offence; if a defined points threshold is ex(
ceeded, the driver faces further sanctions as specill
fied in the relevant driver licensing legislation.
Among such demerit points systems, there are
furthermore some countries which apply stricter
sanctioning criteria in the case of novice drivers. In
Germany, for example, the so-called “probationary
regulations” form the decisive basis for intervention
to improve road safety for novice drivers at the
beginning of their solo driving career.

Table 16 shows the countries in which a demerit
points system is implemented, and whether this
system stipulates stricter thresholds for novice
drivers. The table also indicates the sanctions
which may be applied in response to traffic off]
fences.
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Demerit points system ... Sanctions defined in driver licensing legislation
Country Group for ...‘vyith novic_e— Improvement Renewed Driving ban E_xtended )
all drivers specific regulations course test probationary period
WEU X X' X X
WEU X X X X -
GB WEU X X X X X -
| WEU X X X X X -
WEU/NBR X X X X X -
B NBR - - X X - -
CH NBR - - X X X X
Ccz NBR X - - - -
DK NBR X X X X X -
L NBR X - X X X
PL NBR X X X X X X
A NBR/REF X - X - X X
NL NBR/REF - x2 X X X -
FIN REF - - - X X -
N REF X - X X X
S REF - - - X X -
BG - X - X - - -
CY - -
EST - - - X X
GR - X - - - -
H - X - X X X X
HR - X - X X3 -
IL - X X X X
IRL - X - -
IS - X X X X X -
LT - X - -
LV - X X X X X X
- - NG - - X -
P - X X X X X -
RO -
RUS -
SK - - X X X -
SLO - X X X X X
TR -
AUS/INSW GDL X X - X X -
AUS/QLD GDL X X X X
AUS/VIC GDL X X X X X
CDN/NS GDL X X X X X X
CDN/ON GDL X X - - X -
CDN/QC GDL X X X - X X
Nz GDL X X
USA/CA GDL X X - X X
USA/FL GDL X X X - X -
USA/NC GDL X X X X
Tab. 16: Demerit points systems and legal sanctions imposed on novice drivers (“X” = applicable; “-” = not applicable; grey cells = no

information available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with
GDL system; REF = reform-oriented countries)

Additional remarks:
. . . . Lo 2 . . . 3. .

' At the discretion of the licensing authority; = Points system only for novice drivers; ~ Driving bans between 3 and 6 months
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The legal sanctions shown in Table 16 may be
combined and integrated with each other in various
different ways. It is always the case, however, that
they are imposed in addition to the sanctions serv(]
ing as immediate punishment of a traffic offence.
For illustration, the circumstances in individual
countries are outlined in the following.

Germany (WEU)

The initial issuing of a driving licence at the same
time marks the start of a two-year probationary
period for the novice driver. If a novice driver
commits a “serious” ftraffic offence, or two “less
serious” traffic offences during this period, he is
required to attend driver improvement training — a
so-called “Aufbauseminar fir Fahranfanger” (“Ad(]
vanced Training Seminar for Novice Drivers”,
ASF), see below — and the probationary period is
extended to four years (“first intervention level”). If,
following attendance at an improvement seminar,
the novice driver commits a further “serious” traffic
offence or two further “less serious” traffic offences
during the probationary period, a written reprimand
is issued with the recommendation to attend a
consultation with a traffic psychologist within two
months (“second intervention level”’). Another “sel]
rious” traffic offence or two “less serious” traffic
offences during these two months results in with(]
drawal of the driving licence for at least three
months (“third intervention level”). Following with(]
drawal of the driving licence, it is left to the discrel]
tion of the licensing authority, whether a renewed
driving test must be taken to regain the licence.

The aforementioned “Advanced Training Seminar
for Novice Drivers” is conducted by correspond(]
ingly approved driving instructors in groups of six
to twelve participants. It comprises a total of four
theoretical sessions lasting 135 minutes each. A
30-minute drive under observation is held between
the first and second sessions. The seminar dis[]
cusses, among other topics, the traffic offences
committed by the participants and strategies for
future avoidance. Novice drivers who have com(
mitted alcohol-related offences must attend a solJ
called “special advanced seminar’ comprising a
preliminary interview and three group discussions
(three hours each) conducted by a traffic psyl
chologist.

Spain (WEU)

In Spain, novice drivers receive eight credit points
at the beginning of the three-year autonomous
learning phase (twelve credit points are awarded at
the end of the autonomous learning phase). Points
are deducted from the driver's record if traffic ofJ]
fences are committed, e.g. driving under the influcl
ence of alcohol. If all the assigned credit points
have been forfeited, the driving licence is with[

drawn and a renewed test must be taken before it
can be re-issued. Forfeited credit points can be
regained through timely participation in designated
training measures.

Italy (WEU)

In Italy, a newly granted driving licence carries 20
credit points, from which between two and ten
points are deducted for any traffic offences com(]
mitted, depending on the severity of the offence.
After two years without traffic offences, the original
credit of 20 points is restored. Double points are
deducted for offences committed by novice drivers
during the autonomous learning phase. If a driver's
points account falls to zero, his driving licence is
withdrawn for a period of two to eight months and
both the knowledge test and the driving test must
be repeated to regain the licence. Six forfeited
points can be recovered by attending a 12-hour
improvement course in a driving school.

France (WEU/NBR)

Novice drivers in France receive a credit of six
points for the autonomous learning phase (com(]
pared to the usual twelve points granted to experil]
enced drivers). Between one and six points are
deducted for any traffic offences, depending on the
severity. Deducted points are restored after three
years, provided no further traffic offences have
been committed. If a novice driver's credit total falls
to three points, he must attend a two-day imQ
provement seminar (“Stage de sensibilisation”).
The loss of all credit points leads to withdrawal of
the driving licence for at least six months, and a
new driving test must be taken.

Switzerland (NBR)

In Switzerland, the driving licence is issued on a
probationary basis for the first three years after the
driving test. If the licence is withdrawn on account
of traffic offences, the probationary period is ex[]
tended by a further year. If the driving licence is
subsequently withdrawn a second time, the novice
driver must apply for a new learner driving licence;
furthermore, the prescribed theory classes, knowl(]
edge test and driving test must be repeated. The
application for a new learner driving licence can
only be submitted after a waiting period of at least
one year from the date of the traffic offence con(]
cerned and must be supported, furthermore, by a
traffic psychologist's report.

Denmark (NBR)

In Denmark, novice drivers are allowed to collect a
maximum of two points during the three-year
autonomous learning phase. The limit for other
drivers is three points. The driving licence is with(]
drawn if a serious traffic offence is committed, for
example exceeding the prescribed speed limit by
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more than 70 per cent or driving under the influl]
ence of alcohol. Following licence withdrawal,
novice drivers must attend a driver training course
(7 hours of theory classes and 8 hours of practical
driving instruction) or a special course on the sub(J
ject of “Alcohol and road traffic”. They are further(J
more required to take a second driving test, in
which the demands placed on the candidate are
higher than in the regular driving test.

Luxembourg (NBR)

All drivers in Luxembourg are granted a credit of
12 points, from which certain numbers of points
are deducted for each traffic offence committed. If
all these credit points are lost, the driving licence is
withdrawn for 12 months, or subsequently for 24
months if all 12 credit points are forfeited a second
time within three years after the regranting of a
withdrawn driving licence. Points can be recovered
by attending an awareness programme. This sol]
called “three-points course” is a one-day improvel
ment course lasting approx. 7 hours. It comprises
theory classes, driving exercises and demonstrall
tions, which are intended to enable the driver to
recognise past inappropriate behaviour and to
avoid recurrence in the future. The course ad(]
dresses the various influences on driving behav!(]
iour (e.g. speed, reaction time, alcohol, medication,
drugs, fatigue, distraction), the reasons for speed
limits, the observance of a safe distance to other
road users, and correct behaviour at traffic signals.
If the driving licence has been withdrawn, complel]
tion of a 5-day course is a prerequisite for lifting of
the driving ban and a new total of 12 credit points.

Poland (NBR)

In Poland, novice drivers lose their driving licence
if they accumulate 21 demerit points. This limit
applies for the first 12 months after granting of the
driving licence. The limit for all other drivers is 24
points. Furthermore, novice drivers must repeat
both the mandatory driver training and the driving
licence test in case of licence withdrawal, whereas
it is generally only required to take a renewed driv(]
ing test. Six demerit points are cancelled after
completion of an improvement course.

Austria (NBR/REF)

In Austria, the maximum permissible blood alcohol
content for novice drivers during the two-year pro(]
bationary period is 0.01 per cent (compared to the
usual 0.05 per cent). In case of violation of this
0.01 per cent limit during the probationary period,
and likewise in case of any other serious traffic
offence, improvement training is prescribed and
the probationary period is extended by one year. In
addition, certain offences are recorded within the
framework of a demerit system for all drivers. The

system catalogue covers a total of 13 “recordable
offences” (e.g. endangering of pedestrians on a
pedestrian crossing, failure to observe a stop sign).
A recordable offence remains noted in the en(]
dorsement register for two years. Further offences
lead to the stipulation of improvement measures
and finally to withdrawal of the driving licence.

Finland (REF)

In Finland, a first minor traffic offence results in a
written reprimand. If a second offence is committed
within a year, or a third offence within two years,
the driver receives a police summons. Possible
consequences are a driving ban of between one
and six months or the requirement to repeat the
driving licence test.

USA/Florida (GDL)

The points system implemented in Florida applies
stricter rules for novice drivers under 18 years. If
six demerit points are received within 12 months,
use of the driving licence is limited to journeys to
and from work for a period of one year. This rel]
striction is extended for a further 90 days for each
additional point received during this period. In addiCl
tion, attendance at an “Advanced Driver Improvel]
ment Course” is prescribed. Novice drivers under
21 years who drive with a blood alcohol content
exceeding 0.01 per cent automatically lose their
driving licence for six months. From a blood alcol]
hol content of 0.05 per cent, they are furthermore
required to attend a special course on the topic of
driving under the influence of alcohol or drugs (sol]
called “DUI school”), in the context of which the
necessity for more comprehensive treatment of the
underlying problem is clarified. Further sanctions
imposed in case of traffic offences include fines,
possibly imprisonment, or community service of up
to 50 hours. In addition, it may be stipulated that
an ignition interlock be fitted to the driver's vehicle
for up to six months; driving is then only possible
after a breath alcohol measurement (“alcohol inter(]
lock device”). Repeated offences in connection
with alcohol or drugs result in increasingly severe
financial and legal consequences.

To summarise, it can be determined that solo drivl]
ing under protective regulations is a widely implel]
mented form of driving competence acquisition.
Essential differences exist in respect of the types
and combinations of protective regulations and the
duration of their applicability during this phase of
learning. In the GDL systems, the progressive
lifting of protective regulations as driving compe(]
tence increases can be viewed as a special variant
of this teaching and learning form.
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3.2.10 Road safety education in schools
(targeted to new and young drivers)

Whereas the previous chapters presented teaching
and learning forms which can be assigned to the
core sphere of licensing-related measures within
the individual systems of novice driver preparation,
the examples contained in the following descrip(
tions refer to broader forms of intervention found in
the context of the preparation of novice drivers.
One such form of intervention is the road safety
education practised in schools (see Chapter 2.3.2),
though which future generations of drivers can be
addressed over a longer period, alongside the
fundamental possibility to integrate road-safety(]
specific topics into other school education content.

With regard to the following exemplary descriptions
of “Road safety education in schools” as a teach(]
ing/learning form within the system of novice driver
preparation, it is particularly interesting to consider
the content orientation of the school-based meas']
ures targeting new and young drivers, and the
manner in which they are integrated into the over(]
all system of novice driver preparation.

Germany (WEU)

In Germany, a project promoting cooperation bel’
tween schools and driving schools (“Kooperation
Schule-Fahrschule”) targets young people who
intend to apply for a class B driving licence in the
near future. Within the framework of a schooll]
based working group (“Fihrerschein-AG”), the
novice drivers are given an opportunity to ap(]
proach topics related to participation in motorised
road traffic in a form independent of the regular
training in a driving school. The 14 mandatory thel
ory classes (double units) in the driving school are
supplemented by a further 14 double course units
of road safety education at school. The aim is to
convey extended “mobility competence”, placing
safety-enhancing, environmentally aware and sol]
cially responsible traffic behaviour at the focus. To
this end, topics such as “Road traffic as a social
system”, “Rules and norms”, “Traffic and the envill
ronment”, “Public traffic” and “The motor car as a
means of transport” are discussed and integrated
with the theory classes and practical driving in0l
struction offered by the driving school. Where pos(]
sible, this cooperation between schools and driving
schools involves other relevant protagonists and
institutions (e.g. police, fire service, doctors, road
safety experts). The school working groups are a
voluntary measure which is realised free of charge
for novice drivers alongside their regular school
classes and mandatory driving school training.

Great Britain (WEU)

In Great Britain, it is possible to take part in a vocal]
tional further training measure which aims to im[J
prove the necessary competences for safe particil’
pation in road traffic. The offer comprises two theo[’
retical modules lasting a total of 12 hours. Particil]
pants receive a corresponding certificate and the
programme is recognised as a vocational further
training measure.

France (WEU/NBR)

In France, the process to obtain a driving licence is
integrated into an overarching curriculum (“Con(]
tinuum Educatif’). To gain admission to the driver
training leading to a driving licence, novice drivers
must have first attended a special school road
safety course, which is completed with a test and
the granting of a certificate (“Attestation scolaire de
sécurité routiere — ASSR”). A similar rule applies
also for applicants for a moped licence.

Belgium (NBR)

In Belgium, novice drivers from the age of 17 years
are able to prepare for the knowledge test by way
of eight-hour school courses. The courses are
offered in the Flemish-speaking regions within the
framework of the project “Driving Licence at
School” (“Rijbewijs op School”) and are conducted
by a professional driving instructor. The Flemish
Foundation for Traffic Knowledge (“Vlaamse
Stichting Verkeerskunde”) coordinates the contact
between schools, driving instructors and test or(J
ganisations. The aim of the project is to offer
school pupils a good opportunity to prepare for the
knowledge test, and to achieve a sustained
awareness for the age-specific aspects of road
safety in the target group.

Luxembourg (NBR)

An online safety awareness project addressing
mobility and safety in road traffic (“Mobilité et
Sécurité sur la Route”) has been offered in all secl]
ondary schools in Luxembourg since 2003. In addil]
tion, all classes of the intermediate grades take
part in an annual “road safety event” in their
school. The background to this measure is the fact
that many novice drivers have already been in(]
volved in an accident before they attend the man(]
datory advanced training course (“second phase of
driver training”; see Chapter 3.2.8) during the
autonomous learning phase. For most pupils, the
“road safety event” falls into the same year as the
commencement of their driver training. The event
revolves around a group discussion, in which -
supported by statistics, videos, eye-witness reports
and the wreckage of vehicles involved in serious
accidents — inappropriate driving behaviour is spot(]
lighted as a potential cause of accidents.
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Australia/New South Wales (GDL)

In New South Wales, the general school curricul]
lum specifies classes on road safety for children
aged 9-10 years and 11-12 years. In addition, state
schools are able to offer voluntary courses in the
sense of novice driver preparation, where focus is
placed primarily on the acquisition of traffic-related
knowledge and the promotion of safety-relevant
attitudes. It is similarly possible to offer practical
driving instruction in the context of general school
education. To this end, the Department of Educall
tion and Training, as the responsible authority,
publishes framework conditions and implemental]
tion guidelines. Accordingly, practical driving in(]
struction must be given either by correspondingly
qualified teachers or external driving instructors,
and must take place outside regular school hours.
The driver training in schools emphasises the im(]
portance of safety-aware driving and is not geared
to the development of advanced driving skills. To
be able to offer driver training, the school must first
elaborate a detailed specification of the teaching
and learning methods to be applied, and the tar(]
geted learning objectives of its driver training pro(]
gramme. Furthermore, it must describe the evaluall
tion measures which are to serve to assess the
performance of novice drivers. The practical driv(]
ing instruction in schools is offered free of charge
and participation is voluntary. The prerequisite for
participation is possession of a learner driving lil]
cence. The practical driving instruction is given
exclusively on a one-to-one basis.

USA/California (GDL)

In California, formal driver training is prescribed for
novice drivers younger than 17 years and 6
months. This training can be completed either in
an approved driving school or within the framework
of general school education, and must comprise at
least 30 hours of theory classes and 6 hours of
practical driving instruction. The driver training at
general schools is also conducted by a driving
instructor.

3.2.11 Road safety campaigns (targeted to new
drivers)

“‘Road safety campaigns” must also be taken into
account as a form of intervention serving novice
driver preparation (see Chapter 2.3.2). They aim to
influence traffic behaviour by making use of varil]
ous means of mass communication. In the follow[]
ing, selected examples illustrate the spectrum of
thematic content and the chosen forms of address.

Germany (WEU)

In Germany, targeted safety campaigns are organ(]
ised by the German Road Safety Council (DVR)
and the road safety volunteers' association
Deutsche Verkehrswacht (DVW), among others. A
wide range of media (posters, flyers, educational
films, on-the-street contact, personal communicall
tion, Internet) are used to convey information on
typical causes of accidents and to address safety
appeals to the target group. Information on safe
driving and on learning to drive can also be acl]
cessed via corresponding websites.** The dediC
cated website of the accompanied driving model
“BF17”, for example, is a detailed source of practill
cal tips and background information on the effecl]
tiveness of this training approach with regard to
improved road safety.*®

Belgium (NBR)

The “BOB” campaign promotes the concept of
“designated drivers”. The idea is that, in the con(J
text of group leisure activities or social occasions,
one member of the group (“Bob”, from “Bewust
Onbeschonken Bestuurder”, a Flemish rendering
of “designated driver”) takes on the role of driver
for the group and consciously abstains from drink[J
ing alcohol. The issue of driving under the influlJ
ence of alcohol and the concept of designated
drivers as a possible solution are presented both in
the mass media and directly in bars and discol]
theques. Parallel to the campaign, police enforcel]
ment is intensified. The campaign originated in
Belgium, but has since also been implemented in
similar form in other countries (e.g. in France,
Greece, the Netherlands and Poland).

The campaign “Flits!” is aimed at young drivers
aged between 18 and 24 years, and focuses
awareness on the increased accident risk of driv(]
ing in a group context by presenting the example
of a night-out which ends tragically.

Denmark (NBR)

The Danish campaign “Skytsengle” (“Guardian
Angels”) follows the approach of peer-to-peer
communication. Young drivers are made aware of
the increased risks of driving in the social leisure
context (e.g. driving under the influence of alcohol,
driving in the dark, negative influences from pas(]
sengers) by others of their own age group.

Norway (REF)

In Norway, the approach of peer-to-peer communir’
cation is implemented within the framework of the
“Speak Out!” campaign (“Si ifra!”). The passengers
of young drivers are here encouraged to speak out

M www.jungesfahren.de (2 September 2011)
45 www.bf17.de (2 September 2011)


http:www.bf17.de
http:www.jungesfahren.de
http:safety.45
http:websites.44

85

if they are concerned about unsafe behaviour on
the part of the driver. It is assumed that the relel]
vant target group recognises and generally rejects
risky driving behaviour (e.g. excessive speed, drivl]
ing under the influence of alcohol), but that group
pressures often prevent them from actually verbal(J
ising their concerns.

Canada/Ontario (GDL)

In Ontario, the safety programme “iDrive” is inQJ
tended to draw the attention of young drivers to the
risks of aggressive and unsafe driving. The prol]
gramme package contains a video presentation
and a presenter's guide. The video features expert
testimonials, celebrity endorsements, interviews
with college and university students, and dramall
tised scenes relating to road safety. This package
is made available free of charge to schools and
driving schools, local police authorities, health
service staff, etc.

Further relevant topics which are addressed in
safety campaigns in individual countries are driver
fatigue (e.g. “Pit-Stop” in Belgium), the use of mor]
bile telephones (e.g. “Drive safely! Use HANDS]
FREE!” in Bulgaria), environmentally aware driving
(e.g. “Cool Fahren, Sprit Sparen” — “Drive cool,
save fuel” — in Germany) or the use of seatbelts
(e.g. “Click It Or Ticket” in California).

3.3 Forms of testing in novice driver
preparation

3.3.1 Overview

Following presentation of the country-specific
availability and implementation of different teach]
ing and learning forms in Chapter 3.2, this chapter
now considers forms of testing in more detail. In
accordance with the terminology defined for the
project (see Chapter 2.3.2), the following forms of
testing were distinguished and described with rel]
gard to their characteristic features and functions:

Knowledge test,
Traffic perception test,
Learner assessment,
Driving test.

Knowledge tests (“theoretical driving tests”), drivll
ing tests (“practical driving tests”) and — in certain
systems of novice driver preparation — traffic per(]
ception tests (also referred to as “hazard percepl]
tion tests”) are conducted by independent test
organisations and are relevant for the granting of
driving licence rights. Learner assessments, on the
other hand, are performed at various levels of for(J

malisation, e.g. by the driving instructor during
driving school training, by the accompanist during
accompanied driving, or by the learner himself
(self-evaluation). Their function lies primarily in
verification of the attained level of competence and
in control of the further course of training; they are
mostly of no direct significance for the granting of a
driving licence.

Within systems of novice driver preparation, driving
licence tests realise a selection function, by deny(]
ing access to a driving licence to those novice
drivers who have not yet acquired the necessary
knowledge and skills. In addition, tests possess a
control function, as the test demands provide orilJ
entation for the driver's learning. Finally, driving
licence tests mark essential transition points for the
developing role of the novice driver as a participant
in motorised road traffic, and can be seen to reprel]
sent stages along the road to solo driving free of all
novice-specific special regulations.

The commencement of solo driving, and the asso’]
ciated entry into the high-risk phase of initial solo
driving experience, must be mentioned as one
particularly significant transition point. In the termir’
nology of the present project, this phase is del]
scribed as the “autonomous learning phase”. In all
the countries considered by the project, the pass(]
ing of a driving test is a prerequisite for transition to
the autonomous learning phase.*® In most cases,
the novice driver commences solo driving immedi]
ately after passing the driving test. The German
“BF17” model is here an exception, as solo driving
is not permitted until the novice driver has addil
tionally reached the age of 18 years.

The objective of the following analysis is to identify
the differences between the individual countries
with regard to realisation of the aforementioned
forms of testing and their integration into an over(
arching system of novice driver preparation. The
first columns of Table 17 indicate the forms of test(
ing which belong to the system of novice driver
preparation in each country. The right-hand col(]
umn then describes the systematic positioning of
these forms of testing relative to the corresponding
formal or informal teaching and learning (e.g.
whether they are preceded by formal driver train(]
ing), whether they found certain driving entitlel]
ments, and whether the tests must be taken before
commencing solo driving (i.e. during the super(]
vised learning phase) or later (i.e. during the
autonomous learning phase).

6 One exception is the “18M” model in Belgium, under which
solo driving is already permitted before taking the driving test
provided at least 20 driving lessons have been completed.


http:phase.46
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Knowledge Traffi(_: Learner o
Country Group test Pef?epttlon asseStS- Driving test Integration of the forms of testing into novice driver preparation
es’ men
X - X X Supervised learning phase: = Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Learner
D (mand.) (mand.) (mand.) assessments in driving school (“ready for test”) = Knowledge test after mand. theory classes = Driving test exclusively after short form of
WEU ’ ’ ’ mand. practical driving instruction = Driving test followed by accompanied driving phase (up to age 18) under “BF17” model * Driving test
followed by autonomous learning phase: = Solo driving under protective regulations (24 mos. probationary licence, zero-alcohol rule)
X - Supervised learning phase: = Practical driving instruction only after knowledge test = Driving test after short or long form' of practical driving
E WEU (mand.) (mand.) instruction (lay training and driving instructor possible) = Driving test followed by autonomous learning phase: = Solo driving under protec
’ ’ tive regulations (36 mos. probationary licence, of which 12 mos. with vehicle marking, speed restrictions, lower alcohol limit)
X X - X Supervised learning phase: = Start of practical driving instruction (private and commercial) already before knowledge test = Knowledge and
GB WEU (mand.) (mand.) X (mand.) traffic perception tests at same time = Driving test after short or long form of practical driving instruction (lay training and driving instructor
' ' ’ possible) = Driving test followed by autonomous learning phase: = Solo driving under protective regulations (24 mos. probationary licence)
X - Supervised learning phase: = Start of practical driving instruction (private and commercial) already before knowledge test = Driving test
WEU (mand.) (mand.) after short or long form of practical driving instruction (lay training and driving instructor possible) = Driving test followed by autonomous
’ ’ learning phase: = Solo driving under protective regulations (36 mos. probationary licence, speed restrictions)
X - - X Supervised learning phase: = Start of practical driving instruction (private and commercial) already before knowledge test = Knowledge test
E / (mand.) X (mand.) before accompanied phase under “AAC” model’® - Driving test after short form (driving school) or long form of practical driving instruction
WEU/NBR ’ ) (“AAC” model with accompanied driving) = Driving test followed by autonomous learning phase: = Solo driving under protective regulations
(36 mos. or 24 mos. under “AAC” model with vehicle marking, speed restrictions)
X - - X Supervised learning phase: = Learner DL for practical driving instruction (private and commercial) after knowledge test = Driving test after
B NBR (mand.) (mand.) short or long form of practical driving instruction (lay training and driving instructor possible) = Driving test® followed by autonomous learn-
’ ’ ing phase: = Solo driving under protective regulations (24 mos. probationary licence)
X - - X Supervised learning phase: = Learner DL for practical driving instruction (private and commercial) after knowledge test = Driving test after
CH NBR (mand.) (mand.) short or long form of practical driving instruction (lay training and driving instructor possible) = Driving test followed by autonomous learning
’ ’ phase: = Solo driving under protective regulations (36 mos. probationary licence, vehicle marking)
X - - X Supervised learning phase: = Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Knowl(!
cz NBR (mand.) (mand.) edge test after mand. theory classes = Driving test exclusively after short form of practical driving instruction (training with driving instructor
’ ’ only) » Knowledge test and driving test usually on same day = Driving licence granted without protective regulations after driving test
X - Supervised learning phase: = Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = KnowlL
DK NBR (mand.) (mand.) edge test after mand. theory classes = Driving test exclusively after short form of practical driving instruction (training with driving instructor
' ’ only) = Driving test followed by autonomous learning phase: = Solo driving under protective regulations (36 mos. probationary licence)
X - - X Supervised learning phase: = Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Knowl(
X edge test after mand. theory classes = Driving test after short form (exclusively driving school) or long form of practical driving instruction
L NBR (mand.) (mand.)
’ ’ (“CA” model with accompanied driving) = Driving test followed by autonomous learning phase: = Solo driving under protective regulations
(24 mos. probationary licence, lower alcohol limit)
X - X X Supervised learning phase:= Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Learner
PL (mand.) (mand.) (mand.) assessment (“preliminary test”) during mand. driving school training = Knowledge test after mand. theory classes = Driving test exclusively
NBR ’ ’ ’ after short form of practical driving instruction (training with driving instructor only) = Driving test followed by autonomous learning phase:
= Solo driving under protective regulations (12 mos. probationary licence)
X - - X Supervised learning phase:= Start of mand. practical driving instruction already before knowledge test » Knowledge test after mand. theory
A NBR/REF (mand.) (mand.) classes = Driving test after short form (exclusively driving school) or long form of practical driving instruction (“L17” model) = Driving test

followed by autonomous learning phase: = Solo driving under protective regulations (24 mos. probationary licence, lower alcohol limit)
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Knowledge Traffic Learner
Country Group test Pef?epttion aSSGStS- Driving test Integration of the forms of testing into novice driver preparation
es’ men
X X X X Supervised learning phase:= Start of practical driving instruction (exclusively commercial) already before knowledge test = Traffic percep’!
NL NBRIREF (mand.) (mand.) (opt) (mand.) tlo.n. anq knowl.edge tg;ts at same fume. = Opt. learner ass§§sment (“simulated test”) = Driving test gxcluswely after sho.rt.form of practical
driving instruction (training with driving instructor only) = Driving test followed by autonomous learning phase: = Solo driving under protec’|
tive regulations (60 mos. probationary licence, lower alcohol limit)
X - - X Supervised learning phase:= Start of practical driving instruction (exclusively commercial or exclusively private) already before knowledge
FIN REF (mand.) (mand.) test = Driving test after short or long form of practical driving instruction (lay training and driving instructor possible) = Driving test followed by
’ ’ autonomous learning phase: = Solo driving under protective regulations (18-24 mos. probationary licence)
X - X X Supervised learning phase:= Start of practical driving instruction (commercial and private) already before knowledge test = Two learner
assessments (“evaluation lessons”) and safety training as mand. training elements = Driving test after short or long form of practical driving
N REF (mand.) (mand.) (mand.) N
instruction (lay training and driving instructor possible) = Driving test followed by autonomous learning phase: = Solo driving under protec!!
tive regulations (24 mos. probationary licence)
X - - X Supervised learning phase:= Start of practical driving instruction (commercial and private) already before knowledge test = Driving test after
s REF (mand.) (mand.) short or long form of practical driving instruction (lay training and driving instructor possible) = Knowledge test and driving test on same day
or within a period of two weeks. = Driving test followed by autonomous learning phase: = Solo driving under protective regulations (24 mos.
probationary licence)
X - X X Supervised learning phase:* Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Learner
BG - (mand.) (mand.) (mand.) assessment (“preliminary test”) during mand. driving school training = Knowledge test after mand. theory classes » Driving test after short
’ ’ ’ form of practical driving instruction (driving instructor only) = Driving licence granted without protective regulations after driving test
X - - X Supervised learning phase:* Granting of learner DL and start of practical driving instruction (commercial and private) already before
CY - (mand.) (mand.) knowledge test = Driving test after short or long form of practical driving instruction (lay training and driving instructor possible) = Driving
’ ’ licence granted without protective regulations after driving test
X - X X Supervised learning phase: = Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Learner
(mand.) (mand.) (mand.) assessment (“preliminary tests”) during driving school training = Knowledge test after mand. theory classes = Driving test after short form
EST - ' ’ ’ (exclusively driving school) or long form of practical driving instruction (combined driving school and learner DL for accompanied driving)
= With accompanied driving, knowledge and driving tests before and after accompanied phase = Driving test followed by autonomous
learning phase: = Solo driving under protective regulations (24 mos., including vehicle marking, passenger restrictions)
X - - X Supervised learning phase: = Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Knowl!]
GR - (mand.) (mand.) edge test after mand. theory classes = Driving test after short form of practical driving instruction (training with driving instructor only) = Driv(]
’ ’ ing test followed by autonomous learning phase: = Solo driving under protective regulations (24 mos., including vehicle marking)
X - X X Supervised learning phase: = Knowledge test after mand. theory classes = Start of mand. practical driving instruction (exclusively commer]
H (mand.) (mand.) (mand.) cial) after knowledge test = Learner assessment (“Technical preparation of vehicle/basic driving manoeuvres”) in driving school = Driving test
B ’ ’ ’ exclusively after short form of practical driving instruction (training with driving instructor only) = Driving test followed by autonomous learn-
ing phase: = Solo driving under protective regulations (24 mos. probationary licence)
X - - X Supervised learning phase:= Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Knowl(
HR - (mand.) (mand.) edge test after mand. theory classes = Driving test exclusively after short form of practical driving instruction (driving instructor only) = Driving
’ ’ test followed by autonomous learning phase: = Solo driving under protective regulations (24 mos., including exclusion of night-time driving)
X - Supervised learning phase: = Practical driving instruction (exclusively commercial) only after knowledge test = Driving test after short form
IL - (mand.) (mand.) of practical driving instruction (driving instructor only) = Driving test followed by mand. 3-month accompanied phase = Accompanied phase

followed by autonomous learning phase: = Solo driving under protective regulations (21 mos. with vehicle marking, passenger restrictions)
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Knowledge Traffi(_: Learner o
Country Group test Pef?epttlon asseStS- Driving test Integration of the forms of testing into novice driver preparation
es’ men
X - - X Supervised learning phase: = Learner DL for practical driving instruction (private and commercial) after knowledge test = Driving test after
IRL - (mand.) (mand.) short or long form of practical driving instruction (lay training and driving instructor possible) = Driving licence granted without protective
' ’ regulations after driving test
X - X X Supervised learning phase: = Start of mand. practical driving instruction already before knowledge test » Knowledge test after mand. theory
classes = Driving test after short form (exclusively driving school) or long form of practical driving instruction (accompanied driving) = Driving
IS _ (mand.) (mand.) (mand.) . . . . . .
test followed by autonomous learning phase: = Solo driving under protective regulations (12-36 mos. probationary licence) = Mand. learner
assessment (“evaluation driving lesson”)
X - - X Supervised learning phase: = Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Knowl'!
LT (mand.) (mand.) edge test after mand. theory classes = Driving test after short form (exclusively driving school) or long form of practical driving instruction
° ' ’ (accompanied driving) = Driving test followed by autonomous learning phase: = Solo driving under protective regulations (24 mos. vehicle
marking, speed restrictions).
X - X X Supervised learning phase: = Start of mand. practical driving instruction already before knowledge test = Learner assessment (“preliminary
LV (mand.) (mand.) (mand.) test”) in driving school = Knowledge test after mand. theory classes = Driving test after short or long form of practical driving instruction (lay
B ’ ’ ’ training and driving instructor possible) = Driving test followed by autonomous learning phase: = Solo driving under protective regulations
(24 mos. probationary licence, lower alcohol limit)
X - - X Supervised learning phase: = Start of practical driving instruction already before knowledge test = Driving test after short or long form of
M - (mand.) (mand.) practical driving instruction (lay training and driving instructor possible) = Driving test followed by autonomous learning phase: Solo driving
’ ’ under protective regulations (36 mos. probationary licence)
- X - - X Supervised learning phase: = Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Knowl ]
P (mand.) (mand.) edge test after mand. theory classes = Driving test after short form of practical driving instruction (training with driving instructor only) = Driv(]
’ ’ ing test followed by autonomous learning phase: Solo driving under protective regulations (36 mos. probationary licence)
- X - X Supervised learning phase: = Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Knowl’!
RO (mand.) (mand.) edge test after mand. theory classes = Driving test after short form of practical driving instruction (training with driving instructor only) = Driv(]
' ’ ing test followed by autonomous learning phase: Solo driving under protective regulations (12 mos. probationary licence)
RUS ) x i i X
(mand.) (mand.)
- X - - X Supervised learning phase: = Start of mand. practical driving instruction (exclusively commercial) already before knowledge test = Knowl!
SK (mand.) (mand.) edge test after mand. theory classes = Driving test after short form of practical driving instruction (training with driving instructor only) = Driv(]
' ’ ing test followed by autonomous learning phase: Solo driving under protective regulations (24 mos. probationary licence)
X - X X Supervised learning phase: = Knowledge test after mand. theory classes = Start of mand. practical driving instruction (exclusively commer]
cial) after knowledge test = Learner assessment (“preliminary test”) in driving school * Driving test after short form (exclusively driving school)
SLO - (mand.) (mand.) (mand.) i e i X 7. L . O
or long form of practical driving instruction (accompanied driving) = Driving test followed by autonomous learning phase: Solo driving under
protective regulations (24 mos. probationary licence)
- X -
TR
(mand.) (mand.)
X X - X Supervised learning phase: = Learner DL for practical driving instruction (private and commercial) after first knowledge test = Driving test
(mand.) (mand.) (mand.) only after long form of practical driving instruction (lay training and driving instructor possible) = Driving test followed by autonomous learn-
AUS/NSW GDL ’ ’ X ’ ing phase: = Solo driving under protective regulations (36-48 mos. vehicle marking, passenger restrictions, speed restrictions) = Reduction of

protective regulations after first traffic perception test (“Hazard Perception Test”) = DL without protective regulations after second knowledge
test and second traffic perception test (“Driver Qualification Test")
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Knowledge Traffi(_: Learner o
Country Group test Pef?epttlon asseStS- Driving test Integration of the forms of testing into novice driver preparation
es’ men
X X - X Supervised learning phase: = Learner DL for practical driving instruction (private and commercial) after knowledge test = Driving test only
AUS/QLD GDL (mand.) (mand.) (mand.) after long form of practlcal driving mstructlon (.Iay training and dr.lvmg |nst|.'uct0r poss.lble) . Drlylng test Iollowed by auto.nomou? learning
phase: = Solo driving under protective regulations (36 mos. vehicle marking) = Traffic perception test (“Hazard Perception Test”) leads to
reduction of protective regulations
X X - X Supervised learning phase: = Learner DL for practical driving instruction (private and commercial) after knowledge test = Traffic perception
AUS/VIC GDL (mand.) (mand.) (mand.) test before driving test = Driving test only after long form of practical driving instruction (lay training and driving instructor possible) = Driving
’ ’ ’ test followed by autonomous learning phase: = Solo driving under protective regulations (48 mos. vehicle marking, passenger restrictions)
X - - X Supervised learning phase: = Learner DL for practical driving instruction (private and commercial) after knowledge test = Driving test only
CDN/NS GDL (mand.) (mand.) after long form of practical driving instruction (lay training and driving instructor possible) = Driving test followed by autonomous learning
’ ’ phase: = Solo driving under protective regulations (24 mos. exclusion of night-time driving, passenger restrictions)
X - - X Supervised learning phase: = Learner DL for practical driving instruction (private and commercial) after knowledge test = Driving test only
CDN/ON GDL (mand.) (mand.) after long form of practical driving instruction (lay training and driving instructor possible) = Driving test followed by autonomous learning
' ’ phase: = Solo driving under protective regulations (12 mos. probationary licence, zero-alcohol rule)
X - X X Supervised learning phase: = Mand. driving school training with learner assessment (knowledge test) for granting of learner DL = Knowl(
CDN/QC GDL (mand.) (mand.) (mand.) edge test and driving test only after long form of practical driving instruction (lay training and driving instructor possible) = Driving test fol
’ ’ ’ lowed by autonomous learning phase: = Solo driving under protective regulations (24 mos. probationary licence)
X - - X Supervised learning phase: = Learner DL for practical driving instruction (private and commercial) after knowledge test = Driving test only
NZ G (mand.) (mand.) after long form of practical driving instruction (lay training and driving instructor possible) = First driving test followed by autonomous learn-
bL ’ ’ ing phase: = Solo driving under protective regulations (12-18 mos. exclusion of night-time driving, passenger restrictions) = DL without
protective regulations after second driving test
X - - X Supervised learning phase: = Start of practical driving instruction (with professional driving instructor) already before knowledge test
USA/CA (mand.) (mand.) = Knowledge test after mand. driving school training leads to learner DL for accompanied driving = Driving test only after long form of practical
GDL ’ ’ driving instruction (lay training and driving instructor possible) = Driving test followed by autonomous learning phase: = Solo driving under
protective regulations (12 mos. with probationary licence, passenger restrictions, exclusion of night-time driving)
X - - X Supervised learning phase: = Learner DL for practical driving instruction (private and commercial) after knowledge test = Driving test only
USA/FL GDL (mand.) (mand.) after long form of practical driving instruction (lay training and driving instructor possible) = Driving test followed by autonomous learning
' ’ phase: = Solo driving under protective regulations (up to 24 mos. with probationary licence, exclusion of night-time driving)
X - - X Supervised learning phase: = Start of practical driving instruction (with professional driving instructor) already before knowledge test
USA/NC (mand.) (mand.) = Knowledge test after mand. driving school training leads to learner DL for accompanied driving = Driving test only after long form of practical
GDL ’ ) driving instruction (lay training and driving instructor possible) = Driving test followed by autonomous learning phase: = Solo driving under
protective regulations (min. 6 mos. probationary licence with vehicle marking, passenger restrictions, exclusion of night-time driving)
Tab. 17: Overview of forms of testing (“X” = applicable, “-” = not applicable; grey cells = no information available; “(mand.)” = mandatory form of testing; “(opt.)” = optional form of testing; “DL” = driving licence;

Additional remarks:

“mos.” = months; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL system; REF = reform-oriented countries)

w, 3

! Lay driver training and accompanied driving are rarely practised; 2 “Apprentissage anticipé de la conduite”; * Under the “18M” model, solo driving under protective regulations (passenger restric(’
tions, exclusion of night-time driving) is already possible before the driving test.
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For the maijority of the countries, it can be seen
that only a single knowledge test and driving test
must be passed to obtain a driving licence (see
Table 17). In the group of major West European
countries, Great Britain is the only country in which
novice drivers must also take a traffic perception
test. In the neighbouring countries around Ger[J
many and the reform-oriented countries, too, a
knowledge test and driving test are usually the only
practised forms of testing. Among the GDL coun(J
tries, a traffic perception test is an additional prelJ
scribed form of testing in the Australian states of
New South Wales, Queensland and Victoria.

Irrespective of the manner in which the forms of
testing are implemented, their aforementioned
selection and control function is always inseparal]
ble from the question as to their optimum position(]
ing within the system of novice driver preparation.
After all, given their interactions with the applied
teaching/learning forms and with the legal framel]
work underlying driver licensing, driving licence
tests must be considered essential reference
points for the process of driving competence acl]
quisition and for the whole “architecture” of a sysl(]
tem of novice driver preparation. To be able to
achieve the selection function, in particular, the
test demands must be designed such that, at a
given moment in time, they permit valid statements
on the competence acquired to date. With regard
to the control function, on the other hand, the test
demands must be placed in pedagogically mean(]
ingful relationship to the previous opportunities for
driving competence acquisition: The tests should
only assess those aspects of competence which
could actually be conveyed or acquired beforel]
hand. It can thus be assumed that the positioning
of tests within a particular system of novice driver
preparation, and the associated variation in the
(didactic) relationship to the teaching and learning
forms, also results in a differently manifested sel’
lection and control function, and contributes to a
greater or lesser extent to the positive effect of the
teaching and learning forms concerned and to the
overall effectiveness of the system in terms of im[J
proved road safety. A number of findings and
thoughts on this point are to be presented briefly in
the following.

Viewing the different arrangements for integration
of the forms of testing into the systems of novice
driver preparation (see right-hand column of Table
17), it can be determined that different opportunil]
ties for learning precede the individual forms of
testing in the various countries. Some systems
specify that the knowledge test must be taken at
the beginning of novice driver preparation, and that
passing of this test is furthermore a prerequisite for

admission to practical driving instruction (e.g. in
Ireland, Israel, Switzerland, Spain and most GDL
countries). In other systems, by contrast, the
knowledge test can be taken at any time before the
driving test (e.g. in Germany, France, the Nether(]
lands, Norway, Sweden). Depending on the timing
of a particular test within the overall system, it is
basically possible for one and the same form of
testing — here the knowledge test — to be used to
assess different competences, because a different
extent of learning progress can be expected of the
novice driver with regard to the combination of
declarative knowledge (e.g. traffic rules, traffic
signs) and the implicit knowledge which is only
acquired and consolidated within the framework of
practical driving experience.

In the architecture of some systems of novice
driver preparation, such qualitative adaptation of
the test demands with increasing driving and traffic
competence is also reflected — it would seem — in
relatively “early” knowledge tests, but then later
traffic perception tests in which abilities connected
with timely hazard recognition are assessed using
dynamic visualisations of driving and traffic scenar(]
ios. In the Australian state of New South Wales, for
example, passing of the knowledge test entitles a
novice driver to commence practical driving in(]
struction and accompanied driving. A successful
driving test is then followed by an autonomous
learning phase lasting at least three years, during
which the passing of a traffic perception test at the
earliest after 12 months leads to the lifting of cer(]
tain protective regulations (e.g. speed restrictions).
After at least another 24 months of solo driving
under protective regulations, a further traffic per(’
ception test must be taken in combination with a
second knowledge test (“Driver Qualification Test”)
— passing of this test leads to the granting of a
driving licence without restrictions.

Concerning the integration of the driving test into
system architectures, it can be seen from Table 17
that, in some countries, it is preceded by a short
form of practical driving instruction, during which
merely basic driving competence is acquired within
the framework of formal driving school training
(e.g. in Germany, Denmark, Czech Republic, Po-
land). By contrast, other systems enable or even
require a longer period of driving experience bel]
fore the driving test (e.g. France, Austria, Switzer(
land and all GDL countries). It can thus be as(]
sumed that the novice drivers will display different
degrees and levels of driving competence at the
time of the driving test, depending on the position
of the driving test within the overall system. The
extended opportunities to gain practical driving
experience before the driving test, in particular,



91

suggest that the test is then better able to achieve
its control function: The prospect of mastering a
given “intermediate goal” of high individual signifiJ
cance, namely the entitlement to drive solo, in
combination with the longer period available, will
likely result in more frequent use of the possibilities
for (self-)evaluation, and consequently of the opl
portunities for practice. In addition, a greater scope
of driving practice can be expected to increase the
range and variance of later test performances,
depending on the intensity of the individual novice
driver's practice during the training phase; this
improves the methodical possibilities for perform(
ance assessment during the driving test.

In some GDL countries, a further driving test must
be taken after an initial phase of solo driving. This
second driving test, which also places higher del!
mands on the novice driver compared to the first
driving test, realises an additional control function
during the first phase of solo driving experience. In
the Canadian province of Ontario, for example,
passing of the “G1 Road Test” is a prerequisite for
transition to a first phase of solo driving under pro(]
tective regulations (e.g. restrictions concerning
accompanying passengers at certain times of the
day) lasting at least 12 months. For transition to
solo driving without protective regulations, novice
drivers are then required to pass the “G2 Road
Test” as a further driving test. In New Zealand, too,
it is necessary to pass two driving tests, firstly at
the transition to an initial phase of solo driving un-
der protective regulations (“Restricted Licence
Test”), and later at the transition to a second phase
of solo driving without special novice-specific rel]
strictions (“Full Licence Test”).

Table 17 also shows that, alongside knowledge
tests and driving tests, additional learner assess]
ments are stipulated in some countries — usually
as complements to professional driving school
training. These learner assessments relate to the
attainment of relatively complex learning objectives
by the novice driver and possess the character of
test simulations or test preparation. Significant
differences are to be found with regard to the del]
sign of learner assessments. In Poland, for exam(]
ple, two learner assessments are completed in the
driving school and take the form of prescribed test
simulations or “preliminary tests” ahead of the
knowledge test and driving test. In Norway, all
novice drivers must attend two so-called “evalual’
tion driving lessons” with a professional driving
instructor, by way of which attainment of the learn
ing objectives defined in the training curriculum is
verified. In the Netherlands, on the other hand, a
learner assessment is an optional measure, of(]
fered in the form of a “practice driving test” conll

ducted by a driving test examiner appointed by the
test organisation.

Comprehensive descriptions of the individual sys[]
tems of novice driver preparation, with more del]
tailed analyses of the available teaching and learn]
ing forms and their integration with corresponding
forms of testing, can be found in the Annex to this
report. Thoughts on the positioning of the various
forms of testing and their functional contribution to
the “system architecture” are taken up and dis(J
cussed further in the concluding Chapter 4. In the
following, the above overview of forms of testing is
to be expanded with regard to their exact country(]
specific implementation, starting with the knowl(
edge test.

3.3.2 Knowledge test

The “knowledge test” (also referred to as the “theol]
retical driving test” or “theory test”) was described
in Chapter 2.3.2 as a form of testing in which the
novice driver must demonstrate adequate driving
and traffic knowledge. The assessment is for the
most part limited to the verification of declarative
knowledge, which is formulated in the test items by
way of explicit statements, rules and facts. The test
items are generally presented in standardised forl[]
mats (e.g. multiple-choice questions).

In the following, it is intended to show, for the diflJ
ferent countries and groups of countries,

— under which framework conditions (test
media, test participants, etc.) the knowl[
edge test takes place,

— how the knowledge test is designed with
regard to its test demands and test meth(]
ods,

— which test item formats are used to assess
the traffic-related knowledge of novice
drivers,

— which feedback novice drivers receive on
their test performance, and

— how high is the pass rate for the knowl[]
edge test.

To this end, consideration is given first to the
framework conditions for test realisation. The sub(]
sequent section “Test methods” then describes the
test demands placed on the novice driver in each
case, for example with regard to the number of test
items and the formats used. The sections “Feed(]
back on test result” and “Pass rates”, finally, ad
dress the information offered to the driving licence
applicant as evaluation of his test performance and
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the proportions of candidates who complete the
knowledge test successfully.

Framework conditions for test realisation

Table 18 on the next page presents first of all the
overarching general conditions for the realisation
of testing in the individual countries. These framel]
work conditions concern, for example, the test
medium used and the other persons present durl]
ing the test beside the driving licence applicant
himself.

Test medium:

As can be seen from Table 18, the computer is the
test medium used in the majority of countries conlJ
sidered by the present project. In the group of mall
jor West European countries, Spain is the only
country in which the knowledge test is conducted
as a “paper-and-pencil” test. Computers are also
used as the test medium in all the neighbouring
countries around Germany, and likewise in all the
reform-oriented countries; it must be noted, how(]
ever, that a computer-based knowledge test is
currently still in the process of implementation in
Denmark and has thus not yet been introduced
throughout the country. In the GDL countries, tests
are frequently computer-based, but it is still also
possible to take the test as a paper-based written
test in some countries. In New Zealand, for exam(]
ple, this is the case because, in the course of a
transition from a paper- to a computer-based test,
both test media are permissible for the time being.

Test participants:

In most countries, a driving test examiner is usually
responsible for test realisation. There are some
cases, however, where other persons are present
during the test in a supervisory role, either in addil]
tion to the examiner (e.g. in Luxembourg, Norway
and Spain) or as the sole test supervisor (e.g. in
Great Britain). In Sweden, such test supervisors
receive introductory instruction and attend further
training measures. They are granted the same
authority as the driving examiner; their authorisal]
tion to conduct tests, however, applies only for the
knowledge test, not for the driving test.

Further differences exist between the individual
countries in respect of the number of examiners
and test supervisors directly present during the
test. In Belgium, Denmark and France, for exam[]
ple, the knowledge test is conducted by a driving
examiner, whereas in Finland, neither an examiner
nor a test supervisor is actually present in the test

room. In Ireland, too, the test supervisor must not
always be physically present during the test; he
can also make use of available installations for
video monitoring of the test room. In Sweden, the
number of driving test examiners or other test sul’
pervisors present depends on the number of nov(]
ice drivers taking the test and on the size of the
test room.

In the Czech Republic and Luxembourg, the driv(]
ing instructor is permitted to be present during the
knowledge test, while the presence of the driving
instructor is even prescribed in Bulgaria and Slo[]
vakia. It presumably plays a role in these cases
that the knowledge test and driving test are gener(]
ally taken on the same day in the Czech Republic
and Slovakia, and both countries also require the
driving instructor to be present during the driving
test (see Chapter 3.3.5).

Individual/group testing:

In all the countries covered by the present project
report, the knowledge test is organised for several
novice drivers at the same time (see Table 18).
Against this background, the terminology “Individ(]
ual test” here refers to a test situation in which the
start and end of the test may vary for each individ[J
ual novice driver. “Group testing”, by contrast, del]
scribes a test situation in which several novice
drivers all begin their answering of the test quesl]
tions at the same time.

In Germany, the guidelines of the specific test or(]
ganisation (Technical Examination Centre) em(]
power the driving test examiner to decide whether
knowledge tests are conducted as individual tests
with a floating start time or as group tests with a
common start time for all candidates. In many US
states, but also in Norway, for example, the knowl[
edge test can be taken as an individual test at any
freely chosen time during the opening hours of the
test organisation (“drop-in system”). In the Nether(]
lands, on the other hand, knowledge tests are reall]
ised exclusively as group tests, in each case for
approximately 40 to 50 candidates. The test quesl(]
tions are here not answered on an individual PC,
but instead presented on a series of monitor
screens in the test room, together with the possible
answers; the test questions and answer options
are additionally read out by the test supervisor.
The novice driver is then able to submit his answer
to each test item via an assigned console.
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Test medium

Test participants

Individual/group testing

Country Group Computer Paper and Driving Test Driving Individual Group test
penC|I examiner supervisor instructor test
WEU X - X - - X X
E WEU - X X X - - X
GB WEU X - - X - X -
I WEU X -
WEU/NBR X - X - - - X
B NBR X - X - - X X!
CH NBR X - X X - X X
cz NBR X - X - X - X
DK NBR X X X - - X
L NBR X - X X X X -
PL NBR X - X - - - X
A NBR/REF X - X X2 - X
NL NBR/REF X - - X - - X
FIN REF X - - - - X -
N REF X - X X - X -
S REF X - X X - X -
BG - - X X - X - X
cY -
EST - X - X x3 - X X
GR - X - X - - - X
H - X - X - - - X
HR - X - X - - - X
IL - - X
IRL - X - X X - X -
IS - - X X - - x* X
LT - X - X - - - X
LV - X - X - - - X
- X -
P - - X X - - - X
RO - X X X - - X X
RUS - X X -
SK - - X X - X - X
SLO - - X X - - - X
TR - X - X - - - X
AUS/INSW GDL X - - X -
AUS/QLD GDL
AUS/VIC GDL X X - X - X -
CDN/INS GDL
CDN/ON GDL X X X - - X -
CDN/QC GDL X - X - - X -
NZ GDL X X
USA/CA GDL
USA/FL GDL X )
USA/NC GDL

Tab. 18: Knowledge test — Framework conditions for test realisation (“X” = applicable,
available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL system;
REF = reform-oriented countries)

Additional remarks:
' Group tests are conducted for foreign-language candidates and those with hearing or learning difficulties. 2 Driving test exam(J
iner from the list of appointed examiners (or a suitable test supervisor); * Test may also be conducted by specially qualified staff
of the test organisation. * Individual tests only in exceptional cases, where a novice driver faces certain difficulties in the test

situation.

“«n

= not applicable; grey cells = no information
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Exceptions to the usual test procedure:

In general, the analysed countries make provisions
for deviation from the standard test procedure
where a test candidate requires special assistance
to complete the test items. Possible occasions for
such exceptions include health-related impair(l
ments, reading difficulties or also insufficient
knowledge of the language of the country in which
the test is taking place. In the Netherlands, for
example, the special needs of certain driving liCJ
cence applicants are taken into account by con(J
ducting the knowledge test with the candidate
alone. In Germany, too, tests may be conducted
with a single candidate in exceptional cases if the
candidate faces particular difficulties in the stan(
dard test situation.

To overcome a possible lack of language knowl(]
edge on the part of the test candidate, many coun(]
tries set the test questions not only in the national
language, but also in various further languages
(e.g. in Austria, Belgium, Germany, Finland,
Greece, Great Britain, ltaly, Latvia, Luxembourg,
Malta, the Netherlands and New Zealand). In Aus(]
tria, for example, the test questions can also be
answered in English, Croatian, Slovenian and
Turkish. Great Britain even offers audio translarl
tions in 21 different languages, which can then be
heard over headphones to supplement the stan(]
dard test presentation.

Language difficulties may also be solved by en(]
gaging the services of an interpreter. In those
countries in which the regular test questions can
be presented in additional languages, this is an
opportunity to cater for further candidate lan(]
guages. Where no foreign-language test questions
are available, an interpreter is the only possibility
to enable the knowledge test to be taken by candi’l
dates without sufficient knowledge of the local
language (e.g. in Denmark, France and Lithuania).

Test methods

The number of test items to be answered within a
certain period of time is a meaningful descriptor for
the methodical design of the knowledge test and
for the corresponding demands placed on the test
candidate. In addition, this section on test methods
also considers more closely the test item formats
used and the realised possibilities for the visualisall
tion of traffic situations and other test content.

Number of test items:

Significant differences are found between the
countries analysed in this report with regard to the
number of test items to be answered in the know![’
edge test. The following Table 19 shows the num(]
ber of test items to be answered in each case,
alongside the minimum number of correctly solved
test items required to pass the test.

As can be seen, the number of test items to be
answered varies between 18 test items in Poland
and 120 test items in Turkey. Among the major
West European countries, the lowest figure is 30
test items in Germany, Spain and ltaly*’, while the
most extensive test, namely 50 test items, is set in
Great Britain. In the neighbouring countries around
Germany, the lowest numbers reported are 18 test
items in Poland and 20 test items in Luxembourg.
Novice drivers in Denmark and the Czech Republic
must each answer 25 test items during the knowl[]
edge test; in Switzerland and Belgium, by contrast
the knowledge test comprises double this number
of test items. The numbers of test items are also
relatively high in all the reform-oriented countries,
for example 64 test items in Austria, 60 test items
in Norway and 65 test items in Sweden.®® In the
GDL countries, the number of test items to be an(]
swered varies between 30 in the Australian state of
Queensland and 64 in the Canadian province of
Québec.

Assessment of test items:

The test demands are determined not only by the
number of test items to be answered, but also by
the permissible number of incorrect answers with
which the test is still deemed passed. The overl
view shows that rather different approaches are to
be found with regard to the assessment of test
performance, as can be seen from Table 19. In
Greece, for example, the test is already failed if
more than one of the total of 30 test items is not
answered correctly. In all the other countries cov(]
ered by the present report, more than one incorrect
answer is tolerated.

td In ltaly, the knowledge test comprises only 10 separate test
items, for which each of the answer options offered must be
assessed individually in the sense of a "true/false" question”.

8 The 90 test items specified for Iceland consist of a total of 30

statements, for which three corresponding answer possibilities
are offered in each case.
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Numbers and assessment of test items Time allowed
Country Group Ciz;r:ﬁ;gr}st\:)vfarls Additional remarks ogﬁ:zltli;?t T:)mgftgzlt
number item

WEU (W"/30 '2-5 points; min. 100 of 110 points - -
E WEU 27/30 Equal weighting 30 minutes
GB WEU 43/50 Equal weighting 40 minutes -
| WEU 26/30? 210 test items with three answer options each 30 minutes
F WEU/NBR 35/40 Equal weighting 90 minutes X
B NBR 41/50 Equal weighting 25 minutes X
CH NBR (W3)/50 *Min. 126 of 140 points 45 minutes -
cz NBR (W25 *1-4 points; min. 43 of 50 points 30 minutes -
DK NBR 20/25 Equal weighting 25 minutes -
L NBR 16/20 Equal weighting 20 minutes -
PL NBR 16/18 Equal weighting 25 minutes -
A NBR/REF (W°)/64 ® 1-5 pts.; min. 60% and min. 80% of supp. items 45 minutes .
NL NBR/REF 35/40° Equal weighting 30 minutes X
FIN REF 49/60 Equal weighting 30 minutes X
N REF 38/45 Equal weighting 90 minutes -
S REF 52165’ Equal weighting; 7 plus 5 extra “trial items” 50 minutes -
BG - 55/60 Equal weighting 40 minutes -
cYy -
EST - 26/30 Equal weighting 30 minutes -
GR - 29/30 Equal weighting 35 minutes -
H - (W8)/55 81 or 3 points; min. 65 of 75 points 55 minutes
HR - (W°)/38  Min. 108 of 120 points 45 minutes -
IL - 26/30 Equal weighting
IRL - 35/40 Equal weighting 45 minutes -
IS - 83/90 Equal weighting 45 minutes -
LT - 24/30 Equal weighting 30 minutes -
LV - 27/30 Equal weighting 30 minutes -

- 30/35 Equal weighting 45 minutes -

P - 27/30 Equal weighting 30 minutes -
RO - 22/26 Equal weighting 30 minutes -
RUS - 18/22 Equal weighting 20 minutes
SK - (W27 " Min. 50 of 55 points 20 minutes -
SLO - (W30 "' 2-5 points; min. 99 of 110 points 45 minutes -
TR - 21120 "2 No information on min. number of correct answers 120 minutes -
AUS/NSW GDL 41/45 and -/15" ¥ Second knowledge test with 15 items - -
AUS/QLD GDL 27/30 Equal weighting
AUS/VIC GDL 25/32 Equal weighting 20 minutes -
CDN/NS GDL 32/40 Equal weighting
CDN/ON GDL 32/40 Equal weighting - -
CDN/QC GDL 48/64 Equal weighting - -
NZ GDL 32/35 Equal weighting
USA/CA GDL 39/46 Equal weighting
USA/FL GDL 30/40 Equal weighting - X
USA/NC GDL 20/25 Equal weighting
Tab. 19: Knowledge test — Number of test items and test duration (“X” = applicable, “-” = not applicable; grey cells = no information

Additional remarks:
® The test comprises not only a section to query knowledge (40 items, of which at least 35 must be answered correctly), but
also a hazard perception section (25 items, of which at least 12 must be answered correctly). The test methods applied in the
hazard perception section are described under the form of testing “traffic perception test” in Chapter 3.3.3.

available; “(W)” = Weighted assessment; WEU = major West European countries; NBR = neighbouring countries around Germany;
GDL = countries with GDL system; REF = reform-oriented countries)
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The number of mistakes tolerated varies from
country to country. If the permissible number of
incorrect answers is placed in relation to the total
number of test items presented, then the highest
proportion of mistakes tolerated is 25 per cent (e.g.
Florida, Québec). By contrast, comparatively low
proportions of incorrect answers, namely 10 per
cent or less, are found in Greece, Spain, Portugal,
Bulgaria and New Zealand, for example. In the
majority of countries considered by the project, the
proportion of incorrect answers with which it is still
possible to pass the knowledge test lies between
around 11 and 20 per cent of the test items to be
answered.

In a few countries, a maximum number of incor[]
rectly answered test items is defined not only for
the test as a whole, but also for certain subl]
sections or topics. In Finland, for example, at least
49 of the total of 60 test items must be answered
correctly to pass the knowledge test; in addition, a
distinction is made between the image-based
questions — where at most eight of the 50 test
items may be incorrect — and text-based questions
— where incorrect answers are tolerated for up to
three of the ten test items. In the Australian state of
Queensland, a total of 27 of the 30 test items must
be answered correctly, including at least nine out
of ten “give way” questions and at least 18 out of
20 questions relating to “road rules”. In the Canall
dian province of Ontario, the knowledge test com(]
prises 20 test items on the subject of “traffic
rules/traffic knowledge” and 20 items on “road
signs”. In each of the two sections, at least 80 per
cent of the answers must be correct, i.e. at least 16
answers in each section.

In many countries, the individual test items carry
equal weight for the assessment of test perform(]
ance; i.e. each correct answer earns one point, or
else one point is deducted from an initial points
budget for each incorrect answer. In other coun(]
tries, by contrast, a greater weighting is assigned
to certain test items (see label “W” in Table 19).

As can be seen from the table, Germany is the
only one of the major West European countries
which uses weighted test items. Here, each of the
total of 30 test items carries between two and five
error points for an incorrect answer. The test is
failed if the candidate accumulates more than ten
such error points, or if incorrect answers are given
to two questions weighted with five points. In the
neighbouring countries around Germany, weighted
test assessments are found in Switzerland and the
Czech Republic, but only in Austria among the
reform-oriented countries. In the GDL countries, on
the other hand, the test items are assessed with

equal weighting in all the systems analysed. Fur(]
ther countries which use weighted test items are
Croatia, Slovenia, Slovakia and Hungary.

Test duration and time allowed for completion:

With regard to the time allowed for completion of
the test, where such a time limit is specified, it
must be distinguished whether the available time
refers to the whole test, or whether the time all]
lowed for the answering of each single test item is
limited: While a time specification for overall test
completion allows the possibly greater time spent
on one item to be compensated by faster answerll
ing of another test item, this is not possible when a
separate time limit is specified for each individual
answer. Table 19 provides an overview of the time
allowances specified in the various systems of
novice driver preparation for completion of the
knowledge test. Where the time limits apply ex(]
pressly to the answering of individual test items,
this is indicated accordingly in the last column of
the table (see “Time limit per test item”).

It can be seen from the table that, of the major
West European countries, only France specifies a
time limit for the answering of individual test items.
In Germany and Great Britain, by contrast, the test
duration is unlimited, and merely a guideline value
is given as orientation (the guideline value for test
completion in Great Britain, for example, is 40
minutes; in Germany, the typical test duration is
around 30 minutes). Among the neighbouring
countries around Germany and the reform-oriented
countries, time limits are specified for the individual
test items in Belgium, the Netherlands and Finland.
In the group of GDL countries, time limits are in
most cases applicable only to the test as a whole.

Generally speaking, item-specific time limits are
found in only a few countries, namely in Belgium,
France, Finland, the Netherlands and in the US
state of Florida. In France, the total duration of the
knowledge test is approximately 90 minutes; in
addition to the time spent on actual completion of
the test, this includes also time for verification of
the candidate's identity before commencement of
the test, and for test evaluation and feedback on
the result obtained at the end of the test. Each test
item must be answered within 20 seconds of pres(]
entation to the candidate. In Belgium, the overall
test duration is around 25 minutes. During this
period, the test items can be called up at the can(]
didate's individual pace. Once a test item is called
up, however, it must be answered within 15 secl]
onds. In Finland, a maximum of ten seconds is
allowed for the answering of image-based test
items, and a maximum of 30 seconds for the an(J
swering of text-based items. In the Netherlands,
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where the test items are presented on several
monitors and additionally read out by a test super(]
visor, a limited time for answer submission begins
immediately after reading of the test item. The time
allowed in each case depends on the test item
format (true/false question, multiple-choice ques(
tion, gap-fill question) and lies between eight and
15 seconds.

In those countries in which the driving licence ap(J
plicant is permitted to organise the time for com(
pletion of the test himself, it is with paper-and(]
pencil tests generally possible, and with computer(]
based tests often possible to leave a particular test
item unanswered for the time being and to return
to the item concerned later (e.g. in Germany and
Estonia). It is furthermore possible to correct previl
ously given answers during the overall period of
the test. In the Australian state of New South
Wales, on the other hand, the knowledge test is
terminated prematurely as soon as the candidate
has given more incorrect answers than is permis(]
sible for successful completion.

In New Zealand, novice drivers who take a “paper(]
and-pencil” test also receive immediate feedback
as to whether a test item has been answered cor(]
rectly or incorrectly: Each answer option on the
test sheet is represented by a special patch which
can be scratched off by the test candidate. In acl]
cordance with the test instructions, the patches
should only be scratched from those fields which
are considered to show the correct answer to a
particular test item. Under each patch, a tick is
revealed if the answer is a correct alternative, or
else a cross if the answer is not correct. The can(]
didate thus sees immediately whether the
scratched patch corresponds to a correct answer;
later correction of the answer is then no longer
possible.

Test item formats:

To be able to assess the required traffic-related
knowledge by way of a knowledge test, the correl
sponding test contents must be operationalised in
suitable formats. In the present context, it is not
feasible to attempt a detailed explanation of all the
different test item formats, with their specific adl]
vantages and disadvantages from the perspective
of test theory.”® A few of the test item formats
which are in common use within the framework of
the knowledge test in different countries are never(]
theless outlined briefly in the following:

49 A corresponding overview is to be found, for example, in
LIENERT and RAATZ (1998) or — with regard to the theoretical
driving test — in BONNINGER and STURZBECHER (2005).

— Truelfalse questions: This test item format
demands a decision on whether a presented
statement is correct or incorrect. To answer
such test items, the candidate must thus be
presented two alternatives for selection (e.g.
“Yes" and “No”, or “True” and “Not true”).

— Multiple-choice questions: For such test
items, different answer options are prell
sented alongside a statement or question.
The candidate is then required to mark
those answer options which he considers to
be correct. It is furthermore possible to specl]
ify whether only one of the answers is cor(J
rect, or else several answers could be applil]
cable; it may sometimes even be the case
that none of the answer options are correct.

— Assignment and sorting questions: With this
test item format (in the following referred to
simply as “sorting questions” for the sake of
clarity), certain facts or statements must be
placed in their correct relationship to each
other or else in a correct order. This could
involve arranging given actions or events in
the correct time sequence, for example.

— Gap-fill questions: Whereas answer options
are already specified as the solutions to
true/false or multiple-choice questions,
which thus constitute “closed-response”
items, gap-fill questions must be answered
“freely”, either by way of a numerical or text
input as direct answer to a question, or else
by completing the missing elements of a
statement.

The first columns of Table 20 on the next page
indicate which of the described test item formats
are used in the knowledge test in the different
countries and country groups.
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Question format Test item visualisation
Country Group True/flalse N(I;I(t)i&l:- Sorting Gapjfill Graphics Photos Animat'ed
questions questions questions questions scenarios

WEU - X - X' X X -
E WEU X X - - X X -
GB WEU - X - - X X -
| WEU X X - -

WEU/NBR X X - - X X X

NBR - X2 - - X X -
CH NBR - X - - X X -
cz NBR X X - - X X -
DK NBR X X - - X X -
L NBR X X X X3 X X -
PL NBR - X - - X X -
A NBR/REF - X - - X X -
NL NBR/REF X X - X X X -
FIN REF X X - - X X -
N REF X X - - X X -
S REF X X X - X X -
BG - - X - - X X -
CcY -
EST - X X - x* X X -
GR - - X - - X X -
H - X X X - X X -
HR - X X - x® X X -
IL - - X - -
IRL - X - - X X -
IS - X X - - X - -
LT - - X - - X X -
LV - X X - - X X -
P - X X - - X X -
RO - - X - - - X -
RUS - - X - -
SK - - X - - X - -
SLO - X X - - X X -
TR -
AUS/NSW GDL - X - - X - X
AUS/QLD GDL - X - -
AUS/VIC GDL - X - - X - -
CDN/NS GDL - X - -
CDN/ON GDL - X - - X X -
CDN/QC GDL - X - - X - -
NZ GDL X X - - X X -
USA/CA GDL - X - -
USA/FL GDL - X - -
USA/NC GDL - X - -
Tab. 20: Knowledge test — Question formats and test item visualisation (“X” = applicable, “-” = not applicable; grey cells = no information

available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL system;
REF = reform-oriented countries)

Additional remarks:
" Numerical inputs; 2The question is displayed on the screen and at the same time read out via headphones. ® Numerical inputs;
* Numerical and text inputs; > Numerical inputs
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It is revealed that multiple-choice questions are
used in all the country groups, and the knowledge
test also includes true/false questions in many
countries. Other test item formats, on the other
hand, are significantly less common. In the group
of major West European countries, it can be seen
that the use of gap-fill questions is only usual in
Germany. Among the neighbouring countries
around Germany and the reform-oriented coun(]
tries, such questions are only used in Luxembourg
and the Netherlands; sorting questions, further(
more, are encountered in Luxembourg and Swel]
den. In the GDL countries, by contrast, multiple(]
choice questions are in practically all cases the
only test item format used.

Viewed overall, it must be concluded that multiple
choice questions are the most widespread test
item format in the knowledge test; they are appar(]
ently in use in every country. There are neverthel]
less differences with regard to the methodical im(]
plementation of this format (see above): In Ger[]
many, for example, either two or three possible
answers are presented for each test item, whereas
there are always exactly four answer options in
Israel. The number of possibly correct answers is
similarly handled differently in the individual sys[]
tems. In some countries, the candidate is always
required to identify one of the several alternatives
as the correct answer (e.g. in Belgium and Bul(]
garia). In other countries, there may also be test
items for which more than one answer option is
correct (e.g. in Germany and Austria), or possibly
even none of the alternatives are applicable (e.g.
in ltaly).

In Austria, the multiple-choice format is used to
realise two-tier test items, where the correct an(]
swering of a first question leads to the presentation
of a supplementary question on the same general
subject. Several test items are structured in this
way as main and supplementary questions, in
which case the latter addresses extended knowl[]
edge of the subject concerned. This test item im(J
plementation can be illustrated by way of the fol[J
lowing example:

— Main question: “You are approaching a con(]
trolled junction at which the traffic lights
show green. An emergency vehicle has just
pulled up to the stop line on the intersecting
road. What must you expect in this situal
tion?”

(1) If | brake suddenly, the vehicle behind
could run into my tail.

(2) The emergency vehicle will enter the
junction despite the red lights.

(3) Other vehicles will enter the junction
immediately behind the emergency vel
hicle.

(4) The emergency vehicle will wait at the
stop line.

— Supplementary question: “How must you re[]
act when an emergency vehicle approaches
from behind?”

(1) I must accelerate and drive ahead of the
emergency vehicle, irrespective of the
otherwise applicable speed limit.

(2) | must make way for the emergency vel]
hicle, so that | can then drive directly
behind it.

(3) I can ignore the emergency vehicle.

(4) | must make way for the emergency vel
hicle.

If the main question is not answered correctly, the
supplementary question is not presented, and thus
no points are gained for either the main or supple(’
mentary question. If the main question is answered
correctly, but the answer to the supplementary
question is not correct, the corresponding points
are still awarded for the main question.

In Great Britain, the multiple-choice questions are
embedded in a broader traffic-related context
within the framework of so-called “case studies”. A
total of five multiple-choice questions then refer to
each such case study:

— Case study: “You decide to visit your friend
who lives about 20 miles away. The journey
will take you on various roads, including
country lanes and A-roads. You've been
there before, so you think you know the way.
You also have a mobile phone with you, so
you will be able to ring for directions if you
get lost. During the journey, you go the
wrong way and need to turn round. Later on,
you decide to ring your friend to make sure
you are still travelling in the right direction.”

— Question: During your journey, you ring your
friend. What is the safest way for you to use
your mobile phone? (Mark one answer):

—Find a suitable place to stop

—Travel slowly on a quiet road

—Use hands-free equipment ...
In Sweden, multiple-choice questions are also
used to operationalise test demands such as the

identification of situation cues in images or the
comparison of different traffic situations.
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Test item visualisation:

A further relevant aspect of the design of multiple(]
choice test items (and likewise of any other test
item format) is the manner in which traffic situall
tions and other traffic-related facts are presented.
This may be achieved solely by way of a short
textual description, but can also include additional
pictorial information. As can be seen in the right(
hand columns of Table 20, practically all countries
use not only short texts, but also graphics and
photographs for the visualisation of traffic situall
tions. In most cases, the traffic situation is depicted
from the candidate's perspective as a road user
(e.g. in Luxembourg, Germany, Denmark, France).
There are some countries, however, in which situal’
tions are also presented as bird's-eye views (e.g.
Ireland, Belgium, Bulgaria, Lithuania), and the
Canadian province of Québec even uses exclul]
sively the bird's-eye perspective.

With the availability of the computer as a test mel]
dium, it is feasible to render the typically dynamic
nature of traffic situations in the form of “dynamic
(driving) scenarios”. Currently, however, little use
seems to be made of this possibility — at least
within the framework of the knowledge test®. One
of the few countries is France, where the use of
animated scenarios to visualise ftraffic circum(]
stances is limited to the depiction of traffic lights
and turning indicators. In the Australian state of
New South Wales, the “Driver Qualification Test”
(see Chapter 3.3.1) includes multiple-choice ques(]
tions for which the relevant traffic circumstances
are described either exclusively by way of short
texts, by texts in combination with static images, or
by texts in combination with dynamic scenarios.

Test contents

Minimum requirements to be met by driving licence
tests have been anchored in the EU Directive on
Driving Licences. Under the heading “Theory test”,
these requirements refer to the following aspects
of test content, which should thus be covered by
the test items to be completed by licence applil]
cants (here in simplified summary for the sake of
clarity):

— Road traffic regulations (road signs, rights of
way, speed limits);

— Rules concerning administrative documents;
— Alertness and attitude to other road users;

— Risk factors related to particularly vulnerable
categories of road users;

— Behaviour in the event of an accident;

%0 Dynamic presentations of traffic situations are a characteris(’
tic design feature in traffic perception tests, and as such will be
discussed further in Chapter 3.3.3.

— Effects of state of mind, fatigue, alcohol,
drugs and medicinal products on alertness
and driving behaviour;

— Risks in connection with other types of vehil)
cles;

— Risks related to weather and road condill
tions;

— Safety factors relating to the vehicle, loads
and the persons carried;

— Typical vehicle faults and defects;
— Environmentally aware driving.

The test contents specified in the EU Directive on
Driving Licences are formulated rather generally,
and their implementation in actual test items rel]
mains the responsibility of the individual EU mem[
ber states. Differences exist above all with regard
to the number of test items used and the thematic
structuring of these test items. Among the major
West European countries, for example, around 950
different test items are available for use in the
knowledge test for licence class B in Germany,
compared to only around 580 test items in France,
1050 test items in Great Britain and even 1600 test
items in Spain. In the neighbouring countries
around Germany and the reform-oriented coun(]
tries, too, the number of test items varies signifiC]
cantly from country to country, namely from 300
test items in Finland (approx. 250 items using im(]
ages and a further 50 purely textual test items) up
to 1600 test items in the Netherlands. There are no
systematic differences to be recognised between
the country groups. In the group of GDL countries,
around 320 test items are reported by the Australl
lian state of Victoria and around 210 test items by
the Canadian province of Québec.

In the individual countries, the test items are usu(’
ally categorised thematically and assigned to a
particular subject area. This categorisation is in
some cases (e.g. Germany, Belgium) aligned dilJ
rectly to the required areas of test content listed in
the EU Directive on Driving Licences (see above).
In Germany, an official catalogue of test questions
assigns each of the available test items either to a
so-called “basic section” applicable for all vehicle
classes, or to a class-specific “supplementary secl]
tion”. Within each section, the test items are then
categorised according to the eight overall subject
areas “Hazards”, “Behaviour in road traffic”, “Right
of way”, “Traffic signs”, “Environment protection”,
“Regulations on the use of motor vehicles”, “Techl]
nical aspects of a motor vehicle” and “Qualification
and fitness to drive”; most of these subject areas
then also comprise further subcategories. In addir}
tion, the catalogue indicates the content area of
the EU Directive on Driving Licences to which the
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test item refers. The Austrian system similarly difl]
ferentiates between generally applicable and
class-specific test items. The test items belonging
to the so-called “General test contents” are categoll
rised under 14 different subject headings (e.g.
“Road signs”, “Technical aspects of a motor vehill
cle”, “Crossroads and junctions”). Alongside, three
thematic categories are defined for the “Class(
specific questions” (e.g. “Legal provisions relating
to class B”). In Norway, the categorisation proll
duces nine subject areas (e.g. “Vehicles and
loads”, “Persons in road traffic’, “Road traffic
rules”), whereas Sweden operates with five subject
areas (e.g. “Environment”, “Road safety”, “Traffic
rules”). In the Canadian province of Québec, only
four subject areas are used to classify the test
items (e.g. “Driving techniques” or “Behaviour on
the road”). It can be determined, therefore, that —
even though the required knowledge base for safe
participation in motorised road traffic is hardly likely
to differ to any appreciable extent from country to
country — there are apparently no internationally
common systems by which to categorise the corl]
responding test items. Whether the category sys(]
tems in use possess theoretical and empirical
foundations, or simply represent the outcome of
historical developments, could not be clarified
within the scope of the current research.

Feedback on test result

In Chapter 2.3.2, it was already mentioned that test
situations can also be viewed as teaching/learning
situations, and that they should also bring learning
gains for the driving licence applicant. To achieve
this intention, it is necessary for the candidate to
receive qualified feedback on his test performance,
and that in a form which permits simple recognition
of his further leaning needs. Alongside the mere
notification of whether the knowledge test was
passed or failed, such more advanced feedback
must also provide information relating to the indil]
vidual test items and the answers given by the
candidate. This feedback can be given in various
ways. In many countries, the candidate is prel]
sented with a test report or computer print-out con(]
taining information on the result obtained and, in
some cases, also on any knowledge deficits which
were revealed. In a few countries, the test result is
displayed exclusively on the monitor screen of the
test computer (e.g. in Estonia), or else communil]
cated verbally by the driving test examiner or test
supervisor.

The main body of Table 21 below indicates the
type of feedback which the driving licence appli™

cant receives after completing the knowledge test
- in addition to communication of the overall test
result, i.e. whether the test was passed or failed. It
can be seen from the table that the majority of the
countries considered by the present report provide
candidates with information on the correctly and
incorrectly answered test items after the test. In the
group of major West European countries, France
only offers feedback with reference to the subject
areas in which deficits have been identified, but not
on the answers to individual test items. Such ex[]
clusively topic-referenced feedback is also found in
the Netherlands in the group of neighbouring coun(]
tries around Germany, and in the Australian states
of New South Wales and Victoria in the group of
GDL countries. In the Netherlands, where a time
limit applies for individual test items, the feedback
also indicates whether the given answers were too
late or incorrect, or whether questions were simply
left unanswered. Among the neighbouring coun(]
tries around Germany, candidates in Denmark
receive no feedback beyond a statement that the
knowledge test was passed or failed. In Luxem[
bourg, the test outcome (pass or fail) is displayed
on the screen; in addition, the candidate sees how
many test items were answered correctly in which
subject areas, how many correct answers are rel!
quired in each subject area to pass the test, and
how many points out of the possible maximum
were scored. In Belgium, the candidate is able to
review any incorrectly answered questions on the
screen, and is at the same time shown the correl’
spondingly correct answers.

Pass rates

The right-hand column of Table 21 shows the
knowledge test pass rates for the countries cov(]
ered by the project. The figures indicate that, in
most countries, approximately two-thirds to threel]
quarters of the driving licence applicants pass the
knowledge test at the first attempt. Among the
major West European countries, the lowest pass
rate is found in Spain, namely 30 to 45 per cent.
The pass rates are similarly reduced in a number
of the neighbouring countries around Germany and
reform-oriented countries: 59 per cent in Belgium,
50 per cent in the Netherlands, 51 per cent in Lux[]
embourg, and 52 per cent in Norway. Overall, the
pass rate for the knowledge test is highest in the
group of GDL countries, and there in particular in
the Australian state of Victoria with 90 per cent.
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Information included in feedback on test performance
Country Group Test items answered Test items answered Subject areas Total points Pass rate
correctly incorrectly with deficits score

WEU X X X X ~ 75%
E WEU X X - - ~ 30-45%
GB WEU X X X X ~72%
| WEU
F WEU/NBR - - X - ~69%
B NBR - X - - ~59%
CH NBR X X - X ~73%
Cz NBR X X - X ~70%
DK NBR - - - - ~76%
L NBR - X X X ~51%
PL NBR - - - X ~T77%
A NBR/REF X X - X ~75%
NL NBR/REF - - X - ~ 50%
FIN REF X X - X ~ 80%
N REF - X X - ~52%
S REF - X X X ~72%
BG - X X - X ~50%
CY -
EST - X X - X ~73%
GR - X X - X ~70%
H - X X - - ~65%
HR - X X X X ~ 68%
IL -
IRL - - X - ~ 66%
IS - X X - - ~70%
LT - X X - X ~78%
LV - - X - - ~ 80%

- ~75%

P - X - - ~ 56%
RO - X X - X ~ 40-50%
RUS -
SK - - - - X ~ 80%
SLO - X X X X ~73%
TR - ~75%
AUS/NSW GDL - - X X ~ 65%
AUS/QLD GDL
AUS/VIC GDL - - X X ~90%
CDNINS GDL
CDN/ON GDL - X - - not recorded
CDN/QC GDL - - - X ~75%
Nz GDL X X - X
USA/CA GDL
USA/FL GDL
USA/NC GDL
Tab. 21: Knowledge test — Feedback on test performance and pass rates (“X” = applicable, “-” = not applicable; grey cells = no informa’]

tion available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL sys![
tem; REF = reform-oriented countries )
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If the knowledge test is not passed at the first at[
tempt, it must be taken again at a later date. In
many cases, a certain period of time must lie bel]
tween the first attempt and the repeat attempt. In
Belgium, for example, it is possible to attend a
repeat test on the next working day, whereas at
least a week must lie between two attempts in
Estonia, and at least 14 days must pass before a
failed knowledge test can be repeated in Germany.

To conclude, it can be determined that the knowl(]
edge test is found as a form of testing in all the
countries considered by the present report. The
test demands, however, differ evidently from one
country to another. These differences relate firstly
to qualitative aspects, as reflected in significant
variation in the number of test items to be anl]
swered by the candidate, and in the diversity of
assessment criteria (e.g. different proportions of
correctly answered test items to pass the test,
different weighting systems). At the same time, the
countries can also be distinguished with regard to
the specified test contents and their methodical
operationalisation. Conspicuous aspects in this
context are the different forms of visualisation used
to present the test items (text only, static images,
dynamic scenarios) and the time limits specified for
the answering of individual test items in some
countries. One consequence of limiting the avail(]
able response time is that the test assesses not
only traffic-related knowledge, but also the candill
date's speed of perception, the so-called “P factor”
defined by THURSTONE (1944). Consistent with
the fundamental differences between power and
speed tests according to LIENERT and RAATZ
(1998), this may lead to impairment of the validity
of test results achieved under time pressure. Fur(l
thermore, again due to the necessary speed com(]
ponent, successful completion of a test subject to
time limits could be more strongly dependent on
the age and motivation of the candidate than an
equivalent test realised without time limit; this
could also lower the acceptance of the test method
(BONNINGER & STURZBECHER, 2005). The
discussion of these correlations will be taken up
once more in Chapter 4.

Last but not least, significant differences exist be(’
tween the various countries with regard to the posiCl
tion of the knowledge test within the overall system
of novice driver preparation. In some countries, the
knowledge test is already taken at a very early
stage of the process of novice driver preparation,
and thus assumes the function of an “entry test’,
by which the knowledge prerequisites for participal’
tion in subsequent, correspondingly supervised
training in real traffic are verified. In other counl
tries, by contrast, there are no such binding stipu

lations on the timing of the knowledge test, i.e. it
can be taken at any time before the driving test.
One question to be addressed in the final discus(]
sion of the project findings (see Chapter 4) thus
concerns the extent to which the different position(]
ing influences fulfilment of the control function as(’
signed to the knowledge test.

3.3.3 Traffic perception test

In the majority of countries considered by the prel]
sent project, aspects of traffic perception and haz[J
ard recognition are assessed exclusively within the
framework of the knowledge test, and there by way
of the associated test methods (predominantly
multiple-choice test items, see Chapter 3.3.2).
There are nevertheless a few countries, namely
Great Britain, the Netherlands and the Australian
states of Queensland, New South Wales and Vic[]
toria, where a traffic perception test (also entitled
the “Hazard Perception Test”) is used to assess
timely traffic-related perception and the recognition
of relevant hazards as an independent form of
testing (see Chapter 2.3.2) alongside the knowl(
edge test. The method underlying this form of test(]
ing is generally to demand a correct reaction or the
correct “driving decision” in a displayed scenario;
at the same time, non-verbal response is also
measured (e.g. the reaction time before a com(]
puter input). The following sections describe in
detail the methodical design of the traffic percep(]
tion tests conducted in the five aforementioned
countries, and the manner in which such tests are
integrated into the national systems of novice
driver preparation.

Great Britain (WEU):

In Great Britain, driving licence applicants must
take a traffic perception test (“Hazard Perception
Test”) immediately following the knowledge test,
i.e. before attempting the practical driving test. This
test was already introduced in 2002 and comprises
14 one-minute video sequences in which a drive is
presented from the driver perspective. As soon as
the candidate recognises a hazardous situation,
this must be indicated by clicking with the mouse.
Thirteen of the video sequences contain exactly
one hazard cue. In one case, there is also a secl]
ond hazard cue to be identified; the candidate,
however, is not informed as to the video sequence
concerned. Test performance is assessed by way
of the candidate's speed of reaction. A maximum
of five points is awarded for each hazard to be
identified, depending on the speed of the corre’
sponding reaction. The assessment is weighted
according to how early the development of a haz(l
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ardous situation is recognised and when the can(]
didate reacts accordingly. With a total of 15 hazard
cues to be identified (in the 14 video sequences),
the maximum attainable score is 75 points; the
candidate must collect at least 44 points to pass the
traffic perception test.

Netherlands (NBR/REF):

Before taking the practical driving test and before
being allowed to commence solo driving, novice
drivers in the Netherlands must complete a com(]
puter-assisted test which comprises firstly a traffic
perception test (Part 1 “Hazard recognition”) and
immediately thereafter a knowledge test (Part 2;
see Chapter 3.3.2). To pass the first part of the
test, at least 12 of the total of 25 test items must be
answered correctly. These test items are prel]
sented in the form of photographs of traffic situal]
tions; the task for the candidate is to determine the
appropriate reaction in the given situation. To this
end, he must select one of the three reaction oplJ
tions offered:

“Apply the brakes” (i.e. slow down or even
bring the vehicle to a halt),

— “Take foot off the accelerator” (i.e. establish
a reserve of time and mental resources for
information acquisition and information
processing in the developing traffic situation,
and thus the readiness to react accordingly,
if necessary), or

— “Do nothing” (i.e. continue along the road at
constant speed).

The traffic situations are depicted from the driver
perspective (with information in the mirrors and
with turn indicators and speedometer visible. The
candidate is allowed eight seconds to enter the
chosen answer to each test item.

Australia/Queensland (GDL):

In the Australian state of Queensland, successful
completion of a traffic perception test is a prerequill
site for the graduation from a “P1 licence” to a “P2
licence”; this graduation lifts certain protective
regulations applicable to solo driving (see Chapter
3.2.9). The traffic perception test is an online test
and is intended to measure the driver's ability to
anticipate, recognise and react appropriately to
different hazardous situations in road traffic. The
hazards to be identified relate to possible collisions
with other road users (e.g. other motor vehicles,
pedestrians, cyclists) which the candidate could
avoid by either slowing down or changing course.
The test consists of a series of real-life film clips, in
which the candidate must click on the screen with
the mouse to indicate the particular feature of the
traffic situation which demands a response by the

driver. It records both whether a potential hazard is
identified and how quickly the candidate reacts to
the hazard cue.

Australia/New South Wales (GDL):

In the Australian state of New South Wales, a traf(’
fic perception test is stipulated at the earliest 12
months and at the latest 24 months after the start
of solo driving; if the test is passed, some of the
special protective regulations applicable for novice
drivers are lifted. A second traffic perception test
must be taken 24 months later (see Chapter 3.3.1)
and leads to the granting of a driving licence no
longer subject to protective regulations. The haz[]
ard perception tests are intended to assess
whether the novice driver is able to recognise pol]
tentially hazardous situations and react appropril]
ately. Three separate content-related demands are
distinguished: (1) Observance of the necessary
safe distance to other vehicles, (2) selection of
appropriate safe gaps when negotiating junctions
or changing lanes, and (3) the identification of
hazards in front of, behind and to the side of the
driver's own vehicle. The traffic and hazard situal’
tions presented in the real-life film clips are based
on the five most common types of accident involv(l
ing novice drivers.

The first traffic perception test (“Hazard Perception
Test”) comprises 15 questions with 30-second
real-life videos, in which the candidate must touch
the screen as soon as he deems it safe to perform
a certain action. Before each film sequence, an
instruction appears on the screen to briefly del]
scribe the subsequent traffic situation (e.g. “You
are travelling along a two-way road in a 60 km/h
speed zone and wish to keep driving straight
ahead”), together with specification of the subsel]
quently required behaviour (e.g. “Touch the screen
when you would slow down”). Each question in(]
volves one single action. Possible actions are
“Slow down”, “Overtake” or “Turning/crossing at a
junction”. The candidate is also able to see the
speed of his own vehicle and the activation of the
vehicle's turn indicators during the film clip. The
actual test is preceded by two practice questions to
enable the candidate to become familiar with the
test procedure. At the start of each film clip, a still
image is displayed for a few seconds. Once all 15
questions have been answered, a message apl]
pears on the screen to tell the candidate whether
the test was passed. If the test is passed, the can(]
didate also receives feedback on areas in which
existing driving competence should nevertheless
be improved; if the test is failed, the feedback
points to the areas in which further practice is necl]
essary before attempting the test again. The pass
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rate in the first traffic perception test lies at around
85 per cent.

The second traffic perception test is similarly a
touchscreen-based test in which the candidate
must indicate when it is safe to perform a specified
action (e.g. turning at a junction). Unlike the first
traffic perception test (“Hazard Perception Test”),
the film clip does not necessarily contain only one
instance of the required action; there may be sev(]
eral occasions on which the given action can be
performed. Ten film clips are presented in total,
each of which is also longer than those in the first
traffic perception test. This second traffic percepl
tion test is a component of the so-called “Driver
Qualification Test”, which begins with a traditional
knowledge test comprising 15 multiple-choice
questions (see Chapter 3.3.2). The pass rate in the
“Driver Qualification Test” is around 67 per cent.

Australia/Victoria (GDL):

In the Australian state of Victoria, novice drivers
are required to pass a traffic perception test during
the supervised learning phase, before being all]
lowed to attempt the on-road practical test. The
candidate is shown a total of 28 video sequences
of traffic situations from the driver perspective.
Before each video sequence, the required driving
action is specified (slow down, overtake, turn or
move off). The candidate is asked to decide when
this required action can be performed safely during
the given driving scenario. Each video sequence
begins with a verbal description of the coming
situation (e.g. “You are driving straight ahead”),
followed by a still opening image of the traffic situall
tion from the driver perspective, in which the curll
rent speed of the vehicle is shown on the speed(]
ometer. During the test video, the novice driver
must “perform” the specified action by clicking the
mouse as soon as a suitably safe moment arises.

To summarise, it can be concluded that the traffic
perception test is not a widespread form of testing
in the total of 44 countries analysed for the project.
Where it exists as an independent element of nov(]
ice driver preparation, it is realised alongside the
traditional knowledge test and driving test. It can
thus be seen to expand the spectrum of test meth(]
ods used in the systems concerned and represents
an additional possibility to achieve the desired
selection and control functions. With regard to the
positioning of traffic perception tests within the
process of novice driver preparation, the available
information shows that the traffic perception test is
usually only taken after a longer phase of driving
practice; in some GDL countries, it is even left until
after the commencement of solo driving.

The five examples presented here show that the
traffic perception tests implemented in the individ(l
ual countries differ significantly in terms of their
methodical design. These differences refer in par(]
ticular to the chosen instruction formats (e.g. video
sequences, virtual traffic scenarios) and the rel]
quired response (e.g. mouse click in response to
hazard cues, selection of an action decision). This
also means that different demands are placed on
the driving licence applicant. In all cases, however,
these demands go far beyond those of a traditional
knowledge test which addresses declarative (facl
tual) knowledge: Traffic perception tests assess
additionally implicit (action) knowledge relating to
the required driving behaviour in near-realistic
traffic situations, in other words the ability to iden(]
tify safety-relevant hazard cues, to interpret traffic
situations (e.g. targeted information searching
within limited time) or to clarify, weigh up and sel]
lect an appropriate action. This serves to close a
gap which otherwise exists in the testing of differ(]
ent components of driving competence. The mel]
thodical benefits of traffic perception tests as a
means to assess situation awareness, and in par(]
ticular hazard recognition and avoidance, seem
evident; this point will be discussed further in
Chapter 4.

3.3.4 Learner assessments

Generally speaking, learner assessments serve to
verify and provide feedback on the learning status
attained to date (see Chapter 2.3.2). In contrast to
the informal assessments immanent to various
forms of teaching, for example the querying of
newly acquired traffic-related knowledge during
theory classes or driving exercises with a subsel]
quent review of performance in the course of pracl]
tical driving instruction, the formal learner assessl(]
ments which are prescribed in a number of coun(]
tries are more resemblant of actual driving licence
tests and place their function as a form of testing in
the foreground. The demands to be met and the
feedback provided to the novice driver by way of
such learner assessments relate to the achievell
ment of relatively complex learning objectives. In
similar manner to other forms of testing, the sucl]
cessful completion of a formal learner assessment
may also be integrated into the system of novice
driver preparation as a prerequisite for progression
to a new stage of the learning process or for the
granting of additional driving licence rights. This
chapter is intended to introduce different methodiC
cal forms of learner assessment which display a
distinctly test-like character and are anchored in
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the system of novice driver preparation as binding
forms of testing.

In those countries in which formal driving school
training is mandatory, preparation for the subsel]
quent tests usually includes an assessment of
whether the novice driver has reached the level of
competence necessary to pass the test. In GerlJ
many, for example, the Learner Driver Training
Ordinance (§ 6 (1) FahrschAusbO) stipulates that
the driving instructor must not end theoretical
and/or practical instruction until the driving licence
applicant has completed the legally prescribed
scope of classes or practical driving sessions, and
the driving instructor is convinced that the training
objectives have been achieved. Despite this bind[!
ing requirement to perform a learner assessment,
however, no stipulations are made as to a particulJ
lar method of learner assessment or to the desired
level of learning achievement.

In some countries, it is necessary to complete an
internal “preliminary test” in the driving school, as a
form of learner assessment, before registering to
take either the knowledge test or the driving test.
This demonstration of a certain level of driving
competence thus serves as a prerequisite for adlJ
mission to the actual test. At the end of driving
school training in Estonia, for example, a knowl[]
edge test and driving test are initially taken in the
driving school itself; only then can the applicant
proceed to the official knowledge and driving tests
set by the test organisation (“Estonian Road Ad[]
ministration”). In Latvia, too, internal tests are con(]
ducted in the driving school. The number of such
tests is left to the discretion of the driving school;
as a rule, novice drivers complete three internal
tests.

In Poland, the internal preliminary tests in the drivl
ing school comprise a theoretical section and a
practical section, each of which can be taken once
the prescribed minimum number of hours of driving
school training has been completed. The internal
tests are conducted by a supervisor or driving in(J
structor nominated by the head of the driving
school. The test contents, the numbers and types
of test items, the method of assessment and the
test duration all correspond to the specifications for
the later state-organised tests. Successful complel’
tion of the theoretical section of the internal test is
a prerequisite for eligibility to attempt the practical
section. The internal practical test simulates all the
demands and conditions of the regular driving test,
except that the test simulation is not terminated
prematurely, irrespective of the number of mis(]
takes made by the novice driver. The driving in0l
structor responsible for conducting the test draws

up a report on the novice driver's test performance,
including a list of the mistakes made. This test
report is identical to the report used to document
the later driving test. The report is handed over to
the novice driver at the end of the internal assess(]
ment and the recorded mistakes are discussed
accordingly. If the internal driving test is deemed to
have been failed, an agreement is sought between
the driving instructor and the novice driver on addil]
tional instruction to overcome the remaining com(]
petence deficits.

The mandatory theory classes in Slovenia also end
with a mandatory internal theory test in the driving
school. As in the later regular knowledge test, at
least 90 per cent of the test items must be an(]
swered correctly to pass this test. A mandatory
internal driving test must also be completed at the
end of practical driving instruction. The novice
driver is only permitted to take the actual driving
test if this internal test is passed; if the test is not
passed, further driving lessons must be taken.

In Hungary, novice drivers must complete at least
29 units of practical driving instruction in a driving
school in order to be eligible to take the driving
test. The first nine units of this mandatory training
with a professional driving instructor are completed
on a practice ground, where the novice driver
learns to perform basic driving manoeuvres. Bel]
fore moving on to driving in real traffic, a learner
assessment must be “passed” in respect of these
basic driving manoeuvres.

In the Netherlands, driving licence applicants are
able to take a “practice test”, the so-called “Learner
Interim Test” (“Tussentijdse toets”), which is con[]
ducted on the basis of the same test demands as
the later regular driving test. According to the rell
commendations of the Dutch test organisation
CBR (“Centraal Bureau Rijvaardigheidsbewijzen”),
this learner assessment should be planned after
the novice driver has completed approximately
two-thirds of his practical driving instruction. It is
intended to help both the driving instructor and the
novice driver himself to identify the areas in which
further learning and practice are necessary. One
special feature of the Dutch system is the organ(]
isational correspondence between the practice test
and the later driving test: The practice test is not
conducted by the driving instructor, but by an ex[]
aminer from the test organisation CBR, and is fur(]
thermore subject to the same test standards (test
content, test duration, observation categories, asl]
sessment and decision criteria) as the regular driv(]
ing test. Participation is thus for the novice driver
an opportunity to become acquainted with the test
demands and situation, and in this way to reduce
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possible test anxieties. The novice driver can also
ask for the same examiner to be appointed for the
final driving test. A further incentive for participall
tion is the provision for demonstration of the basic
driving manoeuvres to be waived during the regull
lar driving test if they are performed successfully in
the context of a practice test. Participation in the
practice test is voluntary, and the timing of particiJ
pation is agreed individually between the driving
instructor and the novice driver; it is a prerequisite,
however, that the knowledge test has already been
passed. Around 40 per cent of the driving licence
applicants in the Netherlands attend such a pracll
tice test before taking the regular driving test.

In Iceland, a learner assessment is prescribed for
all novice drivers, but is not conducted until the
novice driver has already completed a certain
amount of solo driving after passing the knowledge
test and driving test. Every novice driver who is in
possession of a probationary driving licence must
attend an “evaluation lesson” with a correspond(]
ingly qualified driving instructor in order to obtain a
driving licence which is no longer subject to protecl]
tive regulations. The objective is to determine
whether the novice driver's self-assessment with
regard to safe driving behaviour coincides with his
actual driving competence. To this end, an ap(]
proximately 30-minute drive is conducted in real
traffic, followed by an evaluation meeting between
the novice driver and driving instructor. In the
course of this meeting, the self-assessment given
by the novice driver before the evaluation drive is
compared with the driving instructor's subsequent
observations, so as to give the novice driver a
realistic and balanced impression of his true driv(]
ing competence. The evaluation lesson cannot be
attended until at least 12 months after the com]
mencement of solo driving, and is furthermore
dependent on the novice driver not having commit(]
ted traffic offences of any kind during the previous
12 months.

The binding training curriculum in Norway requires
novice drivers to participate in two learner as(]
sessments in the form of “evaluation and guidance
lessons” with a driving instructor. Each of these
assessments comprises a 45-minute drive in real
traffic and a subsequent discussion. They serve
both the driving instructor and the novice driver as
conclusive means to assess achievement of the
learning objectives anchored in stages 2 and 3 of
the curriculum (see Chapter 3.2.5). The aim of the
discussions is to promote self-reflection on the part
of the novice driver and to develop his ability to
recognise individual strengths and weaknesses
with regard to driving competence. The driving
instructor and novice driver use the learner as(]

sessment at the end of stage 2 of the training curlJ
riculum to decide together whether the novice
driver possesses the skills necessary to handle a
vehicle in a low-traffic environment. Such fundall
mental driving skills are considered a prerequisite
for the proper learning of cooperation with other
road users in more complex traffic situations in
stage 3. The learner assessment prescribed at the
end of stage 3 determines whether the novice
driver is already in a position to drive a motor vehil]
cle safely and independently in different traffic
situations. Here again, a 45-minute drive in real
traffic is followed by a consultation to evaluate
driving performance. The aforementioned learner
assessments are binding elements of the training
curriculum and must be attended by all novice
drivers, irrespective of whether they are learning
exclusively with a professional driving instructor,
or else choose to acquire additional practical driv(]
ing experience under the supervision of a lay
trainer.

Similar learner assessments, likewise comprising a
drive in real traffic with a driving instructor and a
subsequent evaluation meeting, are also to be
found in Austria and France in connection with
option of accompanied driving (see Chapter 3.2.7),
but are there only aimed at those novice drivers
who have chosen the corresponding training model
(see Chapter 3.2.1).

To summarise, it can be determined that formal
learner assessments with a certain test-like char(]
acter and a clear control function within the system
of novice driver preparation are not (yet) particul’
larly widespread at international level. They are
found exclusively in countries in which formal driv(]
ing school training is either prescribed or usual.
Learner assessments occur essentially in one of
two methodical forms: As “practice tests” or simulalJ
tions of the regular driving licence tests, or as
“evaluation driving lessons”.

“Practice tests” are usually positioned at the end of
a particular phase of driving school training and
serve as preparation for the regular driving licence
tests. In individual countries, they are even legally
stipulated prerequisites for admission to the regul]
lar tests. Practice tests are generally conducted by
driving instructors; in certain cases (e.g. in the
Netherlands), however, they are also conducted by
driving test examiners from the test organisation.

“Evaluation driving lessons”, by contrast, are not
simulations of a regular form of testing, but rather a
supplementary, independent form of testing in the
overall system of novice driver preparation, along(]
side the traditional knowledge test and driving test.
They are organised after a phase of basic practical
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driving instruction and — within the framework of
accompanied driving or solo driving under protec(]
tive regulations — are an additional possibility to
steer and promote advanced driving competence
acquisition. This effect can be strengthened if the
evaluation lessons are legally prescribed and furlJ
thermore associated with the granting of extended
driving licence rights to novice drivers.

3.3.5 Driving test

The intention of the “Driving test” (see Chapter
2.3.2) is to require the driving licence applicant to
demonstrate a certain level of driving competence
by operating and handling a vehicle in real traffic;
as a form of testing, it is thus realised in the sense
of a “work sample”. The test demands are specill
fied by way of demand standards and may pos']
sess a more or less binding and structured characl
ter in a particular case. As a rule, such standards
refer to classes of traffic situations (e.g. partially
standardised driving tasks and basic driving mal]
noeuvres) and/or to desired driving behaviour pat(]
terns (e.g. with regard to vehicle operation, traffic
observation, speed regulation, vehicle positioning,
communication and environmentally aware driv(]
ing). The mastering of driving tasks and fulfilment
of the driving behaviour demands are assessed
and evaluated by a professional driving test exam(]
iner by way of systematic behaviour observation
on the basis of defined observation and assess!]
ment criteria — assuming implementation of a test
procedure founded on test psychology principles.
The decision on whether the test has been passed
is reached by the driving test examiner within the
framework of a more or less criterion-referenced
assessment process and by applying a test strat(]
egy which is more or less adaptive with regard to
the situation-specific test conditions and the correl]
sponding behaviour displayed by the candidate
(STURZBECHER, BONNINIGER & RUDEL,
2010).

The aforementioned methodical demands can be
met in various ways. The following sections, there(’
fore, analyse the driving tests realised in the indil]
vidual countries and groups of countries, in order
to show

— under which framework conditions (test
participants, test duration, test locations,
etc.) the driving test takes place,

— how the driving test is designed with rer
gard to its test contents,

— which methodical standards exist to define

the processes by which the driving test ex[]
aminer observes, assesses and reaches a

decision on the test performance displayed
by the candidate,

— which feedback candidates receive on their
test performance,

— how high is the pass rate for the driving
test, and last but not least

— where the driving test is positioned in the
overall process of driving competence acl]
quisition and in the national systems of
novice driver preparation.

The later aspect - the time at which the driving test
is taken during the process of learning to drive -
plays a particularly significant role in determining
how and how effectively the driving test is able to
fulfil its control function within the framework of
novice driver preparation: It is only able to promote
the acquisition of expertise if it is preceded by a
substantial period of driving experience.

Framework conditions for test realisation

The essential task for the driving examiner is to
reach a test decision through competent assess(]
ment of the behaviour displayed by the novice
driver. The framework conditions for the correl]
spondingly necessary behaviour observations dif(]
fer between the individual countries with regard to
both the situation in the test vehicle and the envilJ
ronment in which the test is conducted. These
conditions can be aptly described by considering
the persons present in the test vehicle, the seat
taken in the vehicle by the driving test examiner,
the test duration and the locations at which the
driving test is realised.

Test participants:

The first section of Table 22 shows that, in addition
to the candidate and the driving test examiner, the
driving instructor may also be present in the test
vehicle during the driving test. Among the major
West European countries, it is mandatory for the
driving instructor to be present in Germany, France
and Spain; in Great Britain, on the other hand, the
presence of a driving instructor is optional. In the
neighbouring countries around Germany, the driv(]
ing instructor must be present during the driving
test in Belgium, the Czech Republic, Luxembourg
and Austria, whereas this is for the most part op[J
tional in the reform-oriented countries. None of the
aforementioned groups of countries actually forbid
the presence of a driving instructor, but this is relal]
tively often the case in the group of GDL countries.
Viewed overall, it can be said that the driving in0]
structor participates in the driving test — whether
optionally or as a mandatory requirement — in the
overwhelming majority of countries, while only a
few countries forbid such participation.
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Driving instructor present? Examiner position Test duration Test locations
> _ = = — O~
Country Group é_g g g %3 § I é 'g é g 8 ﬁ 4 é g
sE | § | 5 | &% | 5 | 82| sE | 5% | &% |&8
= a o = == i
WEU - X - - X 45 25 - X -

E WEU - X - - X 25 20 - X -
GB WEU - - X X - 50 38-40 X - -
[ WEU 30 25

WEU/NBR - X - X - 35 25 - X -
B NBR - X - - X 40 25 X - -
CH NBR - X X - 60 50 X - X
cz NBR - X - - X 30 30 - X X
DK NBR - - X X - 45 25 - X -
L NBR - X - - X 40 30 - X X
PL NBR - - X X - 40 - X X
A NBR/REF - X - - X 40 25 - X X
NL NBR/REF - - X X - 55 35 - X -
FIN REF - - X X - 45 30 - X -
N REF - - X X - 65-75 60 X - -
S REF - - X X - 45 25 - X -
BG - - X - X - 25 -
cY - 35
EST - - - X X (X)' 60 45 - X -
GR - - X - - X 35 25 - X -
H - - X - - X 70 40 X - X
HR - - X - - X 45 30 - X X
IL - - - X X - 30 - X
IRL - X - X 50 30 X - -
IS - X - - X - 45 35 X -
LT - X - - X - - 25 X X
LV - X - - X - 45 25 - X X
M - - - X X - 40 25 -
P - X - X - 30 20 X -
RO - X - - X - 25 25 X - -
RUS - X - X 40 20 X - X
SK - - X - - X 20 - - X -
SLO - - X - - X 50 - - X -
TR - - X
AUS/NSW GDL X - - X - 45 - X -
AUS/QLD GDL 35
AUS/VIC GDL - - X - X 50 30 X - -
CDN/NS GDL X
CDN/ON GDL X - - X - - 20 | 302 X - -
CDN/QC GDL X - - X - 45 - X - -
NZ GDL - - X X - - 30 | 45° X x* -
USA/CA GDL X - - 20
USA/FL GDL
USA/NC GDL
Tab. 22: Driving test — Test participants, test duration and test locations (“X” = applicable, “-” = not applicable; grey cells = no infor

Additional remarks:
! Only if a driving instructor is present; > Novice drivers take two driving tests (see Chapter 3.3.1): A duration of 20 minutes is
prescribed for the “G1 Road Test”, and 30 minutes for the “G2 Road Test". ® Novice drivers take two driving tests (see Chap(J
ter 3.3.1): The test drive lasts 30 minutes in the “Restricted Licence Test” and 45 minutes in the “Full Licence Test’. * The

“Restricted Licence Test” is conducted on standard routes, the “Full Licence Test” on flexible routes.

mation available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL
system; REF = reform-oriented countries )
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Where a driving instructor is present during the
driving test, there are various possibilities for the
seating of the driving test examiner in the test vell
hicle: If the driving instructor sits in the front pas(]
senger seat, then he is able to intervene in the
operation of the vehicle — as in the previous train(J
ing situation — if this is necessary to avoid endan(J
gering the vehicle occupants or other road users.
The driving test examiner is then relieved of this
task and can focus his attention more strongly on
communication of the required actions to the test
candidate, and on observation, assessment and
documentation of the candidate's driving behav(]
iour. It is equally possible for the driving test exam(]
iner to take the front passenger seat during the
driving test — irrespective of the possible presence
of a driving instructor — and thus himself acquire
responsibility for the safety of the vehicle in road
traffic. This, however, naturally limits his resources
for planning and structuring of the test demands
and for the continuous assessment and documen(]
tation of the candidate's test performance. The
different examiner positions in the test vehicle are
shown in the second section of Table 22.

As can be seen from the table for the major West
European countries, the driving test examiner sits
in the rear seat of the vehicle in Germany and
Spain, but in the front passenger seat in France
and Great Britain. Among the neighbouring coun(]
tries around Germany, the driving test examiners
in Switzerland, Denmark and Poland similarly ocl]
cupy the front passenger seat, while the driving
instructor, whose presence is optional, takes a rear
seat. In Belgium, the Czech Republic, Luxembourg
and Austria, the driving test examiner observes the
test drive from the rear seat, as the driving instrucl]
tor sits in the front passenger seat. In the remain(]
ing reform-oriented countries, by contrast, the driv(]
ing test examiner always occupies the front pas(]
senger seat, and the driving instructor sits in the
rear of the test vehicle, insofar as he participates in
the driving test. In the group of GDL countries, the
driving test examiners in the Canadian provinces
of Ontario and Québec and in the Australian state
of New South Wales take the front passenger seat;
the presence of a driving instructor is here not
permitted. In the Australian state of Victoria, on the
other hand, the driving test examiner always sits in
the rear of the vehicle, while the driving instructor
is only permitted to be present in the front passen(]
ger seat if the test vehicle is a training vehicle with
dual controls.

Overall, Table 22 reveals that, in those countries in
which the presence of a driving instructor is man(]
datory, the driving test examiner usually sits in the
rear seat. In Estonia, where the participation of a

driving instructor is optional, the examiner only
takes the front passenger seat if no driving instrucl]
tor is in the vehicle; if a driving instructor is prel]
sent, he takes the rear seat. In Hungary, the pres(]
ence of a driving instructor is a mandatory rel]
quirement; here, the driving instructor sits in the
front passenger seat and gives the candidate in(l
structions on the route to be followed. The plan(]
ning of the test route, however, remains the rel]
sponsibility of the driving test examiner and is dis[J
cussed with the driving instructor before the test
starts.

In addition to the aforementioned test participants
(driving instructor, driving test examiner and candil]
date), further persons may also be present in the
test vehicle. In Germany, for example, the regulall
tions allow a second candidate to be present in the
vehicle to enable two test drives to be conducted in
immediate succession. Such combinations of two
driving tests, however, are subject to the consent
of all those involved. Further persons may also be
permitted to participate in the driving test within the
framework of quality assurance measures (see
Chapter 3.4.5), for example to evaluate the man(]
ner of test realisation and the behaviour of the
examiner during the test. Accordingly, in practically
all the analysed countries, the driving test is con(]
ducted regularly by a single driving test examiner,
and a second examiner is only present, if at all, for
purposes of quality assurance. In Greece, on the
other hand, there are always two driving test ex[]
aminer present during the test drive.

Test duration:

A driving test comprises a number of different elel’
ments. In this respect, it is generally possible to
distinguish between “technical preparation of the
vehicle”, “basic driving manoeuvres” and a “test
drive” (see “Test contents” below). In addition,
feedback on the test result and — in some countries
(e.g. Great Britain, France and Malta) — verification
of the candidate's adequate vision may also reprel]
sent important components of the driving test. Cor(J
respondingly, significant differences in the overall
duration of the driving test must be expected. For
comparisons of the test demands, the duration of
the test drive in real traffic is thus a more meaning™
ful indicator than the overall test duration. Therel
fore, Table 22 contains not only the time specified
for the whole driving test, but also the stipulated
minimum duration for the actual test drive in real
traffic.

It can be derived from Table 22 that the driving test
lasts 45 minutes or less in the majority of the coun(’
tries considered by the project. Driving tests with
an overall duration of one hour or more are found
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in Switzerland in the group of neighbouring coun(]
tries around Germany and in Norway in the group
of reform-oriented countries, as well as in Estonia
and Hungary among the countries which are not
assigned to a particular special group. As already
mentioned, the total duration indicated in the table
usually includes time allocated to further test com(J
ponents alongside a test drive in real traffic. In
Finland, for example, the total duration of 45 minQ
utes for the driving test (see Table 22) consists of
a five-minute conversation at the start of the test,
30 minutes of actual driving, and finally 10 minutes
in which the driving test examiner provides feed(]
back to the candidate. In the Netherlands, the
quoted total duration for the driving test includes
around 15 minutes for an explanation of the test
procedure as introduction and for concluding
feedback on the result of the test.

As is furthermore to be seen from Table 22, the
prescribed minimum duration for the “test drive”
element is more than 25 minutes in almost all
countries. In the major West European countries,
the test drive is relatively long in Great Britain at
around 40 minutes, but does not exceed 25 min(]
utes in the other countries of this group; in Spain, it
is even as short as 20 minutes. Particularly long
test drives are found in Norway in the group of
reform-oriented countries (60 minutes) and in
Switzerland (around 50 minutes) and Poland (40
minutes) in the group of neighbouring countries
around Germany. Among the GDL countries, the
test drive lasts at least 30 minutes in the Australian
state of Victoria, of which 10 minutes are con(]
ducted on quiet roads and a further 20 minutes in
higher-density traffic. In Queensland, a duration of
around 35 minutes is prescribed for the test drive.
In New South Wales, by contrast, there are no
special regulations to specify a minimum duration,
but the driving test generally lasts up to 45 min(]
utes. In the Canadian province of Ontario, where
two driving tests are taken (see Chapter 3.3.1), a
duration of 20 minutes is prescribed for the “G1
Road Test”, and a duration of 30 minutes for the
“G2 Road Test”. Novice drivers in New Zealand
are also required to pass two driving tests: The test
drive in the “Restricted Licence Test” lasts 30 min(J
utes, and that in the “Full Licence Test” 45 min(]
utes.

Test locations:

The fulfilment of particular test demands during the
course of a driving test is dependent on the extent
to which corresponding road infrastructures for the
realisation of certain driving tasks are to be found
at the locations at which the driving test takes

place. The EU Directive on Driving Licences®' for(
mulates criteria for test locations in respect of the
European countries. The gist of these stipulations
is as follows: The sections of the test serving to
assess special manoeuvres (i.e. the basic driving
manoeuvres) may be conducted on a special test[]
ing ground. The sections of the test serving to as(J
sess driving behaviour in road traffic should be
conducted, where practicable, on roads outside
built-up areas, on high-speed roads and on motor(]
ways (or similar roads), as well as on all types of
roads inside built-up areas (residential areas,
zones with 30 km/h and 50 km/h speed limits, ur(]
ban expressways). It should be feasible for the full
diversity of traffic situations and traffic problems
encountered in the course of daily driving to occur
also during the test drive. It is similarly desirable
for the test to take place in traffic of different densill
ties. The time spent driving on the road should be
used in the best way possible to assess the driving
competence of the candidate in all the different
traffic environments likely to be encountered, placl]
ing special emphasis on the transitions between
such environments.

To ensure the required framework conditions for
realisation of the driving test, some countries have
elaborated standardised test routes, along which it
is reasonable to expect the test candidate to be
confronted with the desired demands in real traffic.
In other countries, the driving test examiner is able
to choose a test route flexibly, as he sees fit to test
the driving competence of an individual candidate.
With regard to the testing of basic driving manoeul]
vres, such as parking or turning the vehicle to face
the other way (see “Test contents” below), sepal]
rate practice grounds are used in a number of
countries. On the one hand, this permits the rel]
quired driving manoeuvres to be performed under
protective conditions with a minimum of other traff’
fic; at the same time, it is possible to realise a unill
form demand situation for all candidates, for ex[]
ample by placing cones to represent the gap to be
used for the parking exercise. In those countries in
which the basic driving manoeuvres are assessed
exclusively in real traffic, it is still usual to conduct
this element of the test in a low-traffic environment.

The last columns of Table 22 show whether pracll
tice grounds are used for the driving test, and in
which countries the test drive is realised on the
basis of standard or flexible routes. In the major
West European countries, the driving test is real™
ised exclusively in real traffic, i.e. practice grounds
are never used for the test. In the neighbouring
countries around Germany, by contrast, it is relal]
tively common to complete the basic driving mall
noeuvres on a practice ground, whereas this pos(]

°1 DIRECTIVE 2006/126/EC OF THE EUROPEAN PARLIA™
MENT AND OF THE COUNCIL of 20th December 2006
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sibility is only seldom used in both the reform(]
oriented countries and the GDL countries.

In connection with the use of standard routes, it is
to be seen that, among the major West European
countries, only Great Britain conducts driving tests
on standard routes. In the neighbouring countries
around Germany, this is only true for the driving
test in Switzerland — leaving aside the special case
in Belgium (see below); in the reform-oriented
countries, it only applies in Norway. In both of
these groups of countries, the test drive is thus
usually conducted on flexible routes in real traffic.
By contrast, standard routes are used relatively
frequently in the GDL countries.

The aforementioned EU criteria for test locations
represent minimum standards which are intended
to guarantee comparable test demands across all
European countries. Even so, these criteria are
implemented in very different manners from one
country to another. In Germany, for example, “Del]
mands on the test location and its surroundings”
are described in Annex 11 to the Examination
Guidelines (Prufungsrichtlinie, PrufRiLi). These
guidelines specify targets for how often the road
and traffic conditions required for the testing of
particular driving tasks should occur during five
successive driving tests. The specifications are
based essentially on surveys conducted at the
beginning of the 1980s to typify the traffic condil]
tions at all 682 test locations listed at that time for
the Federal Republic of Germany, and on a written
questionnaire distributed to 234 traffic experts to
obtain opinions on desirable test conditions; to
ensure practicability, the frequency parameters
determined in this way were subsequently reduced
after field tests at a sample of 35 test locations
(HAMPEL & KUPPERS, 1982). The applicable
frequency targets are not understood to mean that
the driving test examiner must guarantee attain(]
ment by maintaining an overview of the driving
tasks actually performed by candidates in each
series of five tests (STURZBECHER et al., 2010);
they serve rather as orientation for sporadic inves!|
tigations of the current suitability of individual test
locations.

In Denmark, the driving test is conducted on flexil]
ble routes. When planning a test route, however,
the driving test examiner is required to ensure that
all the relevant contents of the curriculum can be
assessed. It is expected that the route comprises
sections within and outside built-up areas, includ(]
ing both rural roads and motorways. In Belgium,
the test route is not prescribed as such, but must
always include three previously specified locations.
These locations are determined in a ballot process
before the test and may be combined with each

other in a certain manner; the candidate draws one
such combination at random before commencing
the driving test.

In Austria, the basic driving manoeuvres are tested
on a practice ground. The test locations for the
subsequent test drive in real traffic are intended to
include driving in a total of four different traffic envill
ronments: Traffic-calmed zones (at approx. 30
km/h), general built-up areas (at 50 km/h), roads
outside built-up areas (at over 50 km/h, reference
speed 80 km/h), and motorways or similar high(]
speed roads (at minimum 80 km/h, reference
speed 100 km/h). As it is not feasible to incorpol]
rate all four environments into a driving time of 25
minutes at most test locations, it is stipulated that
the route of the test drive must pass through at
least three of the four designated traffic environ(
ments.

In Norway, where the driving test is conducted on
standard routes, the route for each test is intended
to cover a variety of roads of different widths and
with different speed limits, surfaces and gradients,
including also motorways. Furthermore, it should
require the candidate to drive straight on and to
turn right and left at junctions and crossroads
(where the traffic is controlled by light signals or
else a roundabout is installed). There should also
be opportunities to turn the vehicle to face in the
opposite direction, to change lanes, to overtake
and to be overtaken by other vehicles. Between 50
and 80 per cent of the driving time should be spent
outside built-up areas (on roads with a speed limit
of more than 50 km/h). The standard routes in
Norway are assigned to individual driving test cen(]
tres. Each test centre has a pool of at least six
standard routes at its disposal, at least one of
which must be replaced by a new route each year.
A graphics program is used to produce a series of
route drawings; these drawings also contain notes
to specify the points along the route at which the
driving test examiner is required to give a particular
instruction. One of the available standard routes is
selected at random by computer immediately prior
to the test.

Test contents

The contents of the driving test can be divided into
three sections: “Technical preparation of the vehil
cle”, “Basic driving manoeuvres” and “Test drive”.
Such divisions are found in practically all the coun(]
tries covered in the present report. In the following,
therefore, the three content sections are to be
viewed more closely with regard to their implemen(]
tation in the individual countries and groups of
countries.
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Basic driving manoeuvres:

The demonstration of certain basic driving mall
noeuvres (e.g. parking or turning the vehicle) is
usually an independent element of the test, with
the candidate's performance being assessed either
separately on a practice ground or in the course of
the test drive. In the EU Directive on Driving LiCJ
cences, these test requirements are termed “spel]
cial manoeuvres™?; there, a selection of driving
manoeuvres is stipulated for testing in the Eurol]
pean countries (at least two manoeuvres from the
following four, including one requiring use of the
reverse gear):

— Reversing in a straight line or reversing right
or left around a corner while keeping within
the correct traffic lane;

— Turning the vehicle to face the opposite way,
using forward and reverse gears;

— Parking the vehicle and leaving a parking
space (parallel, oblique or right-angle, for(]
wards or in reverse, on the flat, uphill or
downhill);

— Braking accurately to a stop; performing an
emergency stop, however, is optional.

Despite these stipulations, which are intended to
promote standardisation of the relevant test del]
mands in Europe, significant differences still exist
between the European countries in respect of the
basic driving manoeuvres specified for the driving
test; the same applies for comparisons with and
between the overseas countries. Against this
background, the left-hand columns of Table 23
indicate firstly the basic driving manoeuvres which
are available for use within the framework of the
driving test in each of the individual countries covl]
ered by the project.

As can be seen from Table 23, “Parking” and
“Turning the vehicle to face the other way” are
tested in practically all countries. “Braking accull
rately to a stop” and “Emergency braking” are also
stipulated test demands in the majority of the major
West European countries and the neighbouring
countries around Germany, with Belgium, Spain
and the Netherlands as the sole exceptions;
among the reform-oriented countries, on the other
hand, “Emergency braking” is only tested in Swel]
den. In den GDL countries, “Braking accurately to
a stop” is nowhere an element of the driving test,
but “Emergency braking” is tested at least in the
US states of Florida and North Carolina. “Driving
off uphill” is not usually among the basic driving

%2 The present report nevertheless uses the term “basic driving
manoeuvres” throughout, as the terminology most current in
Germany.

manoeuvres required in the major West European
countries, whereas it is a typical test demand in the
other groups of countries and in the majority of
individual countries overall.

In the following, it is to be explained for selected
countries from the different country groups, under
which basic conditions the basic driving manoeu(]
vres listed in Table 23 are tested in each case.

In Germany (WEU), the basic driving manoeuvres
are tested in real traffic, albeit on roads with a low
traffic density. One of the two basic driving mall
noeuvres (1) Reversing around a corner to the
right making use of a junction, crossroads or en(]
trance, and (2) Reversing into a parking space
(parallel to the traffic) is part of every driving test.
In addition, the candidate must demonstrate one of
the other three possible basic driving manoeuvres
(3) Parking in a space (obliquely or at right angles
to the traffic), (4) Turning the vehicle to face the
opposite way, and (5) Braking with the maximum
possible deceleration.

In Great Britain (WEU), the driving test examiner
selects two of the three possible basic driving mal]
noeuvres: (1) Turning in the road (“three-point
turn”), (2) Reversing around a corner to the left or
right, or (3) Reverse parking, either into a parking
bay or parallel parking at the side of the road. The
latter basic driving manoeuvre can be performed
either at the beginning or at the end of the driving
test; in both cases, the candidate can himself
choose a suitable parking space. In addition, he
may be asked to demonstrate an emergency stop,
an angle start from behind a parked vehicle and
normal stopping of the vehicle.

In Belgium (NBR), every driving test includes two
basic driving manoeuvres in real traffic, namely (1)
Turning the vehicle in a narrow road, and (2) Park(]
ing behind another vehicle. As far as turning the
vehicle in a narrow road is concerned, the novice
driver is able to influence the test situation, in the
sense that he himself chooses a suitable location
for the manoeuvre after being asked to do so by
the driving test examiner.

In Switzerland (NBR), the basic driving manoeul’
vres are performed on a separate practice ground.
The type and number of basic driving manoeuvres
to be tested corresponds to the stipulations of the
EU Directive on Driving Licences (see above).
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Basic driving manoeuvres Test drive methods
5 > — 0 o < 2
I co >c < 83w Sl =5 25 T2 =3
S| B®s | &3 | sge | g5 | 57 | Efs | g5 | oF
5] =D b o
WEU X X - X - X - -
E WEU X X X - - X
GB WEU X X X - X - X - -
| WEU
WEU/NBR X X X X - - X X X
NBR X X - - - - X R R
CH NBR X X X X X X
cz NBR X X X X - - X R R
DK NBR X X X X X X X - -
L NBR X X X X X X X X -
PL NBR X X - X X X X
A NBR/REF X X X - X X X X X
NL NBR/REF X X - X X X X
FIN REF X X - - - X X X
N REF X X X - - X X -
S REF X X X - X X X X X
BG - X X
cy - X X X - X -
EST - X X X - - X X X -
GR - X X X - X X X -
H - X X X X X X X -
HR - X X X - X X X X
IL -
IRL - X X X X - X
IS - X - - X X X - i
LT - X X X X - X X - -
LV - X X - X - X X . _
- X X X - X -
P - X X - - - X
RO - X X X X X X X - -
RUS - X X X -
SK - X X - X - X X X -
SLO - X X X X X X X X -
TR - X X - - -
AUS/NSW GDL X X - - - X X - -
AUS/QLD GDL X X X - - X X - -
AUS/VIC GDL X X - - . - X , _
CDNINS GDL X X X
CDN/ON GDL X X - - - X X - -
CDN/QC GDL X X -
NZ GDL X X X - - X X X'
USA/CA GDL
USA/FL GDL X X - X X
USA/NC GDL X X X - X -
Tab. 23: Basic driving manoeuvres and methods applied in the test drive (“X” = applicable, “-” = not applicable; grey cells = no informal’

tion available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL sys(|
tem; REF = reform-oriented countries )

Additional remarks:

! “Commentary driving” represents a test demand in the “Full Licence Test” (see Chapter 3.3.1).
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In Austria (NBR/REF), too, a practice ground is
used to test basic driving manoeuvres. The novice
driver must complete a set course, which permits
assessment not only of the aforementioned basic
driving manoeuvres (see Table 23), but also of
“Driving in a slalom” and “Reverse parking into a
garage”. “Driving off uphill’, on the other hand, is
merely a possible element of the test drive. The
driving test examiner does not sit in the vehicle
during testing of the basic driving manoeuvres.
Despite the fact that the basic driving manoeuvres
are tested on a practice ground, the candidate
must still perform each manoeuvre as if he is on a
public road, i.e. he must look in the appropriate
directions to check for other road users and must
use the vehicle turn indicators as required. The
candidate is permitted three attempts for each
basic driving manoeuvre.

In the Netherlands (NBR/REF), possible basic
driving manoeuvres are (1) Turning the vehicle to
face the other way, (2) Parking, and (3) Braking to
a stop. The driving test examiner chooses two of
these three basic driving manoeuvres. With regard
to turning the vehicle to face the other way, for
example, the driving test examiner at some point
asks the candidate to continue his drive in the op(]
posite direction, whereafter the latter can himself
decide when to perform the required manoeuvre.
This approach of autonomous performance (“indel’]
pendent driving”) is also applied for the other two
basic driving manoeuvres. In addition, driving off
uphill may also be tested.

In Finland (REF), the driving test examiner selects
at least two of the following four basic driving mar]
noeuvres, one of which must involve use of the
reverse gear: (1) Driving off uphill with or without
use of the parking brake, (2) Reversing in a
straight line, (3) Parallel parking on the level, uphill
or downhill, and (4) Turning the vehicle to face the
opposite way, using forward and reverse gears.

Even though the term “basic driving manoeuvres”
is not used explicitly in the Australian state of ViclJ
toria (GDL), where all situative test demands are
instead grouped under the term “driving tasks”
(see “Test drive” below), the basic driving mall
noeuvres assessed in the European countries are
nevertheless to be found in similar form. This simi(]
larity refers firstly to the concrete test contents
(e.g. “Reverse parking” or “Three-point turn”), and
secondly to the fact that these manoeuvres are
likewise tested in a low-traffic environment subject
to reduced risk.

In Ontario (GDL), the first driving test in a low(]
traffic environment (“G1 Road Test’) includes
demonstration of the following manoeuvres, each

on two occasions: Three-point turn, parallel park(’
ing, and stopping, parking and driving off uphill or
downhill. In the second driving test (“G2 Road
Test”), the aforementioned basic driving manoeu(]
vres must only be performed once, but that on
roads with denser traffic. In this context, the driving
test examiner observes especially how the mar
noeuvre is coordinated with the prevailing traffic, in
other words how the candidate drives off, performs
the basic driving manoeuvre and then continues
his drive. A particular focus is placed on the candil]
date's observation behaviour.

Test drive:

During the test drive, driving licence applicants
must show that they are capable of operating a
vehicle safely under different traffic conditions. To
this end, the EU Directive on Driving Licences
stipulates that the candidate must be able to per
form the following actions “in normal traffic situall
tions, in complete safety and taking all necessary
precautions”:

— Driving away after parking, after a stop in
traffic or exiting a driveway

— Driving on straight roads and passing on(]
coming vehicles, also in confined spaces

— Driving round bends

— Approaching and crossing intersections and
junctions

— Changing direction: Left and right turns,
changing lanes

— Entering/exiting motorways or similar roads
(where available): Joining from the acceleral]
tion lane, leaving on the deceleration lane

— Overtaking/passing: Overtaking other traffic
(if possible), driving alongside obstacles,
e.g. parked cars, being overtaken by other
traffic (if appropriate)

— Special road features (if available): Round(]
abouts, railway level crossings, tram/bus
stops, pedestrian crossings, driving up(]
hill/downhill on long slopes

— Taking the necessary precautions when
alighting from the vehicle.

The driving test examiner structures a concrete
driving test on the basis of his knowledge of the
local road and traffic conditions, taking into acl]
count a stipulated catalogue of driving tasks,
where appropriate, and in this way plans the del]
mand and observation situations in which he ex[]
pects to be able to assess the candidate's driving
behaviour and reach a final test decision. Instrucl]
tions relating to the required driving tasks are then
given to the candidate during the test drive in real
traffic. The form in which these instructions are
given may already place different demands on the



116

test candidate: Traditionally, the driving tasks are
communicated one by one as individual verbal
instructions, which results in a certain disjointed(]
ness and may place action pressures on the canl]
didate. Where the test method of “independent
driving” is applied, by contrast, the driving instruclJ
tions are formulated not as a sequence of short
disjointed steps, but rather as a general destination
to which the candidate must drive by his own route
— possibly even with the aid of a navigation sys[]
tem. In this way, the driving test becomes more
realistic and gains in validity; after all, no-one dicl]
tates the steps of a particular route to the driver
when he is later driving independently in daily road
traffic, there will often be several route options
available, and any navigation errors can be corl]
rected without stress. Furthermore, the use of
navigation systems is in the meantime common(]
place in modern road traffic. One methodical dislJ
advantage, however, is that the specifically neces(]
sary driving tasks are placed increasingly at the
discretion of the candidate, for which reason “indel’
pendent driving” cannot remain the sole test
method in the context of a driving test: The driving
test examiner must retain the opportunity, within
the framework of his chosen test strategy, to del]
mand that certain concrete driving tasks be per(]
formed.

In a few countries, the driving test includes also
oral test components, i.e. the driving test examiner
is not forced to base his test assessment exclul]
sively on observations, but can instead seek to
obtain a more precise impression of the candill
date's driving competence by way of questions and
verbal exchanges. In Table 23 (see above), infor(]
mation received with regard to the use of “indel]
pendent driving” during the test drive and possible
oral test components is summarised in the right(]
hand columns.

As can be seen from the table, driving according to
instructions given by the driving test examiner is
supplemented by “independent driving” to a specil’]
fied overall destination in many countries. In AusT
tria, for example, this is possible if the candidate
declares that he possesses corresponding local
knowledge. Where a test route is well signed, the
candidate may also be asked to drive to a sign(]
posted destination (e.g. “Please drive to X-Town”
or “Please drive to the A2 motorway”). In the Neth(’
erlands, the candidate must drive independently of
instructions given by the driving test examiner for a
period of 15 to 20 minutes. This test component
involves either driving to a generally known local
destination, or following a set of three to five route
instructions given by the examiner, or use of a

navigation system to drive to a specified destinal’
tion.

Table 23 also indicates those countries in which
the driving test includes oral test components rel]
ferring to traffic situations encountered during the
test drive (“situational questions”). Test candidates
in the Netherlands, for example, can be asked to
park the vehicle and must then explain their per’
ceptions, decisions and actions relating to a previl’
ously experienced traffic situation to the driving
test examiner. In Austria, too, the driving test ex(]
aminer is able to interrupt the drive and immediC)
ately discuss any experienced situations pertaining
to “hazard perception” should any doubts arise as
to the candidate's adequate traffic awareness —
here understood essentially as inadequate situl]
ational awareness or understanding for the traffic
situation — and can in this way analyse the back(
ground to the displayed behaviour. If the candidate
is not able to dispel the examiner's doubt in this
conservation, the situation is recorded as a driving
error.

Technical preparation of the vehicle:

The test element “Technical preparation of the
vehicle” requires the driving licence applicant to
demonstrate knowledge of certain technical asl]
pects of a motor vehicle, acquaintance with the
various operating and control features, and the
ability to maintain a vehicle and rectify possible
defects. In the EU Directive on Driving Licences, it
is stipulated under the heading “Preparation and
technical check of the vehicle” that the candidate
must properly satisfy the following requirements:

— Adjusting the seat as necessary to obtain a
correct seated position

— Adjusting rear-view mirrors, seat belts and
head restraints, if available

— Checking that the doors are closed, and

— Performing a random check on the condition
of the tyres, steering, brakes, fluids (e.g. en(]
gine oil, coolant, washer fluid), lights, reflec]
tors, direction indicators and audible warning
device.

Even though technical preparation of the vehicle is
an element of the driving test in all the countries
and groups of countries analysed by the present
report, there are nevertheless differences in the
concrete demands and in the manner in which
testing is realised.

In Great Britain (WEU), a test always includes two
test items (“Show me” and “Tell me” questions”)
relating to technical preparation of the vehicle;
failure to master either or both of these test items
is treated as a driving error (see “Test assessment”
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below). One test item involves practical demon(]
stration of a certain action as proof of correspond(]
ing knowledge on technical preparations (“Show
me” question); the second test item requires a
verbal explanation (“Tell me” question). The driving
test examiner selects the two test items for an
individual candidate from a catalogue of possible
test items. The practical test item could refer, for
example, to checking the proper functioning of the
vehicle's turn indicators or the front and rear lights;
possible subjects for the oral test item include
checking of the correct tyre tread or proper funcl]
tioning of the brake lights. In France (WEU), one
question must be answered on technical preparall
tion inside the vehicle, and one question outside
the vehicle. In Belgium (NBR), technical preparall
tion of the vehicle comprises firstly test contents
which are demanded in every test (e.g. seat adl]
justment, correct use of seat belts, mirror adjust(]
ment), and secondly contents which are included
randomly in the items to be demonstrated by the
novice driver (e.g. checking tyre pressure, check!]
ing tyre tread, checking the level of engine oil,
brake fluid or coolant). The random check to be
demonstrated by the individual candidate is deter(]
mined by drawing lots. In Ontario (GDL), the nov(]
ice driver is expected to be able to localise certain
vehicle controls and features (e.g. windscreen
wipers, signal horn, lights, ignition, sun visors) and
explain their function and adjustment. In New
South Wales (GDL), the driving test examiner per(]
forms a vehicle check before commencing the test
drive, in order to check the roadworthiness condil]
tion of the test vehicle brought to the test by the
candidate himself. The driving test is treated as
failed if the vehicle does not satisfy the demands
relating to roadworthiness. Before and during the
test drive, the driving test examiner observes
whether the candidate has adjusted his seat posill
tion correctly and wears a seat belt. It is expected
that the candidate is able to use all the controls of
the vehicle, and that he is in a position to do so
without distraction from his general operation of
the vehicle.

In Victoria (GDL), the driving licence candidate
must perform a pre-drive safety check at the start
of the test, following instructions given by the driv(]
ing test examiner. He must first identify and dem[]
onstrate use of a series of vehicle control features
(turn indicators, brake lights, horn, full-beam and
dipped headlights, hazard warning lights, wind(]
screen wipers/washers). Next, he must show the
hand brake and the front and rear screen demister
(if present), before finally starting the engine. If any
of the aforementioned control features is not in
proper working order, or if the candidate does not

successfully perform the pre-drive check, the driv(]
ing test is not continued; if the candidate is only
unable to show the demister functions, however,
this check is performed by the examiner and the
test is continued nevertheless. If use of any of the
controls becomes necessary in the course of the
test drive, but the novice driver is not able to do so,
the driving test is terminated. Beyond these condil]
tions, on the other hand, the technical preparation
of the vehicle is not taken into account in the over(’
all assessment of the driving test (see “Test asl]
sessment” below).

Test assessment

In the following, the situation in a number of coun(
tries from the different groups is to be viewed in
more detail to determine the categories by which
the driving test examiner observes the candidate's
driving behaviour, and the criteria which are ap(
plied to assess the test performance displayed. In
this context, reference is made above all to the
design of the test reports used to document the
driving test, as such reports generally define the
framework for observation categories and for the
assessment and decision criteria to be applied by
the driving test examiner.

In Germany (WEU), it is firstly a general require(]
ment that the examiner should not interpret rules
pettily when evaluating test performance, and that
positive aspects of performance must also be hon(J
oured. The test is to be deemed failed and is ter(]
minated prematurely, if the candidate displays
serious errors in behaviour (e.g. gross disregard of
the rules of priority and right-of-way, or overtaking
where this is prohibited), especially where such
errors involve the endangering of other road users.
Errors to be considered serious errors are listed in
a catalogue of assessment criteria for the driving
test examiner. Furthermore, errors in behaviour
which are in themselves not generally serious
enough to warrant failing of the driving test may
nevertheless result in failure if they are observed
repeatedly. The serious driving errors committed
by the candidate must be recorded in a test report
by the driving test examiner.

In Great Britain (WEU), three categories of driving
errors are distinguished: “Dangerous faults” (i.e.
driving errors resulting in the actual endangering of
others), “serious faults” (i.e. errors which could
potentially endanger others) and “driving faults”
(i.e. mistakes in vehicle handling or incorrect reacl’
tions in non-dangerous situations). The test is
deemed failed if the candidate commits one “dan(’
gerous fault”, one “serious fault” or more than 15
“driving faults”.
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In Belgium (NBR), the test report makes reference
to a total of nine observation categories, for exam(J
ple “Correct use of the road” (e.g. driving too far to
the right), “Overtaking” (e.g. sufficient clearance to
the side), “Right of way” (e.g. failure to cede right
of way) and “Behaviour towards other road users”
(e.g. pedestrians and cyclists). In addition, there is
an overarching observation category for assess(]
ment of a “Defensive style of driving”. Test per(J
formance is assessed by totally the driving errors
observed, each of which can be assigned to one of
the four error categories “Inadequate”, “Unsatisfac(]

tory”, “Subject to reservations” and “Satisfactory”.

In Austria (NBR/REF), the driving test examiner
records any errors observed during the test drive in
the corresponding fields of the test report and
classifies these errors as “minor’, “medium” or
“serious”. A candidate fails the driving test if he
displays behaviour which could potentially lead to
the endangering of other road users (“abstract
endangering”) on more than one occasion, or if he
repeatedly has problems with either vehicle operal’
tion or vehicle control. Multiple instances of signifi[]
cant annoyance for other road users (e.g. repeated
voluntary surrendering of the candidate's right of
way) is treated as a serious error. More than two
serious errors or more than five medium errors
lead to a negative test result. After the test drive,
as the on-road test component in the narrower
sense, a conversation is held in which the candil
date has opportunity to himself hame and explain
any driving errors made; these explanations can
be taken into account in the test result. After the
test, the driving test examiner must submit a pro(]
fessionally founded expertise, in which all the indiC]
vidual aspects of test performance relating to the
technical preparation of the vehicle, the basic driv(]
ing manoeuvres and driving behaviour during the
test drive are documented and assessed.

In Finland (REF), the test report specifies six catel
gories, on the basis of which the candidate's driv(]
ing behaviour can be observed and assessed: (1)
“Observation”, (2) “Judgement”, (3) “Speed adap(’]
tation”, (4) “Interaction”, (5) “Correct vehicle posill
tioning” and (6) “Compliance with traffic rules”. The
driving behaviour displayed by the candidate is
assessed by way of the categories “Good perform(]
ance”, “Error” and “Conflict”.

In the Australian state of Victoria (GDL), the driving
test is divided into two sections, namely an ap(]
proximately 10-minute drive in a low-traffic envill
ronment (part 1) and a 20-minute drive in busier

traffic (part 2). For test assessment, a distinction is
made between “Critical errors” and “Immediate
termination”. A “critical error’ is recorded if the
candidate commits a serious error or traffic of(]
fence, but the criteria for immediate termination of
the test are nevertheless not fulfilled (e.g. the can
didate neglects to use the flashing indicators when
changing lanes, but no other vehicle was present
at the time and thus a dangerous situation did not
arise). The driving test is deemed failed, and is
terminated prematurely, if the more than one “critilJ
cal error” is recorded during part 1, or more than
two “critical errors” during part 2. The assessment
category “Immediate termination” relates to driving
behaviour which forces other road users to act
explicitly to avoid a collision, which places other
road users or objects in the traffic environment at
immediate risk, which requires intervention on the
part of the driving test examiner, or which unnec(]
essarily increases the risk of an accident. As the
category title already indicates, such behaviour
results in immediate termination and the test is
failed.

Feedback on test result

As a rule, the observation and assessment of driv[]
ing behaviour during the driving test is recorded in
a test report. This report may also be handed over
to the candidate at the end of the test, as written
feedback on the driving errors observed and on the
areas of driving competence in which competence
deficits remain. Furthermore, a professionally
founded test report can serve as a basis for a ver(
bal review of the candidate's test performance, and
thus of the strengths and weaknesses revealed by
the driving test. Table 24 provides an overview of
the different forms of result feedback which are
given to test candidates in the 44 countries con(]
sidered by the present project.

The table shows that, in the group of major West
European countries, Germany is the only country
in which the candidate only receives a test report if
the test is failed. In all the other countries in this
group, a report is presented irrespectively of
whether the test is passed or failed; the same apl
plies generally in the GDL countries. The majority
of both the neighbouring countries around Ger(]
many and the reform-oriented countries also prel]
sent a test report to both successful and unsuc(]
cessful candidates; exceptions are Poland, Lux[]
embourg and the Czech Republic. In the Czech
Republic, moreover, the candidate never receives
the test report.
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Test report for candidate

Verbal feedback

Country Group o o Duration Pass rate
No Only if failed Always No Only if failed Always (minutes)
WEU - X - - - X ~72%
E WEU - - X - - - - ~51%
GB WEU - - X - - X ~46 %
| WEU
F WEU/NBR - - X X - - - ~56 %
NBR - - X - - X ~5 ~60 %
CH NBR - - X' - - X ~65%
cz NBR X - - - X - ~60-70 %
DK NBR - - X ~60 %
L NBR - X - - X - <10 ~55%
PL NBR - X - X - - - ~35%
A NBR/REF - - X - - X ~94 %
NL NBR/REF - X - - X ~48 %
FIN REF - - X - - X ~10 ~75%
N REF - - X - - X ~5-10 ~80 %
S REF - - X - - X ~5 ~61%
BG - ~47 %
CY -
EST - - X - - X ~5 ~57 %
GR - X - - - ~50 %
H - - - X - - X ~5 ~54 %
HR - - - X - - X ~3-5 ~53 %
IL -
IRL - - - X X - - - ~57 %
IS - X - - - - X ~5 ~90 %
LT - - - X - - X ~5-10 ~42 %
LV - - - X - - X ~5 ~50 %
- - - X - - X ~50 %
P - - - X - - X ~75%
RO - X - X - - - ~70 %
RUS - - - X - - -
SK - X - ~80 %
SLO - - - X - - X ~5 ~53 %
TR - ~76 %
AUS/NSW GDL - - X - - X ~55%
AUS/QLD GDL - - X - - X
AUS/VIC GDL - - X - - X ~60-70 %
CDN/NS GDL
CDN/ON GDL - - X - - X ~64% | ~68%”
CDN/QC GDL X - - -
NZ GDL - - X
USA/CA GDL
USA/FL GDL
USA/NC GDL

Tab. 24: Feedback on test performance and pass rates in the driving test (“X” = applicable, “-”

= not applicable; grey cells = no informal’

tion available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL system; REF =
reform-oriented countries)

Additional remarks:
! Normally always, but in some cantons only if the test is failed. 2 The different pass rates refer to the “G1 Road Test” and “G2

Road Test”, respectively.




120

It can also be derived from Table 24 that, in most
countries, the driving test is followed by a brief
consultation, which serves to provide verbal feed[]
back on the test performance to the candidate, and
where appropriate also to the driving instructor. In
Germany, the driving test examiner must inform
the candidate as to the significant errors which
were observed, if the driving test is failed. In Aus[
tria, the candidate is entitled to know how his test
performance has been assessed in the examiner's
expertise. To this end, the driving test examiner
must discuss the course of the test and the
grounds for his decision with the candidate, and
must hand a copy of the test report over to the
candidate in case of a negative result or premal]
turely terminated test. If the candidate wishes, he
may also receive a copy of the report in the case of
a positive test result.

In Finland, the concluding consultation following
notification of the test result addresses the candil’
date's self-assessment of his driving competence.
At the beginning of the test, the candidate is asked
to give an assessment of his own driving compe(]
tence on a five-tier scale (from “poor” to “excel’]
lent”) and with reference to different categories
(e.g. “Vehicle operation”, “Mastering of traffic situal’
tions”). After the driving test, the driving test exam(]
iner uses the same categories to elaborate his own
assessment. This assessment by the driving test
examiner, the self-assessment by the candidate
and possible inconsistencies between these two
perspectives then form a basis for the concluding
discussion. In Norway, the test result is communil]
cated in a conversation lasting between five and
ten minutes, during which the driving test examiner
also explains his reasons for the test decision to
the candidate. In the Australian state of Victoria,
the candidate receives not the actual test report,
but instead a written summary of the performance
assessment.

Pass rates

Significant differences exist between the individual
countries with regard to driving test pass rates (see
Table 24). The lowest pass rate of around 35 per
cent is reported from Poland. At the other end of
the scale, approximately 94 per cent of the driving
licence applicants in Austria pass their driving test
at the first attempt. In the major West European
countries, about half of the candidates complete
the driving test successfully at the first attempt;
Germany is something of an exception in this rel]
spect with a relatively high pass rate of 72 per
cent. In the neighbouring countries around Ger(]
many and the reform-oriented countries, the pass
rates are mostly significantly more than 50 per
cent. Relatively little information was obtained on

pass rates for the group of the GDL countries; the
few data available, however, indicate that around
two-thirds of the driving test candidates are immel]
diately successful.

If a driving test is not passed, there are generally
certain regulations to be observed with regard to
further attempts. In most cases, this means that a
minimum time is specified for the period between
two tests. In Germany, for example, at least 14
days must pass between the first attempt and a
repeat test. In the Australian state of Queensland,
the candidate must wait only one day before at(l
tempting the driving test again, whereas a period
of at least 28 days is prescribed in the Canadian
province of Québec. In Estonia, a week must lie
between two test appointments, compared to three
days in Hungary, 14 days in Israel and 15 days in
Romania. In Belgium, it is possible to repeat the
driving test on the same day; if the test is failed
twice, however, the candidate must take at least a
further six driving lessons before a third attempt is
allowed. In Poland, five driving lessons are prel]
scribed after three unsuccessful attempts.

In a number of other countries, even the first unC
successful test already triggers the requirement to
attend further training with a professional driving
instructor before admission to a repeat test. In
Finland, at least three days must pass before the
repeat test appointment, and at least two further
driving lessons must have been taken in the mean(]
time. In Croatia, the driving test can only be rell
peated after three further driving lessons. In
Greece, the candidate must wait at least a week
between the first and repeat attempts, and must
have taken at least ten driving lessons.

To summarise, it can be determined that the drivl]
ing test taken at the threshold to the phase of
solo driving possesses particular significance in
the process of novice driver preparation. With the
EU Directive on Driving Licences, certain minil]
mum standards have been stipulated for the
European countries with regard to the framework
conditions for test realisation, the methodical
design of the test and the test demands to be
satisfied. An analysis of the test designs implell
mented in the individual countries reveals that,
beyond the scope of these minimum standards,
considerable differences exist in certain areas.
This refers, for example, to the aspects of test
duration and the specific demands to be mas[
tered by the candidate in terms of technical
preparation of the vehicle, the demonstration of
basic driving manoeuvres, and a test drive in real
traffic.
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Noteworthy variation is also to be seen in the
methods by which test performance is assessed,
and in the forms of feedback given to the candil
date on the displayed level of competence and
possible competence deficits. In view of the sel]
lection and control function of the driving test, a
differentiated assessment and qualified feedback
on the test candidate's driving competence are
important instruments and could contribute to
strengthening of these functions in the system of
novice driver preparation — this includes also the
approach of a second driving test, as practised
within the framework of some GDL systems.

3.4 Quality assurance
3.4.1 Overview

In the context of novice driver preparation, quality
assurance measures can naturally be applied to
the various “modules” of the system concerned,
i.e. to the different forms of teaching/learning and
testing with their legally stipulated framework con(]
ditions (e.g. minimum age requirements or the
specification of mandatory elements). On the other
hand, it could also be of interest for quality assur(]
ance to consider interactions between the individ[J
ual components of the overall system, in other
words the “system architecture”. Against this back®
ground, it is possible to identify a number of start(]
ing points and levels of intervention for quality as’
surance measures. It is a common requirement for
all such measures, however, is that they be based
on scientifically founded evaluation methods, and
furthermore that they be aimed at valid description
and improvement of the safety-related impact of
both the system components and the system as a
whole.

At the same time, it is imperative for the planning
and implementation of quality assurance to obfl]
serve one further important aspect: Both the “op[]
erational reality” of established forms of teach(]
ing/learning and testing, and modifications of the
overall system associated with the introduction of
new, optimised system components must be
evaluated with regard to their quality and espel]
cially their positive impact on safety. The former
requirement of continuous summative evaluation of
the system components is necessitated above all
by the processes of constant change affecting the
target group (e.g. educational background, mobility
needs) and the framework conditions for novice
driver preparation (e.g. new teaching and learning
media, changed ftraffic conditions). The second
demand for a sound formative and summative

evaluation of new, innovative system components
follows not least from the fact that the introduction
of such components usually involves greater in(]
vestments of time and financial means on the part
of the novice driver, as well as restrictions on his
acquired driving licence rights (e.g. in the form of
protective regulations); consequently, the safety
impact of such innovations should be not only sci’
entifically founded, but also empirically proven.
One noteworthy example of a sophisticated, tested
evaluation concept addressing both the presently
implemented modules of novice driver preparation
and innovative design alternatives for further sys(]
tem development is the German system of quality
assurance relating to the theoretical driving test,
which is anchored in a “System Manual on Driver
Licensing (Theory Test)” (“Handbuch zum Fahrer(]
laubnispriifungssystem (Theorie)”, TUV | DEKRA
arge tp 21, 2008). When it comes to the developl]
ment of new forms of teaching/learning and test(]
ing, on the other hand, special (educational) rel]
search projects are often conducted to assess their
effectiveness in the preparation of novice drivers
for safe participation in road traffic, and thus to
determine empirically whether the expectations
and demands of the legislative authorities are acl]
tually met in practice. The numerous systematic
analyses of use patterns and the safety impact of
accompanied driving subsequent to introduction of
the corresponding “BF17” model in Germany (e.g.
FUNK et al., 2010) are good examples of such
research.

It therefore seems evident that, in order to satisfy
the described demands placed on comprehensive
quality assurance in the system of novice driver
preparation, specific evaluation methods must be
elaborated for each individual system element. It is
necessary to consider the various forms of teachlJ
ing/learning and testing and thereby to determine
the objectives which they serve, the framework
conditions under which they are typically realised,
and the ways in which attainment of the given ob(]
jectives can be assessed validly. This is easier to
achieve for the strongly formalised forms of prepal’
ration, such as theory classes and the knowledge
test, than for the rather informal system elements
such as independent theory learning or learner
assessments, whose diversity of implementations
could actually be seen as a desirable opportunity
for individualisation in the learning processes of
novice driver preparation, reflecting the different
learning situations of novice drivers. There are
thus many questions which remained unanswered
with regard to quality assurance in the process of
novice driver preparation, and in respect of evaluall
tions of the implementation and safety-enhancing
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impact of the system components: Few corrobol]
rated findings exist, for example, on the learning
media and learning techniques used in the context
of independent theory learning, or on the frell
quency and forms of learner assessments realised
in the course of practical driving instruction. The
aforementioned limitations and research deficits
also mean that the following discussion on quality
assurance must consider primarily those compol]
nents of the system of novice driver preparation
which are essentially formal or binding in character
and — like driving school training and the driving
licence test — can be classified as services.

The term “quality” is used in a number of different
senses: It may refer to an “attribute” or “inherent
property”, or equally to “grades” or “usability”.
There is no generally accepted scientific definition
of quality, and that applies equally to the education
and service sector (KAMINSKE & BAUER, 1995),
to which above all the formal provisions for teach(]
ing/learning and testing within the framework of
driving school training and driving licence testing
must be counted. In the international standard DIN
ISO 8402, which was applicable until 2008, quality
was defined as “the totality of features and charac(]
teristics of a product or service that bear on its
ability to satisfy stated or implied needs”
(DEUTSCHES INSTITUT FUR NORMUNG, 1992);
its current successor, DIN ISO 9000, describes
quality as the “degree to which a set of inherent
characteristics fulfils requirements.”

It can be derived from the above definitions that
the concept of quality is in the first instance a relal]
tivistic construct, i.e. the quality criteria for certain
system components of novice driver preparation
are predetermined (by state authorities) and can
be viewed from different perspectives. As a result,
these quality criteria can be understood as the
balance achieved by weighing up the differing del’
mands, needs and value systems of society, the
providers and users. The priorities for this process
are set by the state as soon as it touches upon
important public interests. In the present case, the
public interest in road safety must be weighed up
against the mobility needs of the individual and the
latter's interest in achieving this mobility with minir]
mum expenditure. At the same time, fundamental
legal principles must be upheld, including the ex[]
pectation that measures for novice driver preparal]
tion must not only be necessary and in the service
of the common good, but also suitable and real]
sonable in their scope. The latter aspect requires
that no less intrusive but equally effective measl]
ures are available. In simple terms, this means that
the safety-enhancing impact of measures realised
in novice driver preparation must be confirmed on

the basis of quality criteria and proven by way of a
transparent quality evaluation.

Secondly, quality is a dynamic construct displaying
a ftransitory character. In the context of novice
driver preparation, this alludes on the one hand to
the changing conditions of the road traffic envill
ronment, the demands placed on road users and
the quality standards to be applied to driving
school training and driving licence testing. On the
other hand, it is not least expanded knowledge of
the mechanisms of driving competence acquisition
which exerts pressure to adapt novice driver
preparation and its quality criteria accordingly.
Thanks to empirically backed research findings, for
example, it is today recognised that the acquisition
of driving competence is a process lasting several
years and cannot be covered merely by basic driv(]
ing school training. For the knowledge test, more(]
over, awareness of the methodical limitations of
the multiple-choice format for assessments of haz[l
ard recognition produces questions as to how the
forms of testing could be differentiated in the sense
of traffic perception tests, and at which point in the
process of novice driver preparation such tests
must be positioned to ensure optimum fulfiiment of
their control and selection function. These two
examples illustrate how quality standards change
with increased knowledge and how new quality
demands evolve: No-one today expects a tradil]
tional knowledge test to contribute substantially to
the testing of hazard recognition; the quality critel
rion in this respect has been lowered. The efforts
to determine the optimum placement of the differC
ent forms of testing from the perspective of educal]
tional psychology, by contrast, represents a
heightened quality criterion.

Thirdly, finally, quality is a multidimensional con(]
struct with structural, processual and result-related
components. The structural quality embraces or(]
ganisational and institutional framework conditions,
which are often controlled by way of legislative
provisions, for example the prerequisites to be met
by the supervising accompanist in the case of aclJ
companied driving, the available teaching/learning
media for independent theory learning, the inven(
tory and features of driving schools and test local’l
tions, or the qualifications of driving test examiners
and their professional principles (this aspect is
occasionally referred to as “orientation quality”).
The essential question with regard to structural
quality relates above all to the suitability of certain
structures as means to promote attainment of the
defined qualification objectives. Process quality is
understood to refer to how the relevant teaching
and evaluation tasks are performed under social
(and pedagogical-didactic) aspects, whether by the
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accompanist during accompanied driving, by the
driving instructor during driving school training or
by the driving test examiner during the driving test.
Result quality, finally, can be taken to mean the
standard of the teaching or testing services per(J
formed in their narrower sense, as reflected, for
example, in the pass rates in the knowledge and
driving tests or, with regard to the driving licence
tests themselves, in the objectivity, reliability and
validity of the realised tests. It is furthermore to be
added that the readily measurable structural as(]
pects of quality often dominate in both quality re(’
search and political discussion, whereas the proc(]
essual elements and result quality are occasionally
neglected (STURZBECHER et al., 2010).

It was already mentioned earlier that a complete
report on the quality assurance measures imple(]
mented in international novice driver preparation is
required to address all forms of teaching/learning
and testing, and in doing so would need to establ]
lish references to all quality dimensions. Such
comprehensive analysis was beyond the scope of
the present research project, not least because the
focus of the project was placed on other issues,
namely the elaboration of theoretical and methodi(
cal foundations for corresponding comparative
studies (e.g. description terminology, research
strategies). In the following, therefore, the question
of quality assurance in novice driver preparation is
to be investigated solely in the contexts of formal
driving school training and the traditional driving
licence tests, leaving aside quality assurance
measures relating to the informal forms of teach(]
ing/learning and testing with their relatively variable
structural and process conditions (in other words
quality assurance in connection with accompanied
driving, solo driving under protective regulations —
e.g. provisions for the learner driving licence
phases in GDL systems - or learner assess(]
ments).

Quality assurance in driving school training

Formal training offers comprise above all theory
classes, practical driving instruction and advanced
training courses (see Chapter 2.3.2), which are
generally conducted by professional driving in(]
structors. For assessment of the quality of theory
classes and practical driving instruction, it is to a
large extent possible to apply the quality criteria
known from educational research (EINSIEDLER,
1997; DITTON, 2002); this was demonstrated
within the framework of validation studies for ob[l
servation methods to record the pedagogicall]
didactic quality of driving school training (STURZ[
BECHER, HERMANN, LABITZKE & SCHELLHAS,
2005). On this basis, the following fundamental
principles apply: The persons responsible for inf]

struction must motivate the novice driver and sup(]
port his readiness to learn, the training contents
must be appropriately structured and sequenced,
the training methods must be selected in accor(]
dance with the corresponding contents and imple(]
mented in a diversity of forms, and the training is to
be designed such that the level of difficulty can be
varied adaptively to match the learning prerequi’
sites of the individual novice driver. These criteria
represent the pedagogical-didactic process quality
(see above). To be able to fulfil the associated
demands, driving instructors must possess approl]
priate pedagogical qualifications equivalent to
those required by vocational training. In addition,
appropriate formal (e.g. structural and organisall
tional) training conditions must be established; this
concerns, for example, inventory standards for the
training locations and documentation of the training
processes (structural quality). The observance of
such processual and structural quality criteria in
driving schools is often the subject of state auditing
measures.

It is not to be overlooked at this point, that the acl
tually practised methods of quality assurance in
driving school training go far beyond the above
state-controlled measures, i.e. training for driving
instructors and driving school auditing. Mention
must also be made of the diverse quality certifical’
tion processes and quality management systems
which driving school operators use to improve their
market position. These processes and systems to
determine and promote quality are based - to
varying degrees and in different combinations — on
objective and subjective customer-oriented quality
measurements (e.g. expert observations, customer
surveys) on the one hand, and on objective and
subjective enterprise-oriented measurements (e.g.
quality audits, benchmarking, staff surveys) on the
other hand; such measurements have their origin
in the economic sciences and are used to monitor
the quality of services (MEFFERT & BRUHN,
2003). It was not an aim of the present study,
however, to perform a deeper analysis of the con(]
tent-related design and international range of such
non-state quality measurement and quality control
methods.

Quality assurance in driving licence testing

The individual driving licence tests (e.g. knowledge
tests, driving tests) possess different functions in
the systems of novice driver preparation: On the
one hand, they serve to ensure that only driving
licence applicants who are adequately prepared for
participation in motorised road traffic are granted
access to the corresponding levels of driving entil]
tlements (e.g. learner driving licence, driving li(J
cence for solo driving) offered by the driver licens(]
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ing system (“selection function”). On the other
hand, the test demands also have bearing on the
preceding teaching and learning processes, by
lending substance to the teaching and learning
objectives specified for novice driver preparation in
legislation — and thus to be achieved by the test
candidate — with regard to training content and the
required competence level (“control function”).
They thus influence the manner in which novice
drivers are prepared or themselves prepare for
solo driving. At the same time, driving licence tests
also record the result quality of measures for nov(]
ice driver preparation, and in this way permit em(]
pirically founded and targeted further development
of the training elements. The aspect of system
control is complemented by the aspect of control
for individual teaching and learning activities: The
test standards thus provide orientation, in the wid(
est sense, for the novice driver to plan his teaching
and learning strategies.

The extent to which these possibilities can be ex(]
ploited is dependent on the quality of the driving
licence test system, which in turn results from the
quality of the framework conditions and test meth(]
ods (e.g. tests, behaviour observations), from the
professional qualification of the driving test exam(]
iner, and from the latter's competence in realising
the various test methods. The state-imposed stipulJ
lations which govern the training53 of driving test
examiners, as well as evaluation and further del’
velopment of the instrumental standard of the test
methods used, are consequently important elel]
ments of the quality assurance systems for driver
testing in many countries. As in the case of the
driving schools, these elements are often supplel]
mented by internal quality management systems of
the authorities and the test organisations entrusted
with test realisation. A similarly broad range of
methods is used in connection with examiner train(J
ing, and generally includes internal quality audits,
customer surveys and complaint management
procedures. The use and design of these quality
assurance methods, which were not a declared
subject of the present analysis, may be prescribed
by state authorities in a more or less detailed form,
for example by way of accreditation rules adopted
by the test organisations. The corresponding situal]
tion in the German system of driver licensing has
been described in depth by STURZBECHER,
BONNINIGER and RUDEL (2010).

53 . .
In Germany, driving test examiners must complete at least

six months of additional training after obtaining a relevant engil’
neering degree; this postgraduate course is termed “Befugnill
sausbildung” (“qualification training”), in order to emphasise the
distinction from basic university training.

To permit an initial — necessarily still very incom(]
plete — insight into the international diversity of
quality assurance measures in novice driver prepal]
ration, the following chapters will first present ex[]
amples of the training regulations applicable to
driving instructors and the state auditing measures
implemented to monitor commercial driving
schools from different countries. Subsequently,
stipulations governing the qualification and training
of driving test examiners are to be described, bel]
fore concluding with a comparison of the methods
implemented in individual countries to control the
methodical and content-related quality of driving
licence tests.

3.4.2 Training of driving instructors

With regard to quality assurance for the area of
formal driving school training, it is interesting to
know which professional and personal prerequill
sites must be met by driving instructors in the varill
ous countries, how the training and testing procl]
esses leading to the corresponding professional
qualification are organised, and to what extent
those practising the profession of driving instructor
are obliged to attend further training measures. An
overview of such information is given by Table 25
on the next page.

Prerequisites for admission to the profession
Admission to the profession of driving instructor is
subject to different sets of prerequisites in the indil’
vidual countries. These prerequisites may refer to
personal and health-related fitness, age or a prior
level of school or professional education.

Minimum age requirement:

It can be seen from Table 25, that the legally stipul’
lated minimum age for admission to the profession
of driving instructor is usually 21 years or more in
the major West European countries, the
neighbouring countries around Germany and the
reform-oriented countries. The highest minimum
age requirement is 24 years in the Czech Republ]
lic, followed by 23 years in Germany and Switzer(
land; the lowest minimum age is that in the Nether(
lands at 18 years. In the GDL countries, it is in
most cases possible to work as a driving instructor
from an age of 21 years or above; it is only in New
Zealand and the Australian state of Queensland
that lower age thresholds apply, namely 19 and 18
years, respectively.
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Prerequisites (for admission to the profession) Training stipulations
Country Group Minimum age Educational Driving licence Theoretical Practical
in years attainment’ since ... years training training
WEU 23 1 3 770 hrs
WEU 20 1 2 210 hrs
GB WEU 21 - 4 - | -
| WEU 21 1/2 - 150 hrs
WEU/NBR 22 1 3 630 hrs
NBR 22 -2 3 X | X
CH NBR 23 1 2 700 hrs
CZ NBR 24 1 3 140 hrs 90 hrs
DK NBR 21 3 3 X X
L NBR 20 1 2 X X
PL NBR 21 2 3 190 hrs
A NBR/REF 21 1/2 3 330 hrs 60 hrs
NL NBR/REF 18 1 - - -
FIN REF 21 2 3 2700 hrs
N REF 21 2 3 3360 hrs
S REF 21 2 3 2520 hrs
BG - 23 2 - X X
CY - 24 2 5 - -
EST - 21 1/2 3 X X
GR - 21 2 3 1680 hrs
H - 22 2 2 290 hrs 170 hrs
HR - 24 2 3
IL -
IRL - 19 - 2 - -
IS - 23 2 3 430 hrs 70 hrs
LT - 21* 2 3 210 hrs*
LV - 21 1/2° 3 132 hrs® 26 hrs’
- 19 - 1 - -
P - 20 2 2 280 hrs
RO - 25 2 5 140 hrs
RUS -
SK - 25 2 3 230 hrs
SLO - 21 1/2 3 210 hrs
TR -
AUS/NSW GDL 21 - 3 X X
AUS/QLD GDL 18* - 1 X X
AUS/VIC GDL 22* - - 360 hrs
CDN/NS GDL 40 hrs 40 hrs
CDN/ON GDL 21;8* - 4 95 hrs 45 hrs
CDN/QC GDL 21* 2 X X
NZ GDL 19 - 2 X X
USA/CA GDL 21 2° - 60 hrs
USA/FL GDL - - - 32 hrs
USA/NC GDL 80 hrs
Tab. 25: Prerequisites and training stipulations for the profession of driving instructor (“X” = applicable, “-” = not applicable; grey cells =

no information available; “hrs” = hours; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL =
countries with GDL system; REF = reform-oriented countries)

Additional remarks:

' Where the minimum age requirement is derived from the period of driving licence possession, this is indicated with an asterisk (*)
241” = Secondary school certificate, “2” = Advanced school certificate, “1/2” = Different levels of school certificate for instructors for
theory classes and practical driving instruction; % At least seven years (basic) school education; * Refers to instructors for theory
classes. ° Driving instructors must also hold a Master or Bachelor degree from a university. ® Refers to driving instructors for both
theory classes and practical instruction. ” Refers to practical driving instructors, plus 126 hrs of theoretical training; ® “High School”
diploma or equivalent school education.
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The aforementioned minimum age requirements

cannot be understood to mean that driving instruc
tors are actually able to or typically do start work in

the profession at this age, because there are varill
ous other prerequisites which must also be met, for
example a minimum period of prior driving licence

possession or completion of a longer course of
driving instructor training. In some countries, a

minimum age is stipulated not only for admission

to the profession of driving instructor, but also
separately for the commencement of professional

qualification training (e.g. 18 years in France, or 21

years in Germany).

Educational attainment:

A diversity of stipulations apply in the different
countries in respect of the required level of attainlJ
ment during prior school or professional education
(see Table 25). In the major West European coun]
tries, the neighbouring countries around Germany
and the reform-oriented countries, the usual rel]
quirement is a certificate of school education at
either secondary level (i.e. 9 or 10 years of school(]
ing) or advanced level (i.e. 12 or 13 years of
schooling). In most GDL countries, by contrast, no
particular level of educational attainment is prelJ
scribed.

When considering the prerequisites relating to
educational attainment, it must be noted that, in a
few countries, different levels of qualification are
defined for driving instructors seeking a licence to
provide instruction for vehicle class B; a distinction
is sometimes made between driving instructors
who are only allowed to provide practical driving
instruction and those who are permitted to hold
also — or exclusively — theory classes. In Estonia,
Italy and Austria, for example, instructors for prac(’
tical driving instruction require only a certificate of
secondary-level education, whereas instructors for
theory classes must obtain an advanced-level cerl]
tificate (constituting the entitlement to commence
university study). In Latvia, driving instructors who
give theory classes are even required to have ob[]
tained at least a Master or Bachelor degree from a
university; the course subject, however, is not del’
cisive. In Belgium, no particular school certificate is
prescribed for providers of practical driving instrucl’
tion for vehicle class B.

Certain countries also stipulate that prior profes(
sional qualifications must be obtained, alongside a
particular level of general school education. In
Germany, for example, professional training in a
recognised teaching profession is required. In Aus(]
tria, driving instructors who wish to hold theory
classes must provide evidence of at least five
years of professional experience as a driving in[]

structor in practical driving instruction during the
past eight years. In Finland, a three-year profes(]
sional qualification or a certificate of higher educal’
tion is a prerequisite for admission to driving inC]
structor training.

Prior driving licence possession:

In most countries, applicants must have held a
driving licence for a certain minimum period before
being accepted to commence driving instructor
training (see Table 25).

In the group of major West European countries,
there is significant variation in the required period:
The minimum period of driving licence possession
is four years in Great Britain, three years in Ger[J
many and France, two years in Spain, and only
Italy makes no stipulations in this respect. Among
the neighbouring countries around Germany and
the reform-oriented countries, only the Netherlands
has no specifications with regard to prior posses(]
sion of a driving licence, while Switzerland and
Luxembourg each prescribe two years and the
other countries three years. In Austria, this rule
specifies furthermore that the future driving instruclJ
tor must have possessed a driving licence for the
particular vehicle class for at least three years; this
minimum period may be reduced to one year by
taking part in a so-called “substitutive practice
seminar”. In the group of GDL countries, the Cal]
nadian province of Ontario sets the longest minil]
mum period of driving licence possession at four
years. In the Australian state of New South Wales,
the requirement is possession of an unrestricted
driving licence for at least three of the past four
years. In the remaining countries in this group,
either a shorter minimum period or else no miniC
mum period whatsoever is stipulated.

The comparison of all the countries considered by
the project reveals the longest minimum periods in
Romania and Cyprus, namely five years, whereas
the remaining countries usually demand posses(]
sion of a driving licence for two or three years.

In a few countries, driving instructors must possess
a driving licence not only for the vehicle classes for
which they provide instruction, but also for further
vehicle classes. In Finland, for example, a driving
instructor must always hold a driving licence for
classes A, B and C, and in Germany for at least
the classes A, B/BE and C/CE. In Estonia, Greece
and Romania, instructors are even required to
possess a driving licence valid for all classes.

Further prerequisites:

As a further prerequisite for admission to driving
instructor training, and likewise for later practising
of the profession, most of the countries analysed
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demand proof of health-related fitness. In Great
Britain and Malta, the health check consists merely
of a test of adequate vision, which is performed
within the framework of the mandatory driving test
for driving instructors. In many other countries, on
the other hand, a more comprehensive medical
check-up is prescribed — presumably including also
an eyesight test. In Germany, it is an explicit del]
mand that an eyesight test be performed by an
ophthalmologist, alongside a general health check.
The assessment of medical fitness in Luxembourg,
Portugal, Spain and Hungary includes also psy[]
chological examinations. In the Australian state of
Victoria, where a certificate of physical and mental
health must be presented, the minimum health
requirements correspond to those applicable for
persons working in driving occupations.

In addition, practically all countries provide for in(]
spection of the candidate's personal and driving
records, so as to be able to consider previous trafJ
fic-related or other legal offences. In Austria, for
example, this check must not reveal convictions for
violations of traffic laws or traffic police regulations.
In New Zealand, the road traffic authorities perform
a comprehensive personal character check for all
applicants for driving instructor training (“Fit and
Proper Person Check”). This check covers all legal
offences and traffic-related infringements, including
any unpaid fines, and also takes in account possil’]
ble complaints from traffic authorities where the
candidate has previously been employed.

Training stipulations

The second half of Table 25 (see above) shows
that driving instructor training is not directly prel
scribed in all the countries addressed by the prel]
sent report (Great Britain, Ireland, Malta, the Neth(]
erlands, Cyprus). Professional qualification is or(]
ganised accordingly in the form of voluntary train(]
ing offers. Whether and to what extent an adel]
quate level of professional qualification is
achieved, must then be demonstrated within the
framework of the corresponding tests (see below).
In the majority of countries, however, driving in(]
structor training is an express requirement. There
are nevertheless significant differences in the
specified scope of training.

Among the major West European countries, the
greatest scope of training is to be found in Ger(l

many (770 hours). Especially extensive training is
stipulated in the reform-oriented countries: Finland,
for example, specifies 2,700 hours of training; this
includes provisions for a senior driving instructor to
provide theoretical and practical instruction for his
future colleague. In Norway, driving instructor train
ing is a course of study at a university. The basic
training is spread over a period of 24 months (four
university semesters) and occupies a total of 3,360
hours. This basic training can then be extended
with a choice of special thematic modules (e.g.
driving school management) and leads after a
further semester to a Bachelor or Master degree.
In Sweden, a total of 2,520 hours of training are
completed over a period of approximately 18
months; the subject areas covered by the training
include “Health and safety in the work environ(]
ment”, “Vehicle safety and the environment”,
“Road ftraffic law”, “Traffic psychology” and “Road
safety promotion”. Further key components are
practical exercises, exercises on teaching meth(]
ods, field observations and supervised teaching
experience. The trainee driving instructors are
assessed within the framework of the individual
training components, meaning that no additional
professional qualification tests are conducted (see
below).

In the GDL countries, too, a course of training is
usually prescribed for those seeking admission to
the profession of driving instructor. The scope of
this training, however, is relatively small compared
to the other countries and groups of countries.
Among those GDL countries for which data was
received, the most extensive training is specified in
the Australian state of Victoria, namely 360 hours.

Professional qualification tests

In the majority of the countries covered by the pre(]
sent project, prospective driving instructors must
pass certain professional qualification tests. Possil
ble components of such tests are special driving
tests, oral and written knowledge tests, and
evaluations of “teaching samples” (theory classes
and practical driving instruction sessions). A correl]
sponding overview is given in Table 26 below. In a
number of countries, the commencement of trainC]
ing is preceded by an aptitude test (e.g. in France,
Ontario and Hungary).
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Testing Further training
Country Group ‘ Oral Written - Evaluatign of Evaluation of Mandatory
nowledge knowledge Driving test Fheoretl;al _ practlc_al training Every ... years
test test instruction instruction
WEU X X X X X X 4
E WEU X X X - - - -
GB WEU - X X - X - -
| WEU X X X - - X 1
F WEU/NBR X X X X X - -
B NBR X X - X X X 1
CH NBR X X X X X X 5
Ccz NBR X X X X X - -
DK NBR X X X X X -
L NBR - X X X X - -
PL NBR X X X X X X 5
A NBR/REF X X X - X - -
NL NBR/REF X X X X X 5
FIN REF - X X X X - -
N REF - X X - X - -
S REF - - - - - - -
BG - X X - - - -
CcY - - X X X X -
EST - - - X X X X 5
GR - X X X - - - -
H - X X X X X X
HR - X X X X X X 4
IL -
IRL - - X X - X - -
IS - X X X X X X 3
LT - - X - X - X 5
LV - X - X - - X 5
- X - X X - -
P - - X X - X X 5
RO - X X X X -
RUS -
SK - X X X X X X
SLO - X X X X X X
TR -
AUS/NSW GDL - X X X X X 5
AUS/QLD GDL
AUS/VIC GDL X X X X X - -
CDN/NS GDL
CDN/ON GDL X X - X X - -
CDN/QC GDL
NZ GDL - - X - X
USA/CA GDL X X 3
USA/FL GDL
USA/NC GDL X X X X X X 4
Tab. 26: Testing and further training for driving instructors (“X” = applicable, “-” = not applicable; grey cells = no information available;

WEU = major West European countries; NBR = neighbouring countries around Germany; GDL
REF = reform-oriented countries)

countries with GDL system;
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As can be recognised from Table 26, the prospec(]
tive driving instructors must pass a written knowl[
edge test in almost all the countries considered in
the present report, and in many countries furtherl
more an oral knowledge test. In addition, they must
usually take a special driving test, though the durall
tion of this test varies considerably from country to
country: It lasts only 30 minutes in Slovakia, the
Czech Republic and Hungary, compared to 60
minutes in Germany, Great Britain and Italy, 90
minutes in the Netherlands, and even 180 minutes
in Norway. In New Zealand, the driving test which
is taken as part of the regular driving license test
(see Chapter 3.3.5) must be repeated in the
course of driving instructor training, if more than
five years have passed since it was originally
passed; at the same time, all candidates must
pass a special driving test (“Advanced Assessment
Drive”).

A sample demonstration of teaching ability is simil]
larly required in the majority of the analysed coun]
tries. Among the major West European countries,
this is only prescribed in Germany, France and
Great Britain. In Great Britain, professional driving
instructors must pass an accreditation test organ(]
ised by the “Driving Standards Agency”, including
among other things the evaluation of teaching per(]
formance within the framework of a practical inC
struction session; this teaching sample lasts 60
minutes. In Germany and France, by contrast,
teaching performance is evaluated for both theory
classes and practical driving instruction. Both
evaluation sessions last 45 minutes in Germany; in
France, on the other hand, the theory class section
lasts 55 minutes and the demonstration of practical
driving instruction 65 minutes. Practically all coun(]
tries in the groups of neighbouring countries
around Germany and reform-oriented countries
likewise prescribe a test instruction session; the
duration varies between 30 minutes (Denmark)
and 45 minutes (Belgium, Finland, Luxembourg)
for the theory class, and from 30 minutes (Den0l
mark) via 45 minutes (Belgium, Finland, Norway,
Czech Republic) up to 60 minutes (Luxembourg,
Netherlands) for practical driving instruction. In the
GDL countries, too, it is usual to demand a dem[]
onstration of teaching ability as a component of
professional qualification tests; no precise data
were obtained, however, on the required duration
of such teaching samples.

The teaching samples are generally conducted
with actual learner drivers (e.g. in Germany, Great
Britain, Luxembourg, Austria and Cyprus), or else
teaching situations are simulated in the form of role
play (e.g. in Belgium, Ireland, Portugal). In Bell
gium, for example, the director of the driving

school assumes the role of the learner driver. For
the sample of practical driving instruction in Ire-
land, this role is assigned to an examiner of the
“‘Road Safety Administration”, which, as the road
traffic authority, is also responsible for the testing
and licensing of driving instructors. In Luxembourg,
simulation is only used for the theory class, with
pupils of a technical high school acting as learner
drivers. In Finland, on the other hand, the theory
class is conducted with actual learner drivers,
whereas a member of the examining committee
acts as the learner driver for the demonstration of
practical driving instruction.

Further training

The right-hand columns of Table 26 show whether
and, if so, at which regular intervals driving instruc(]
tors are required to attend further training meas(]
ures. As can be seen, the responsibility for particil]
pation in further professional training lies solely
with the driving instructor himself in many coun(
tries; there is no legal obligation to attend further
training in such cases.

Further training is only mandatory for driving in[}
structors in Germany and Italy in the major West
European countries, only in Belgium, Switzerland
and Poland in the group of neighbouring countries
around Germany, and only in the Netherlands
among the reform-oriented countries. The intervals
at which corresponding certificates of further train(]
ing must be obtained vary between one year (Bel(]
gium, ltaly) and five years (Netherlands, Poland,
Switzerland). Little information is available with
regard to further training obligations in the GDL
countries. The maximum intervals between further
training here lie between three years (California)
and five years (New South Wales).

Alternatively, or else alongside the specification of
further training obligations, many countries place a
time limit on the period of validity of the driving
instructor licence. To renew the licence, it is then
often necessary to undergo a health check and
possibly to present certificates to document par(]
ticipation in further training measures. In France,
for example, further training is not prescribed, but a
medical examination is a prerequisite for extension
of the driving instructor licence every five years,
and the instructor's record is inspected once more
to determine any legal offences which may have
been committed in the meantime. In Denmark, a
doctor's certificate must be presented when apply(]
ing for licence renewal, alongside evidence that
the profession has been exercised on a regular
basis. In Poland, certificates must be presented
every five years to document the completion of
physical and psychological examinations, as well
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as further training attendance; similar regulations
apply also in Portugal (medical examination and 60
hours of further training). In the Australian state of
Victoria, driving instructor licences are normally
issued for three years, but exceptionally for only
one year if the person concerned suffers from any
health impairment which requires an annual ex[]
amination.

There are furthermore a number of countries which
require that certain tests be repeated before a
driving instructor licence can be renewed: Driving
instructors in the Netherlands, for example, must
attend theoretical training on a total of three days
over a five-year period; in addition, their teaching is
evaluated within the framework of two 110-minute
sessions of practical driving instruction with learner
drivers. In Croatia, the driving instructor's profes(]
sional competence is assessed every four years.
Slovakia demands 40 hours of further training for
extension of the instructor licence, and prescribes
a renewed test. In the Australian state of New
South Wales, the initial accreditation is followed up
every five years with external audits performed by
the “Roads and Traffic Authority”; this procedure
also includes further driving tests. In the US state
of California, driving instructors are tested every
three years, or else required to furnish proof of
continuous further training in the field of road and
traffic safety.

3.4.3 Auditing of driving schools

Alongside the qualification and further training of
driving instructors, the auditing of driving schools
and their driving instructors by external institutions
is a further important component of quality assur(]
ance. In the following, it is to be investigated,
whether and with which scope audits are perQ]
formed, if at all, and which aspects of the driving
schools are assessed in the course of these aull
dits. Table 27 provides an overview based on sur(]
vey information received from relevant experts.

Overall, information on the frequency and subjects
of driving school audits is only available for a small
number of countries. As can be seen from the con(’
tents of Table 27, the auditing measures in most of
the countries covered by this report relate merely
to the classrooms used, the available teaching
media and the training vehicles used for the practil’]
cal driving instruction (so-called “formal audits”); at
the same time, however, some audits assess also

the pedagogical-didactic quality of the theory
classes and practical driving instruction by way of
participatory expert observations (also referred to
as “quality audits” or “supervisions”).

In Germany, state auditing measures are generally
prescribed every two years; this interval may be
extended to four years, however, if no or only mirJ
nor deficits are determined in two successive aul]
dits. The authorities are also permitted to waive the
standard periodic audits if the driving school par(]
ticipates in an officially approved quality assurance
system; on the other hand, no such system actul]
ally exists to date. In a number of German federal
states, “pedagogically qualified driving school aul]
diting” (STURZBECHER, 2004) is realised by the
authorities or correspondingly appointed experts.
This system combines formal auditing measures
(e.g. equipment standards, documentation, training
vehicles) with comprehensive monitoring of the
professional and pedagogical-didactic quality of
the theory classes and practical driving instruction.

Norway has installed a similar system of auditing
and implements the measures via a statel]
recognised institution. In a few countries, the aul]
dits are performed more frequently: When a driving
school is opened in Belgium, for example, the
classrooms, teaching materials and training vehil
cles are subjected to corresponding inspection and
the compliance with further specifications and rel]
quirements (e.g. driving instructor certificates, inlJ
surance, fire safety regulations) is verified — as is
also the case in Germany; after opening, the state
audits are then performed at approximately annual
intervals. Annual audits are also prescribed for
driving schools in Croatia, where they monitor not
only structural properties (e.g. equipment stan(]
dards, documentation requirements), but also the
pedagogical quality of the theory classes and pracl’
tical driving instruction; If any deficits are deter(]
mined, they must be rectified within 15 days.

The most frequent state monitoring is reported
from the US state of California. Here, the driving
schools and driving instructors are assessed and
certified by the responsible road traffic authority
(“Department for Motor Vehicles”); the training
vehicles are checked at intervals of six months.
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Subjects of audits
Country Group Classrooms Teaching Training Pedagogical quality of Pedagogical quality of
media vehicles theory classes practical instruction
WEU X X X X' X'

E WEU
GB WEU - - - - X
| WEU

WEU/NBR X X X X X
B NBR X X X - -
CH NBR X X X X X
Ccz NBR X X X X X
DK NBR
L NBR X X X - -
PL NBR
A NBR/REF X X X - -
NL NBR/REF - - - - X
FIN REF
N REF X X X - X
S REF X X X X X
BG -
CY -
EST -
GR - X X X X
H - X X X X X
HR - X X X X X
IL -
IRL -
IS - X X X X -
LT - X X X - -
LV - X X - - -
p R
RO -
RUS -
SK - X X X - -
SLO -
TR -
AUS/INSW GDL - X X - X
AUS/QLD GDL - - X - -
AUS/VIC GDL - - - - -
CDN/NS GDL
CDN/ON GDL X X X X X
CDN/QC GDL X X X X X
Nz GDL
USA/CA GDL X
USA/FL GDL
USA/NC GDL
Tab. 27: Subjects of driving school audits (“X” = applicable, “-” = not applicable; grey cells = no information available; WEU = major West

European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL system; REF = reform-oriented coun']

tries)

Additional remarks:

' Not in all federal states.
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In countries in which novice drivers acquire their
initial knowledge primarily by way of independent
theory learning (see Chapter 3.2.3), theory classes
in driving schools are of no relevance, or at most
play only a subordinate role. The structural and
process quality of theoretical instruction (e.g.
classrooms, availability of teaching media, pedal]
gogical-didactic quality of teaching) is consel]
quently not a subject for state quality audits in such
countries (e.g. Great Britain, New South Wales,
Victoria). The quality assurance measures instead
serve above all to monitor the quality of practical
driving instruction. In Great Britain, for example,
the quality of driving schools is monitored exclul]
sively by way of personal audits (“Check Test”),
where the driving instructor is accompanied during
a session of practical driving instruction by a spel]
cially trained examiner from the “Driving Standards
Agency”. These tests are conducted at intervals of
either two or four years, depending on the result of
the previous test.

In countries in which formal driving school training
is mandatory and binding curricula exist, the qual(
ity assurance measures usually address also ob[]
servance of the prescribed training contents and
scope: In Iceland, driving schools elaborate teach(]
ing plans on the basis of a general framework cur(]
riculum, the implementation of which must be
documented by recording, for example, the times
and specific content of course units, the responsiC
ble driving instructor and the learners present. The
teaching plans and records must be presented to a
state-recognised institution each year.

A few countries publish information on the driving
test pass rates for pupils of a particular driving
school, in the sense of result quality monitoring
and transparency (e.g. Belgium, Estonia, Finland,
France, Latvia, Netherlands, Slovakia, Switzer[
land). In the Netherlands, for example, the test
organisation “Centraal Bureau Rijvaardigheids®
bewijzen” offers access to an Internet database
with the names and addresses of driving schools™.
It is then possible to discover how many initial tests
were conducted in total for pupils of a particular
driving school during a certain period, and how
high the pass rates were for these pupils both at
their first attempt and after a repeat test. For comQ
parison, an average pass rate is specified for all
the driving tests conducted in the region in which
the driving school is located.

% http://www.rijschoolgegevens.nl/ (12 August 2011)

3.4.4 Training of driving test examiners

By way of driving licence tests, novice drivers are
required to demonstrate that they have acquired
adequate driving and traffic competence to be
allowed to participate in motorised road traffic —
either with supervision or else solo under protec(]
tive regulations, depending on the conditions of the
given system of novice driver preparation. Driving
licence tests, and in particular the work of the driv[]
ing test examiner, are thus of high relevance for
road safety. The examiners must acquire specific
competences for the realisation of driving licence
tests, taking into account the appropriate distincl]
tions between the different types of test (knowl(]
edge test, driving test).

Realisation of the knowledge test, from the mel]
thodical perspective a highly standardised test,
places relatively low demands on the examiner:
Especially in the case of a computer-assisted
knowledge test, his responsibilities at the begin(]
ning of the test are limited to introduction of the
test procedure to the candidate, explanation of the
general test conditions, and possibly assistance to
overcome test anxiety. The instructions for specific
test items, realisation and evaluation of the test,
determination of a test decision, and explanation
and documentation of the test result, including
communication of any derived hints for further
learning, are handled by the test computer. All that
remains for the examiner is the clarification of open
questions and announcement of the end of the
test, including — above all in the case of an unsucl]
cessful test attempt — an appropriately supportive
reaction to the emotions of the candidate after
receiving the test result.

In the driving test, which can be characterised
methodically as a work sample assessed by way of
systematic behaviour observation®® (STURZBE!(
CHER, 2010), on the other hand, the examiner
must also take responsibility for the aforemen(]
tioned additional tasks. At the same time, he must
meet a significantly more complex challenge,
namely development of an adaptive test strategy
and continuous modification of both his overall test
concept and the planned (further) course of the
test in accordance with the performance shown by
the candidate and the constantly changing traffic
situation.

% “Work samples” are a form of testing which is encountered
especially in the context of vocational training and personnel
diagnosis; “systematic behaviour observation” is a term used in
the social sciences to describe observation methods which
satisfy particular design, documentation and evaluation stan(’
dards (EBBINGHAUS & SCHMIDT, 1999; KANNING, 2004,
SCHULER, 2001).
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According to STURZBECHER et al. (2010), the
demands placed on the driving test examiner can
be summarised as follows:

1. Planning and structuring of the test or observall
tion situation on the basis of demand standards
(e.g. test elements, driving tasks) and through
determination of the test route

2. Systematic observation of the behaviour of the
test candidate on the basis of observation catel’
gories which reflect the candidate competences
to be tested

3. Assessment of the behaviour of the test candil]
date on the basis of assessment criteria and
documentation of the result of this assessment
by way of a test report

4. Elaboration of decision preferences and apll
praisal of the corresponding certainty and justil]
fication of this test decision (this involves, furl]
thermore, consideration of the possible neces(]
sity to verify the decision preferences, leading
in turn to further development of the original test
concept and to the planning and structuring of
new observation situations)

5. Decision-making (including the final test decil]
sion).

It seems beyond doubt that proper fulfilment of the
aforementioned demands requires specific profes(]
sional aptitudes on the part of driving test examin(J
ers (e.g. awareness of responsibility in the context
of personal maturity, ability to adopt the perspecl]
tive of others), and that this can only be achieved
on the basis of corresponding qualification training.
The latter is also significant against the back[]
ground that, in order to satisfy methodical quality
demands and the precept of test equality, driving
tests should be conducted under uniform condiCl
tions to the greatest possible degree. This neces!(]
sity naturally collides with the limited possibilities
for standardisation of the driving test due to the
inability to plan and influence environmental and
traffic conditions. For the planning of test demands
in a concrete test situation, and likewise for as(]
sessment of the test performance, this discrepancy
must be compensated by way of criterion(J
referenced actions on the part of the examiner.
Under these circumstances, “observer training” is
imperative as the most important means to im(
prove methodical quality, alongside quality assurl(]
ance measures and continuous evaluation of the
process (KANNING, 2004).

The aptitude prerequisites for driving test examin(]
ers, the qualification and training necessities, and
expedient quality assurance measures should be
reflected in corresponding legal specifications. In

the EU Directive on Driving Licences (in Annex IV
“Minimum standards for persons who conduct
practical driving tests”), requirements are defined
to govern, among other things, the prerequisites
for admission to the profession of driving test ex[]
aminer, the basic qualification of examiners, and
measures for quality assurance and periodic furl]
ther training. Driving test examiners for vehicle
class B, for example, must have held a class B
driving licence for at least three years. Further(]
more, they must be at least 23 years of age and
must have completed vocational training. It is
moreover stipulated that prospective driving test
examiners must have successfully completed a
corresponding training programme to acquire the
necessary basic qualification. The minimum stan(J
dards anchored in the EU directive are intended to
be transposed into national legislation in the mem(]
ber states of the European Union by 2013.

The following sections offer an overview of the
relevant legal provisions currently applicable in the
countries covered by this report. They describe the
personal and professional prerequisites to be met
by driving test examiners (see “Prerequisites for
admission to the profession”), the professional
qualification and training they must complete (see
“Training stipulations”), and whether or not the
participation in further training measures is a man(J
datory requirement (see “Further training”).

Prerequisites for admission to the profession
Table 28 outlines the prerequisites to be met for
admission to the profession of driving test exam(l
iner with regard to a minimum age requirement,
the level of prior educational attainment and the
period for which the candidate must have held a
driving licence, as well as any further relevant con(]
ditions.

Minimum age requirement:

As can be seen from the table, the prescribed
minimum age for driving test examiners is in most
countries 23 years or above. In the group of major
West European countries, the lowest minimum age
is 20 years in Spain, and the highest 26 years in
Great Britain. Among the neighbouring countries
around Germany and reform-oriented countries,
the age threshold is lowest in Finland at 22 years,
and highest in the Netherlands at 28 years. The
lowest minimum age requirement overall is to be
found in the GDL countries, namely 19 years in
New Zealand. It must furthermore be noted that
the minimum age requirements for driving test
examiners display considerable variance, but with(]
out there being any visible special reasons for the
differences from one country to another.



134

Prerequisites (for admission to the profession)
Country Group . ; ing i
yenrs” | aammentt | since. years Further prerequisites

D WEU 24 3 - Engineering degree; 1.5 yrs work experience
E WEU 20 2 Entry test
GB WEU 26 - 5 No traffic offences; communication skills
| WEU

WEU/NBR 21* 2 3 No traffic offences; high school or techn. qualification
B NBR 25 2 7 Exemplary conduct; no DL withdrawal; med. certificate
CH NBR 24 2 3 Aptitude evaluation; car mechanic or similar training
cz NBR 25 5 No DL withdrawal in past 5 yrs; not previously DI
DK NBR Member of police or vehicle inspection organisation
L NBR 24 3 - Degree from a university of applied science
PL NBR - 3 Psych. and med. certificate; certificate of good conduct
A NBR/REF 27 2 No traffic offences; work experience as DI
NL NBR/REF 28 2 10 Entry test; flawless conduct; medical examination
FIN REF 22 2 1 year work experience as DI; entry test
N REF 23 3 Work experience as DI or engineering degree
S REF - 2 Professional aptitude; entry test
BG - 28* 2 5 5 yrs DL; not DI; no criminal record; aptitude
CcY -
EST - 25 3 8 No traffic offences; not working as DI
GR - 23* 5 Member of staff of transport ministry
H - 25 3 3 5 yrs experience as DI or engineer; entry test
HR - 21 3 3 3 yrs work experience as DI
IL - 25 2 8 Certificate of good conduct; military service; entry test
IRL - 22 Certificate of good conduct; entry test
IS - 21 3 5 Psychological and medical certificate
LT - 23 3 3 Degree in engineering science, education or law
LV - 21 3 3 -
P - 24 2 2 Medical and psychological examination
RO - 23 - 3 Psychological and medical certificate every 5 yrs
RUS - 23 2 3 University degree or subject-specific training
SK - 24 3 Work experience as police officer
SLO - 23 2 3 3 yrs work experience as DI; aptitude test
TR -
AUS/NSW GDL 20* - - -
AUS/QLD GDL 21 - 1 No criminal record or traffic offences
AUS/VIC GDL
CDN/NS GDL
CDN/ON GDL - - - Professional aptitude
CDN/QC GDL - - 2 -
NZ GDL 19 - 2 “Fit and proper person check”; eyesight test by doctor
USA/CA GDL
USA/FL GDL
USA/NC GDL
Tab. 28: Prerequisites and training stipulations for the profession of driving test examiner (“X” = applicable, “” = not applicable; grey

cells = no information available ; “DI” = driving instructor; “DL” = driving licence, “yrs” = years; WEU = major West European countries;
NBR = neighbouring countries around Germany; GDL = countries with GDL system; REF = reform-oriented countries)

Additional remarks :

" Where the minimum age requirement is derived from the period of driving licence possession, this is indicated with an aster(]
isk (*). 2uqr = Secondary school certificate, “2” = Advanced school certificate , “3” = University degree
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Educational attainment:

In many countries, prospective driving test exam(]
iners must possess a certain school education
certificate, university degree or relevant work ex[]
perience to become entitled to commence specific
professional qualification (see Table 28). With re(J
gard to school education, the majority of the coun(J
tries analysed demand an advanced school certifilJ
cate (i.e. 12 or 13 years of general school educal]
tion). There are furthermore many in which the
candidate must have completed also a course of
university study: In Luxembourg, driving test exam(]J
iners must hold a degree from a university of ap(]
plied science, while Lithuania requires a university
degree in an engineering science, education, law
or a traffic-related subject. In Latvia, a university
degree in mechanical engineering is necessary,
and in Germany a corresponding certificate as an
engineer. In Norway, work experience as a driving
instructor or engineer is a prerequisite; both of
these professions are preceded by university stud(!
ies. A university degree is similarly a prerequisite
for admission to the profession of driving test ex!]
aminer in Estonia, Iceland, Croatia, Lithuania, Po-
land and Hungary.

Prior driving licence possession:

In practically all the countries considered by the
present project, a minimum period of prior driving
licence possession is prescribed (see Table 28). In
most cases, a period of three years or more is
specified. Viewed overall, particularly long periods
are specified for driving test examiners in the
Netherlands at ten years, and in Estonia and Israel
with eight years. The shortest periods reported lie
between one year (Queensland) and two years
(e.g. Portugal, Spain).

Further prerequisites:

In a number of countries, the profession of driving
test examiner is only open to those who have prel]
viously worked as a driving instructor (e.g. in BulOl
garia, Finland, Croatia, Slovenia, Hungary). In
Finland, for example, at least one year of experil]
ence as a driving instructor is required, compared
to five years of experience in Hungary (either as a
driving instructor or as an engineer). Bulgaria also
stipulates a minimum of five years, whereas three
years is sufficient in Croatia and Slovenia. In Nor(]
way, driving test examiners will in future be rel
quired to furnish proof of at least two years of driv(]
ing instructor training at university level, or an
equivalent course of training, as well as work ex[]
perience as a driving instructor or engineer. The
prerequisites for training as a driving test examiner
(or so-called “traffic expert”) in Switzerland are a
certificate of vocational training as a vehicle mel]
chanic or automotive mechatronics technician or in

a technically equivalent occupation, and one year
of work experience since completing basic vocal]
tional training. In a few countries, responsibility for
the conducting of driving licence tests lies with the
police; in such countries, candidates for the prol]
fession of driving test examiner must thus already
be members of the police force (e.g. in Denmark
and Slovakia).

Training stipulations

As can be derived from Table 29 below, most
countries prescribe a specific course of training for
driving test examiners. Detailed information on the
duration and contents of this training is only avail(]
able for a few individual countries. The training
generally comprises theoretical and practical com(]
ponents, as well as field observations or periods of
probation in the test organisation. The duration of
training varies between a few weeks and one year.

In the major West European countries, relatively
long periods of training are prescribed in Germany
with at least six months and in France with seven
months. In Great Britain, by contrast, the training
lasts only four to six weeks, but is then followed by
a 12-month probationary period in the test organiCl
sation. Among the neighbouring countries around
Germany and the reform-oriented countries, train(J
ing periods of around one year are found in the
Netherlands, Sweden and Switzerland; in Switzer(]
land, the training can be completed on a part-time
basis parallel to an existing job. Norway requires
four to five months of training, comprising a three(’
week course which is organised centrally, and a
combination of theoretical and practical training
units in local test organisations.

In the group of GDL countries, the training for driv(]
ing test examiners lasts several weeks in the Aus(]
tralian states of New South Wales and Queens(!
land; a relatively high number of training hours is
demanded in the Canadian province of Ontario.
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Training stipulations Further training
Country Group
Theoretical training | Practical training Mandatory training Every ... years

WEU Min. 6 months X 1
E WEU 6 weeks X 1
GB WEU 4-6 weeks, plus 12 months probationary period - -
I WEU |

WEU/NBR 7 months X

NBR X | X - -
CH NBR ~ 1 year part-time X 1
cz NBR X X 3'
DK NBR
L NBR X X X 5
PL NBR 152 hours
A NBR/REF X X X 4
NL NBR/REF ~ 1 year X 1
FIN REF Min. 2 weeks
N REF 4-5 months, plus 3-week course - -
S REF 12 weeks 45 weeks X 3
BG - X
CY -
EST - 4 months X 1
GR -
H - 84 hours 76 hours X 1
HR - X X 5
IL - X
IRL - 6 weeks - -
IS - Min. 3 weeks X 1
LT - ~ 2 weeks X 3
LV - ~ 3 months X 1
P - X X 3
RO - - - - -
RUS -
SK - - -
SLO - 40 hours 50 hours X 2/5°
TR -
AUS/NSW GDL 1 week 1 week - -
AUS/QLD GDL 4 weeks
AUS/VIC GDL
CDN/NS GDL
CDN/ON GDL 210 hours 180 hours X 2
CDN/QC GDL
NZ GDL X X
USA/CA GDL
USA/FL GDL
USA/NC GDL
Tab. 29: Qualification and further training for driving test examiners (“X” = applicable, “” = not applicable; grey cells = no information

available; WEU = major West European countries; NBR = neighbouring countries around Germany; GDL = countries with GDL system;
REF = reform-oriented countries)
Additional remarks:

' The driving test examiner licence is issued initially for five years and thereafter for three years. % Theoretical further training
every two years and practical further training every five years.
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In Poland, a specific training curriculum exists and
provides for a total of 152 hours of theoretical and
practical instruction in the subject areas “Psychol(]
ogy” (20 hours), “Didactics” (20 hours), “Road traf(J
fic law” (30 hours), “Vehicle engineering and main(J
tenance” (20 hours), “Safety in road traffic” (16
hours), “Tasks of the examiner” (42 hours) and
“Examination practice” (4 hours). In Hungary, the
training comprises 84 hours of theoretical instrucl]
tion (on topics such as legal regulations, driving
techniques and test methodology, in each case
with reference to the different vehicle classes) and
76 hours of practical training (including participal’
tion in actual driving tests).

In Iceland, by contrast, future driving test examin(]
ers acquire the corresponding theoretical knowl(]
edge primarily by way of independent study. The
practical training takes place during a three-week
period of field observations in a test centre — the
prospective examiner is here accompanied by a
supervisor, who is also responsible for evaluation
of the training performance. Once the supervisor
determines that an adequate level of competence
has been attained, an external examiner is called
in to conduct a final test. In Estonia, driving test
examiners learn how to conduct knowledge tests
and driving tests within the framework of a special
training programme offered by the test organisall
tion (“Estonian Road Administration”). The main
focus, however, is placed on driving tests, as —
given the lower demands mentioned previously in
connection with the use of a PC in knowledge tests
— the responsibility for realisation of the computer’
assisted knowledge test can also be delegated to
qualified supervisors; it is only necessary for at
least one driving test examiner to be present in
case of deviations from the regular test procedure
(e.g. for an oral knowledge test).

In numerous countries, various professional qualil]
fication tests must be passed in the course of or
even already in advance of the training. In Luxem[]
bourg, candidates for the profession first attend an
application interview, and subsequently complete
written entry tests (e.g. on the road traffic regulal
tions and vehicle technology). Entry tests are also
held in Finland and Israel. In Great Britain and
Sweden, it is necessary to pass a special driving
test before the actual training commences; further
theoretical and practical tests (e.g. knowledge
tests, work samples, supervised exercises) are
conducted over the course of the training. The
training in New Zealand is realised by an already
qualified driving test examiner, who makes avail(]
able the teaching materials, assists and supervises
the candidate with regard to the proper realisation
of driving licence tests, and determines the approl]

priate time for qualification testing in accordance
with the candidate's training progress.

Further training

As a rule, driving test examiners are required to
participate in mandatory further training measures.
The frequency of such periodic further training
varies between usually every year (e.g. Germany)
and every five years (Luxembourg); the scope of
further training lies between one and five days per
year. More precise data on the scope of further
training and the contents of individual measures
are only available for a few countries. In Austria,
for example, examiners attend further training at
least every four years. Five days of further training
are prescribed per year in Germany, compared to
at least two days per year in Estonia, Iceland, Lat(]
via and the Netherlands. In Luxembourg, it is man(J
datory to complete five days of further training
within a five-year period (i.e. 1 day per year); typilJ
cally, however, examiners actually attend up to 15
days of further training during this time. In PortulJ
gal, one week of further training is prescribed over
a period of three years (corresponding to 1.7 days
per year) as a prerequisite for renewal of the Ii[]
cence to work as a driving test examiner. In Swel]
den, renewal of the authorisation to conduct tests
is dependent on four days of further training within
three years (corresponding to 1.3 days per year).
Driving test examiners in Slovenia must attend at
least four days of theoretical further training within
two years, and five days of practical further training
at least every five years (i.e. a total of three days of
theoretical and practical training per year). In the
Canadian province of Ontario, all driving test ex[]
aminers must attend a training seminar every two
years in order to retain the qualification to conduct
tests for all driving licence classes.

3.4.5 Quality assurance measures in test
organisations

In addition to its analysis of the state regulations
pertaining to qualification and further training for
driving test examiners, the present study ad(l
dresses the topic of quality assurance in driving
licence testing by investigating the extent to which
the most important forms of testing (knowledge
test and driving test) are made the subject of
evaluation and further development, and the man(]
ner in which this is realised, where appropriate. In
the following, examples from a selection of coun(]
tries serve to illustrate

— whether test data from the knowledge test
are evaluated as a basis for improvement of
the test items, and which occasions lead to
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the overall pool of test items being modified
or updated, as well as

— which quality assurance measures are imf]
plemented in the context of the driving test,
and how frequently are audits performed to
monitor the quality of the driving test.

Germany (WEU)

In Germany, the organisations mandated by the
state to conduct driving licence tests (the operators
of Technical Examination Centres) receive their
state approval (formerly “accreditation”, valid for
five years) through the corresponding evaluation
agency at the Federal Highway Research Institute
(BASt), and are later subject to regular external
monitoring by auditors from the same office at the
BASt. These external audits are performed once
per year, with the scope of each audit being del]
pendent on the number of practical driving tests
conducted during the previous year. At least one
knowledge test and two driving tests are evaluated
on each day of the audit in a particular centre.
Alongside the regular external monitoring, special
external audits may be necessary,

— if the continuous monitoring or approval rel]
newal process reveals serious deviations
from the specifications of the approval
guidelines,

— if special circumstances have arisen which
give rise to serious doubts as to whether the
approved operator still meets the quality
demands in certain areas, or

— if the operator has himself requested a spel]
cial audit (e.g. to refute accusations of a
third party).

In addition, the test organisation is required to per(’
form internal audits. An appointed quality officer is
responsible for realisation of the internal audits; he
selects the quality auditors and defines an annual
framework for the audits. Various customer sur(l
veys are also conducted.

In connection with the introduction of the computer
as test medium, a scientific concept for evaluation
of the knowledge test (“theoretical driving test”)
was developed and implemented (see above). This
concept provides for continuous quality assurance
in respect of the test items and test sheets (equivall
lent sets of test items in so-called “parallel tests”).
This includes the evaluation of statistical paramel
ters characterising the test items used (level of
difficulty, discrimination, etc.), the formulation of
corresponding scientific recommendations for the
revision of either individual test items or sets of test
items in equivalent parallel tests, and scientific
support for the development and testing of new
test items. Proposals for changes are elaborated

by a group of experts in response to the results of
the continuous evaluation, amendments to the
legal regulations, or feedback received from aul’
thorities, driving instructors, etc. The proposals are
then submitted to the responsible state authorities
for approval. Quality assurance for the knowledge
test is thus a continuous process; the concrete
measures and results are documented in annual
reports to the responsible authorities at state and
national level.

France (WEU/NBR)

In France, overall pass rates in the knowledge test
and the difficulty index of the individual test items
are the subject of annual appraisals. Changes to
the regular test items are effected in response to
amendments to the relevant legislation or on the
basis of statistical evaluation of the test data. Qual(]
ity assurance for the driving test consists of inter(]
nal and external quality audits to review test prol]
cedures, and interviews with individual driving test
examiners.

Great Britain (WEU)

To safeguard the quality of the knowledge test in
Great Britain, the difficulty index of the individual
test items is checked at monthly intervals, and the
pass rates are analysed with regard to the age and
gender of the candidate (population-specific
equivalence) and the test location. Before new test
items are introduced, they are tested openly within
the framework of the regular knowledge test. Qualll
ity assurance relating to the driving test takes the
form of a quality management system for driving
test examiners and includes, for example, analyll
ses of test reports and regular quality audits in the
sense of internal evaluations of test realisation.

Belgium (NBR)

In Belgium, the development of new test items is a
task of the transport ministry and the Belgian test
organisation (“GOCA”); a group of experts is
granted responsibility for evaluation of the quality
and content validity of the test items. To assess
the regularly used test items, statistical checks are
performed on test data at six-monthly intervals,
including, for example, comparison of the difficulty
index of individual items. Test items are withdrawn
or replaced on the basis of legislation amendments
or statistical conspicuity. With regard to the driving
test, test results are subjected to statistical analy(]
sis, and observers accompany individual tests. The
test procedures for both the knowledge test and
the driving test are monitored periodically within
the framework of internal evaluations. The auditors
are appointed by the test organisation, but the
corresponding audit procedures are specified by
the state authorities.
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Luxembourg (NBR)

In Luxembourg, a working group made up of driv(]
ing test examiners, driving instructors, experts from
the field of traffic legislation, language teachers,
and other relevant specialists is entrusted with the
development of new test items for the knowledge
test — this is the same group of experts which is
also responsible for editing of the learner's text
book (“Code de la Route Populaire”; see Chapter
3.2.3). Updating of the test items is effected by
way of amendments to the corresponding legislall
tion. To uphold the quality of the driving test, a
senior driving test examiner accompanies and
observes regular driving tests unannounced. Furl]
thermore, the test statistics for individual driving
test examiners are evaluated at quarterly intervals.

Czech Republic (NBR)

In the Czech Republic, the transport ministry and
the associated traffic research centre assume rel]
sponsibility for the evaluation and development of
test items. The quality of existing and new test
items is assessed by a group of experts, which can
then recommend either the removal of individual
items from the test catalogue or equally the inclul]
sion of new test items. The updating of test items
is a continuous process, though specific feedback
or complaints may also trigger targeted appraisal.
With regard to the driving test, quality assurance
measures include monitoring of the examiner's
documentation obligations (test reports, etc.) and
direct assessments of test realisation.

Netherlands (NBR/REF)

In the Netherlands, the quality of new items for the
knowledge test is assessed by testing the use of
such items in connection with regular tests. The
test item catalogue is updated monthly, with the
decision to revise or withdraw test items being
based on analysis of their difficulty index. The test
organisation (“CBR”) also performs annual internal
audits to assess the quality of the driving test. In
the course of these audits, the test reports and test
assessments of the driving test examiners are
evaluated and analysed.

Sweden (REF)

In Sweden, new test items are tested in both spel]
cial trials and regular knowledge tests before intro’
duction. Draft plans and predefined matrixes pro(]
vide a framework for the development of parallel
tests. Traffic experts review the content of revised
test items before they proceed to the trials stage,
and separate evaluations are conducted by ex[]
perts from the field of education. The frequency at
which test items are updated depends on how long
and how often the individual items have been in
use. A relatively large proportion of the test items

for the class B knowledge test are replaced
monthly or even more frequently. Test items are
marked for revision in response to diminished dis[]
crimination, changes in the level of difficulty,
amendment of the content-related framework (e.g.
legal regulations, training curriculum), complaints
received or the level of exposure in regular testing
(see above). Quality assurance for the driving test
involves regular monitoring of actual test realisal’
tion, wherein a superior of the driving test exam(
iner accompanies a driving test as observer. In
addition, test data are subjected to statistical
analyses. Special test audits may be performed to
clarify conspicuous statistical findings or com(]
plaints.

New South Wales (GDL)

In the Australian state of New South Wales, the
“‘Roads and Traffic Authority” (RTA) is the body
responsible for the development of new test items.
Such new test items are derived directly from the
“Road User's Handbook”, which constitutes the
fundamental teaching and learning medium for
novice drivers (see Chapter 3.2.3). Before new test
items are introduced, their content validity is as(]
sessed. Statistical methods are furthermore apl
plied to all test items used in the regular knowl(]
edge test to evaluate their level of difficulty. The
driving test is similarly the subject of both regular
and specifically occasioned quality assurance
checks, wherein a supervisor accompanies the
driving test examiner in the test vehicle. Tasks
relating to quality assurance are entrusted to spel]
cial evaluators from the RTA, who work independ(]
ently of the driving test examiners.

Ontario (GDL)
In the Canadian province of Ontario, the test items
for the knowledge test are evaluated at intervals of
several years. Test items may also be revised on
the basis of complaints received. With regard to
quality assurance for the driving test, it is decreed
that the work of the driving test examiners must be
monitored at regular intervals by the head or a
supervisor of their test centre. These so-called
“check rides” are realised as participatory expert
observations within the framework of regular tests.
At least two such audits must be performed for
each driving test examiner in any period of six
months. During the “check ride”, the supervisor sits
in the back seat and assesses both the driving
behaviour of the test candidate on a test report and
the behaviour of the examiner during the test on
the basis of a list of defined criteria. The assess
ment of the driving test examiner covers the follow
ing points:
— Test realisation (preparation, welcome, in(J
troductory briefing, vehicle check, verificall
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tion of the candidate's identity, time manC
agement during the test),

— Knowledge and handling of the assessment
criteria (correct recording of errors, legibility,
accuracy, observance of a proper test route,
proper realisation and sequence of the driv(]
ing tasks),

— Comparison of the test reports of the driving
test examiner and the supervisor after the
driving test (assessment of accuracy and
consistency),

— Well-being and safety (checking of the
safety-relevant features of the candidate's
vehicle, timely instructions to the candidate,
consideration of the surrounding traffic situar
tion when giving instructions, recognition
and if necessary avoidance of hazards,
timely premature termination of the test in
case of inadequate driving skills on the part
of the candidate, intervention to avoid accil’
dents).

After the test, the examiner and the supervisor
meet to discuss the findings and to pinpoint the
strengths and weaknesses in the driving test ex[’
aminer's performance. Audits of the individual test
centres are performed by the Ministry of Transpor(]
tation and assess, for example, the test routes and
test reports. At the same time, evaluation criteria
are applied to identify test centres with unusually
high or low pass rates. If deemed necessary, the
ministry may dictate measures aimed at quality
improvement (e.g. additional evaluations and staff
training, or revision of the test routes).

4 Discussion

The present report has described the systems of
novice driver preparation implemented in a selecl]
tion of different countries, and characterised those
systems in further detail by way of their general
legal conditions (e.g. minimum age requirements,
prerequisites for admission to training) and the
forms of teaching/learning and testing used. If,
within the framework of a comparative system
analysis, the focus is expanded beyond a narrow
portrayal of country-specific differences in the del]
sign of individual forms of teaching/learning and
testing, the various elements of preparation
emerge as the essential “modules” of a system of
novice driver preparation, the interactions and
placement of which provide the basis for different
“system architectures”. For all the variations in
design from country to country, it is the common
overarching objective of all systems of novice

driver preparation to equip novice drivers for safe,
independent participation in motorised road traffic.
One of the key guiding factors for the design and
appraisal of such systems is thus fundamental
scientific knowledge of the processes of driving
competence acquisition. The relevant knowledge is
outlined briefly in the following, as the starting point
for a concluding system evaluation.

The acquisition of driving competence demands
the development and coordination of various parC]
tial competences, namely motor abilities relating to
operation of the vehicle and cognitive abilities in
the sense of information recognition and process!|
ing functions, which are indispensable as a basis
for orientation and adequate reaction in the com(]
plex traffic environment. Even allowing for the fact
that the mechanisms of driving competence acquill
sition have not yet been fully “decoded” and the
interactions of the various partial competences can
hardly be depicted in their entirety, it can generally
be deemed urgently necessary, as a prerequisite
for safe participation in road traffic, to be able to
combine cognitive and motor abilities in the solving
of different traffic situations, and in doing so to
automate actions as far as possible (STURZBET
CHER, 2010). Three stages of skill automation can
be distinguished (FITTS & POSNER, 1967;
ANDERSON, 1982) and are used here to illustrate
the acquisition of the knowledge and abilities necl]
essary for safe participation in road traffic. This
acquisition begins with a “cognitive stage”, during
which instruction and independent study serve to
develop internal, primarily declarative knowledge
of what must be done when participating in motor(]
ised road traffic. This is a prerequisite for the ability
to collect and process further relevant information
and to assign this information to the corresponding
knowledge structures. At the subsequent “assol]
ciative stage”, the acquired stock of knowledge is
then corrected systematically and expanded into
implicit and finally action knowledge. The concludr’
ing “autonomous stage” enables perfection of this
action knowledge; the final result is thus increased
speed and accuracy in the application of available
knowledge, as well as a reduced susceptibility to
mistakes and not least reduction of the tied atten(’
tion and working resources. Estimates of the time
required to learn to drive usually assume periods
of several years and a total of 10,000, 50,000 or
even 100,000 kilometres of driving practice (for an
overview: GRATTENTHALER, KRUGER &
SCHOCH, 2009). Analysis of the changing level of
accident risk for novice drivers over time shows
that a decline in the initially high rate of accident
involvement can be expected with increasing driv(]
ing experience; it is only after around two to three
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years, that the rate of accident involvement falls to
the level found among experienced drivers
(SCHADE, 2001; WELLS & BAUGHAN, 2003).
The correlation between driving experience and
accident risk is also discussed in scientific literal]
ture in conjunction with the so-called “young driver
paradox” (WARREN & SIMPSON, 1976), which
refers to the fact that safe driving skills are aclJ
quired first and foremost through actual driving, but
at the same time the initial phase of such experilJ
ence-building — not least as a result of the still lack[J
ing safe driving skills — is necessarily accompanied
by the highest exposure risk.

In connection with the increased accident risk for
novice drivers during the initial phase of solo driv(]
ing, two components are generally discussed as
underlying causes, namely “novice risk” and “youth
risk’. The elements of risk termed “novice risk”
refer above all to high cognitive and psychomotor
demands associated with the mastering of particul]
lar driving tasks; for a novice driver, the underlying
processes have not yet become automated roul]
tine, which leads to an increased number of driving
errors and thus accidents. The sources of risk
summarised under “youth risk” are to be seen in
youth-typical dispositions, such as an increased
readiness to take risks, a pronounced craving for
sensation or self-overestimation, and consequently
apply in particular to the group of young novice
drivers. On the basis of surveys conducted among
novice drivers in Britain, MAYCOCK et al. (1991)
were able to supply empirical proof for the relative
influences of the novice risk attributable to a lack of
driving experience (decrease in accident risk with
increasing experience) and the youth risk attribut[
able to age-related factors (lower initial risk with
increasing age). Both risk factors contribute to the
reduction of accident risk, though the declining
novice risk accounts for the significantly greater
contribution. After one year of driving experience,
for example, the accident risk for novice drivers
was lower by approximately 30 per cent, whereas
one year of age difference brought only a six per
cent reduction in accident risk. McKNIGHT und
McKNIGHT (2003) reached a similar conclusion
after analysing reports on accidents involving
young drivers between 16 and 19 years of age,
namely that novice driver accidents are attributable
above all to novice-specific competence deficits
and only secondly to youth-typical risk factors.

With regard to the formulation of design requirel]
ments for systems of novice driver preparation, it
can be taken that a period of several years must
be planned and organised accordingly to enable
the acquisition of fully developed driving compe]
tence. Given the relatively short period of preparall

tion prior to the granting of a driving licence, it can(]
not be assumed that the level of driving compel’
tence desirable from the perspective of road safety
has already been attained during the initial phase
of solo driving. This initial phase of solo driving is
thus at the same time a period of intensive practil]
cal learning. Compared to the preceding super(]
vised learning phase, however, this continued
learning without the direct supervision of a driving
instructor or lay accompanist takes place under
conditions of significantly higher risk. Effective
reduction of the greater risk exposure can be
achieved in one of two ways: Either by broadening
the scope of experience gained before the com(]
mencement of solo driving — this expands the
competence prerequisites available to overcome
the risks — or by regulating the conditions of risk
exposure — this adapts the demands placed on the
novice driver to his still inadequately developed
driving ability.

On the basis of the comparative descriptions of the
systems implemented in individual countries in the
previous chapters, and taking into account the
aforementioned general knowledge relating to
driving competence acquisition, it is possible to
address the three central research questions
posed in Chapter 1. Subsequently, discussion can
be concentrated on the demands to be met by a
functional system of novice driver preparation, and
on the potential for an optimisation of novice driver
preparation in Germany.

The first central question was: “Can particular ‘sys[]
tem types’ or models of novice driver preparation
be distinguished on the basis of the forms of teach(]
ing/learning and testing in use in the different
countries and by way of their specific arrangement
within the process of novice driver preparation?”
As a starting point for the answer to this question,
it must be noted that the systems of novice driver
preparation already specify a legal framework for
the granting of driving licences, and that the essen(]
tial conditions for the acquisition of knowledge and
skills by novice drivers (e.g. the persons involved,
opportunities for driving practice) are thus predel’]
fined. The most interesting of these framework
conditions for a categorisation of different system
types would appear to be those which are related
to the previously outlined mechanisms and time(]
scales of driving competence acquisition, and to
the commencement of solo driving as the initial
focus of risk exposure in a driving career. This
means, in particular, (1) the diversity and scope of
opportunities for practical driving experience during
the supervised learning phase, (2) the design of
the autonomous learning phase as a protective
teaching/learning setting and as a phase of contin(]
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ued learning, and (3) the durations of the superl]
vised and autonomous learning phases, as well as
the overall period through to the granting of a driv(]
ing licence free of all special protective regulations.
In the following, the characteristic design forms of
systems of novice driver preparation are to be
described on the basis of these dimensions, with
examples from individual countries serving as illus(J
tration.

(1) With regard to the availability of teachl
ing/learning forms and the possibilities to acl
quire practical driving experience in preparal]
tion for solo driving, the present report consid(]
ered both those countries in which formal pracl]
tical driving instruction is the only opportunity
for participation in real traffic, and others in
which lay persons are also permitted to offer
practical driving instruction or else to act as an
accompanist, whereby the acquisition of driv(]
ing experience is spread over a longer period.
The available scope and the range of possibili[
ties for practice in preparation for solo driving
thus differ fundamentally from one country to
another. Where it is not permissible to involve
lay persons in preparation alongside profes(]
sional driving instructors, the commercial driv(]
ing schools hold a training monopoly within the
system concerned. Consequently, due to the
cost implications, the likelihood of a particularly
broad scope of practice during the supervised
learning phase is drastically reduced. In such
models, high demands are placed on efficient
organisation of the available learning and train(]
ing time during the supervised learning phase,
while the opportunities to enhance driving
competence through extensive driving practice
are shifted into the initial phase of solo driving.
This system type, characterised by the legally
prescribed limitation to driving school training
as an exclusive source of preparatory driving
practice, is found in Denmark, the Czech Rel]
public and Poland among the neighbouring
countries around Germany and in the Nether(]
lands among the reform-oriented countries, as
well as in Bulgaria, Greece, Hungary, Croatia,
Portugal, Romania and Slovakia. In several
other countries, including Germany, training
exclusively in a commercial driving school is
merely one of the training models which novice
drivers are able to choose, alongside alternal’
tives which offer additional opportunities for
learning by way of accompanied driving.

In the majority of the countries covered in the
present project, both professional driving inf]
structors and lay trainers participate in practill
cal driving instruction, albeit with significant

variation in the manner in which the ensuing
possibilities for informal, private instruction are
combined with formal training offers. It is basir
cally possible to distinguish three forms of
combination:

(1) The first form of combination functions with
a minimum of official intervention, i.e. it is left
to the individual discretion of the novice driver
whether to attend a driving school, to learn tol]
gether with an eligible lay person (e.g. a parlJ
ent), or to combine formal training components
with the possibilities for informal, private prach
tice. In these countries, only a minimal scope
of formal driver training is prescribed, if at all.
Such “liberal models” are to be found, for ex[]
ample, in Great Britain in the group of major
West European countries, and in Switzerland
and Sweden in the groups of neighbouring
countries around Germany and reformQ
oriented countries. Further countries which can
be assigned to this system type are Ireland,
Malta and Cyprus. (2) In the second category,
the formal driver training components and the
possibilities for informal practical driving in(l
struction remain conceptually separate elel]
ments of preparation. It is here first necessary
to complete a full programme of driving school
training and to pass a driving test, before sub!(]
sequently becoming entitled to drive under the
supervision of an experienced lay person. Ex[]
amples of such “consecutive models” are the
“BF17” model in Germany and the system of
novice driver preparation in Israel. (3) The third
form of combination provides for a period of
formal driving school training at the beginning
of the learning process, followed by a phase of
accompanied driving. During this accompanied
driving phase, the novice driver must attend
further units of formal training with a profes(]
sional driving instructor, before finally taking
the driving test. Examples of such “integrative
models” are found in the French system of
novice driver preparation (“AAC” model)
among the major West European countries, as
well as in Luxembourg (“AC” model), Austria
(“L17” model’) and Norway among the
neighbouring countries around Germany and
reform-oriented countries.

In the context of the aforementioned system
types and training models, the GDL countries
are something of a special case. The patrticular
feature of these systems is that accompanied
driving, as an informal teaching/learning form
is here the decisive element of preparation
serving to develop practical driving experience,
whereas formal driving school training plays
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only a complementary role. Nevertheless, all
three variations for the combination of accom(’
panied driving and formal training offers are
also to be found in the GDL systems: In New
Zealand and in the Australian states of New
South Wales, Victoria and Queensland, for ex[]
ample, no formal driver training is prescribed —
the novice driver is free to choose his preferred
form of preparation, in similar fashion to the
“liberal models” in Europe. In the US states, on
the other hand, the GDL systems equate to
“consecutive models” by requiring the comple(]
tion of formal training elements before com(]
mencing accompanied driving. In the Canadian
provinces of Nova Scotia, Ontario and QuéL
bec, finally, the system includes modules of
formal training, as either mandatory or optional
elements, to be completing during the course
of the accompanied phase — comparable to the
“‘integrative models”.

The first phase of solo driving was above del]
scribed as a phase of continued learning, dur(]
ing which the acquisition of driving experience
is reflected in gradual reduction of the initially
high accident risk. Especially at the beginning
of solo driving, there is thus a risk that the nov(]
ice driver could be exposed to traffic situations
which he is unable to master. In most systems
of novice driver preparation, therefore, the first
phase of solo driving after obtaining a driving
licence is designed as a special learning setl]
ting, in the sense of an “autonomous learning
phase”, with a focus placed on the acquisition
of practical driving experience. Generally
speaking, the protective regulations applicable
to solo driving during this phase can be divided
into two basic types of precautionary measure:
On the one hand, novice drivers may be
placed under a general preventive threat of
sanctions, which is then escalated to specific
preventive sanctions if relevant traffic offences
are committed. On the other hand, novice driv(]
ers may be subject to immediate driving and
mobility restrictions, which are intended to pre(]
vent their exposure to certain excessive del’
mand situations.

Basing the differentiation of particular system
types on a descriptive dimension which signi(l
fies the extent to which the autonomous learn(]
ing phase is designed as a special learning
setting and as a phase of continued learning, it
is revealed that there are only a few countries
in which the initial phase of solo driving is not
subject to special regulations of one form or
another (e.g. Bulgaria, Czech Republic). By
contrast, especially wide-ranging provisions for

the initial phase of solo driving are a character(’
istic feature of many GDL systems and gener[]
ally combine both forms of protective regulall
tion, namely the threat of sanctions and mobil(]
ity restrictions. The threatened sanctions frel]
quently involve driving bans, the requirement
to attend corresponding advanced training
courses, and last but not least extension of the
period for which the protective regulations rel
main in force during the autonomous learning
phase, in other words temporary refusal of a
full and unrestricted driving licence. Common
driving restrictions in the GDL systems, along(!
side a zero-alcohol rule, include the exclusion
of night-time driving and special rules limiting
the number of passengers. In certain GDL sys[]
tems, furthermore, the autonomous learning
phase is divided into two stages, with the tran(J
sition to the second stage being accompanied
by the lifting of certain restrictions and thus an
extension of the novice driver's mobility. In
some cases, further forms of testing are placed
between the two stages and are thus able to
realise a control function in respect of the first
months of solo driving (e.g. in New South
Wales and Queensland).

The majority of European systems of novice
driver preparation can be positioned between
these two extremes of a waiving of all protecl]
tive regulations on the one hand, and a gradu(
ated autonomous learning phase subject to a
diversity of threatened sanctions and mobility
restrictions on the other. In many cases, it can
be noted that the focus of special provisions
for the autonomous learning phase is placed
on preventive threats of sanctions, without at
the same time excluding specific risk exposure
for the novice driver by way of driving restric(]
tions (e.g. Great Britain, Denmark, Poland,
Finland, Norway, Sweden). As in the GDL sys[
tems, the threatened sanctions are frequently
driving bans and mandatory advanced training
courses. In some European countries, adll
vanced training courses are also prescribed
during the autonomous learning phase in the
sense of a mandatory second phase of driver
training for all novice drivers (e.g. in Austria,
Luxembourg, Finland and Switzerland). It can
nevertheless be established that the instrulJ
ment of driving restrictions is not exclusive to
the overseas GDL systems; such restrictions
are also used to varying extents in a number of
European countries. Alongside the general
preventive threat of sanctions, the concrete
driving restrictions applicable here include,
above all, either zero-alcohol rules or at least
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lower alcohol limits for novice drivers (e.g. in
Germany, France, Luxembourg, Austria and
the Netherlands), special marking of the novice
driver's vehicle (e.g. in Spain, France, Switzer(]
land, Estonia and Lithuania) and speed restric[]
tions for novice drivers (e.g. in Spain, Italy and
France).

While precisely combinations of different proC
tective measures and graduated realisation of
the autonomous learning phase are design as(]
pects characteristic for many GDL systems, it
can be recognised overall that some European
systems also implement extensive provisions
to regulate the autonomous learning phase,
and thus achieve a certain similarity to the
overseas GDL systems. Likewise, it must be
pointed out that it is also possible to differentil]
ate GDL systems with a more or less exten(]
sively regulated autonomous learning phase.

The overall timeframe for driving competence
acquisition within a system of novice driver
preparation is defined by the cumulated dural’
tions of the supervised learning phase and the
autonomous learning phase. The extent of
safety-relevant driving experience attainable
during the supervised learning phase is deter(]
mined firstly by the framework conditions of the
system concerned (e.g. minimum age rel]
quirements, minimum training periods), but is
at the same time also dependent on the avail
ability and the costs of the teaching/learning
forms which enable practical driving practice.

With regard to the timeframe and the attain(]
able scope of driving practice, the systems can
be distinguished according to whether they
provide for a “long” or “short” form of preparal’
tion. In those countries in which formal driving
school training is the only opportunity to gain
practical driving experience, the preparation for
solo driving is inevitably limited to a short pel
riod or a lesser scope due to the cost implicall
tions. The minimum duration and scope of
practice are here dictated, on the one hand, by
the specification of a required number of driv(]
ing lessons; at the same time, it is the task of
the driving instructor, together with the novice
driver, to decide whether the necessary con(]
frontation with different traffic demands has
been accomplished (e.g. variation of the driv(]
ing experience between urban and rural situal’
tions), whether the learner has attained an
adequate level of driving skills, or whether fur(]
ther driving lessons are expedient. Such short
forms of preparation are found in the afore
mentioned countries with exclusively formal

driving school training (e.g. Denmark, Czech
Republic, Poland). In other countries, by con(l
trast, a long form of preparation is either enl]
abled by way of corresponding framework
conditions or even prescribed as a mandatory
requirement. In this context, mention must be
made firstly of the GDL countries, in which
minimum periods are specified for the superl]
vised learning phase (e.g. 12 months in
Queensland, Québec, North Carolina), often in
combination with a minimum scope of driving
experience during this period (e.g. 120 hours
in Victoria and in New South Wales, 50 hours
in Florida and in California). At the same time,
framework conditions which permit or explicitly
promote a long form of preparation for solo
driving also apply in many European countries.
Where differences are found, they refer to the
extent to which it is mandatory to make use of
individual elements of preparation. There are
some European systems, for example, in which
the duration of the supervised learning phase
and a minimum scope of practical driving ex(
perience — similarly to the specifications of the
aforementioned GDL systems - are binding
stipulations (e.g. the “AAC” model in France or
the “L17” model in Austria). Under those sys/]
tem types where a long form of preparation is
merely permitted as an option, use of this op(]
tion is generally regulated by specifying a
minimum age for the earliest possible com(]
mencement of practical driving instruction and
a higher minimum age for the transition to solo
driving. Together, these specifications define a
certain “window” of several months for use of
the opportunities for additional driving experil
ence (e.g. up to 12 months for the consecutive
“BF17” model in Germany and the integrative
model in Iceland).

If the duration of the autonomous learning
phase is also taken into account, alongside the
duration of the supervised learning phase, it
can be seen that various systems define an
overall timeframe stretching to several years;
this timeframe is equally binding for all novice
drivers and serves to support their acquisition
of driving competence through the stipulation
of certain further elements of preparation. In
the Australian GDL systems in the states of
Queensland, New South Wales and Victoria,
with a supervised learning phase of at least 12
months and a subsequent graduated autono(]
mous learning phase of at least 36 months (in
New South Wales and Queensland) or 48
months (in Victoria), the overall timeframe is
relatively long at a minimum of four or five
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years; it is also conceivable for a novice driver
to spend a longer time at individual stages of
the graduated system. Among the European
systems of novice driver preparation, there are
only a few systems which specify similarly long
durations. In France, for example, a total dural]
tion of three years applies for novice drivers
who choose the “AAC” model, with its super(]
vised learning phase of 12 months and a sub(l
sequent autonomous learning phase of 24
months.

On the basis of the chosen descriptive dimensions
“Opportunities for practice during the supervised
learning phase”, “Design of the autonomous learn(]
ing phase as a learning setting” and “Timeframe
for the supervised and autonomous learning
phases”), it can be determined that the systems
differ in the extent to which — within a certain (bind[J
ing) timeframe — they establish learning environ(]
ments with extensive learning opportunities and at
the same time implement precautions to minimise
risk exposure during learning. Some systems per-
mit driving practice during the supervised learning
phase exclusively within the framework of driving
school training, whereas others can be character(]
ised by their combination of formal training offers
with possibilities for informal preparation, and thus
offer or even expect a much broader scope of sulJ
pervised driving practice. Likewise with regard to
realisation of the autonomous learning phase as a
setting for continued learning, the different systems
implement widely varying designs for the initial
phase of solo driving, ranging from the waiving of
all protective regulations to comprehensive, com(]
bined — and in some cases also graduated — prel]
cautionary measures. In respect of the timeframe
for driving competence acquisition, a number of
countries define a very generous framework ex[]
tending over a period of several years; in the GDL
systems, in particular, the overall timeframe for
transition through the process of novice driver
preparation begins with a minimum duration of
preparatory training for solo driving, followed by a
relatively long minimum period of solo driving un-
der — partially graduated — protective regulations.

The second central question to be answered by
the research was: “Are the different arrangements
of forms of teaching/learning and testing founded
on teaching and learning theory principles, espel]
cially with regard to the function and benefit of the
particular arrangement for the acquisition of driving
and traffic competence?” (see Chapter 1). When
addressing this question, it is to be assumed that
the different systems of novice driver preparation
have developed historically and are thus character(]
ised by country-specific legal, social, cultural, ecol]

nomic and infrastructural circumstances. Two basic
trends can be identified in the scientific discussion
on necessary further development of the individual
systems, namely recommendations for expansion
of educationally oriented formal driving school
training on the one hand, and the promotion of
possibilities for additional informal practical experil]
ence under protective regulations on the other
hand (LEUTNER et al., 2009). With the develop[]
ment of the GADGET matrix (CHRIST et al., 1999),
for example, the objectives for formal driving
school training were reformulated in the sense that
training should seek to strengthen above all apC
propriate attitudes to road safety, rather than
merely conveying skills relating to vehicle operal]
tion, as a means to improve the practical effectivel]
ness of novice driver preparation. To achieve the
goal of a maximum positive impact on safety, it
was deemed necessary to pay greater attention to
motives and attitudes in driver training, and to
equip novice drivers with capabilities for selfl
reflection and realistic assessment of their own
driving ability. By contrast, the development of
GDL systems as a protective framework for longer(’
term and informal driving experience acquisition
followed on from scientific analyses which found
no mentionable evidence of a contribution to nov(]
ice driver safety from educationally oriented and
attitude-focussed formal driver training (MAYHEW
& SIMPSON, 1996 und 2002; CHRISTIE, 2001).
Although the two approaches to further develop!(]
ment of the systems are by no means mutually
exclusive and could indeed be taken into account
jointly in system design, the focus pursued from
the perspective of the underlying teaching and
learning theory principles has nevertheless prol]
duced a number of very different system architecl’
tures.

In the overseas GDL systems, the system architecl’
ture aims to reduce novice driver risk at the com[]
mencement of solo driving by way of graduated
access to full driver rights, a high minimum extent
of practice during the supervised learning phase
and specific risk-reducing driving restrictions dur(’
ing the autonomous learning phase. To avoid
situations in which novice drivers typically face
excessive demands, the entitlements of an unrel]
stricted driving licence are granted step by step in
line with increasing competence acquisition. The
process of learning to drive usually begins with a
period of several months during which driving is
only permitted under the supervision of an experil]
enced accompanist (“learner stage”). At the next
stage, which again lasts several months, solo driv(]
ing is allowed, but remains subject to certain prol]
tective restrictions (“‘intermediate stage”). At the
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end of the process, a driving licence is finally
granted without special conditions, provided no
traffic offences have been committed in the mean(
time (“full license stage”). While such graduated
access is characteristic for all GDL systems, there
are still significant differences in the concrete del]
sign of the individual stages in some respects. This
refers, for example, to the prescribed minimum
period of practical driving experience before the
commencement of solo driving (e.g. 6 months or
12 months), the type and number of tests to be
passed (e.g. a knowledge test as prerequisite for
admission to the “learner stage”, a driving test as
prerequisite for ftransition to the “intermediate
stage”, further tests before the granting of a full
licence), specifications relating to the minimum
number of hours of driving (e.g. 50 hours or 120
hours), the types of driving restrictions imposed
(e.g. exclusion of night-time driving, passenger
restrictions), and also the nature of the possibilities
for combination with formal training offers (e.g.
mandatory or optional driving school training). The
GDL systems are thus based on a theoretical
teaching/learning concept in which opportunities
for extensive driving practice by way of informal
practical instruction in a low-risk situation constill
tute the decisive design feature, whereas formal
driver training plays only a secondary or supplel]
mentary role in most cases. The design of the prol]
tective framework for the period of informal practill
cal learning (e.g. exclusion of night-time driving,
passenger restrictions) is primarily a reaction to
empirical analyses of novice-typical accident
causes and risk-enhancing context factors. Com[]
mon to all these systems, however, is that they
take into account the initially outlined mechanisms
of driving competence acquisition, alongside the
results of empirical research addressing novicel]
typical accident causes and novice-specific com(]
petence deficits.

The approach in a number of European countries,
by contrast, seeks to reduce the high accident risk
for novice drivers by strengthening the overall sys(]
tem of formal training, and in particular by realising
a “second phase” of training after the commence(]
ment of solo driving. One of the lines of argument
used to justify the necessity of such a second
phase of driver training claims that protective regu(’
lations geared purely to behavioural prevention
(e.g. zero-alcohol rule, demerit points) are insuffir]
cient, and that, especially in the early phase of solo
driving, novice drivers must be offered continued
pedagogical support and attention, not least bel]
cause the bad example of other drivers — in the
sense of “negative” social learning — would other(]
wise erode the safe driving behaviour learned dur(]

ing formal driver training. A second phase of driver
training is seen as the suitable framework for
measures to promote and stabilise risk-reducing
attitudes, to encourage reflection on personal ex[’
periences during the initial phase of solo driving,
and to enable the novice driver to assess his own
driving abilities realistically. From the perspective
of teaching/learning theory, these educationally
formulated models follow a similar approach to the
hierarchical behaviour models which provide a
basis for the GDE matrix (or GADGET matrix).
Under these models, relevant aspects of driving
behaviour are operationalised not only on the levl]
els of “Vehicle manoeuvring” (first level) and “Mas(]
tering of traffic situations” (second level), but also —
with greater significance for driving safety — on the
levels of “Goals and context of driving” (third level)
and the driver's personal “Goals for life” (fourth
level) (cf. KESKINEN, 1996; HATAKKA, 2000).

As far as the impact of these different teach(l
ing/learning concepts is concerned, numerous
evaluation studies conducted in the USA, Canada,
Australia and New Zealand show that the introducl]
tion of the GDL systems in these countries resulted
in a significant decline in the number of accidents
involving novice drivers (for an overview:
MAYHEW, SIMPSON & SINGHAL, 2005). Given
the fact that the individual GDL systems differ in
the ultimate details of their design, these positive
finding indicate a safety gain which can be attrib(]
uted, not least, to the fundamental system archi(]
tecture and its furthering of driving competence
acquisition. This system architecture — as already
described earlier — is characterised by a graduated
process of driving experience acquisition over a
relatively long overall timeframe, flanked by a dil]
versity of protective regulations. Recommendall
tions to improve the positive effects of GDL sys[]
tems propose empirical studies to identify and
reinforce above all those system components
which have been found to possess the greatest
safety relevance (e.g. minimum scope of experil]
ence, exclusion of night-time driving, passenger
restrictions). With regard to the safety impact of a
second phase of driver training after the com(]
mencement of solo driving, the experiences rel]
ported from different countries are somewhat con(]
tradictory. While the two-phase training model in
Austria is said to have resulted in a significant re[
duction in the involvement of young novice drivers
in accidents with injury to persons (GATSCHA et
al., 2008), the evaluation results for comparable
advanced training courses in Germany (“Jugend
fahrt sicher”, voluntary further training seminars for
holders of probationary driving licences) showed
that the intended — and, given the pedagogical
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possibilities of driving school training, probably
over-ambitious — objective, namely the modificall
tion of attitudes detrimental to road safety, was not
achieved (SCHULZ, HENNING & CHASELON,
1995; RUDINGER & SINDERN, 2009; WILLMES
LENZ, GROSSMANN & PRUCHER, 2009). Me!
thodically sound studies from international rel
search have similarly failed to produce evidence
for a safety gain from advanced training courses
for novice drivers (KER, ROBERTS, COLLIER,
BEYER, BUNN & FROST, 2005; MAYHEW &
SIMPSON, 1996; ELVIK & VAA, 2004).

To be able to answer the third central question for
the present research project — “Which common
lines of development and convergence trends can
be identified in the different systems of novice
driver preparation?” — the selection of countries to
be analysed was extended to include the group of
GDL countries. After all, the empirical findings on
the safety gains of graduated licensing systems in
Australia/Oceania and North America have also
contributed to a discussion of the effectiveness of
individual measures and their possible incorporall
tion into other systems in many European coun(]
tries. At the same time, the extent to which the
mandatory or optional integration of formal driver
training offers could further improve the graduated
licensing system is likewise a subject of study and
discussion in the GDL countries. Against this
background, it is to be considered whether and, if
so, to which extent the systems analysed in the
present report display common developments or
convergence in their system architectures and the
elements of preparation used, and furthermore
whether such common ground can be determined
between the European system models with their
traditionally strong focus on formal driving school
training on the one hand, and the GDL systems on
the other hand.

Viewed overall, it can be seen that specific prepall
ration for solo driving (“supervised learning phase”)
and particular provisions for the subsequent high(]
risk phase (“autonomous learning phase”) are in[]
corporated as stages along the road to granting of
a driving licence free of special regulations in most
systems of novice driver preparation in the coun(]
tries considered by the present report. One signifiTl
cant difference between the GDL systems and the
systems implemented in Europe is the much
higher degree of obligation with regard to the dural’
tion of the two phases and the corresponding con(]
ditions for the acquisition of practical driving ex[’
perience in the GDL countries. This refers to the
specification of minimum periods and required
scopes of actual practice to be gained by way of
accompanied driving during the supervised learn(]

ing phase, and a relatively long period of driving
subject to concrete driving and mobility restrictions
during the autonomous learning phase. At least as
far as the introduction of such protective driving
and mobility restrictions is concerned, it can be
noted that a number of European countries are
moving in the direction of the GDL standards.

As a possibility for practice before the commencel]
ment of solo driving, informal practical instruction
either with a lay trainer or within the framework of
accompanied driving is an important measure to
guarantee acquisition of appropriately extensive
driving experience before the transition to indel]
pendent participation in road traffic. Such informal
practical instruction is an elementary component of
the GDL systems. A similar opportunity for longer(]
term preparation is also available to novice drivers
in the majority of European countries; in many
cases, however, it is neither prescribed nor specifill
cally promoted by way of corresponding framework
conditions. There are nevertheless some Eurol]
pean countries whose systems — in a similar man(]
ner to the GDL systems — attach binding impor(]
tance to the use of accompanied driving (e.g.
France, Austria). With regard to protective regulall
tions during the initial phase of solo driving, it is to
be noted that the combination of concrete driving
restrictions and a general preventive threat of
sanctions, in particular, are found primarily in the
GDL countries. In most European countries, by
contrast, the preventive focus is placed above all
on threatened sanctions. Convergence is revealed
merely in respect of individual measures. Zerol]
alcohol rules or at least lower alcohol limits, for
example, are a typical risk-reducing measure for
the early period of solo driving in all GDL systems,
but are in the meantime also finding their way into
many European systems of novice driver preparal’
tion.

In a few European countries, the longer-term acl]
quisition of practical driving experience during the
supervised learning phase is enabled by way of
“integrative models” combining mandatory formal
driver training with informal practical experience in
the form of accompanied driving (e.g. France, Ausl]
tria, Luxembourg). The formal driver training here
serves to convey fundamental driving competence
at the beginning of the learning process, before
more extensive driving experience is acquired
during the subsequent accompanied phase; further
formal training elements are also stipulated during
the accompanied phase to a lesser degree. A simi(]
lar combination in the sense of an integrative
model was also introduced recently in the Canall
dian province of Ontario, which originally implel’
mented a pure GDL system: The BDE (“Beginner
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Driver Education”) curriculum there represents a
binding basis for all novice drivers and supplel]
ments accompanied driving with regular formal
training modules, in which certain relevant skills
are to be acquired under pedagogical supervision.
The content design of the BDE curriculum makes
explicit reference to the GDE matrix.

One common line of development which is emergl]
ing across both country and system boundaries is
not least the increasing use of computers in the
context of novice driver preparation. The computer
is already the predominant test medium for the
realisation of knowledge tests; in some cases, the
instruction formats are already making use of dy(]
namic driving scenarios. Tests to assess trafficl]
related awareness, hazard anticipation and hazard
avoidance (e.g. traffic perception tests) are a furl]
ther coming domain for computer-assisted test
systems. The forms of use presented in the report
indicate furthermore that, as a technical medium
serving novice driver preparation in general, the
computer will in future provide an important basis
for the development of innovative teaching/learning
forms (e.g. recording and reviewing of driving data
during practical driving instruction) in connection
with both driver training and independent learning.

The next question to be answered concerns the
features which a functional system of novice driver
preparation should possess. In terms of its design,
as mentioned at the outset, a functional system of
novice driver preparation should be based on the
initially described conditions and mechanisms of
driving competence acquisition: In other words, a
period of several years must be assumed for the
process of learning to drive, over the course of
which the acquisition of knowledge and skills runs
hand in hand with increasing integration and auto’
mation of the relevant information processing and
action sequences. An essential factor in driving
competence acquisition is at the same time the
opportunity for extensive practical experience, i.e.
the principle of “learning to drive by driving”, which,
from the perspective of road safety, manifests the
so-called “young driver paradox”. For the design of
a functional system of novice driver preparation,
the key to resolution of this contradiction between
the necessity of extensive driving practice and the
inevitably associated accident risk lies in determi(]
nation of the optimum “dosage” (by way of approl]
priately intensive protective regulations) and in
meaningful temporal arrangement of the demands
to be mastered.

The timeframe is thus a significant feature for sys[i
tem design, and defines the setting for the overall
process of learning to drive, both prior to and after

the commencement of solo driving. To reduce the
high accident risk upon transition to the first phase
of solo driving (“initial peak of endangerment”), it
seems logical to provide for an extended super(]
vised learning phase (e.g. by specifying minimum
age requirements or minimum periods), to enable
broader driving experience to be gained already at
an early stage. In the scientific literature, periods of
at least 12 months are recommended (e.g.
MAYHEW, SIMPSON & SINGHAL, 2005). It must
be remembered, however, that it is not the prel]
scribed duration which is primarily decisive for the
intensity of preparation, but rather the actual
amount of driving done and the diversity of traffic
demand situations encountered (e.g. urban and
rural traffic environments) — the logging of actual
driving practice, whether electronically or in anall
logue form, would here be more meaningful, as it
permits conclusions to be drawn regarding attain(l
ment of the prescribed or recommended scopes of
driving practice. The initially high level of endan(]
germent at the commencement of solo driving,
which can be attributed chiefly to the factor of “nov(
ice risk”, requires that the system of novice driver
preparation stipulate also a reasonable timeframe
for the phase of autonomous learning, during
which solo driving can be characterised as the
realisation of continued learning. Scientific studies
conducted in this direction suggest durations of
two or three years (SENSERRICK & WHELAN,
2003).

Equally important is the provision of ample occal’
sions for learning and practice over the whole time(]
frame of the system: To enable acquisition of the
broadest possible scope of competence in prepall
ration for solo driving, a diversity of professional,
formal training offers and informal practice oppor(]
tunities are made available and, in some cases,
combined. The central element of preparation for
the acquisition of driving expertise — alongside
fundamental formal training components - is here
accompanied driving under the supervision of a
non-professional accompanist. The essential con(]
tribution of driving school training is to ensure that
a certain minimum scope of defined, safetyl
relevant training content is conveyed to all novice
drivers, and that they are enabled to master a scill
entifically founded selection of qualitatively varied
and demand-specific driving tasks both safely and
reliably. The overall process to convey such
knowledge and skills, as well as safety-oriented
attitudes, should be geared to an overarching cur(]
riculum, in which the learning objectives to be
achieved and the arrangement of the individual
training contents are explained from the perspecl]
tive of teaching and learning theory, and the paths
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to competence acquisition (teaching/learning melJ
dia, teaching/learning methods, professional and
non-professional instruction, scopes of practice)
are described accordingly. The systematic integrall
tion of formal and informal forms of teachl
ing/learning and testing into such a curriculum can
contribute to more effective use of the opportunill
ties for learning and practice. The professional
driving instructor is then able to concentrate above
all on pedagogically demanding instruction and
coaching tasks, determining learning progress and
identifying remaining needs on the basis of learner
assessments, while practice and repetition can be
placed in the hands of a non-professional supervil
sor. When addressing the use of learning possibili[]
ties, it must also be taken into account that, in tol!
day's “knowledge society”, self-controlled learning
and the use of digital media are considered pre(]
requisite competences (MANDL & KRAUSE,
2001). The independent acquisition of knowledge
and skills with the aid of suitable (digital) teach(]
ing/learning media should thus also be viewed as
an important resource for comprehensive driving
competence acquisition in the context of novice
driver preparation — subject to the learning disposil’]
tions of the individual novice driver.

The initial period of solo driving represents a phase
of continued learning and ever broader practical
driving experience; as driving is now no longer
supervised by a professional driving instructor or
non-professional accompanist, however, it is at the
same time characterised by a significantly in{]
creased accident risk. To reduce the initial risks of
solo driving, it seems expedient to prevent the
exposure of novice drivers to certain accident
relevant situations by way of protective regulations.
As the risk declines with increasing driving experi’]
ence, stricter precautions in the form of mobility
restrictions are especially necessary at the com(]
mencement of solo driving. The successive lifting
of restrictions as driving experience is expanded,
on condition of a correspondingly proven driving
record, can serve as an important incentive for
safety-oriented driving behaviour by novice drivers
(FOSS & GOODWIN, 2003). Concrete design recl]
ommendations for the phase of autonomous learn(]
ing under protective regulations propose measures
such as the exclusion of night-time driving, restric]
tions on the age and number of passengers, zerol]
alcohol rules and special markings to identify the
vehicles of novice drivers (MAYHEW et al., 2005;
SENSERRICK et al., 2003).

Tests are important elements in the system of nov[l
ice driver preparation and, by way of their selection
and control functions, contribute significantly to the
overall safety gain of a system architecture. The

use of different forms of testing (knowledge test,
traffic perception test, driving tests), and their
meaningful arrangement according to teaching and
learning theory principles, must thus be considered
a further important feature of a functional system of
novice driver preparation. The increasing differen(]
tiation revealed in the present report, with individ(J
ual tests addressing specific test demands, en(]
ables the assessment of selected partial compel]
tences during actual learning — with corresponding
theoretical justification — and overall the testing of
a wide spectrum of traffic-related knowledge and
abilities. With regard to the temporal arrangement
of tests, it is to be taken into account that certain
abilities are developed at an earlier stage of driving
competence acquisition than others. The acquisil
tion of action competence in general, and driving
competence in particular, begins with the system(]
atic development of flexible, connectable and
transferable knowledge of the subject matter unC
derlying the particular action, which in the present
case means the circumstances of motorised road
traffic (first step). On this basis, it is then necessary
to acquire the ability to apply the knowledge conl(]
cerned effectively and in a manner appropriate to
an action situation, i.e. in the contexts of diverse
traffic situations (second step). The final outcome
of this process is the accumulation of a differentil]
ated repertoire of problem- and situation-related
action patterns, from which the immediately appro(]
priate (driving) behaviour can be called up (third
step). In the light of this three-step process of
competence or expertise acquisition (cf. ANDER]
SON, 2001; GREENO, COLLINS & RESNICK,
1996; GRUBER & MANDL, 1996), traditional
knowledge tests, which address above all declaral’
tive knowledge and thus equate to the first step,
can be placed at a relatively early stage of the
process of novice driver preparation, and indeed
must be arranged so, if they are to provide mean(]
ingful motivation and support to knowledge acquil’
sition within this process. The greater operationalil]
sation of implicit or procedural knowledge in traffic
perception tests or the driving tasks to be mas(]
tered in real traffic as elements of the driving test,
on the other hand, suggests placement of such
forms of testing at a later point in the course of
novice driver preparation to accommodate the
correspondingly longer learning processes (second
and third steps).

In a functional system of novice driver preparation,
the selection and control functions of testing can
be used in various ways to define the system del]
sign and to mark important intermediate goals for
the process of obtaining a driving licence. Where,
as in some GDL systems, the passing of a knowl[]
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edge test is a prerequisite for the issuing of a
learner driving licence, it effectively assumes the
function of an “entry test” and necessitates the
prior acquisition of knowledge by way of independ(]
ent theory learning. A driving test which is arlJ
ranged after a phase of accompanied driving, fur(]
thermore, is able to motivate novice drivers to
spend more hours gaining practical driving experill
ence before the commencement of solo driving.
Provisions for further tests after the commencel]
ment of solo driving — whether in the form of a
traffic perception test or a second driving test —
also support targeted further learning, precisely
during the initial high-risk phase of driving without
supervision (SENSERRICK et al., 2003). And the
placement of tests at the end of the process of
novice driver preparation could similarly fulfil selecl’
tion and control functions, when test performance
leads either to release from the system or to a
prescribed extension of the autonomous learning
phase — possibly flanked by further diagnostically
founded, improvement-oriented measures
(MAYHEW et al., 2005).

As a final overarching feature of system design, it
is appropriate to take into account the evaluation
and optimisation of the overall system. Significant
benchmarks in this respect are provided by empiri(]
cal findings relating to the safety impact of the
system and the functionality of individual elements
of preparation. It can be expected of a functional
system of novice driver preparation that the differ]
ent elements of preparation complement each
other in meaningful fashion in their interactions. To
this end, it is necessary to conduct studies which —
for example by questioning novice drivers on their
use of certain measures — determine the extent to
which the prescribed formal structures of the sys(]
tem also promote the intended activity structures,
i.e. the desired driving competence acquisition, on
the part of novice drivers.

In conclusion, an answer is to be sought to the
question of optimisation perspectives which can be
derived for the system of novice driver preparation
in Germany. The German system of novice driver
preparation has undergone significant changes
over the past 15 years. Important development
steps worthy of particular mention include tighten(]
ing of the regulations governing the probationary
period for novice drivers, the work on optimisation
of the theoretical and practical driving licence tests
which began in 1999, and the introduction of an
absolute zero-alcohol rule for novice drivers in
2007. Last but not least, the system of novice
driver preparation in Germany was expanded to
incorporate a further teaching/learning form of
evaluated and proven safety relevance with the

testing of the training model “Accompanied driving
from age 17" (“BF17”) from 2004 and its permal]
nent anchoring in the applicable legislation on
driver licensing in 2011. Starting out from the cur(]
rent status of the system of novice driver preparal]
tion in Germany, the following pages now outline a
few selected optimisation perspectives for the sys[]
tem and its constituent forms of preparation, as
derived from the aforementioned demands to be
met by a functional system of novice driver prepal]
ration, and as prompted by the existing variety of
designs and forms of teaching/learning and testing
revealed by the present report.

(1) Development of a comprehensive framework
concept for novice driver preparation

Many different social actors are involved in the
preparation of novice drivers in Germany, including
- alongside the novice drivers themselves — traffic
policy makers, legislators, the driver licensing aull
thorities, driving schools, the Technical Examinall
tion Centres, road safety associations, schools
and, in the meantime to an increasing extent, also
non-professional experienced accompanists (e.g.
the parent of the novice driver). The interactions of
these different contributions, the already implel]
mented changes to certain details, and the future
further development of individual components of
the system make it necessary to give greater con(]
sideration to the system of novice driver preparal’
tion in its entirety, and to pursue continuous
evaluation of the functionality and integration of the
individual system components in order to identify
possibilities for optimisation. To this end, the sys[]
tem components must be arranged accordingly
within an overarching framework concept, with
description of their specific functions and the del
sired interactions founded on teaching and learn(]
ing theory. Such a framework concept is firstly a
significant source of orientation for the novice
driver, as learner, and for the various other per(]
sons and institutions involved within the system; at
the same time, it must be seen as an important
starting point for quality assurance evaluations and
measures through which the safety impact of the
system and its components can be verified and
improved.

(2) Strengthening of independent (theory) learning

Independent theory learning is an inexpensive
teaching and learning form which permits the nov(l
ice driver to acquire important basic knowledge
outside of classes with a professional instructor
and at a learning pace determined by the novice
driver himself. In most countries, this teachl
ing/learning form consists above all in possibilities
to prepare for the knowledge test, by working
through appropriate test items under simulated test
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conditions. Given the modern prevalence of home
computers, however, it would appear promising for
the future to design and make available also teach(]
ing/learning media with which it is possible to con(]
vey and develop specific partial competences in
the fields of traffic perception and hazard recogniCl
tion, for example by way of dynamic traffic scenar(l
ios and video sequences. To this end, it is neces(]
sary to confirm not only the safety gains, but also
the acceptance and actual use of the correspond(]
ing teaching/learning media.

If greater weight is given to independent theory
learning as an element in the system of novice
driver preparation, this could furthermore free up
capacities currently tied to knowledge presentation
within the framework of formal driving school train(]
ing, and would allow more resources to be devoted
to supervised practical driving exercises or the
development of self-reflection capabilities and — to
a certain extent — general attitudes to road safety.
Through appropriate “blended learning” concepts,
the proportions of training which necessarily rell
quire attendance in the driving school could be
combined in meaningful fashion with the possibilil]
ties for independent knowledge acquisition based
on “e-learning” offers (see also Point 3). As shown
by the examples from various countries, independ(’
ent learning forms can indeed be integrated into
novice driver preparation as pedagogically effecl]
tive components in their own right.

(3) Strengthening of the integration of theory and
practice in formal driver training

In the German system of novice driver preparation,
theory classes and practical driving instruction are
mandatory training elements for all novice drivers.
The content to be conveyed by the driving schools
during theoretical and practical training are stipull
lated in the Learner Driver Training Ordinance
(FahrschAusbO). The latter also specifies that the
teaching concept for driving school training must
provide for mutual references between the theol]
retical and practical training components, and that
they are to be integrated with each other in the
course of the training as a whole. To facilitate im(J
plementation of the stipulations contained in the
training ordinance in practical driving instruction,
the German Federation of Driving Instructor Assor]
ciations (BVF) has elaborated a set of curricular
guidelines (LAMSZUS, 2000), which are recom(]
mended to driving instructors as a planning aid.
There is nevertheless no overall conceptual intel
gration of the theoretical and practical training con(]
tents in the form of a general curriculum for formal
driving school training — as part of the framework
concept for novice driver preparation demanded
under Point 1 above. Evaluation of the training

curricula and teaching plans in different countries
showed that, compared to Germany, the driving
school training in a number of other countries is
characterised by more pronounced integration of
the theoretical and practical training components.
To this end, certain areas of content and correl]
sponding teaching and learning methods are del]
scribed in the form of training modules and arCJ
ranged in a sequence founded on teaching and
learning theory. Within each such thematic mod(]
ule, basic theoretical knowledge is conveyed and
consolidated by way of relevant practical exer(]
cises. Examples of modular training curricula are
the curriculum for driving school training in Den(]
mark, or the Dutch training programme “Driver
Training in Steps”. The elaboration of an overarch(J
ing curriculum for driver training in Germany, with
corresponding integration of its theoretical and
practical components, could possibly enable more
effective use of the available learning time in forC
mal driver training. It is also conceivable that innolJ
vative training alternatives could supplement tradil’]
tional approaches, for example through the sys[]
tematic incorporation of computer-assisted forms
of independent learning into the teaching/learning
process (“blended learning”, see also Point 2).

(4) Strengthening of accompanied driving in prepa-
ration for the transition to solo driving

With the introduction of an accompanied driving
model, the German system of novice driver prepal]
ration has been expanded to incorporate a teach(]
ing/learning form which is known to contribute to
the safety of young drivers in road traffic. In its
present implementation, this teaching/learning
form is only available to the group of “early begin(]
ners”, namely those novice drivers who already
seek to obtain a driving licence from the age of 17
years. The framework conditions (start of the acl]
companied phase from 17 years, end of the acl]
companied phase at 18 years) automatically relJ
strict the maximum duration of use to 12 months,
and the average actual period of accompanied
driving is somewhat shorter still at around 8
months. To further increase the safety benefits of
this teaching/learning form, it should be made
available to as many novice drivers as possible, as
an optional long form of practical driver preparall
tion. This requires the development of models
which are independent of age and — in contrast to
the “BF17” model — are not tailored solely to the
group of early beginners among driving licence
applicants. At the same time, it would be expedient
to determine whether closer integration of the acll
companied practice and formal driver training, as
realised in “integrative models”, is able to contrib(]
ute to a strengthening of accompanied driving. A
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test after the accompanied phase (see below),
finally, would extend the control function of testing
beyond the restricted context of formal driver train(]
ing, and could also encourage greater actual use
of the opportunities to gain practical driving experill
ence.

(5) Development of protective precautions for the
initial phase of solo driving

It is evident from graphs which plot the frequency
of accident involvement against length of driving
career, that the initial phase of solo driving — del]
spite the novice driver having been granted a driv(]
ing licence - is a phase of continued learning and
driving competence acquisition. In most systems,
this phase is characterised as a special “autonol]
mous learning phase”, with a variety of protective
regulations applicable to novice drivers. In the
sense of an overall preventive approach, such
measures usually take the form of lowered sancl]
tion thresholds for novice drivers, in combination
with specific preventive measures in response to
traffic offences (e.g. improvement seminars, driv(]
ing licence withdrawal). In Germany, probationary
regulations have been in force since 1986, and
were subsequently tightened and evaluated in
1999 (DEBUS, LEUTNER, BRUNKEN, SKOTTKE
& BIERMANN, 2008). A marginal safety gain was
confirmed after the initial introduction of a proball
tionary period, but no evidence was found for fur(]
ther improvement attributable to the later tightening
of the regulations. In addition to the probationary
regulations, an absolute zero-alcohol rule was
introduced in 2007 for all novice drivers during
their probationary period and thereafter, where
applicable, up to the age of 21 years. It was proved
that this measure resulted in a reduction in alcohol(l
related accidents in the target group. Given the
positive findings with regard to the effectiveness of
protective measures in the GDL systems, it ap[]
pears promising to investigate the potential of fur(]
ther precautions for the German system, and to
implement the autonomous learning phase as a
protective learning setting to a much greater del’
gree than in the past.

(6) Differentiation of test demands in the theoreti-
cal driving test

The project “Optimisation of driving licence testing”
which was commissioned by the Federal Highway
Research Institute (BASt) in 1999 delivered impor(]
tant impetus for methodical further development of
the theoretical driving test in Germany. In the final
research report (BONNINGER et al., 2005), the
introduction of the computer as a test medium was
identified as an essential prerequisite for the del]
velopment of innovative test item formats to over
come the existing methodical limitations of the test

and to improve its selection and control function.
Within the framework of the subsequent nation(]
wide introduction of a PC-based theoretical driving
test, the first steps were taken to implement vari™l
ous recommendations from the research report,
including the continuous evaluation of parallel tests
and test items, and the elaboration of methodically
innovative test items to address, above all, the
topic of hazard avoidance. The measures imple[]
mented to date have already achieved important
methodical improvement of the theoretical driving
test, for example rotation of the test questions and
answer options to invalidate superficial, schematic
learning strategies. The planned expansion of the
conventional instruction formats for multiple-choice
questions will mean that traffic-related situations
are no longer presented to the candidate solely as
static illustrations, but may also take the form of
dynamic sequences. This development follows a
path which will lead to important changes in the
test demands, and permits assessments of candill
date competence with a significantly closer refer(]
ence to actual traffic demands.

Alongside the dynamic nature of traffic situations,
the limited time available for information searches,
the weighing up of action options and execution of
a reaction decision also play a substantial role in
the mastering of driving demands. The ability to
take a speed component into account in the as[
sessment of test performance is another developl]
ment step which would at the same time permit
appreciably stronger differentiation of the current
test demands. Where such speed components are
closely related to the demand situation in real traf(]
fic (e.g. timely hazard recognition and avoidance),
they would furthermore enhance the validity of the
test.

A ftraffic perception test, as already implemented
as a form of testing in a number of the countries
analysed by the present report, could presumably
also serve as a bridge between the traditional
theoretical and practical driving licence tests in
Germany in the nearer future. In this context, it
appears necessary to understand the individual —
existing and future — forms of testing as compol’l
nents of a more comprehensive methodical con(]
cept for the assessment of driving and traffic com(’
petence. Within this concept, they should preferal’
bly complement each other with regard to their test
content and the elements of competence as(]
sessed, whereby each would compensate the mefl]
thodical deficits and limitations of the other forms.
The different forms of testing, with their specific
methodical and content-related benefits and limita
tions, should then be incorporated into the process
of novice driver preparation in accordance with the
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laws of driving competence acquisition, and fur(]
thermore associated with the corresponding teach(
ing and learning forms. Hazard recognition and
hazard avoidance cannot be tested adequately in a
traditional knowledge test and at the beginning of
novice driver preparation. A traditional (practical)
driving test is likewise subject to limitations: While
it is true that the mastering of demand situations in
real traffic permits assessment of the candidate's
hazard recognition and hazard avoidance capabilil
ties, safety considerations prevent the driving test
examiner from deliberately bringing about the cor(]
responding hazard situations. Traffic perception
tests, on the other hand, are ideally suited for this
purpose, with their facility to present an unlimited
diversity of computer-generated and standardised
traffic situations.

(7) Differentiation of competence assessment in
the practical driving test

The methodical foundations and historical back(]
ground of the currently applicable model for the
practical driving licence test were described in a
corresponding study between 2005 and 2008, and
starting points were outlined for further develop(]
ment and optimisation of the test (STURZBE[]
CHER, BONNINGER & RUDEL, 2010). On this
basis, the BASt project “Optimisation of the practi
cal driving test” identified possibilities for optimisal’]
tion with a view to medium- and long-term further
development of the practical driving test within the
system of novice driver preparation. One intention
of the elaborated proposals is to establish the
technical and organisational prerequisites for scill
entific evaluation of the test (e.g. through devell]
opment of an electronic test report). In future, fur(]
thermore, the traditional event-oriented recording
of driving errors is to be augmented with compel]
tence-based observations and assessments of test
performance by the driving test examiner. The
underlying observation categories and assessment
criteria, together with the detailed description of
test demands in the form of driving tasks, permit a
differentiated assessment of competence and
feedback to the driving licence applicant on rell
maining competence deficits. It is to be expected
that this differentiation in competence assessment
will enhance the selection and control function of
the practical driving test.

(8) Improvement of learner assessments

Systematic learner assessments and discursive
evaluation of the results together with the learner
are an important source of orientation for the fur(]
ther course of driving competence acquisition, both
for the novice driver himself and for his driving
instructor or supervising accompanist. Examples
from other countries show that such learner as(]

sessments can be integrated as fundamental elel]
ments of the system of novice driver preparation at
various points of the process of driving compell
tence acquisition. In Germany, too, learner asl]
sessments could support competence acquisition
as further “diagnostic instruments” alongside driv(]
ing licence tests — possibly also beyond the com[]
mencement of solo driving — and could at the same
time contribute to consolidation of the acquired
competences. The aforementioned observation
and assessment criteria represent an important
methodical foundation for the assessment of driv(]
ing competence and could be used, for example, in
the context of “evaluation driving lessons”.

(9) Improvement of the selection and control func-
tions of driving licence tests through modification of
their positioning in the system of novice driver
preparation

In the German system of novice driver preparation,
two tests must be passed to obtain a driving lilJ
cence, namely a knowledge test (“theoretical driv(
ing test”) and a driving test (“practical driving test”).
As far as their arrangement within the system is
concerned, it is stipulated that successful complelJ
tion of the theoretical driving test is a prerequisite
for admission to the practical driving test. The
practical driving test is taken at the end of a course
of formal driving school training. For novice drivers
who learn to drive exclusively in a driving school,
the passing of this test marks the transition to solo
driving; for users of the “BF17” model, by contrast,
it is followed by an accompanied phase of up to 12
months. In connection with the theoretical driving
test, it can be determined that, parallel to the difl
ferentiation of test demands and assessment of
skills relating to traffic perception and hazard recl’
ognition, it is necessary to provide corresponding
opportunities for practice to enable development of
the required partial competences. For the position
ing of the test, this means that a later placement is
expedient, or even imperative, where the test is to
assess complex or specifically action-referenced
demands. It would here be conceivable — in com[]
parable manner to some GDL systems — to distin]
guish a “knowledge test”, which could be planned
at a relatively early stage (e.g. as an “entry test”),
and a “traffic perception test”, which is not taken
until the novice driver has acquired a certain del]
gree of driving experience (e.g. shortly before or
even after the commencement of solo driving).
With regard to the practical driving test, it is con(]
spicuous that, in many cases (i.e. insofar as the
candidate does not already possess practical driv(]
ing experience with other classes of driving Iil]
cence), the current positioning within the German
system of novice driver preparation permits merely
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verification of an adequate initial competence,
which the novice driver has usually acquired ex[]
clusively by way of formal driving school training.
In other words, the development of more comprel]
hensive driving expertise is postponed until after
the test, i.e. under protective regulations during the
autonomous learning phase, or possibly beforel]
hand in the supervised context of accompanied
driving. Provisions for a driving test, or even a traflJ
fic perception test, to be taken after a longer period
of practical driving experience — in conjunction with
opening of the accompanied driving model for
other age groups — would contribute to the ever
greater accessibility of accompanied driving as a
safety-enhancing measures for novice drivers in
Germany, and to more intensive and targeted use
in preparation for the outstanding test.

(10) Optimisation of quality assurance measures
and constant further development of novice driver
preparation

A stronger scientific foundation for novice driver
preparation was already demanded under Point 1,
with a view to development of a framework con(J
cept. On this basis, it is possible to systematically
expand the otherwise seemingly isolated measl]
ures relating to quality assurance and further del]
velopment of different forms of teaching/learning
and testing, and in this way to constantly widen the
system's positive effects for road safety.

To conclude, let us return once more to the overall
objective of the present report: Both previous in(]
ternational overviews of the forms and models of
novice driver preparation (e.g. EU Project BASIC,
HATAKKA et al.,, 2003; EU Project GADGET,
CHRIST et al,, 1999; ENGSTROM et al., 2003;
MAYHEW, SIMPSON & SINGHAL, 2005; TREM[
PEL, 2009; NEUMANN-OPITZ & HEINRICH,
1995) and the comparative analysis contained in
this report reveal immense diversity in the legal
framework conditions for driving competence acl]
quisition, in the forms of teaching/learning and
testing used, and in the design and integration of
these measures within specific architectures for
the preparation of novice drivers. This diversity
seems particularly remarkable, as neither the indil]
vidual learning prerequisites of the novice drivers
(e.g. their thought structures and capacities for
reflection), nor — at least in the industrialised coun(]
tries — their learning setting (e.g. vehicle technolol]
gies, road systems, road traffic laws) can be seen
to display an equivalent degree of variance. Con(]
sequently, although the demands placed on a
functional system of novice driver preparation are
presumably similar, there is significant divergence
between the national systems implemented in the
various countries. This suggests that valuable im[]

petus for system optimisation could be derived
from a system comparison, particularly where
analyses of the safety impact are available. The
present report is intended as a contribution to such
development.



155

Bibliography

ANDERSON, J.R. (1982). Acquisition of cognitive
skill. Psychological Review, 89, 369-406.

ANDERSON, J.R. (2001). Kognitive Psychologie.
Heidelberg: Spektrum Akademischer Verlag.

ARNETT, J.R. (1992). Reckless behavior in adol]
lescence: A developmental perspective. In: Devel-
opmental Review, 12, 339-373.

ARNETT, J., & BALLE-JENSEN, L. (1993). Culll
tural bases of risk behavior. Child Development,
64, 1842-1855.

BARTL, G. (ed.). (2000). DAN Report. Results of
EU Project: Description and Analysis of Post Li[]
censing Measures for Novice Drivers, Kuratorium
fur Verkehrssicherheit (KfV; Austrian Road Safety
Board), Vienna.

BARTL, G. (ed.) (2010). EU HERMES Project:
Developing the coaching and communication skills
of driving instructors. alles-fuehrerschein.at GmbH.

BIERMANN, A., SKOTTKE, E.-M., ANDERS, S.,
BRUNKEN, R., DEBUS, G. & LEUTNER, D.
(2008). Entwicklung und Uberpriifung eines Wirl]
kungsmodells — Eine Quer- und Langsschnittstur’
die. In G. DEBUS, D. LEUTNER, R. BRUNKEN,
E.-M. SKOTTKE & A. BIERMANN (eds.), Wir-
kungsanalyse und Bewertung der neuen Regelun-
gen im Rahmen der Fahrerlaubnis auf Probe (Bell
richte der BASt, Heft M 194). Bremerhaven: Wirt[]
schaftsverlag NW.

BONNINGER, J. & STURZBECHER, D. (2005).
Qualitat der Fahrerlaubnispriifung. Ein Reformvor-
schlag fir die theoretische Fahrerlaubnispriifung.
Berichte der Bundesanstalt fir Stralenwesen.
Bremerhaven: Wirtschaftsverlag NW.

BONNINGER, J., KAMMLER, K., STURZBE[]
CHER, D. & WAGNER, W. (2005). Theoretische
und praktische Fahrerlaubnisprifung in Europa —
Recherchebericht. Dresden: TUV | DEKRA arge tp
21.

BRONFENBRENNER, U. (1981). Die Okologie der
menschlichen Entwicklung. Stuttgart: Klett-Cotta.

BRUSEMEISTER, T. (2008). Bildungssoziologie:
Einflhrung in Perspektiven und Probleme. VS
Verlag fur Sozialwissenschaften

CHRIST, R., DELHOMME, P., KABA, A., MAKI[]
NEN, T., SAGBERG, F., SCHULZE, H.,
SIEGRIST, S. (1999). GADGET- Guarding Auto-
mobile Drivers through Guidance Education and
Technology. Final Report. Investigations on Influll
ences upon Driver Behaviour - Safety Approaches

in Comparison and Combination. Kuratorium fir
Verkehrssicherheit (KfV).

CHRISTIE, R. (2001). The Effectiveness Of Driver
Training As A Road Safety Measure: A Review Of
The Literature. Public Policy Group, Royal Autol]
mobile Club of Victoria (RACV) Ltd.

CIECA (2009). THEORY TEST PROJECT WP 200
Survey Report. Current situation and trends re-
garding the theoretical driving test. CIECA - Com[]
mission Internationale des Examens de Conduite
Automobile.

CORTINA, K.S. (2006). Psychologie der Lernum(]
welt. In A. KRAPP & B. WEIDENMANN (eds.),
Padagogische Psychologie. Beltz: Psychologie
Verlags Union.

Deutsche Fahrlehrer Akademie/ Europaische Fahr[l
lehrer Assoziation (2009). “Anforderungen an den
Fahrlehrerberuf in Europa”. (URL:
http://www.deutsche-fahrlehrer-akademie.de/2[7
Publikationen/Publikationen.htm; accessed:
26.10.2011).

DEUTSCHES INSTITUT FUR NORMUNG E.V.
(1992). DIN/ISO 9004, Teil 2, Qualitatsmanage-
ment und Elemente eines Qualitatssicherungssys-
tems. Leitfaden fur Dienstleistungen. Berlin: Beuth
Verlag.

DIN EN ISO 9000 (2005). Qualitaitsmanagement-
systeme - Grundlagen und Begriffe (ISO
9000:2005-12); Dreisprachige Fassung EN ISO
9000:2005.

DITTON, H. (2002). Unterrichtsqualitat — Konzepti[
onen, methodische Uberlegungen und Perspektil’
ven. Unterrichtswissenschaft, 30, 197-212.

DOHMEN, G. (2001). Das informelle Lernen.
Published by: Bundesministerium fir Bildung und
Forschung (BMBF). Referat Offentlichkeitsarbeit.
53170 Bonn.

DRUMMOND, A.E. (1989). An Overview of Novice
Driver Performance Issues — A literature review.
Monarsh University, Accident Research Centre.

EBBINGHAUS, M. & SCHMIDT, J.U. (1999). Pri-
fungsmethoden und Aufgabenarten. Bielefeld:
Bertelsmann.

EINSIEDLER, W. (1997). Unterrichtsqualitdt und
Leistungsentwicklung. In F.-E. WEINERT & A.
HELMKE (eds.), Entwicklung im Grundschulalter
(225-240). Weinheim: PVU.

ELKIND, D. (1967). Egocentrism in adolescence.
Child Development, 38, 1025-1034.


http://www.deutsche-fahrlehrer-akademie.de/2
http:alles-fuehrerschein.at

156

ELVIK, R. & VAA, T. (2004). The handbook of road
safety measures. Amsterdam: Elsevier.

ENGSTROM, I, GREGERSEN, N.P.,
HERNETKOSKI, K., KESKINEN, E. & NYBERG,
A. (2003). Young Novice Driver Education and
Training. Literature review, VTl-rapport 491 A.,
Swedish National Road and Transport Research
Institute, Linkoping.

EU Project SUPREME: “Summary and Publication
of Best Practices in Road Safety in the EU Mem-
ber States”; (URL: http://ec.europa.eu/transport/
road_safety/projects/doc/supreme.pdf;, accessed:
26.10.2010).

Fahrschiler-Ausbildungsordnung (FahrschAusbO),
enacted: 18.08.1998; (URL: http://www.gesetzel]
im-internet.de/fahrschausbo_1999/; accessed:
05.11.2011).

FEND, H. (2004). Was stimmt mit dem deutschen
Bildungssystem nicht? Wege zur Erklarung von
Leistungsunterschieden zwischen Bildungssystel]
men. In G. SCHUMER, K.-J. TILLMANN & M.
WEISS (eds.), Die Institution Schule und die Le-
benswelt der Schiiler - vertiefende Analysen der
PISA 2000-Daten zum Kontext von Schilerleistun-
gen. Wiesbaden: Verlag fir Sozialwissenschaften.

FINNISH VEHICLE ADMINISTRATION (2004).
Undervisningsplan Foérarutbildning for klass B
Fordonsforvaltningscentralen. AKE, 04.06.2004.

FITTS, P.M. & POSNER, M.I. (1967). Human per-
formance. Westport, Conn.: Greenwood Press.

FOSS, R. & GOODWIN, A. (2003). Enhancing the
effectiveness of graduated driver licensing legislal’]
tion. Journal of Safety Research, 34, 79— 84.

FUNK, W., GRUNINGER, M., DITTRICH, L.,
GOSSLER, J., HORNUNG, C., KRESSNER, I.,
LIBAL, I, LIMBERGER, S., RIEDEL, C.,
SCHALLER, S., SCHILLING, K., SVETLOVA, K.
(2010). Begleitetes Fahren ab 17 — Prozessevalua-
tion des bundesweiten Modellversuchs. Berichte
der Bundesanstalt fiir StralRenwesen, Reihe
“Mensch und Sicherheit”, M 213. Bremerhaven:
Wirtschaftsverlag NW.

GATSCHA, M. & BRANDSTATTER, C. (2008).
Evaluation der zweiten Ausbildungsphase. Zeit-
schrift fir Verkehrsrecht, 4.

GRATTENTHALER, H., KRUGER, H.-P. &
SCHOCH, S. (2009). Bedeutung der Fahrpraxis fir
den Kompetenzerwerb beim Fahrenlernen. Berich(l
te der Bundesanstalt fir StralRenwesen, Reihe
“Mensch und Sicherheit”, M 201. Bremerhaven:
Wirtschaftsverlag NW.

GREENQO, J.G., COLLINS, A.M. & RESNICK, L.B.
(1996). Cognition and learning. In D.C. BERLINER
& R.C. CALFEE (eds.), Handbook of educational
psychology (pp. 15-46). New York: Macmillan.

GREGERSEN, N.P., BERG, W-H-Y., ENGO
STROM, I., NOLEN, S., NYBERG, A. & RIMMO,
P.-A. (2000). Sixteen years age limit for learner
drivers in Sweden - an evaluation of safety effects.
Accident Analysis and Prevention, 32, 25-39.

GRUBER, H. & MANDL, H. (1996). Das Entstehen
von Expertise. In J. HOFFMANN & W. KINTSCH
(eds.), Enzyklopadie der Psychologie, C/IlI/7,
(pp. 583-615). Gottingen: Hogrefe.

GSTALTER, H. (1988). Transport und Verkehr. In
D. FREY, C. GRAF HOYOS & D. STAHLBERG
(eds.), Angewandte Psychologie. Ein Lehrbuch.
Psychologie Verlags Union, Munich-Weinheim.

HAMPEL, B. & KUPPERS, F. (1982). Ermittlung
der an Fahrprifungsorte zu stellenden Anforde-
rung. Bericht zum FA 7516 der Bundesanstalt fur
StraRenwesen. Cologne: TUV Rheinland.

HASSELHORN, M. & GOLD, A. (2009). Padagogi-
sche Psychologie. Erfolgreiches Lernen und Leh-
ren. Verlag: Kohlhammer.

HATAKKA, M. (2000). What Makes A Good
Driver? — The hierarchical approach. In G. BARTL
(2000), Description and analysis of post-licensing
measures for novice drivers (Final Report EU pro(]
ject DAN). Vienna: Kuratorium flir Verkehrssicher(]
heit.

HATAKKA, M., KESKINEN, E., BAUGHAN, C.,,
GOLDENBELD, C., GREGERSEN, N. P., GROOT,
H. et al. (2003). Driver training: new models (EU
project BASIC final report). Turku: University of
Turku, Department of Psychology

HATAKKA, M., KESKINEN, E., GREGERSEN, N.
P. & GLAD, A. (1999). Theories and aims of edul’
cational and training measures. In S. Siegrist (ed.),
Driver training, testing and licensing — towards
theory based management of young drivers' injury
risk in road traffic (Results of EU project GADGET,
Work Package 3, BFU report 40, pp. 13-48).
Berne: Schweizerische Beratungsstelle fir Unfall(]
verhiitung.

HAVIGHURST, R.J. (1948). Developmental Tasks
and Education. 7th edition, 1982, New York:
Longman Inc.

HELMAN, S. (2008). Situational judgement in
Driver Training and Assessment. A literature re-
view. Transport Research Laboratory.


http://www.gesetze
http://ec.europa.eu/transport

157

HURRELMANN, K. (1999). Sozialisation. In G.
REINGOLD, G. POLLAK & H. HEIM (eds.), Sozia-
lisationsforschung (S. 481-486). Munich:
Oldenbourg.

JAHN, D. (2006). Einfihrung in die vergleichende
Politikwissenschaft. VS Verlag fir Sozialwissen(
schaften, Wiesbaden.

JAHN, D. (2011). Vergleichende Politikwissen-
schaft. VS Verlag fir Sozialwissenschaften, Wies[J
baden.

KAMINSKE, G.F. & BAUER, J. (1995). Qualitats-
management von A-Z: Erlauterungen moderner
Begriffe des Qualitdtsmanagements. Munich, Vi[O
enna: Hanser-Verlag.

KAMRAVA, M. (1964). Understanding comparative
politics: a framework for analysis. Routledge, New
York.

KANNING, U.P. (2004). Standards der Personaldi-
agnostik. Gottingen: Hogrefe.

KELLY, A.V. (2009). The Curriculum: Theory and
Practice. 6th edition. Sage Publications Ltd, 2009.

KER, K., ROBERTS, I., COLLIER, T., BEYER, F.,
BUNN, F. & FROST, C. (2005). Post-licence driver
education for the prevention of road traffic crashes:
a systematic review of randomised controlled trials.
Accident Analysis and Prevention, 37, 305-313.

KESKINEN, E. (1996). Warum ist die Unfallrate
junger Fahrerinnen und Fahrer hoher? In BASt
(ed.), Junge Fahrer und Fahrerinnen - Referate der
Ersten Interdisziplindren Fachkonferenz 12.-14.
Dezember 1994 in KdIn (Reihe “Mensch und Sil)
cherheit’, Heft M52, pp. 42-53). Bremerhaven:
Wirtschaftsverlag NW.

KRAPP, A., PRENZEL, M. & WEIDENMANN, B.
(2006). Geschichte, Gegenstandsbereich und Auf(]
gaben der Padagogischen Psychologie. In A.
KRAPP & B. WEIDENMANN (eds.), Padagogische
Psychologie. Beltz: Psychologie Verlags Union.

LAMSZUS, H. (2000). Curricularer Leitfaden -
Praktische Ausbildung PKW. Munich: Bundesver(]
einigung der Fahrlehrerverbande e.V.

LAUT, H.-J. & WINKLER J.R. (2010). Methoden
der Vergleichenden Politikwissenschaft. In H.-J.
LAUTH (ed.), Vergleichende Regierungslehre —
Eine Einflhrung. VS Verlag fiir Sozialwissenschaf/
ten, Wiesbaden.

LEFRANCOIS, G.R. (1994). Psychologie des Ler-
nens. Berlin/Heidelberg/New York: Springer.

LEUTNER, D., BRUNKEN, R. & WILLMES-LENZ,
G. (2009). Fahren Lernen und Fahrausbildung. In

H. P. KRUGER (ed.), Enzyklopadie der Psycholo-
gie, Themenbereich D: Praxisgebiete, Serie VI
Verkehrspsychologie, Bd. 2 Anwendungsfelder der
Verkehrspsychologie; Gottingen: Hogrefe.

LIENERT, G.A. & RAATZ, U. (1998). Testaufbau
und Testanalyse. Weinheim: Psychologie Verlags
Union.

LIJPHART, A. (1971). Comparative Politics and
the Comparative Method. The American Political
Science Review, Volume 65, Issue 3, 682-693.

LONERO, L., CLINTON, K., BROCK, J., WILDE,
G., LAURIE, I. & BLACK, D. (1995). Novice Driver
Education Curriculum Outline. Foundation for Traf(]
fic Safety Research. (URL:
http://www.aaafts.org/resources/index.cfm?button=
lonaro; accessed: 26.10.2010).

LOTAN T. & TOLEDO T. (2006) An in-vehicle data
recorder for evaluation of driving behavior and
safety. Preprints of the 85th Annual Transportation
Research Board Annual Meeting.

LOTAN T. & TOLEDO T. (2007) Safety correlation
and implications of an in-vehicle data recorder on
driver behavior. Preprints of the 86th Annual
Transportation Research Board Annual Meeting.

MANDL, H. & KRAUSE, U.-M. (2001). Lernkompe-
tenz fur die Wissensgesellschaft (Forschungsbell
richt Nr. 145). Munich: Ludwig-Maximilians-
Universitat, Lehrstuhl flir Empirische Padagogik
und Padagogische Psychologie.

MARSH, C.J. (2009). Key Concepts for Under(]
standing Curricula. Routledge

MAYCOCK, G., LOCKWOOD, C. & LESTER, F.
(1991). The accident liability of car drivers (TRRL
RR 315, UMTRI-82404). Crowthorne: Transport
and Road Research Laboratory.

MAYHEW D.R., SIMPSON H.M., WILLIAMS A.F.
& FERGUSON S. A. (1998). Effectiveness and role
of driver education and training in a graduated
licensing system. Journal of Public Health Policy,
1998;19(1):51-67.

MAYHEW, D.R. & SIMPSON, H.M. (1996). Effec-
tiveness and role of driver education and training in
a graduated licensing system. Ottawa, Canada:
Traffic  Injury Research Foundation. (URL:
http://www.drivers.com/article/305/; accessed:
05.11.2011).

MAYHEW, D.R. & SIMPSON, H.M. (2002). The
safety value of driver education and training. Injury
Prevention, 8 (suppl.), 3-8.

MAYHEW, D.R. (2003). The learner's permit.
Journal of Safety Research, 34, 35-43.


http://www.drivers.com/article/305
http://www.aaafts.org/resources/index.cfm?button

158

MAYHEW, D.R., SIMPSON, H.M. & SINGHAL, D.
(2005). Best Practices for Graduated Driver Li-
censing in Canada. Traffic Injury Research Foun(]
dation.

MCKNIGHT, A.J. & MCKNIGHT, A.S. (2003).
Young novice drivers: careless or clueless?
Accident Analysis and Prevention, 35, 921-925.

MEFFERT, H. & BRUHN, M. (2003). Dienstleis(]
tungsmarketing. Grundlagen - Konzepte — Metho(l
den. Wiesbaden: Gabler.

NEUMANN-OPITZ, N. & HEINRICH, H.-CH.
(1995). Fahrausbildung in Europa. Ergebnisse
einer Umfrage in 29 Landern. Berichte der Bun(
desanstalt fur StralRenwesen, Heft M 49. Bremer(]
haven: Wirtschaftsverlag NW.

NORWEGIAN PUBLIC ROADS ADMINISTRAL
TION (2004a). Curriculum - Driving licence catego-
ries B and BE. Statens vegvesen. Handbook 252E.

NORWEGIAN PUBLIC ROADS ADMINISTRA]
TION (2004b). Driver training in Norway. Foundall
tions for the revisions of the regulations and curriclJ
ula 2005. Statens vegvesen. Handbook 260E.

OLIVA, P. F. (1997). Developing the curriculum.
4th ed. New York: Addison-Wesley Longman.

PFEIFFER, R., TAUBERT, L., WALK, M., REUT[
TER, U., KNAUER-LUKAS, M., SEDA, E.,
STELMACHOWICZ-PAWYZA, D. &
LINDERHOLM, 1. (2006). CLOSE TO. Risk Pre-
vention for Beginning Drivers. Initiative to establish
innovative methods in driving school education by
including peers who relate of their traffic accident
occurrences. Final Report. Forschungsgesellschaft
Mobilitat.

PICKEL, S., PICKEL, G., LAUTH, H.-J. & JAHN, D.
(2009). Methoden der vergleichenden Politik- und
Sozialwissenschaft — Neue Entwicklungen und
Anwendungen. VS Verlag flr Sozialwissenschaf(]
ten, Wiesbaden.

PREISER, S. (2003). Padagogische Psychologie.
Psychologische Grundlagen von Erziehung und
Unterricht. Weinheim: Juventa.

REINMANN, G. & MANDL, H. (2006). Unterrichten
und Lernumgebungen gestalten. In A. KRAPP & B.
WEIDENMANN (eds.), Padagogische Psychologie.
Beltz: Psychologie Verlags Union.

REINMANN, G. & VOHLE, F. (2009). Digitale Me-
dien in der Fahrausbildung: Einstieg in ein neues
Forschungsfeld zum situierten Lernen. (Arbeitsbe(]
richt Nr. 25). Augsburg: Universitat Augsburg, Me(
dienpadagogik.

Richtlinie 2006/126/EG des Europaischen Parlal]
ments und des Rates vom 20. Dezember 2006
Uber den Fuhrerschein (Neufassung) Amtsblatt Nr.
L 403 vom 30/12/2006 pp. 0018 — 0060 (URL:
http://eur-lex.europa.eu/LexUriServ/LexUriServ.
do?uri=CELEX:32006L0126:DE:HTM; accessed:
05.11.2011).

Richtlinie fur die Prifung der Bewerber um eine
Erlaubnis zum Fuhren von Kraftfahrzeugen (Prir
fungsrichtlinie).
(URL:http://www.fahrschule24.net/download/Fuehr
erschein_Pruefungsrichtlinie_mit_Anlagen.pdf;
accessed: 05.11.2011).

RUDINGER, G. & SINDERN, E.-M. (2009) Evalua-
tion der Freiwilligen Fortbildungsseminare fir
Fahranfanger (FSF) — Wirksamkeitsuntersuchung.
Schlussbericht  zum  Forschungsprojekt FE
82.307/2006 der Bundesanstalt fir Stralenwesen,
Bergisch-Gladbach.

RUSSELL, E. (1998). Using Concepts of Driver
Expectancy, Positive Guidance and Consistency
for Improved Operation and Safety. 1998 TRANST
PORTATION CONFERENCE PROCEEDINGS.

RUSSELL, E. (2003).National Handbook of Traffic
Control Practices for Low Volume Rural Roads and
Small Cities. VOLUME I. Low-Volume Roads.
Mack Blackwell Transportation Center. Kansas
State University, First National Edition.

SAGBERG, F. (2002). Driver education from the
age of 16: Potential of an extended learning period
and increased driving experience to reduce the
crash risk of novice drivers. Experiences in
Norway. In Bundesanstalt fur StraRenwesen (ed.),
Referate der Zweiten Internationalen Konferenz
“Junge Fahrer und Fahrerinnen” am 29.-30. Okto-
ber 2001 in Wolfsburg (Berichte der Bundesanstalt
fur StraBenwesen, Mensch und Sicherheit, Heft M
143, pp. 131-135). Bremerhaven: Wirtschaftsver(]
lag NW.

SARTORI, G. (1970). Concept Misformation in
Comparative Politics. The American Political Sci-
ence Review, Volume 64, 1033-1053.

SCHADE, F.-D. (2001). Daten zur Verkehrshewéh-
rung von Fahranfangern. Reanalyse von Rohdaten
der Untersuchung Hansjosten, E. und Schade, F.O
D. (1997). Legalbewahrung von Fahranfangern.
Berichte der BASt, Reihe “Mensch und Sicherheit”,
Heft M71). Unpublished manuscript, Flensburg:
Kraftfahrt-Bundesamt.

SCHLAG, B., ELLINGHAUS, D. & STEINBRE]
CHER, H. (1986). Risikobereitschaft junger Fahrer.
Bericht der Bundesanstalt fir StraBenwesen, Heft
58. Bremerhaven: Wirtschaftsverlag NW.


http://eur-lex.europa.eu/LexUriServ/LexUriServ

159

SCHULER, H. (2001). Lehrbuch der Personalpsy-
chologie. Gottingen: Hogrefe.

SCHULZ, S.-O., HENNING, H.J. & CHASELON, F.
(1995). Jugend fahrt sicher. SchlufRbericht zur
Wirksamkeit des Modellversuchs (unveréffentlichl
ter  AbschluBRbericht zum  Forschungsprojekt
FP.2.9124 der BASt). Bergisch-Gladbach: Bun(
desanstalt fur StralRenwesen.

SCOTT, W.R. (1995). Institutions
Organizations. Thousand Oaks, CA: Sage.

SENSERRICK, T. & WHELAN, M. (2003). Gradu-
ated driver licensing: Effectiveness of systems and
individual Components. Monash University Accill
dent Research Centre.

SHOPE, J. T. (2006). Influences on youthful driv(
ing behavior and their potential for guiding interJ
ventions to reduce crashes. Injury Prevention,
2006 12:i9i14.

SOCIETE DE L’ASSURANCE AUTOMOBILE DU
QUEBEC (2009). Road Safety Education Program.
Direction des communications Société de
I'assurance automobile du Québec.

STURZBECHER, D., BIEDINGER, J., BOHNE, A,
BONNINGER, J., V. BRESSENSDORF, G,
GLOWALLA, P., KAUP, M., KLEUTGES, C., MULL
LER, G., MULLER, R., PETZHOLTZ, W., RA[
DERMACHER, R., SCHMIDT, A. & WAGNER, W.
(2010). In D. STURZBECHER, J. BONNINGER &
M. RUDEL (eds.), Praktische Fahrerlaubnispriifung
- Grundlagen und Optimierungsmdglichkeiten. (pp.
70-144). Bremerhaven: Wirtschaftsverlag NW.

STURZBECHER, D. (2010). Methodische Grund(]
lagen der praktischen Fahrerlaubnisprifung. In D.
STURZBECHER, J. BONNINGER & M. RUDEL
(eds.), Praktische Fahrerlaubnispriifung — Grund-
lage und Optimierungsmoglichkeiten. Berichte der
Bundesanstalt fir StraRenwesen (pp. 17-38). Brel]
merhaven: Wirtschaftsverlag NW.

STURZBECHER, D. (ed.). (2004). Einflussfaktoren
auf den Erfolg bei der theoretischen Fahrerlaub-
nisprifung. Jugendliche und Risikoverhalten im
Stral3enverkehr. Hannover: Degener.

STURZBECHER, D., BONNINGER, J. & RUDEL,
M. (2010). Praktische Fahrerlaubnispriifung -
Grundlagen und Optimierungsmdglichkeiten. Bel]
richte der Bundesanstalt fir Strallenwesen. Brel]
merhaven: Wirtschaftverlag NW.

STURZBECHER, D., GROSSMANN, H., HERO
MANN, U., SCHELLHAS, B., VIERECK, K. &
VOLKEL, P. (2004). In D. STURZBECHER (ed.),
Einflussfaktoren auf den Erfolg bei der theoreti-
schen Fahrerlaubnisprifung. Jugendliche und

and

Risikoverhalten im StraBenverkehr. Hannover:

Degener.

STURZBECHER, D., HERMANN, U., LABITZKE,
P., SCHELLHAS, B. (2005). Padagogisch qualifil]
zierte Fahrschuliberwachung - Grundlagen, Mell
thoden und Umsetzung. Zeitschrift fur Verkehrssi-
cherheit, 51, 32-38.

STYKOW, P. (2007). Vergleich politischer Syste-
me. UTB. Wilhem Fink, Munich.

TENORTH, H.-E. & TIPPELT, R. (2007). Lexikon
Padagogik. Weinheim: Beltz.

THURSTONE, L.L. (1944). A factorial study of
perception. Chicago: University of Chicago Press.

TREMPEL, R. (2009). Graduated Driver Licensing
Laws and Insurance Collision Claim Frequencies
of Teenage Drivers. Highway Loss Data Institute,
Arlington.

TRONSMOEN, T. (2011). Differences between
formal and informal practical driver training as ex[]
perienced by the learners themselves. Transporta-
tion Research Part F 14, 176-188.

TUV | DEKRA arge tp 21 (2008). Handbuch zum
Fahrerlaubnisprifungssystem (Theorie). Dresden:
TUV | DEKRA arge tp 21.

Verordnung Uber die Zulassung von Personen zum
StralRenverkehr (Fahrerlaubnis-Verordnung - FeV),
enacted: 13.12.2010; (URL: http://www.gesetzel]
im-internet.de/fev_2010/ ; accessed: 05.11.2011).

WARREN, R. A. & SIMPSON, H. M. (1976). The
young driver paradox. Ottawa, Ontario: Traffic
Injury Research Foundation of Canada.

WELLS, P. & BAUGHAN, C. (2003). Cohort Study
of Learner and Novice Drivers Il. 68th ROAD
SAFETY CONGRESS, Safer Driving Reducing
Risks, Crashes & Casualties, 3 - 5 March 2003
CONGRESS PROCEEDINGS.

WELLS, P., TONG, S., SEXTON, B., GRAYSON,
G.B. & JONES, P. (2008) Cohort II: A Study of
Learner and New Drivers — Findings. Department
for Transport (Road Safety Research Report No.
81).

WILLMES-LENZ, G. (2002). Internationale Erfah-
rungen mit neuen Ansatzen zur Absenkung des
Unfallrisikos junger Fahrer und Fahranfanger. Bel]
richte der Bundesanstalt fur StraRenwesen, Reihe
“Mensch und Sicherheit”, Heft M 144. Bremer[]
haven: Wirtschaftsverlag NW.

WILLMES-LENZ, G. PRUCHER, F., & GROSS[]
MANN, H. (2009). Evaluation der Fahranfanger-
malnahmen “Begleitetes Fahren ab 17” und


http://www.gesetze

160

“Freiwillige Fortbildungsseminare fur Inhaber der
Fahrerlaubnis auf Probe”. Ergebnisstand Novem[
ber 2009. (URL: http://www.bast.de/cin_030/
nn_42242/DE/Publikationen/Download(]
Berichte/download-berichtel]
node.html?___nnn=true; accessed: 20.11.2011).

ZUCKERMAN, M. (1979). Sensation seeking: Be-
yond the optimal level of arousal. Erlbaum, Hills(
dale, New York.


http://www.bast.de/cln_030

161

Schriftenreihe

Berichte der Bundesanstalt
fur StraBenwesen

Unterreihe ,Mensch und Sicherheit*

2008

M 189: Verkehrssicherheitsberatung é&lterer Verkehrsteilnehmer
- Handbuch fiir Arzte

Henning € 15,00

M 190: Potenziale zur Verringerung des Unfallgeschehens an
Haltestellen des OPNV/OPSV
Baier, Benthaus, Klemps, Schéfer, Maier, Enke, Schiiller € 16,00

M 191: ADAC/BASt-Symposium ,Sicher fahren in Europa“ - Re-
ferate des Symposiums vom 13. Oktober 2006 in Baden-Baden
Dieser Bericht liegt nur in digitaler Form vor und kann kostenpflich-

tig unter www.nw-verlag.de heruntergeladen werden. € 24,00
M 192: Kinderunfallatlas

Neumann-Opitz, Bartz, Leipnitz € 14,50
M 193: Alterstypisches Verkehrsrisiko

Schade, Heinzmann € 14,50

M 194: Wirkungsanalyse und Bewertung der neuen Regelungen
im Rahmen der Fahrerlaubnis auf Probe

Debus, Leutner, Briinken, Skottke, Biermann € 14,50

M 195: Kongressbericht 2007 der Deutschen Gesellschaft fir
Verkehrsmedizin (DGVM e.V.) — zugleich 50-jahriges Jubildum
der Fachgesellschaft DGVM - 34. Jahrestag € 28,00

M 196: Psychologische Rehabilitations- und TherapiemaBnah-
men flr verkehrsaufféllige Kraftfahrer
Follmann, Heinrich, Corvo, Mihlensiep, Zimmermann,

Klipp, Bornewasser, Glitsch, Dinkel € 18,50

M 197: Aus- und Weiterbildung von Lkw- und Busfahrern zur
Verbesserung der Verkehrssicherheit

Frahauf, Roth, Schygulla € 15,50

M 198: Fahreignung neurologischer Patienten — Untersuchung
am Beispiel der hepatischen Enzephalopathie
Knoche

2009

M 199: MaBnahmen zur Verbesserung der visuellen Orientie-
rungsleistung bei Fahranfangern
Musseler, Debus, Huestegge, Anders, Skottke

€ 15,00

€ 13,50

M 200: Entwicklung der Anzahl Schwerstverletzter infolge von
StraBBenverkehrsunfallen in Deutschland

Lefering € 13,50

M 201: Bedeutung der Fahrpraxis fir den Kompetenzerwerb
beim Fahrenlernen

Grattenthaler, Kriiger, Schoch € 20,00

M 202: Computergestiitzte Medien und Fahrsimulatoren in Fahr-
ausbildung, Fahrerweiterbildung und Fahrerlaubnisprifung
Wei3, Bannert, Petzoldt, Krems € 16,00

M 203: Testverfahren zur psychometrischen Leistungsprifung
der Fahreignung
Poschadel, Falkenstein, Pappachan, Poll,

Willmes von Hinckeldey € 16,50

M 204: Auswirkungen von Belastungen und Stress auf das Ver-
kehrsverhalten von Lkw-Fahrern

Evers € 21,00

M 205: Das Verkehrsquiz — Evaluationsinstrumente zur Erreichung von
Standards in der Verkehrs-/Mobilitdtserziehung der Sekundarstufe
Heidemann, Hufgard, Sindern, Riek, Rudinger € 16,50

2010

M 206: Profile im StraBenverkehr verungluickter Kinder und Jugend-
licher
Holte

M 207: ADAC/BASt-Symposium ,Sicher fahren in Europa®
nur als CD erhaltlich

€ 18,50

€ 24,00

M 208: Volkswirtschaftliche Kosten durch StraBenverkehrsunfalle in
Deutschland

Baum, Kranz, Westerkamp € 18,00

M 209: Unfallgeschehen auf LandstraBen — Eine Auswertung der
amtlichen StraBenverkehrsunfallstatistik

Heinrich, Péppel-Decker, Schénebeck, Ulitzsch €17,50

M 210: Entwicklung und Evaluation eines Screening-Tests zur Er-
fassung der Fahrkompetenz alterer Kraftfahrer (SCREEMO)

Engin, Kocherscheid, Feldmann, Rudinger € 20,50
M 211: Alkoholverbot fur Fahranfanger
Holte, Assing, Poppel-Decker, Schénebeck € 14,50

M 212: Verhaltensanweisungen bei Notsituationen in StraBentun-
neln

Farber, Farber € 19,00

M 213: Begleitetes Fahren ab 17 Jahre — Prozessevaluation des
bundesweiten Modellversuchs
Funk, Gruninger, Dittrich, GoBler, Hornung, KreBner, Libal,

Limberger, Riedel, Schaller, Schilling, Svetlova € 33,00

2011

M 214: Evaluation der Freiwilligen Fortbildungsseminare flir Fahr-
anfanger (FSF) — Wirksamkeitsuntersuchung

Sindern, Rudinger € 15,50

M 215: Praktische Fahrerlaubnisprifung - Grundlagen und
Optimierungsmaéglichkeiten — Methodische Grundlagen und Még-
lichkeiten der Weiterentwicklung

Sturzbecher, Bénninger, Rudel et al. € 23,50

M 216: Verkehrserziehungsprogramme in der Lehreraus-/Fortbil-
dung und deren Umsetzung im Schulalltag - Am Beispiel der Mode-
ratorenkurse ,EVA", ,XpertTalks“, ,sicherfahren“ und , RiSk“

Neumann-Opitz, Bartz € 14,50

M 217: Leistungen des Rettungsdienstes 2008/09 Analyse des Leis-
tungsniveaus im Rettungsdienst fiir die Jahre 2008 und 2009
Schmiedel, Behrendt € 16,50

M 218: Sicherheitswirksamkeit des Begleiteten Fahrens ab 17.
Summative Evaluation

Schade, Heinzmann € 20,00

M 218b: Summative Evaluation of Accompanied Driving from Age 17
Schade, Heinzmann

Dieser Bericht liegt nur in digitaler Form vor und kann unter
http://bast.opus.hbz-nrw.de/ heruntergeladen werden.

M 219: Unterstltzung der Fahrausbildung durch Lernsoftware
Petzoldt, WeiB, Franke, Krems, Bannert € 15,50


http:http://bast.opus.hbz-nrw.de

162

2012

M 220: Mobilitatsstudie Fahranfanger — Entwicklung der Fahr-
leistung und Autobenutzung am Anfang der Fahrkarriere
Funk, Schneider, Zimmermann, Griininger € 30,00

M 221: MaBnahmen zur Erhéhung der Verkehrssicherheit von
Kleintransportern

Roth € 15,00

M 222: Neue Aufgabenformate in der Theoretischen Fahrerlaub-
nisprifung

Malone, Biermann, Briinken, Buch € 15,00

M 223: Evaluation der bundesweiten Verkehrssicherheitskam-
pagne ,Runter vom Gas!*

Klimmt, Maurer € 15,00

M 224: Entwicklung der Verkehrssicherheit und inrer Rahmenbe-
dingungen bis 2015/2020

Maier, Ahrens, Aurich, Bartz, Schiller, Winkler, Wittwer € 17,00

M 225: Ablenkung durch fahrfremde Téatigkeiten — Machbarkeits-
studie

Huemer, Vollrath € 17,50

M 226: Rehabilitationsverlauf verkehrsauffélliger Kraftfahrer
Glitsch, Bornewasser, Dunkel € 14,00

M 227: Entwicklung eines methodischen Rahmenkonzeptes fiir
Verhaltensbeobachtung im flieBenden Verkehr

Hautzinger, Pfeiffer, Schmidt € 16,00
M 228: Profile von Senioren mit Autounfallen (PROSA)
PottgieBer, Kleinemas, Dohmes, Spiegel,

Schéadlich, Rudinger € 17,50

M 229: Einflussfaktoren auf das Fahrverhalten und das Unfall-
risiko junger Fahrerinnen und Fahrer

Holte € 25,50

M 230: Entwicklung, Verbreitung und Anwendung von Schul-
wegplanen

Gerlach, Leven, Leven, Neumann, Jansen € 21,00

M 231: Verkehrssicherheitsrelevante Leistungspotenziale, Defi-
zite und Kompensationsmaoglichkeiten alterer Kraftfahrer
Poschadel, Falkenstein, Rinkenauer, Mendzheritskiy, Fimm,
Worringer, Engin, Kleinemas, Rudinger € 19,00

M 232: Kinderunfallatlas — Regionale Verteilung von Kinderver-
kehrsunféllen in Deutschland

Neumann-Opitz, Bartz, Leipnitz € 18,00

2013

M 233: 8. ADAC/BASt-Symposium 2012 — Sicher fahren in Europa
CD-ROM / kostenpflichtiger Download € 18,00

M 234: Fahranfangervorbereitung im internationalen Vergleich
Genschow, Sturzbecher, Willmes-Lenz € 23,00

M 234b: Fahranféangervorbereitung im internationalen Vergleich
Genschow, Sturzbecher, Willmes-Lenz

Dieser Bericht liegt nur in digitaler Form vor und kann unter
http://bast.opus.hbz-nrw.de/ heruntergeladen werden.

M 235: Ein Verfahren zur Messung der Fahrsicherheit im Real-
verkehr entwickelt am Begleiteten Fahren

Glaser, Waschulewski, Glaser, Schmid € 15,00

M 236: Unfallbeteiligung von Wohnmobilen 2000 bis 2010
Péppel-Decker, Langner

Dieser Bericht liegt nur in digitaler Form vor und kann unter
http://bast.opus.hbz-nrw.de/ heruntergeladen werden.

M 237: Schwer erreichbare Zielgruppen - Handlungsansatze fir
eine neue Verkehrssicherheitsarbeit in Deutschland

Funk, FaBmann € 18,00
M 238: Verkehrserziehung in Kindergérten und Grundschulen
Funk, Hecht, Nebel, Stumpf € 24,50

M 239: Das Fahrerlaubnisprifungssystem und seine Entwick-
lungspotenziale - Innovationsbericht 2009/2010 € 16,00

M 240: Alternative Antriebstechnologien — Marktdurchdringung
und Konsequenzen — Berichtsjahr 2011 — Abschlussbericht
Kuter, Holdik, Péppel-Decker, Ulitzsch

Dieser Bericht liegt nur in digitaler Form vor und kann unter
http://bast.opus.hbz-nrw.de/ heruntergeladen werden.

M 241: Intervention fur punkteauffallige Fahrer — Konzeptgrund-
lagen des Fahreignungsseminars
Glitsch, Bornewasser, Sturzbecher, Bredow,

Kaltenbaek, Buttner € 25,50

M 242: Zahlungsbereitschaft fur Verkehrssicherheit — Vorstudie
Bahamonde-Birke, Link, Kunert € 14,00

2014

M 243: Optimierung der Praktischen Fahrerlaubnispriifung

Sturzbecher, Mérl, Kaltenbaek € 25,50

M 244: Innovative Konzepte zur Begleitung von Fahranfangern
durch E-Kommunikation
Funk, Lang, Held, Hallmeier € 18,50
M 245: Psychische Folgen von Verkehrsunfallen

Auerbach in Vorbereitung

M 246: Prozessevaluation der Kampagnenfortsetzung 2011-2012
~Runter vom Gas!“

Klimmt, Maurer, Baumann € 14,50

AKTUALISIERTE NEUAUFLAGE VON:

M 115: Begutachtungsleitlinien zur Kraftfahreignung — gultig ab
1. Mai 2014
Gracmann, Albrecht €17,50
M 247: Psychologische Aspekte des Unfallrisikos flir Motorrad-
fahrerinnen und -fahrer

von Below, Holte in Vorbereitung

Alle Berichte sind zu beziehen im:

Carl Schiinemann Verlag GmbH
Zweite Schlachtpforte 7

28195 Bremen

Tel. (0421) 3 69 03-53

Fax (0421) 3 69 03-48
www.schuenemann-verlag.de

Dort ist auch ein Komplettverzeichnis erhéltlich.


http:www.schuenemann-verlag.de
http:http://bast.opus.hbz-nrw.de
http:http://bast.opus.hbz-nrw.de
http:http://bast.opus.hbz-nrw.de

	Abstract - Kurzfassung
	Contents
	1Starting point and objective
	2 Methodical approach
	2.1 System analyses as a subject for comparative politics
	2.2 Foundations in learning theory
	2.2.1 Theoretical classification
	2.2.2 Novice driver preparation – Possibilities for concept definition
	2.2.3 Structural properties of systems of novice driver preparation
	2.2.4 Teaching/learning situations in novice driver preparation

	2.3 Terminology to describe novice driver preparation
	2.3.1 Phases of novice driver preparation
	2.3.2 Forms of teaching/learning and testing

	2.4 Country selection and data collection

	3 International comparison ofsystems of novice driverpreparation
	3.1 Prerequisites for access and general conditions
	3.1.1 Minimum age requirements
	3.1.2 Duration and costs of novice driver preparation
	3.1.3 Proof of fitness to drive and knowledge of first aid

	3.2 Teaching and learning forms in novice driver preparation
	3.2.1 Overview
	3.2.2 Theory classes
	3.2.3 Independent theory learning
	3.2.4 Practical driving instruction
	3.2.5 Teaching plans and training curricula
	3.2.6 Driving simulation training
	3.2.7 Accompanied driving
	3.2.8 Advanced training courses
	3.2.9 Solo driving (under protective regulations)
	3.2.10 Road safety education in schools (targeted to new and young drivers)
	3.2.11 Road safety campaigns (targeted to new drivers)

	3.3 Forms of testing in novice driver preparation
	3.3.1 Overview
	3.3.2 Knowledge test
	3.3.3 Traffic perception test
	3.3.4 Learner assessments
	3.3.5 Driving test

	3.4 Quality assurance
	3.4.1 Overview
	3.4.2 Training of driving instructors
	3.4.3 Auditing of driving schools
	3.4.4 Training of driving test examiners
	3.4.5 Quality assurance measures in test organisations


	4 Discussion
	Bibliography
	SchriftenreiheBerichte der Bundesanstaltfür StraßenwesenUnterreihe „Mensch und Sicherheit“



